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SOUTH CISGLIIIA, 01 i r.^BKUAJY 6, 1919. 

March 15, 1919. 
On February 8, 1919, there was a derailment of an 

elootrlo passenger train on the Piedmont & Northern Railroad 
near Chiok Springs, 3, 0,, whioh resulted in She death of 4 
passengers and injury of 1 employee and S3 passengers, ifter 
Investigation of this accident, the Chief of the lureau of 
Safety submits the following report. 

northbound passenger train *Io. 6 consisted of two 
motor oars, Nos. E02S end 2009, in charge of Motorman liaudlln 
and Conductor i/ilson, and w^s en route from Greenville to 
Spartanburg. It left Taylor, 10 nilee from Greenville, at 
10.49 a.m. according to Die train sheet, and about 1 minute 
later m e derailed at a point SO feet south of Snoree River 
bridge, f̂iaieh is about 3200 feet north of Jfeylor. The speed 
at the time of derailment la esti&iated to have been about S5 
miles an hour. The train continued onto the bridge and the 
rear oar, No. 3009, finally fell to the ground below, a dis­
tance of about 90 feet. 

Car Ho. 2009 landed on its rear ena and oame to rest 
bottom up, inclined at an angle oi about 45 degrees. This oar 
was practically demolished, ^hlle considerable d^tege was sus­
tained by the bridge and track. 2ne rear end of the first car 
was pulled fro in its trucks. 

This part of the Piedmont & northern hailroad is a 

single-traok line extending between Greenville «nd apartanburg, 
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a distance of 33.5 alias. Train maveaente a n nandled by time 
table ^nd train orders, protected by a manual blook signal 
system. JSnoree ,Uver brldre i,i a ateel structure about 900 
feet loag and 90 feet above the ground &t the Highest point, 
approaching this bridge from tho south, th© traok 1c tangent 
for &bout 1100 feet, followed by a curve to the left of 6 de­
grees, thia curve being aboat 460 foot in length. It is about 
400 feet fro*n the northern end of this curva to the south abut­
ment of tho bridge, and the track iu tangent from the curve to 
a point about 300 ieot iho ct,.er side of the bridge. Be­
ginning at the fir at mentioned ourve, there is a descending 
f̂ rade D f ,82*& about 700 feet in length; 700 feet of level 
track, 600 feet of a .76% ascending grade, and then !>=> ascend­
ing .jrale to ix point Just north of the bridge. i'he traak is 
laid with 80-pound rails, 33 feet in length, with about 18 
untreated oak ties under each rail, double-spiked and tie-
plated on curves. The guard rails in use on th© bridge were 
56-pound rails, 30 feet in length. The trolley wires on the 
bridge were eupported by eteol frarao arches. 'ike first one 
is 100 *eet north of the southern end of the bridge, while the 
others are spaced 120 feet apart. i*he weather was clear* 

Careful examination of the trucks, wheels and brake 
rigging of the two oars involved failed to disclose anything 
wrong with the exception of tie tie bar on the forward truck 
of tho rear ear. This was disconnected on the right dide, the 
bolt having been Droken off. 2he break was a fresh one, how-



ever, and had evidently resulted from the tie-bar encountering 
sone obstruction on the track. There were alao marks on the 
tie-bar itself, lndloating this to be the case, and other mark 8 
on the motor casing of this truck where some heavy object had 
been encountered, a piece of the aetal being gouged out. Theae 
tie-bars hold the brake shoes in position and im va a clearance 
of from 3 inches to 4-3/4 inches above the top of the rails, 
the Jilst&noe depending chiefly upon the amount of wear 0 1 the 
Wheels, These bars are 2-1/8 inches wide and. l/Z Inch thi ok« 

Examination of the track showed the first marks on 
the traok to be at a point 63 feet south of ths bridge* At 
this point the tie-bar had come in contact with the receiving 
end of tho right guard rail and apparently this rail had in 
this manner been raised up enough to allow it to strike the 
motor casing of the truck, Shis bent the rail and caused the 
angle bars joining it to th© next rail to be broken off, This 
detached guard rail section, about 15 feet in length, was 
carried a distance of about 115 feet along the track before 
it fell from the bridge. Tne first wheel marks on the ties 
were about 30 feet north of the receiving end of the guard 
rail, these marks being on the outside of the left stock rail, 
about 12 inches from tho base of the rail, and were aiade by 
the rear truck of the rear ear. Thess marks continued in this 
approximate position a distance of about 60 feet or until the 
first orosa-tie on the bridge m e encountered. llhe wheel marks 
werr- then diverted toward the rail and followed it a distance 



of about 30 feet *diGn tney oegan to work outward toward the 
ends of the tlee, tiiese inarke continuing an additional dis­
tanoe of about 33 feet. Beginning at thia point, the wheels 
traversed the S^xB17 wooden guard timbers a distanoe of about 
35 feet before dropping off on the outside. They then ran on 
the ends of the ties a distanoe of about 100 feet before the 
left wheels went off. The truck was then dragged in this po­
sition an additional distance of about 135 feet before becoming 
detached from the oar and falling fiom the bridge. She body 
of the oar. resting only on the forward truck, continued to a 
poi/it 31 feet beyond, where the coupling broke between it and 
the first car, allowing it to fall from the bridge on the left 
aide. The forward traok of this car w&e not derailed until 
within 60 feet of where the body of the oar finally fell from 
the bridge. This truck continued on the tiea a total distance 
of 130 feet and did not fell from the bridge. Motor car 
stopped at a point about 75 feet farther north witn the oody 
of the car projecting over the side of the bridge. Hon© of the 
wheels under this ear was derailed. The right guard rail waa 
overturned for a distanoe of about 90 feet beyond the point 
where the 15-foot section w&s torn out. At thia point, the 
wheels oroeaod to the inside or left of the rail, continuing 
to work to the left until the truck fell from the bridge. 

Mo to rman Maudlin testified that after leaving River 
Junotion, the first stop out of Greenville, his train sa.de 6 
stops on route to Taylor, no trouble with the air brakes being 
experienced, Hla train left Taylor at 10.47 a.m. and just be-
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fore passing a olrouit breaker located about 1700 feet south, 
of the bridge, he shut off th© our rent. iie t nought tne speed 
was about 20 miles an hour at this tlae and said that ae did 
not again apply the power between there and the point of derail­
ment. After the train had started across the bridge, there 

m 

nag a motion which felt as if an air hoee had burst and hs 
applied the emergenoy air brakes and reversed the power. He 
thought the oar stopped within 30 ieet, but afterwards changed 
his estimate to 60 feet. He did not know that the rear oar 
had been derailed until ae saw it on the ground. He did not 
notioe any unevennesa in the traok or unusual motion of the 
oar, though he afterwards stated that the traok was pretty 
rough, needing ballast and new ties. 

Conductor .<*ilson stated that his train arrived at 
Baylor at 10.47 a.m. and left almost immediately. Leaving 
Taylor, he boarded the train at the front end of the first 
oar, riding there for a short distance* He had just started 
baok through the oar Mfcen he felt a motion as if it had struck 
something en the bridge. The car began to swing and he thought 
it was derailed and oalled to tho motorman to hold it. He did 
not know ths rear oar had fallen from the bridge until he reached 
the door after the train had stopped. He thought the speed of 
the train was about 25 miles an hour and that Wile rate had 
not been exceeded at any point between Taylor and tne point of 
derailment* He aid not know of his own personal knowledge 
whether or not the motorm&n had shut off the current approach­
ing the bridge* 
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Bridge IToreaian Hunt, a passenger on train 3o. 6T 

was riding in the front end of the oar witn the motorman. He 
thought the speed of the train approaching the bridge was about 
25 miles an hour. „hen the head end of the train had passed on­
to the bridge a distance of about 150 or 200 feet, he felt an 
unusual motion of the train, due to the rear oar being derailed. 
He did not think the motornan was using ourrent at this time, 
but was not positive, Th© aonduotor called to the motorman, 
and he felt the brakes being arjplled and saw tho motorman re­
verse the power. He lid not think the brakes took hold aa well 
as usual, as the train did not stop aa quickly, but said he wae 
not positive as to hin observations In this particular* 

0. K* Jackson, employed as a lineman, etated that he 
was riding In the front end. of the first car with the motorman 
and that the motorman shut off the current before passing the 
circuit breaker. He did not see him turn on the ourrent again 
although he thought he did so. The eueed approaching the bridge 
was about 26 miles an hour, when about opposite the first arch, 
ne felt a jerk ana after traveling 75 or 100 feet looked back 
and saw the rear oar starting to go off the trestle. The eon­
duetor called to the motorman to hold it and he said that he 
saw the motorman shut off tbe controller and j-laee the brake 
handle in the emergency position. He thought the brakes took 
hold well and that the train stopped very suddenly. He did not 
know whether or not tne motor man wae using current* 

\. *£, Fryer» employed as a lineman helper, was riding 

wife the motoraan in the front end of the first car. He notioed 



nothing wrong until after passing the first arch. The oar 
then began to jerk and the oonduotor sailed to Ufa® motorman to 
nold it, the motorman doing everything he oould to stop* 

Colored Train Port&r Lee stated that he was riding 
in the forward end of the reir os-r when he £elt a jar, and by 
the way it jumped he know that the oar had been derailed. He 
did not know whether or not th© air brakes were applied before 
this oar fell from the trestle, Ee thought the speed was about 
25 miles an hour* 

A. I), Frye, superintendent of Motive Power, etated 
that he examined the tie-bar and truck upon nis arrival at the 
scene of aooident. He thought the soring of the truck would 
have been sufficient to let the tio-b^r swing low enough to 
strike the guard rail. His opinion regarding tho aooident, 
however, was that the tie-bar did not strike and pull up the 
receiving end of th© guard rail, but that the spring in the 
track, due to churning of joints, caused the receiving end to 
be foroed high enough to encounter thy motor casing. The height 
of this partioular tie-bar above th© level of the rails was 
about 3-3/8 Inohos, He further stated that there were 110 spikes 

in the end of the guard rail; there were spikes In the second 
tie, hut the ti© was old and badly decayed. In all, he found 
one spike and three apik© holes in the 15 feat severed by the 
first guard rail section, Jhe clearance of the motors above 
the level of the rails waa 4 inches, and of tie-bars with new 
wheels 4-3/4 Inohea. nr. p rye further stated that he haa made 



a test of a train of two cars of tills type and had found that 
with tne train traveling at a speed of 55 Alice an hour. It 
could oe stopped in a distanoe of 487 feet **ith an emergenoy 
application of the air brakes, 

D, 3 , Daiith, Supervisor of Tracks, stated that he 
reached th© scene of the accident shortly after itj occurrence 
and found the traok to be in good condition and the gauge cor­
rect. He saw tne section of guard rail whioa had been torn out 
and also saw a nark on tae left guard rail a few feet from its 
reoeiving end, and he oonoluaed aa a result of his Investigation 
that the aocident was due to &oiuethin& catching in the guard 
rail, lo opening it enough to cause it to cat ok on tne truok» 
resulting in the derailment. tjoitft said that ae also found 

abrasions upon tne lead rail at the end of the passing track 
at Baylor, these abrasions causing him to thing that me tiling 
had been dragging. Jhese ii&rjcs were near the center of the 
traok, and he said that whatever had been dragging would not 
have been oaught by the planks at a highway crossing nearby, If 
the object had been bent downward In the middle and supported 
at each end, this being due to th© fact that the planks at the 
crossing were laid parallel to the rails and were not placed 
in the center. He stated, however, that ho did not think any­
thing had been aotually dragging, but said that he taought the 
accident was due to the tie-bar not having sufficient clearance. 
He had last examined tne traok in the vicinity of the accident 
on January 27th. iia found general conditions to be good, and 



noticed nothing wrong with tho guard rail at the sou.thcrn end 
of the bridge. Gone rally shaking, he considered the traok to 
hs as good as the avei-sge during the wintsr months, fhe seotien 
in whioh thia aooident occurred is 8 miles in length and the 
section crew consisted ot a foreman and 4 men. 

h.m C}. Bullock, extra gang foreman, stated that on 
reaching the scene of the accident he saw where something had 
struck the guard mil. He then went baok to the highway Gross­
ing about l/4 mile south of the bridge, and found ^arks Indicat­
ing that something had dragged on a tie and also on ths Grossing. 
In oonoany wit" dupery!sor Smith, he then went back as far as 
Taylor and found where the same objeot had dragged on a lead 
rail at the passing traok switch, &r. Bullock Said t.\e guard 
rail wa@ 1 inch lower than the raain rail, and that in his opinion 
the tlo-bar had been too low and had jerked up the and cf the 
guard rail, causing it to strike tne motor casing and derail 
the trucks* 

Oar Inspector jjre^ell, stationed at Anderson, stated 
that he had inspected both of these oars, examining tho running 
gear and brake rigging, including tie-bars, and found everything 
to be in good condition, the air brakes were tested and he also 
examined the flanges, finding them to be in good condition. 

General rioadmaster ^iohburg stated ths t on th® day 
following the accident ho cade an examination of tne traok be­
tween Taylor and the point of derailment and found It to be in 
fair condition. He found many places where there waa churning 
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at the joints, tiia worst places being near th© bridge. He said 
thla was a condition which resulted In an up and down motion 
of the oar, as well aa a swinging motion. He did not think tha 
guard r&il was spiked ae securely aa it should have been, but 
said that there was only one decayed tie under it* There wero 
9 ties unde± the IB-foot section of the rail whioh was torn from 
the traok, and there were splkcB only in U L S second and eighth 
tlee. In his opinion, about '#0% of the tiea between Baylor and 
the bridge should be removed on aooount of decay, and within 
200 feet of the bridge theie were 60 ,vjilah should be removed, 
zlthoufh ordera hud been placed, he r^d been unable to obtain 
the necessary ties, and it was on account of tn© track conditions 
known to exist tfa*t un order was issued in December restricting 
the speed of passenger trains to 30 uiles an hour. Koadxoaster 
Richburg thought the churning of the joints, resulting in an 
excessive motion of the car, allowed the tie-bar to catch the 
end of the guard rail. 

On February 12th, a test was ns*de to ascertain how far 
a train would drift tfter having shut off the power at the cir­
cuit breaker, while traveling at a speed estii&ated to have been 
30 miles an rxour, and it waa x'ound that it reached the bridge 
at a speed of about 10 or 12 .ales an hour and that it wae 
necessary to apply the current in about the middle of the bridge 
in order to keep the train fro& coming to a stop. In view of 
this test and in view of the statements of tne various employees 
riding on the train, it is believed that Motorman Maudlin ac­
tually used th® power approaching the bridge, and that the speed 
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of hia train was aoout 25 mi la a an hour; that on account of 
traok conditions, this resulted in an excessive motion of the 
oar, resulting in the tie-bar, whioh was low, ooning in contact 
with the receiving end of the guard rail. She track had con­
siderable spring in it, and it is probable that this resulted 
in the end of ths rail being raised a little. ?he first section 
of this guard rail was imeourely spiked and was raised by the 
tie-bar sufficiently to allow it to strike the motor easing of 
the truck, ths guard rail being torn out and tne train derailed, 
The first narks of derailment were appr oximtsly 50 feet south 
of tae bridge, and at this time therefore the : ead end of the 
train had started across tne bridge. ft 1th the exception of the 
colored poster, all of the train crow, together with the other 
employees who were riding on the train, were in ths forward end 
of the first oar with the motorman, and apparently none of them 
noticed the derailment of the rear car until just before it 
started to fall from the bridge. All of the® felt something 
unusual in the motion of the train at about the same time, the 
conductor calling to the motorman to stop the train. The mo tor-
man at once applied the energenoy air brakss and reversed the 
current. The evidence indicates that when this was done the 
train wag brought quickly to a stop. There was no evidence 
that the train did not stop within a reasonable distance after 
the brakes were applied; neither waa there any evidence that the 
brakes had not worked satisfactorily in soaking previous stops. 
While it Is not believed that Motorman Maudlin is correct in 
his statements as to the speed of the car or to his use cf 



the povrer after passing th© eiroult breaker, yet there Is 
nothing to indicate that he exoeeded the speed limit allowed 
or that he violated any of tho rules of the company in the 
handling of his train. The track conditions, however, were 
faulty and the tie-bar on the forward truck of the rear oar 
waa too low, iiavlng a clearance of about 5-3/8 inches, whereas 
with new wheels it would have iiad a alearanoc of 4-3/4 inches. 
There ia nothing in the record to indicate exactly how much 
alearanoc these tie-bars should have, but the fact that marks 
wore found on the traok at two or three points between Taylor 
and the point of derailment would seem to indicate that this 
tie-bar did not have sufficient clearance to permit of the safe 
operation of the car. 

Thle aooident was caused by the tie-bar on the forward 
truck of the rear car of train Ho. 6 coming in contact with the 
receiving end of the guard rail, due to th® tie-bar being too 
low and also due to traok conditions so rough a^ to re fruit in 
excessive motion of the car. 

All of the employees involved in this aooident were 
experienced men, and none had been on duty in violation of any 
of the provisions of the hours of isrvloe law. 

Both of the cars involved in this accident were wooden 
oars with semi-steel under trainee, built in 1911. Their length 
was 68 feet with a weight of 96,000 pounds. They were equipped 
with trucks built for high speed service and had a speed capacity 
of 60 miles an hour. 

S.T.I. 


