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INTERSTATE COMMERGCE COMMISGION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCUIRED ON THE
NORFOLK SOUTHERN RAILROAD AT ARTEUR, N.C,, ON JUNE
22, 1930,

July 29, 1930.

To the Commisgsion!

On June 23, 1330, there was a derailment of a
passengsr train on the Norfolk Southern Railroad at Arthur,
N.C. which resulted in }he death of one employee.

Location and method of ecperation

This accident occurred on that part of the
Raleigh District of the Western Division extending between
Glenwood and Marsden, K.C., a distance of 101.6 miles;
1n the viecinity of the point of accident this 18 a single-
track line over which traing are operated by time-table
and train orders, no block-signal system being in use. The
accident occurred at ihe south gwitch of the passing track
at Arthur; this passing itrack parallels the marn track on
the east, and the south switch 1g located about one-half
mile south of the station. Approaching this point from
the south, the track 1s tangent for a distance of apbout 1}
mileg, and the grade 1s 0.6 per cent ascending for
northbound trains.

The traek 1g laid with 80-pound raile, 33 fecet
in length, with an average of 21 ties to the rail-length, and
15 ballasted with gravel to a depth of 18 inches; the track is
well maintained. The switch stand at the south passing-track
swrtch 1s of the Ramapo type and 1s located on the east side
of the main track. The switch target 1s 4 feet 8 inches
above the head-block ties, and displays a white digk 15
inches 1n diameter when the switch 1s set for the main track
and a red banner of figh-tail shape when 1t 18 set for the
passing track. This switch was noi equipped with a gwitch
lamp as such lamps are not used except i1n certain yards.

The weather wag cleeT at the time of the accident,
which occurred sbout 1.10 a.m.

Description

Northbound passenger train No. 4 consisted c¢f one
combination maill and baggage car, 170 coaches, and one Pullman
sleeping car, nhaulzd by engine 1CY and wes 1a charge of
Conductor Singleton and Enginemsn Ferratbt. Thig train left



Wilscn, 27.8 miles south of Arthur, at 12.C8 a.m., three

minutes late, and was dersiled at the south passing-track
gmitch at Arthur while traveling at a speed estimated to

heve been between 30 and 40 miles per hour.

The ¢ngine came to rest on 1ts right side across
the passing track, with 1ts rear end 282 feet north of the
switch points. The tender ptopped juast beyond the engine,
upright, although its position was completely reversed; both
the engine and tender were considershly damaged. All of the
cars in the train were derasiled except the rear truck of the
last car. The forward end of the first car led off to the
wegt and stopped i1n & ditch alongside the track, while the
other care remzined in line with the roodbed., The leadaing
cor wag quite badly dameged, and the following two cars
sustarned slight demage. The employee killed was the engine-
man.

Summary of evidence

Firersn Rankin gtated that due to the ascending
grade on which thc accident occurred, he had been working
on the fire, ond hod just returned to hic geatbox when the
eéngine wos derciled at the south paszsing-track switech, and
when the engine storted to overturn he jumped off. He said
thet the enginemen had soundcd a station whigtle signal and
was 1n the act of acknowledging & signal from the train to
stop ot Arthur, but let go of the whistle cord and applied
the brakes in emergency, the derpilment occurring immediately
afterwards; he cstimoted the speed of the train at thet fime
between 30 and 35 miles per hour, After assisting the engine-
men from the ceb, the engineman remarked thet the switch was
open and that the target was red, but that 1t was too late to
stop. Fireman Ronkin so1d he did not see the switch target
while epprogching the point of accident and did not exewine
the gwitch after the accident as he wassalightly injured when
he jumped off. He further gtated that nothing out of the
ordinary occurred prior to the accident except that the train
struck a mule at Appie, o station 13 miles south of Arthur,
The train wos stopped cnd after the engilnewan exenmined the
front end of the engine, thc train proceeded.

Conductor Singleton stated thet several stops
were made en route and no difficulty was cxperienced in
making these stops, also thet he noticed no unusual riding
of the train prior to the accident. After the engineman
sounded 2 stotion signal opproaching Arthur, the flagnan
cormunicated a signal to stop at Arthur, ond lmmedictely
after 1t =os ecknowledged the brakes were applied in
emergency and in another ingtant the train vas derailed,
mhile traveling at a speed of about 40 miles per hour, The
conductor got off the train as soon as possible and started
towards the head end, but before reaching 1t he met the
engineman end firemrn alonggide the train, the engineman
stating thet the gwitch —was cocked, About 15 or 20 minutes
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later, Conductor Singleton von® back ond examined the ewltch
and found the suitch lever out of the socket, the points open
about one-helf inch, snd the switch lock open and hanging by
a chaoin attached to the scnd; the lock showed no evideace
of having been tompered with, The conductor further statcd
thet upon reaching the next stetion beyond where the mule

was struck, he inspected the front end of the engins ond

the only demage was therz the grab irTon and uncoupling lever
handle on the fiieman's side were bent back azainst the end
sill.

Baggegenan Wnite atated that he was riding in
the forward end of *the firagt cooch at the time of the accident,
and ¢stimated the specd of the train ot the time 1t was
derailed at not more than 30 mileg ner hour., Due to the
front vestibule being crushed oo ¢ result of the accident, he
climbed out of a window and started towrards the froni end
of the train. When hc met the engincmen e agked the
engineman what ceused the aceldent ~ad the engineman replied
that 1t vas caused by ¢ gsplit sritea. He accompanied the
cngineman to the hogpital, but no furcher rention was made
regerding the cause of fthe gcecident.

Flangman Stevenson ctated that he wrs riding
1n the smoking compartrent of the {irat corcch and as soon
as the engineman sounded the stotion whigtle gignel, he
signelled the enginecrien to stop at Arthur, end then started
towards the door, but before he reanched 1%t the brokes vere
applied 1n emsrgency, folloved olmost i1mmediately by the
derailment. After ascertaining thet none of the passengers
wes 1njured, he procured flagging equipment and ptarted back
to protect hig train. Upon regching the sriich, he examined
1% and found 1t unlocked, with the Jever half raised, the
awitch points opcn ebout one-helf i1nch, ~nd the target
digplaying a -/hite indication for a meoin line movement. He
hung 2 red lantcrn on the switch etond butbt did not touch
the gwitch, and ofter gorng farther back cnd placing torpedoes,
he returneda to the ftrein.

Section Forermen Carr, 1n charge of the gectzon
on which the accidsnt occarred, stated thapt he 15 required
to ingpect ond riake a report on all switches once each month,
his last inspection for this purpose being on June 20. This
inspection yas nwde by riding over the section slowly on a
motor car ¢znd closely observing oll svitch stands and points,
and weg positive that if the switch involved wag unlocked
~nd the gmitch lever out of position, he would heve noticed
1t. He o21g0 pagces over his section on an average of once a
week, either by trsin or motor cer, and had not sesen o trein
usz the south end of the passing track at Arthur for some
time, as thers was only room enough for an engine and three
cars between the clearance point and some carg stored on the
passing track at tnat pornt, He arrived at the scene of
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accident at about 3.30 a.m., inspected thes track south of

the point of accident, and Tound 1t to be i1n good condition.
The switch points were open about one-half inch, the switch
lever was Traised, and the switch target showed practically

a clear indication. He said that the switch ties weTe
renewed at that point 1n 19227 and that no work or adjustments
had been made tc the switch since that time, and no repairs
to the switch were required after the accident. The section
foreman also eaid he was the conly member of the section crew
1n pogsession of a switch key, he had never lost a key since
he was employed, and that he had had no trouble with any of
crew nor any of the land owners adjacent to the right of way.

Supervisor Harrell reached the scene of derail-
ment about 7 a.m., and at this time the switch was closed and
locked. Ee inspected the switch, 1ncluding the lock, and
found them i1n good condition, with no evidence of tampering.
He had not authorized any work on thig switch prior to or
subsequent to the accident, the gwitch not being damaged by
the derailment, had had no occasion to unlock the switch
recently, and had received no complalints from train crews as
to the condition of the track in that vicinity; 1n his
opinion the track was i1n good condition.

Roadmaster Lilley gtated that he had personally
used the switch on June 5 while making an inspection on a
motor car, and at that time the switch lock and switch points
were in perfect shape. He said the switch was not equipped
with a switch lamp. Ee had heard of no trouble with anyone,
and had received no complaints.

Road Foreman of Enginee Sumner stated that when
he arrived at the point of accident, he examined the engine
and found the throttle cloged, the brake valve 1n emergency
position, and the trake shoeg get firmly apainst the wheels.

A gauge of the wheels disclosged they were 1n perfect condition.,
He could not find anything missing from the engine, and was

of the opinion there was nothing defective that could have
caused the accident. He said that from his experience he
thought the switch target could be seen py the ai1d of an
electric headlight for a distance of from 600 to 800 feet.

Special Agent Howard stated that he conducted
an i1nvestigetion to determine 1f possible the last train to
occuny the passing track at Arthur and whether any switch
keys were migsing, This 1nvesgtigation developed that train
No. 1 used the north end of the sidiag to meet another train
on June 21, With the exception of two gwitch keys in
possession of furloughed employees all of the keys were
accounted for.
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An 1nspection of the track by one of the
Commissionls 1nspectors subgegquent to the accident showed
no marks on the track south of the south switch. The joint
at the heel of the switch point had been forced out of line
about 2 i1nches but this had been replaced, and was the only
evidence of gny work having been done on the track in the
1mmediate viainity of the point of dersilwment, The switch
lock was 1n good condition, shewing no marks of having been
struck and when 1t was unlocked the lever had fo be pressed
down firmly in order o remove the lock from ths tasp. A
test wag made by operating the switch several times, and in
each cage the points fitted properly. When the lever was
raised from the locked position, the gvitch points immediately
opened about £ inch. With the switch in this position, there
was no appreclable change in the position of the target, and
tests from a distance of 500 feet showed that the target
indicated the gvitch was set for the main track. In order to
determine whether the switch lock was faulty, 1t was locked
1n position and struck several times before 1t was forced
open, and after this had been done the lock was badly ecarred
and demazed to such an extent that 1t had to be replaced.
There was aglight mark on the tip of the switch point, and
11 feet from the point there was a well-defined flange mark
on a lug brace betreen the switch pornt and the east rail of
the passing track, the first mark appearins on a spilke nead
on the gauge side of the west rai1l, 22 feet{ from the point,

Conclusions

This accident was causasd by a cocked or partly
open gwitch,

The evidence indicates that Enginemesn Ferratt
discovered that the svitch was partly open just before his
train reached 1t end that he closed the throttle and applied
the brakes 1n emergency at about the time the engine reached
the switch., An examingticn of this switch after the accident
disclosed that the s-i1tch lock was open and out of the hasp,
the lever wag out of 1%ts socket, and the points Tere open
approximately one~hglf i1nch, although the switch target
digplayed nearly e clear indication; the switch lock was
not damaged.

t sppears thet the last time this switch was
used was on June 5 vhen BRoadmaster Lilley placed his motor
car on the psssing track to clear a train, while Ssction
Foreman Carr cxamined all switches cn ai1s section on June 20
and at that time the switch i1nvolved appeored tc be i1in proper
order. In addition, on June 21 five northbound and five
southbound trains passed over this switch without any trouble.
The 1nvestigation Aid not develop anything wnich would place
regponsibility for the awitch being partly opsn at the time of
the accaident.
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The employees involved were experienced men and
at the time of the accident nons of them had been on duty in
violation of any of the provislons of the hours of service
law.

Respectfully gubmitted,
W. P. BORLAND,

Director.



