INTERSTATE COMMERCE COMMISSION
WVASHINGTON

REPORT NO. 3531
CENTRAL OF GEORGIA RAILWAY COMPANY
IN RE ACCIDENT
AT CHEWACLA, ALA., ON
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Date:
Railroad:

Looation:

Kind ol accident:

Traln involved:
Train number:

Engine number:

Conslst:
Speed:

Operation;

Track:

Weather:
Time:
Casualties:

Cause:
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SUMMARY

July 29, 1953
Central of Georgla
Chewacla, Ala,
Derallment
Passenger

10

Diesel~electric units I.C. 4032
and I.C. 4033

10 cars

- 58 m., p. MH.

Timetable, train orders, and autos-
matlic block=slgnal system

Single; 3° curve; 0,81 percent
descending grade eastward

Clear
12:13 p. m.
14 injured

Insecure condltion of track




INTERSTATE COMMERCE COMMISSION

REPORT NO. 3531

Il THEZ MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UXDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910,

CENTRAL OF GEORGIA RAILWAY COMPANY

September 4, 1953

Accident at Chewacla, Ala., on July 29, 1953, caused by
insecure condltion of track.

1
REPORT OF THE COMMISSION

CLArRKE, Commissioner:

On July 29, 1953, there was a derallment of a passanger
train on the Central of Georgla Rallway at Chewacla, Ala.,
which resulted in the inJury of 10 passengers, 1 Pullman
Commany employee, and 3 dining-car employees.

1

Under authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commission to Commissioner Clarke for consideration and
dl sposition,
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Location of Accident and Method of Operation

This acclident occurred on that part of the Columbus
Division extending between Birmingham, Ala,, and Columbus,
Ga.,, 151.4 miles. In the viclnity of the polnt of accldent
this 13 a single-track line, over which tralns are operated
by tiretable, train orders, and an automatle block-slgnal
system. At Chewacla, 126.3 mileg cast of Elrmingham, a
slding 4,803 feet in length parallels the main track on the
south, The west switch of thls sldlng 1s 4,203 feet wes?t
of the statlion. The acclident occurred on the maln track at
a point Gl6 feet east of the west slding-switch. From the
west the track 1s tangent throughout a conslderable distance
and then there are, 1n succession, a spiral 35C feet in length,
a 3° curve to the left 1,397 feet, & spliral 351 feet, a
tangent 528 feet, a splral 312 feet, and a 3° curve to the
right 255 feet to the point of acclident and 1,256 feet east~
ward, The grade for east-bound trains 1s 0,81 percent
descending at the point of accident, In the vicinlty of the
point of derallment the track 1s lald in a cut, the north wall
of which rlses to a helght of about 8 feet above the level of
the tops of the ralls, The east end of the cut 1s 204 fcel east
of the noint of derailment., Immediately east of this cut
the track l1s lald on a fill about 8 feet in height and 332
feet in length, .

Cn the curve on which the accldent occurred the track
gtructure conslists of 112-pound rail, 39 feet in length,
laid new in November, 1946, on an average of 24 treated
tles to the raill length, It 1s fully tleplated wlth double-
shoulder tileplates, Each raill 1s double-splked on the gaje
slde and single~spiked on the field side, The track structure
is provided wlth one anchor spike per tieplate, 4-hole Z4-linch
Joint bars, and 8 rall anchors per rail, It ls ballasted with
slag to a depth varying from 8 to 10 lnches below the bottoms
of the tiecs. At the point of accident the specified curvature
was 3 deprees and the specifled superelevation was 4 inches,

Special instructions 1ssued to track supervisors and
section foremen read in part as follows:

L B

Supervisors and Foremen must acquaint themselves with
locctions where track 1s tight enough to 1nvolve danger
of buckling and promptly take necessary steps to rclicve
the danger * # # '



L

In 411 classes of work during hot weather not over
two tles in a place should be removed hefore recplacing
the new ties and splking tkhem up. All new tles must be
splked as scon ae put in and before tralns are allowed
to mass over, The lcasi possible amount of track should
be oncned up 1n connectlen wlth the work and must be
filled in to top of tles close behind.

% %

The naxlmum authorizcd spesd for passengef trains with
conventional equipment 1s 60 miles per hour,

Description of Accident

No. 10, an east-bound firat-class pasgcnger train,
consisted of Diesel-electric units IC 4032 and IC 4033,
coupled in multiple-unit control, one express car, one mail-
express car, four express cars, two coaches, one cafe-loungc
car, and one sleeping car, in the order named, All cars iwocre
of all-steel construction. The Dlesel-electric unlts and
the elghth car were equipped with tightlock couplers., This
train departed from Opelika, 3.6 mlles wcst of Chewacla and
the last onen office, at 12:08 p, m,, 7 minutes late, and
whilc 1t was moving on a &° curve to the right at a spted
ol 58 miles per hour the rear two cars werc deraliled at a
point 616 Tcet east of the west sldlng-switch at Chewacla,

A gsenaration occurred between the elghth and the niath
cars. Tie forward portion of the traln stopped wilth the recar
end of the elghth car about £,463 feet east of the point of
derailnaent. A separation occurred between the deralled cars.
The ninth car stopped on 1ts left side, wlth the front end
agalnet the north wall of a cut and about 540 feet east of the
point of dcrallment, The front end and the rear end of
this car vere, respectively, 19,5 fect and 22.5 feet north
of the center-line of the track. The tenth car stopped
north of the track, lmmedlatecly west of the ninth car and
approxlmately in linec with 1t, It leaned to the north at
an angle of about 15 degrces, The front end and the recar
end of this car were, respectlvely, €3 feet and 17 feet north
of the ccnter-line of the track. The ninth car was badly
damaged, and the tenth car was conslderably damaged.
Inflammable materials 1n the kitchen section of the ninth
car beccamc ignited, and thls car, which was damaged by the
derailment, was further damaged by fire,
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The wveather wvas clear at the time of the accldent,
which occurred about 12:13 p. m,

Dlscusslon

As No., 10 was approaching the point where the accident
occurred the specd was about 58 mlles per hour. The engincer
and the fireman were malntalning a lookout ahead from the
contrel compartment at the front of the locomotive, The
baggageman~cxpress messenger was in the slxth car, the
conductor and the flagman were in the seventh car, and the
train vorter was in the eilghth car., The englneer made a
service aonlication of the brakes as the traln was closely
approaching the curve on which the accident occurred, The
enginenen sald that the locomotive was riding smoothly and
trere was no indication of defective track, They first became
aware that anything was wrong when the¢ brake-plpe pressure
became depleted as a result of the derallment, The bagcage-
man-cxpress messenger sald that as the traln was moving on
the curve on which the accident occurred there was an unusual
lateral movement of the sixth car followed by a serles of
bumps, He sald that stacked express pocxages were thrown
down by the violent movemeats. The conductor sald that soon
after the geventh car passed the west siding-swltch tliere tag
an unusual nolse and he heard pieces of ballast strike the
underside of the car. Then there was an unusual vertical
movement, and he proceeded to the end of the car and opened
the conductor's valve, He sald that the absence of an exhaust
from the valve indicated to him that the brakees already -rere
applied 1a emergency., The train porter said that there uere
several vinlent vertical movements of the eighth car ilmmedle tely
beforc the brakes became applied in emercency.

Examination of the eoculpment of No. 10 after thc accl-
dent occuired disclosed no condition which could have causeG
or contributed to the cause of the acclident., Examination of
the trac': disclosed that a section of track 233 feet in length
on the 3° curve to the right was deflected outward., The
maximum deilectlon, which was 2 fe«t 11 1inches, was located
124 fect cast of the west end of the deflected sectlon., The
first mari of derailment was a flange marx which apvearcd on
the gage slde of the lhead of the north or high raill 2 feot 11
inches west of the point of maximum deflectlion. Thls mar:
extended eastward and inclined to the top of the rail 1in a
distance of 7 feet 8 inches, then crossed the head dlagonally
to thie north side of the rall in a distance of 2 feet & inches,



- 8 - 3531

Othe. mariis on the rails and tles east of the 1nitlal polnt

of derailment indicated that wheels had become derailed oa both
sides of both rails. The north rall was displaced outward aad
off the ends of the tlies throughout a distancc of 390 faet .
eastyard from the point ot deraillment. The tops of the tles,
Joint bars, tieplates, and other parts of the track struciure on
the south side of the south rall werce marked at lrregular
intervals throuchout a dlstance of 317 feet. In this area

the couth 1rall was loosened from the spllies at many points

and vus distorted with alternate bends to the right and lceft,
The track structure was bhadly damaged throughout a distance

of 428 fect.

The investigation disclosed that on tle day of the accl=-
dent a section force consisting of a foreman and slx section-
men was cengaged in renewing ties on the curve on which the
acclcent occurred. At the time of the accldent 20 ties had
becn replaced within a distence of 565 fect, which extended
between points 116 feet east and 449 feet west of the point
of derailment. In renewlng these ties the scctionmen had
removed sufflelient ballast at the location of each tle to
rermit the removal ot the tie, The splkes in these tles
were thiea pulled and the tleplates wcre removed. The foitcman
sald that & track Juclk was uscd only to the extent necesusairy
in order to remove the tieplates, He sald that in each
instance 1n which the Jack was us=d 1t was placed next to the
tle which was %o be removcd and the rall was elevated only a
sufficient distance to free the tleplate. He did not think
the rails were ralsed high enough to dlsturb the adjacent
ties in the ballast., As each tle was removed a new tie was
Immediately put in place., After tleplates were applied and
placed on the new ties, sufficlent ballast was tamped uader
the ends ol the tles to ralse the tles against the bottoms of
the rails. In thls vicinity the distance betwecen tie-centers
was an average of 19.5 lnches. The distances betwecn tle
replaceuaents at three points were, respectively, 7 feect, 4
feet, and & feect. The first two points wecre located west of
the noint of derallment., Tie renewals at slx points werec
separated by distances varylng betwcen 13 feet and 19 fcet,
three werc at distances varying bectween 28 feet and 30 feet,
four were at distances varying between 40 feet and 46 feet,
and three vere at distances in exccss of 50 feet, the maximum
of which was 84 feet, When the accident occurred sufficlent ‘
ballast had been tamped under the ends of the new ties to
ralse the tles agalnst the bottoms of the ralls, but the
tles had not been spiked and the bpallast which had been
removcd from the cribs had net been renlaced,
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A west-bound frelght traln passed Chewacla about 30 min-
utes before the accldent occurred, After thils train passcd,
the sectlon foreman walked eastward from the west slding-svitch
to the noint at which the sectlonmen were working and instructed
the men to takxe their lunch perlod. The foreman sald that at
this time the track was in normal alinement and he obscrved no
defectlve condition. The temperature had rigen from about 76
degrees at 7:30 a, m., to about &8 dcgrees at 10:30 a, m., and
the forcman observed that the rall Jolnts were closed. He
thought that the expanslon of the ralls was normal for summer
weather,

After the accldent occurrcd it was found that the 4ilge
placement of the track began at a point about 8 feet west of
the 565~foot section of track in which 20 ties had been rcnewed,
This section of track remained in normal alinement when a
west=bound frelght traln passcd at a speecd of about 35 miles
per hour, but 1t was deflected outward aa No, 10 moved over
the curvec at a speed of about 58 miles per hour., No work was
done on the track between the times the two tralns passed,
and 1t apnears that during the process of renewlng tles before
the freight treln pessed the scetion force dlsturbed and
loosened the track structure to the extent that it dld not
provlide normal reslstance to the lateral stresses exerted
by the movement of No. 10 on the curve, The south or low
rall was not damaged in the deraillment. When the track wes
belng repaired after the derallment occurred it was nccessary
to cut a section 3 inches long from this rall in order to
restore the normal allinement of the curve., From thls it
appears that the rails were under some compresslion as a result
of the hcat, Hswever, thc ends of the ralls bore no indie
catlons that the Jolnts had been under excessive compresslon,
and there were no lndlcations that the ralls in the vicinity
of the point of acclident had been creeping appreclably in
elther direction. Evidently, the combination of compressed
ralls, the loosenlng of the track structure in replacing ties,
the absence of splkes in the renewed tics, and the lateral
pressure excrted by the movement of No, 10 over the curve
in questlon caused the track to be deflceted outward,
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The scetlon foreman was famillar with the instructions
which reouired that during hot weather not more than two
adlacent ties were to be removed from the track at the same .
time and that replaccment ties were to he spilked immedictely
alfter they were placed in the traclt, but because the tle
rencuals were interspersed among many other tles he planncd
to expedite the work by completing the splking and restorizg
the ballast ofter all the ties werc placed.

Cause

It is found that this acoidant wag caus~d by insecure
condition of the track,

Dated at Weghington, D. C., tlils fourth
day of Scptember, 1956Z.

By the Commission, Commissioner Clarke.

( SEAL) GEORGE W, LAIRD,

Acting Secretary.



