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INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 3420
ATLANTIC COAST LINE RAILROAD COMPANY
IN RE ACCIDENT
AT SCREVEN, GA., ON
NOVEMBER 27, 1950
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Date:

Railroad:
Location:

Kind of accident:
Tralns invelved:
Train numbers:

Engine numbers:

Consists:

Estimated speeds:
Operation:

Track:

Weather:
Time:
Casualties:

Cause;

SUKMARY

Novemher 27, 198C
Atlantlc Coast Line
Screven, Ga.

Head~end colilision

Passenger : Freight

221 ¢ 202

Diesel—clectric Diegel—electric

unit 511A unlts 3174,

3098 and
E73A

9 cars ¢ 122 cars,
caboose

4’5 mo po ha 2 mo po hb

Mimetable and train orders

Single; tangent; C.34 percent
ascendlng grade southward

Clear
75 56 a. M,
141 injured

Not detcrmined
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INTERSTATE COMMERCE COMMISSION

REPCRT NC. 3420

IN THE MATTER OF VAKING ACCIDENT INVESTIGATION REPORTS
UNDER TEE ACCIDENT PEPORTS ACT OF MAY 6, 1210,

ATLAVTIC CCAST LINE RAILROAD COMPANY

- .

Agcldent at Screven, 32., onh Nevember £7, 10050, cuusc aot
determined.

ZPORT OF THE COMMISZION

PATTERSCN, Commisgioner:

On November £7, 1880, there was z head—end ~2olllalon
netween a racqpnhcr tr ain and o frelght traln on tle
Atlantic Coast Line Rallroud at Screven, Ga., which rcsulted
in the injury of 128 pascengers, 1C Pullman emplovees and

r

O traln-scrvice enployvies,

1,
Under authority of section 17 (2) of the *ntﬂr tate Com-
merce Act the ahove-entitled prorecediny was i refcrred by the
Commission tc Commlsaioner Patterson for con sideration and

disposition.
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Location of Agcident and Method of Operation

This accident occurred on that part of tiie Southern
Divislon extending hetwesn Jesup and Folkston, %a., Via
Waycross, Ga., 72,3 miles. In the vicianlty of tle poiat

of accident this is a slagle-track line, over viilch traias

are orerated by timetable and trein orders. Thcecre 15 no
block sys’cm In use., A%t Screven, 11,4 miles south of
Jesup, a siding 1,02 milas in length parul’els the main
Track on the east, The north and the south switches of
this siding are, resvectively, 1,719 feet north and 3,685
Teet soutnn of the ssetion. An wuxlliary track 1,485 iect

in lengtrn parallels thie main t:ack on the vest, Tue north

gwitelh of the auxiliary tirack is 974 feet south of the

nor th: eidiang~switsh. Thz accident occurred oan the main
track 11,4 mlles sonth of Jesup and 1,885 leet soutsn of
the nortn siding-swltch at Screven., From the ncrth the
track 1s tlangent througliont a distance of 15,35 miles to

the peint of acecident and 3,88 miles egouthward. The grads

for souti~bound trains is an averazre of C.E9 percent

desce.fing &,600 feet 0.3F percernt ascending 1,300 feet and

n

C.34 perccnt ascendling 726 feet to the point of accldent
and 274 feet southward.

This carrier's operabting rulcs read in part as follows:

14, ENGINE FORN OR WHISTLE SIGNALS

NOTE,--The signals prescribed are i1llustiated
by "o" for short sounds; " _" for lon-rer
soundgs, % ¥ ¥

SOUND INDICATION
% % %
(n) 0 Aoproaching meeting or
waiting points, See
5-30.

* o 8

156, COMMUNTCATING SIGNALS

Rule

e
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NOTE.-~The signals prescribed are illustated by
"o for short sounds; "__" for longer

sounds.
SCUND INDICATION
#* B W
(1) . o Approaching meeting or

walting points. See Rule

5-90,

S~71., 4 %train i1s superior to another train by right,

class or direction,

Right 1s conferrcd by train order; class and

dlrection by time-table.

* %

w

Direction is supcrior as between trains of the

same class,

§=-72, Trsins in %the direction specified by the

time-table are gsuperior to trains of the same class

in

tak

#* %

the opposite direction.

5-89. At meeting points the inferlor train must
e siding % ¥ #

%

S$-90, The engineman of each train vill glve

signal 14 (n) at least two miles before reaching
a meeting or waiting point,

the
adv

On trains equipped with comnunicoting system,
conductor must zive sitnal 18 (1), or oral
ice, to the enginemnan after passing the last

station, but not less than two miles preceding
a meeting or waitiag voint, The engineman will

rep

1y immediately with signal 14 (n).
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Should rngincuan Tail to give siznal 14 (n), or
. fall to prernare to ctop short of foullng npolnt,
the conductor must stop tie traln.

FORMS OF TRAIN ORDERS
S—AQ
Fizdng Meeting Points for Opprosing Trains

(1,) No 2 Enz 30C meet No 1 Eng 505 ut B,

oy

L

Trains receiving trese orders will run vith
rcopcet to each other to the deesignated points
and there meet in the me.uncr prescribed by the
rulees.

Tictable speclal ingtructlons read 1n nart as Zolloys:

Northbound ™ ¥ # fralns are superior to
trains of the same class in oprosite dilrectilon,
excent such trains as way be otherwise specifiled * # *

a the viecinity of the polint of acclident tne maximum
uthorized speed was 59 miles per hour for the passenger
zin, and 49 miles per hour for the freipght tralin.

y

Descriptisn of Accident

e et st

1

No., 231, a south-bound trird-class posssnnper traln,
conslsced of Dieselwelectri~ nnit 511A, three tourlst
sleeplny cars, threc sleepias cars, one kiftchen car and
two glecplng cars, in the ovder named, A%t Jesup, the las?t
opern ofil'ice, the crew received-copies of train order No, 4
reainz in part as follows:

[0

1

lNo 202 Eng Z17 meet No 231 Eng 811
at Screven ¥* # ¥

. Thig trala departed from Jegw at V:22 a, m,, 8 houre O
minates late, passed the north siding-switen at Screven,
wnere 1t was required to enter the sidin. %o meet No, 202,
and -hille moving at a speed of 45 miles per hovr, 1t collldcd
with No, 202 at a point 1,685 Tert south of the north slidins-
switch,
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No, 202, & north-bound thivd-class frelght traln,
conelsted of Dlesel-electrlc unlts &17A, 3093 and 3734,
coupled in mulbtiple-unit control, 122 cars and a caboose,

Thls train departed from Waycross, 27,8 mil.s south of Scrcoven,

at 6125 a, m., 10 minutes late., At Offerman, the last opean
office, 7,8 miles south of the point of accident, the crew
received conies of train order No. 41, Thls train passed
Offerman at 7:23 a. m,, 25 minutes late, aad whlle moving
at an estimated speed of 2 miles per hour it collided with
No. 251,

No, 231 stopped with the front of the Dlesei-electric
unlt 90 feet south of the noint of accident. he front
end of the unlt was ralred off 1%s truck and stopped
against the first Diesel-clectiric unit of the opnoslng train.
The front of the unit wug orushod inward. The rcar end of
thie unit was crushed inward a daistance of about 15 inches

by the first car. The Diesecl-electric unlt was badly damaged.,

The first car stopped agalnst the rear end of the Dlesel-
electric unit. The vestlbulie at the front end of the car
was forced bacik a distarce of 8 Tfeet, The front truck was
deralled and stopped under ®he center of the car. No other
equipment o thls train was deralied 011 from the Diesel-
plevetric unit became ignited and fire rfurther damcged the
Diesel=~clectric unit and destroyved the first two cars and

the station at Screven, The other cars were slighily damagced,

The first two Dicsel-elcctric units of No, 202 werc derailed
and stoppred in line with the track. 4 separatlon occurred
between the second and the third units, The third unit was
deralled and overturned across the siding at an angle of
about 45 degrees to the main track, The top of the reer end
of thie unit was 28 feet east of the center-line of the main
track, The first unit was badly damaged and the second

and the thlrd unlts were considerably demaged, The first
two zars werc demolished.

The englneer, the filreman, the conductor, the flagman
and the brakeman of No., 231 were injured.

The weather wes clear at the time of the accident,
which occurred at 7:36 a, m.

The brake equlpment or Diesel-clectric unit 511A was
of the ESC type with MS-40 gutomatic brake valve and S-40
Independent braxe valve., A cafety-control feature actuated
by a foot pedal was providnrd, If pressure on this pedal was
released a sorvice application would rdésult, unless a brake
application of predetermined brake-cylinder pressure had
been made or the handle of the automatic brake valve was

depressed. Automatlc sanding of the ralls during an emergency
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application of the hrakee was provided, The angle cock at
the rear of Diesel-eliectrlce unlt 5114 was of the double-
locking type. Thn anele cock wes open when the handle woas
in line wlth the breke nipe. 411 of the cars cf o, 237%
except the kitcken car w.re ecnipped with univereal valveg
and clasp type brakes TFe kiten:n car wss equippod with
deuble AB orake oaiipmpnt and clagp type brakee,

s .
Licectgginn
2 QU SELD

On the line on whiel. tolc a:nident oceurred, nertn-
bound *reinsg ~re superior o tralur ol the ssne clrss In
the opporite dirce@ion, Eaglnemnea ¢f crei train agrroachlng
a mceting noint are renuiz2d Tu auwnd the meeting-point eslgnal
ot least 2 alles Mhefore reoasn'ne e e ting poini, A% 2
meeting polnt tne irferlicr t“”in muet trre the fiding and

mast »pull into the sidirce ~hern oercticable,

As No, 202 was approaching the polnt where the accldent

ceurrcd the specd was about 5 mlleg per hour., The engineuen
enﬂ the front brokeman were nmailntsining o lookout aread from
the control compartmznt of the Tiret Diescl--clectric wnit,
The conductor and the flagman were in the cavoose, The
enginecoer saild trnat when Yo, 231 was approaching he observed
a man on tne glde of the IZiesel~elec*ric unit and assumed
that he intended to alight and then operate the slalng-sviteh
for that tr«in to enter the siding, When he observed that the
Dlesel-elecctric unit of lo., 231 u?" nassing the ncrth siding-
swltch, he saw someone 1umpin~ frou the locomotive, and warned
tre fireman and the brakeman tnat P@ trought a collision
would cccur, He could not dctermine whether the braekes of
the approaching train were sppli=d, but he cbgerved rvlue
duegt around the Diesel»e7ectric unit of No. 231 as 1t approached,
The flreman said that he also cailcd a warning afver No, 231
passed the siiingmsmitch, The front brakeman saild thav he
ocbserved smoke or Just coming from unaer the Dlesel-elsctric
unit of No, 231 as the train was apnroachini. He also obscrved
that members of H"e creow ol No. 231 were Jumping ofter tne
engine of that traln had passed the north sidlng-swiltch, The
members of the rew o1 No, 202 on the Diesel-electric unit
aligh.ed a fewv scconds before the colllslon occurred, The
iront brakXeman, who was %tho as* Yo leave the Diegel-electric
unit, all*bued an instant vefore the accldent occurred,
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At Jesun the crew of No. 231 received coples of train
order No, 41, which established Screven as the meeting point ’
between No, éSl and No., 202, No, 231 arrived at Jesup at
7110 a, m., entered the siding to meet a north-bound train,
and departed from the siding at 7:22 a, m, The brakes of the
train were not used while the train was leaving the siding,

As No, 231 was approaching Screven the speed was 83 miles

per bour. The engineer, the fireman and the front brakeman
were 1n the control compartment of the locomotive and tne
conductor and the flagman were in the rear car. The eagineer
sald that the members of the crew on thec locomotlve had
discussed train order lo. 41, and all understood that thelr
traln was required to take siding at Screven for Noc. 202.

He first observed No., 202 when his train was more than 3 miles
north of the north siding-switek at Screven. Soon aftesrward

a warning bell in the co.atrol compartment sounded and tne
fireman proceeded to the engine commartment to determine the
cause, When the train was abort 2,3 miles north of the north
siding-switch at Screven the mesting-point siznal was sounded
on the communlcating signal system, and 1t was promptly
acknowledged on the pneumatic hern by the engineer. When

the train was about 1,5 miles north cf the north siding-switch,
the enzincer made a bralke-plpe reductlion of about 8 pounds 1n
first scrvice posltion and simultancously held the independent
brake valve in position to prevent the automatic application
ol the brakes from becoming effective on the locomotive, He
sald there was no deceleration of the train after the initial
brake-pipe reductlon, and he at once made a second brakxe-pipe
reduction and pernitted the brakes ol the locomotive to apwnly
automatically with this reduction. Ee then became concerned
because he felt only the retardation from the brakes on the
locomotive, and made a further brake-plilpe reduction,When the trail:
falled to decelerate properly after o service application of
three brske-pipe reductions he placed tie brake valve in
emergency posltion, and then warned the front brakeman tnat the
brakes were not functioning properly. He said that there was a
normal exhaust at the brake valve after each reduction, Ee
then relecased the locomotive braXxes by use of the indevencdent
brake valve and then relcased the foot pedal of the safety—
control, but there was no appreclable iacrease in the rate of

decelevation. The indenendent brake then was re-applled. He .

sounded the alarm bell several times to summon the fireman
and then instructed the tront brakeman to warn the fireman
that thco brakes were ineffective and that toth hLe and the

fireman should prcoare to alight from the train. The front

o SN
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brakeman then lelt the operating compartment to convey the
instructions to the fireman, The cnginecr remained 1n the
overating compartment until the train was closely approaching
the north siding-switch, then he climbed down the sleps on
the side of tune locomotive and gave hand signals from that
location to warn the members of the crew of No. 202, He
alighted about 500 feet north of the point of accldent a few
seconds hefore the collislon occurrec. Becauge of injuries,
the engineer was nnt questioned untll ahout months after
the accident occurred,

The fireman sald that he left the operating compartment
when the train was about 3-1/2 miles north of the north
siding=-swltch at Screven An inspection disclosed that the
alarm had been sctuated by the fallure of the steam gencrator,
which he regtored to normal overation., Before he could
return to the operating compartment the alarm bell was sounded
several times in rapld succession to summon hin, then the
front brateman entered the engine compartment and advised
him that the brakes of the train were inerfeictve, The
fireman then procecded to the front vestibule nf the first
car and alizhted from the bottom step about 1,400 feet north
of the polnt of accident. The speed of the tirain at that time
was about 53 miles per hour, The frent brakeman saild that
after the fireman left the opcrating compartment he heard the
exhaust from the brake valve. Soon afterward the engineer
warned him that the braites were not functioning propecrly. He
then observed that the braxe valve was in emcrgsency position
and that the enginecr had released the foot pedal of the
safety-control, The trein was closely approaching the
station-one-mile sign when he left the operating compartment,
After he informed the fireman of the ineffcctive brakes, he
followed the fireman to the vestibule at the front end of the
firgt car, Before he alighted he observed from the steps of
the first car that the engineer had climbed down the steps of
the locomotive and was giving hand signals from that location,
The front bruokeman alighted about 1,000 feet north of the
point of accident. The conductor said that he heard a signal
scunded hy the horn of the Diesel-electric unit in responce
to the meeting-polnt communicating signal. Wnen the train was
about one mlle north of the north siding-switch, he relt a
servlce application of the brakes, As the train proceedcd
wlthout material reduction of speed, he became doubtful that
1t would be stopped short of the switch, and he opened fthe
valve of the back-up hose. He estimated that at that time
the rear of the traln was about 2,300 feet north of the aorth
slding-switch., He said that there was very 1little exhaus?t
from tne valve, and that the speed of the train was not
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eppreciably reduced after he took this action. The flagman

sald he felt a service application of the brakes when the

train was sliglitly moie than one mile north of the north .
elding-switch. He saild that when the conductor opened the

valve of the back-up hosc trere was a very small exhaust of alr,

Examinatlon of the equipment of No, 231 after the acci-
dent disclosed that the brake valve vas in emergency positioan
and the throttle was in idling posltion. The brake pipe was
broken at the rear of the locomotive and the angle cock with
the matching portlon of the broken brake pipe was found under
the rcar end of the Tirst car. The angle cock was fully
closed and the handle was latched in the closed position.,

The thumb latch was inoperative. The handle was slightly

bent and there was a mark about 1 inch long and 1/8 inch

deep on the left slde of the handle, A road foreman of
englnes sald that about 2 hours sfter the azccident occurred

an engine was coupled to the rear car and the rear 7 cars were
detachecd, Because of broken brake plpes on tne third and

the seventh cars the brakes on the 7 cars could not be re-
lecased, and the 2 cars were by-passed by use of the signal
iine. Then the brakes of the other cars applied and released
provnerly, These cars were moved to Waycross about 2:50 p, m.
vhere the damaged brake equipment was repaired, and all cars
were Qlspatched from that polnt about 6:30 p, m. The alr

hose of the first and second cars were destroyed by flre and
the brates of these cars were not tested. The englneer said
that after the accldent the brakes on the first £ cars were
not applied., The road foreman of engines sald that about 1
hour after the accident occurred the brakes on these cars werc
applied. All of the control portions of the alr-brake equipment
on the locomotive, except the foot pedal which was broken,
were removed for test, and found to be ln good conditlon,

The brake plpe leakage was egtimated by the engineer
To have been about 4 pounds per minute when the brakes were
tested at Southover, 52.3 miles north of Jecsup, The englneer
said that at frequent intervals en route he had observed that
the alr-brake gauges indicated the prescribed pressures, and
he thought there was normal exhaust Trom the brake valve
during the brake-pipe reductions made while the train was
approachinz Screven. He sald that a considerable amount of
molsture was discharged from the brake valve when brake-pipe \.
reductions were made after the train departed from Southover.,
The temperature at Waycross as reported to the dispatcher
prior to the accldent was 38 degrees at midnight and 32 degrees
at 6 a, m, The engineer stated that at Jegsup there was ice
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on the eaglne, After the traln was sgtopped at Jesup,

the brakes, except the engine brake, were released, This
actlon required communicatlon through the brakxe plpe from the
locomotive to the rear car, Evidently the angle cock at the
rear of the locomotive was open at that time. UNone of the
members of the crew observed any other person in the vicinity
of the locomotive at Jeaup,

Examinatlon of the trpe nf the speed-recordlng device
of Dieselwelectric unit 511A dlsclosed that the brakes of
No, 221 functioned to control the apeed of the traln at
several polnts north of Jesup and to stop the train at Jesup,
In cach instance a service appllcation of the brakes was made.
After the traln departed from Jesup the speed was lncreased
to 6C miles per hour within a distance of about 1,5 miles,
and to 68 miles per hour about 5 miles scuthward., At 2 point
1.5 miles north of tke north sildiing~switch the speed was €3
miles per hour. The speed w:e increased to 64 miles per hour
In a distance of about £,100 feet on a deescending grade that
averaged 0,37 percent, At o polnt sbout £,000 feet north of
the north siding-switch, where the grade wns 0,75 percent
descending, the speed wes decrenscd to 63 mlles per hour in
600 fect. Within the next 1,600 feet, on an ascending grade
of C.,47 percent, the speed wae further decreased to about &3
miles per hour, From that polnt to the nortih siding~swltch,
a distance of about 2,700 feet and cn e descending grade thnt
averaged 0,50 percent, the sreed wes reduced to abecut 55 mlles
per hour, Between the north siding-swltch and the point
of accident, a distnace of 1,685 fest and on an ascending
grade that averaged 0,41 percent, the specd was reduced to
43 mileg per hour,

If the alr-braxc gsystem was functlonling properly the
operation of the brakce valve ag stated by the ensineer should
have been adequate to control the spucd of the traln approach-
ing the meeting point. In add!tlon, the conductor and the
flagman both snid that throughout a distance of approximately
1/2 mile north of thc point of nccldent the valve of the
back—-up hose at the rear of the traln was oven, and thls
likewvise should have been sufflcient to stop the train short
of the opposing train, Althoush some braking sctlon was
obtained, the speed was nct belng properly controlled and the
flreman and the front brakeman Jumped from the traln at a
specd of about 50 wmilles per hour, and at a sufficlent
dlstance from the poirt of collision in which to stop the
train with an emergency aprlication of the brakes,
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About an hour arter the accildent occurred the brakes
ol Mo, 231 werc found to be appiled, and about 2 hours altcr
the ncecident ti.e brakee were still applled. The brake
equipment of the fifth and seventh cars, which ves damaged
as n rcsult of the accideut, wus by-passed by the usc of the
signal line, and the brakec of the other & cars then vpplied
and released oroverly, No other test of the air-brake
equipment of tiiese cars was mide. The first 2 cars of No.
€31 were damaged by fire as a result of the accldent, and
later were destroyed, and no test of the air-brake equipment
of these cars wag made. The locomotive wrs badly domaged in
the collislon and wng further damaged by fire, Only the air-
brake controlling 2pparatus was tested., It operated prooeriv.
‘The angle cock at the rear of the locomotive appareatly was
closed as a result of the accident. From the tests of the air
brake equipment of No. 231 which were made after the sccldent
1t cennot be deteraired wiy the speed of true tralin was not
properly controlled,

Cause
From the information devsloped in this investigation it
1s not possible to determine the cause of this aczcldent.,

Deted &t Washineton, D. C., this eleventh
day of October, 1851,

By the Commission, Commisrioner Pattcrson,

( SEAL; W, P. BARTEL,

Secrctary.

P .



