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INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO, 3436
ATLANTIC COAST LINE RAILA0AD COMPANY
IN RE ACCIDENT
AT HORTENYE, GA,, ON
NOVEMBER 15, 1951




Date:

Raillroad:
.Locatlon:

Kind of accident:
Trains involved:
Traln numbers:

Engine numbers:

Conslsts:
Estimated speeds:
Operation:

Track:

Weather:
) Time:
Casualties:

Cause:
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SUMMARY

November 15, 1951
Atlantlc Coast Llne
Hortense, Ga.

Side collislon

Frelght : Pasgsenger

210 : 75

Diesel-electric 1 Dieselwelectric
units 3064, units 6374,
306B and 3958 761B and E35A

101 cars, caboose i 21 cars

5 m‘ p. 11. : 67 mo p- h'

Interlocking

Single; tangent; 0.3 percent
descending grade southward

Clear with low pockets of fog
€:03 p., m,
2 killed; 65 injured

¥allure to operate passencger traln in
accordance wlth signal indicatlons
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INTERSTATE COMMERCE COMMISSION

REPORT NO, 3436

IN bHE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

ATLANTIG COAST LINE RAILROAD COMPANY

’ ' January 14, 1952

Accldent at Hortense, Ga., on November 18, 1951, causcd by
failure to operate the passenger train in accordance
with signal indications.

1
REPORT OF THE COMMISSIOW

PATTERSON, Commlssioner:

On November 15, 1951, there was a side collision between
a freight train and a passenger train on the Atlantic Coast
Line Railroad at Hortense, Ga., which resulted in the death
of 1 operator and 1 train~serv1oe employee, and the injury
of 41 passengers, 7 railway-mail clerks, 1 person carried
under con*ract; 8 dining-car employees, 4 Pullman Coapany
employees, 2 mechanical-department employees, and 2 tralin-
scrvice employees,

1
, Under authority of section 17 (2) of the Interstete Com—
merce Act the above-entitled proceeding was referred by the

* Commission to Gommiss1oner Patterson for consideration and
disposition.
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Locetion of Accident and Method of Operation

This accident occurred on that part of the Southern
Divislon extending between Jacksonville, Fla., and Savaanah,
Ga., via iehunta, Ga., 151.2 miles. 1n the vicinity of the
poiat of accident this 1s a single-~track line, over which
trazing are operated by timetable, traln orders and an
automatic block-signal system. At Hortense, Ga., 76.1 miles
north of Jacrsonville, a siding 1,03 miles in length parallels
the maln track on the east. The south switch of the siding
is 110 feet rorth of tke stetion., Both switches of the siding
are vithin interlocking limits, The accident occurred at tie
foulin~ »oint of the main track and the south end of the
sidiag, 132 feet north of the south siding-switch, The main
troclz 1s tangent throughout a distance of 1.3 miles south of
*he »woint of accident and 27 miles northward, The grade 1s
slizhtly undulating throughout a considerable distance on
elthe» side of the point of accident, and it 1s 0.3 percent
descending soutiaward at that point.

Semi-automatic signal 09, governing north-bound movements
on tlie main track and from the msin track to the siding, and
seml—-ovtomatic signal 070, governing north-bound movements Ifrom
the sidiag to the main track, are located, respectively, 9501
feet south and 4,878 feet north of the point of accldent.
Automatic signals 5549 and 5859 and seml-automatlc signals
05 and 08, governinzt south-bound movements on the main track,
are located, respectively, 2,71 miles, 1,79 miles, 1,01 miles,
and 49 feet north of the point of accldent. Signals 09, 095,
and 08 are of the two-arm upper—~quadrant semaphore type,
siznals 5649 and 5659 are of the one-arm upper-quadrant
semaphorc type, and si-nal 07C is a dwarf signal ol the one-
arm upsecm-cuadrant scmanhore type. The aspects applicable to
this investigation and the corresponding indications and
nazies arc as follows:

Sigral Day Aspect Night Aspect Indication Name
09 Horizontal- Red-over- Proceed at Restrict-
over-— yellow restricted ing.
diagonal speed,
078 Horizontal Red Stop. Stop.
064% Diagonal, Yellow Proceed prepar- Approach,
5659 over num- ing to stop
ber plate at next signal.

Train cxeeeding
mediun speed
must at once
rcduce to that
specd.
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05 Diagonal Yellow-over- Proceed prepar— Approach,
ovVer-— red ing to stop '
horizontal at next
signal, Traln
exceeding

medium speed
must at cace
reduce to
that speed,

08 Horizontal- Red-over- Stop, Stop.
over- red
horizontal

Interlocking 1imits extend between signal 09 and signal C5,

The controlling circuits are so arranged that when the routes
are lined for a north-bound movement from signal 09 into the
slding and for a south-bound movement from signal 05 to slgnal
08, signal 09 indlicates Restricting, signal 07C indicates Stop,
slgnals 5649, 5659, and 05 each indicate Approach, and signal
08 indicates Stop,

The interlocking at Hortense was of the electro-mechanical
type. The control machine was located in the northeast corner
of the station bullding. Approach locking wes provided for
slegnals governing movemente at higher than restricted speeq,
and time locking was provided for all other signals, Illechanlcal,
indication, and route locking also were provided, The
mechanlical locking and the control clrcults were so arranged
that a controlied signal could display an aspect to proceed
only wher conflicting routes through the interlocking were
unocsupred anu all signals governing movements through
condtllcting routes were displaylne aspects to stop.

The station building was a one-~story frame structure,
The east side of the bullding was 10 feet west of the center-
line of the aain trock, and the nortia side was 110 feet south
of the south siding-swltch,

This corrier's operating rules read in part as follows:
DEFINITIONS .

Restricted Speed.——Prcceed prepared to stop short
of train, obstruction, or switch not precperly lined
and to look oufb for broken rail, but not exceeding
20 miles &n hour,
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Medium Svced,--A speed not excecdinc 3C miles an
hour,

c4, All members of engine and trein crews must, when
practicable, communicate to each other by 1ts name the
1ndication of each signal affecting the movenent of
their traln or engine,

605, Interlocking sicnals govern the uvse of the
routes of an interlocking, and as to movements witiln
home signal 1limits thelr indications supersede the
superiority of tralns, but do not dispense with tae vse
or tke observance of other sipnals rhenever and wherever
they may be requlired.

FORMS CF TRAIN ORDERS
S-E.

(1.) o 2 Eng 500 walt at H until 9 59 A M for
I'o 1 Eng 805,

The train first named must not pass the decignated
noint before the time given, unless the other traln has
arrived, The train last named is reauired to run with
resnect to the time specified at the desisneted polnt
or any intermediatc station where schedule tirme 1s
earller than the time specified 1in the order, as beflore

required to run with respect to the schedvle time of fthe
trein first named,

The maximum authorized speeds were 79 miles per hour

for the passenger train and 60 miles per hour for the frelght
train,

Description of Accident

No, 210, a north-bound third-class frelpght train,

consisted of Diesel-clectric units 308A, 306B, and 3953,
coupled in multiple~unit control, 1C1l cars and a caboose, AS
Folkston, 35.3 mlles south of Eortense, the crew received
coples of traln order No. 60 reading in part as follows:

% % W

No 75 Eng 537 walt at Hortense until 801PM
® w W

for No 210 Eng 306,
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Thls trein passed Folkston at 7:12 v, m., 1 hour 56 minutes
late, and passed Nahunta, the last oven offlce, 9,3 miles
sovth of Hortense, at 7:46 np., m., 2 hours late. The front
of the train passed signal 03, which indicated Restricting,
and while the train ias entering the sidlaz at Hortense nt
a sneed of about & miles per hour the ninety-third car was
struck by No. 78 at the fouling point of the maln track and
the sonthh end of the siding,

No. 75, a sonth=bound first-class nassenger trailn, coa-
selsted of Diesel~electric units 537A, 7613, and 5354, coupled
In multiple-unit coatrol, ocne express car, two mail cars,
one baggage car, six coaches, one tavern car, one dining
car, and nine sleening cars, in the order named. The
fourth, ninth, tenth, and seveateenth cars were of lightieight
stedl construction, and the other cars were of conventlonal
all~steel construvction, The fourth, sixzth, niath, teatlh,
eleventh, twelfth, and seventeenth cars were ecuipped with
tightlock counlers. At Jesup, 12.1 mliles north of Fortease
and the Jast open office, the crew received conles of trailn
order Yo, 60, This train departed from Jesup at 7:47 ». m,,
1 hour 15 minutes late, nassed sipnals 5649, £6592, and 05,
eacin of which indlcated Approzeh, passed signal 08, which
indicated Stop, and vhille moving at s sneed of 67 miles per
hour it struck the ainety-third car of Jo. 210.

The ninety-third to the ninety-ninth cars, i1nclusive,
of Mo, ©10 were derailed. These cars stovped 1n various
positions on or near the track. They were badly danaged. The
Diesel=electric units, the first 10 cars, and the front trucn
of the eleventh car of No. 75 were derailled, A scparation
occurrcd between each unit of the train from the first Diesel-
electric unit to the tenth car. The first Diecel-electiiic
unit stovped on its right side. Its front end was 431 feet
south of the point of accident and 4% feet west of the tracXk,
and its rear end was 80 feet west of the track. The second
Diesel~electric unit stoppred on its left side and at right
angles to the track, Its front ead was tecward the west and
agelnst the rear end of the first unit, The third unilt
stopped upright. Its front end was 350 feet south of fhe
point of accident and 38 feet west of the track, and 1its
rear end was 20 fect west of the traciz. The first car
stopoed on 1its rizht side, at an angle of about 60 decrees
to the track, with its front end on the track structure 282
feet south of the point of accident and its rear end toward
the northiest, Tre gecond and the third cars stopned on their
right sides, and the fourth and the fifth cars stonped unright.
Each of these cars stopped parallel to the preceding car and
agalnst 1t, The sil:th car stopped upright, with its front end
against the rear end of the fifth’ car and its rear end on the
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track structure., The seventh car stoppcd unright, with 1ts
front end against the rear end o¢f the sixth car and its rear
end 26 fcet west of the track. The elgnth car stopped upright,
wlth 1ts front end against the rear end of the seventh car aand
its rear end on the track structvre, The ninth and the tenth
cars stonped upright and approximately in line with the

tracize The Diesel=clectrlic units and the first to the ninth
cars, lncluslve, were badly damaged, the tenth car was

somewkat damaged, and the eleventh car wos slightly camaged,
The station bulldine at Hortense was demolisghed,

The englneer of No, 75 and the operator at Hortense were
k1lled. The fireman and the bvaggageman of No. 75 and an
electrical supervisor and a travelling electriclan were
injJured.

The weather was clear with low poclkets of fog at the tlme
of the accident, which occurred about £:05 p. m.

Discussion

The crews of Loth trains held coples of traln crder llo,
80, which provided thet No. 75 would walt at Hortense untll
8:01 pe m. for No, 21C, Under the rules, 1f No. 21C proceeded
to Hortense to meet l'o, 76 1t was required to enter the inter-
locking limits at Hortense not leter than 7:56 p. m. Within
Interloching limits trains are governed by slgnal indicatioans,
which sucersede the superilority of tralns. Surviving members
of the crews of both trelnes so understood,

The train dispatcher on duty at the time of the accldent
sald that when lio. 210 parsed Raybon, 5,6 miles south of
Hortense, the operator at Fortense informed him of thet
fact, He instructed the operator to line the route for No,
210 to take the siding to meet llo, 785 at Hortense.

As No, 21C was approachin~ Hortense the enginemen and the
front brakeman were in the control compartment at the frnnt of
the locomotive, and the conductor and the flagman were 1n the
caboose. The route wes lined for movement from signal 02 to
the siding. The englneer said that the front of the traln
pagsed signal 09, which indicated Restricting, and entered the
siding at 7:56 o, m, He trhen dimmed the headlight, The
capaclty of the siding at Hortense 1s 100 cars and he was
doubtful that his traln of 101 cars would clear betreen the
siding switches. In order to avold etopping on the sidlng,
he reduced the speed of the traln to about § mlles per hour so
that the front end would not reach siconal 070 until after No.
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75 had passed the north siding—switch. The englneer did not
notice the indication of signal 0%. The Tireman and the front
bralkeman sald that thls signal 1lndicated Stop when the front
of thelr train passed it. They looked at thls sicaal iater-
mittently as their train moved through the siding, and they
sald tniat 1t continued to lndlcate Stop from the time thoir
locomotive passed 1t until the accident occurred, As Fo. 7O
approached the north siding-switch, the employees on the
loconotlive of Mo. 210 conld see the semaphore arms of signal
05, They obsurved that the signal indicated Aprroach for the
movement of No. 756, They said they thought that No. 75 passed
the front of thelr train at an unusually hich speed, aad that
the brakes of No, 75 had not been applied at that time.

As Yo, 75 was approaching the point wherc the accldent
occurred the englnemen and an electrical supervisor were on
the locomotive and the members of the train crew were in

various locations throuchout the cars ol the train., The

headlight and the oscn.].latin'r signel lignt were lighted brightly.

The brakes of the train had been tested at Savannah and had
functioned pronerly when used en route, According to the
statement of the fireman, at O'l'cal, 4.2 miles north of
Hortense, they observed the head]*:nu of "o. 210 in the
vicinity of Hortense. A short time after the trailn passed
O!'Neal they consulted their watches and observed that it was
8:01 p, m, The fiieman rcmarkcd that the traln would not
reach Hortense until after the time specified in train order
No, 60, and thec eqvlneer replied that he thought No. 210 ras
on the siding at Hortense. The fireman sald that signals
5649, 5659, and 05 each indlcated Proceed, that he and the
engineer called the indicatlon of each signal, and that the
traln was operated 1ln accordance with these indications,

He gald that after the train passed the north siding-switch
at Hortense the indication of si~nal 08 changed from Proceed
to Stop; however, at that time there was no change in the
condition of the track or the lnterlocking which vould cause
a change of indication of that sicnal., At the same time,

both he and the englneer observed that the rear end of o, 210
was not clear of the main track, and the englneer immedlately
made an emergency aprlication of the brakes, The electrical
supervisor sald that he made a routine inspectlon of the
Dlesel enpines shortly after the train departed from Jesup.

He returned to the control compartment at the front of the
locomotive as the traln was closely approachlng sisznal 05.

He dld not observe the aspect of this signal, tut he heard

the flreman call a proceed indication and thb enclneer ansver,
He saild that the englneer closed the throttle beforc the train
passed the north sidin-switch at Hortense. After the front
end of No. 75 passed the front end of No., 210, he saw that
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signal G8 indicated Ston. At the same time, the engineer
made an emergency appllication of the brakes. Tre conductor
sald that the train nassed the north sidiang-s-itch at
Hortense several seconds after 2:02 p., m, He ohserved the
front end of No. 210 near the north end of the siding, and
he wes unawvare that anything vas wrong until the brares were
applied in emerge.cy. He thought that his trein was a
considerable dlstance south of the north siding-switch ot
this time. According to the tape of the speed recordiny
device, a speed of between 80 and 83 miles per hour was
malntained between 0'Neal and the north siding-sritch at
Hortense., The emerecency brake apnlication became effectlve
abovt ®,400 feet north of the poinrt of accident, and the soeed
had »een reduced to 67 miles per hour tvhen the collision
occurred,

o]

The interlocking machine and 211 interlocking equi-icent
in the station were destroyed. Slgnsl vires on a pole line
south of signal 08 werc brozen, and sicnal cobles and track
througnout a dlstance of 385 fest soutih of signal OF rrcre
badly danaged or destroyed, Undamaged pertions of the si nal
srstem were tested after the accident occuried and functioaned
as intended.

The investiration indlcates that the sinal systom
vas fuactioning properly vhen the accident occurred, The
engineer of lo. 70 was t1llec 1n the accident, and 1t
could a0t be determined vhy the train vas not opcrated 1a
accordance vith the signal indications,

Cause

It is found that this accident was caused bty fallure to
operate the passenger train in accordance with slrnal
indications.

Dated at Washington, D. C,, this fourteenth
day of Januvary, 1952,

By the Commlsslion, Commissioncr Patterson.

( SEAL) W, P, BARTEL,

Sceraetary.



