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SUMMARY
Date: March 24, 1949
Railroad: ' Atlantic Coast Line
Location: Jesup, Ga. ‘
Kind of accident: Head-end collision
Trains involved: Freight : Passenzer
Train numbers: 231 : First B8
Engine numbers: 1720 : 1509
Consists: 80 cars, caboose  : 6 cars
Estimated speeds: 15 m. p. h. : 89 m. ». n,
Cperation: Timetable and train orders
Track: Single; tangent; 0.31 percent
descending grade northward
Weather: Dense fog
Time: 7.27 a. m.
Casualties: 2 killed; 22 injured
Cause: Inferior train occupying mrain track

on tine of oppcsing superior train
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INTZRSTATE COMMERCE CONMIZISSION

INVESTIGATION NO. 3241

IN THE MATTER OF MAKING ACCIDENT INVEZSTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT COF MAY 6, 1910,

ATLAKTIC COaST LINE RAILROAD COMPaANY

May 2, 1949

‘wecldent near Jesup, Ga., on March 24, 1949, caused by
an inferior train occupying the main track on the
time of an opposing superlior trein.

1
REPCRT CF THE COMMISSICH

PATTZRSON, Commissioner:

Cn March 24, 1942, there was a head-end colllsion
between 2 freigcht train ond & passenger train on the
atlantlic Coest Line Railrocd near Jesup, Ga., which rcsulted
in the death of 2 train-service employees, and the injury
of 19 passengers, 1 Pullman employee, 1 railway-mail clerk
and 1 train-ssrvice employee.

1 ,
Under authority of section 17 (2) of thz Interstate Com-
. mercc £ct the above—entitled proceeding was referred by the

Commission to Commissioner P~tterson for consideration and
disposition.
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Logcation of Accident and Motkhod of Opcration

This accildent occurrcd on that part of the Southern
Division extending betwesn Folkston and Jesup, Ga., via
Waycross, Ga., 73.3 miles, a single-truck linc in the
viclnity of the point of zaccident, over which tralns are
operated by timetable and train orders. There 1s no block
system in use. At Jesup a siding 1.28 miles 1n length
parallels the main track on the west. The nortlr and the
south swithces of this siding are, respectively, 792 feet
and 1,43 miles south of the station. The accident occurred
on the main trackz at a point 2.4 miles south of the station,
2.25 miles south of the north siding-switch, and 0.97 mile
south of the south siding-switch. From the south the moin
track 1s tangent 12.7 miles to the point of accldent and
2.4 miles northwsrd., 4t the point of accident the grade is
0.31 percent descending northward,

This carrier's operating rules read in part as follows:

5.***

witch where an inferlor

The time opplles to the s
* ¥

trein enters the siding; ¥

* % %

35, The following signals will be used by flagmen:

3% %

Night signals--& red licht,
& vhite light,
Torp=Coes and
Fusees.

1. A train is supcrior to anothrer train by right,
s

7
clags or direction.

Right 1s conferred by trailn order; class and
direction by time-toble.

% % %

72, Trains of the first class are superior to those

of the second; trains of the second class are superior
to those of the third; * * %

#* % ®
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87. &n inferinr train must keep out of the way of
oprosing supcrior trains and “ﬂlllng to clear the maln
tre.ck by th= time recuired dy rule must be protected

as prescrib-d by nule 99.

* % W

89, At mceting roints between trains of different

classes the inferior trein must take the siding and
clear the superior train at leest five minutes% and
must pull into the siding when oracticable, ¥ ¥ %

95. Two or more sections may be run on the
same schecule,

>
b

% % 4

99. When a train stovs under clrcumstances in
which 1t mny be overtaver. v enother train, the
flegman must go beck 1mrmellately with flagman's
slgnals a sufficlent distonce t5 insure full pro-
tection, plocing twvo torredoes, and when necessary,
In addition, cdispleying lichted fusees,

~

ot Q

g

9% %%

The front of the train mu

t be protected 1n the
same we&y when necessary by the

s
h Fireman.

% % %

206, In train orders regular trains will be
designated by number as "No. 10," end sections
as "Second 10," adding enzine numbers if desired.

% % -

% %

211. L G

* 4

Enginemen must show train orders to firemen and
when precticable to forward trainmen, who are
required to read them., Conductors must show train
orders to trainmen, who are reguired to read them.



FCRMS OF TRAIN CRDERS
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TIME "ORDERS
(3.) No 1 wait at H until © 59 2 m for No 2.

The train first named must not vnoss the designatcd
voint before the time given, unless the othsr traln
has arrived. The treln last named 1s reguired tco run
with respcct to ths time speclfied, at the designated
point or ony intermcdiste stotion where schedule tine
1g earlier than the time specified in the order, as
before required to run with rcspesct to the schedule
Time of the troin first named.

The maximum authorized speed uns B0 mliles per hour for
the passenger trein, 2nd 40 miles per kour for the freight
train, .

Deccr pticn of Accident

At Jesup the crew of No. 231, a south-tound third-class
freight tr”lﬁ received, among otnnrs cories of tTrain order
No., G4, reading as follows: -

Second 28 wait at
Screven untll 735 am
Slover until 745 am
for No 231

Slover and Screven .re, resvectively, 4.2 and 11.4 miles south
T Jesup. No. 231, consisting of e.zine 1720, 83 cars ond

a caboose, passed the stotion at Jesup at 6:27 a. m., 7 hours
10 minutes late, passed the north siding-switch, and, about

6:30 a. m., it stopped on the main track, with the front end

near the south siding-switch. About 7:23 ¢. m., the engins

was detached and 1t departed soutnward. When the engine wos

rbout 1 mile south of the south siding-switch, the movement

was reversed and the englne had attained » speed of about

15 miles per hour when it was struck by First E8.

First 58, ¢ nerth-tound passenger trrin Oﬂeratlnc ng6 a
section of a first~cless sche dule, consisted of engine 1509,
one express car, one mail-baggage ccr, one baggage cor, two
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coaches and one sléeping car, in the order named. All cnrs

were of steel constructisn. This trailn departed from Cfferman,
the last open office, 19.2 miles south of Jesup, at 7:06 a, m.,,
27 minutes late, and while moving at an estimated speed of 39 .
miles per hour it collided with the engine of No., 221.

Engine 1720 continued northward and stonped 2,870 feet
north of the point of collision. The engine truck was torn
loose, the cylinder assembly was spilt apart, the cub wes
demolished and the engine was otherwise damaged. The englne

of First 58 wes derailed. It stopped upright, in line with the
track, and at a point 252 feet north of the point of collision,
The front end was bedly demcged, and the cab was demolished,

The tender stopped on its lrft side at the rear of %he cnglne,
about 10 feet west of the treck and parallel to it, and wos
badly damaged. The first, second and third cars were derailed
and stopped in line with each other, with the front end of the
first car agadnst the resr of the tender and 10 feet west of the
track, and thg rear end of the third car on the roadbed. The
front of the first car was demolished, and the second. and

third cars were considerably damaged.

Tre enginger and the firemon of First 58 were Kl]led
and the fireman of No. 231 was inJured.

There was a dense fog ot the time of the accident, which
occurred about 7:27 a. m.

During the 30-day reriod precedin~ the day of the acci-
dent, the average daily movement in the territory involved vas
12.4 trains.

Discussion

The rules governing operation on the line on which the
accldent occurred provide that en inferior trrin must keep out
of the way of opposing superior tralns, and, at a meeting point,
the inferlor traln must enter the siding and be into clear not
less than 5 minutes before the superior train is due to leave
that point, or must provide full protection ngainst tre superior
train,

Jo, 58, ~ north-bound first-clnss train, was due to lrave
Slover, a blind siding, 4.9 miles south of Jesup, at 7:02 z, m,,
and Jesup at 7:18 a, m° The north siding-switch at Jesup is
792 feet south of the stotlion, and, under the rules, the schedule
time of regular north-bound trrins applics at this switch.
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First 59, a section of a first-class schedule, departed
from Cfferman, the last open office, at 7:06 a. m., 27 minutes
late, passed the north siding-switch at Slover, and it ecollided
with the engine of No. 231 at a point 2.25.miles south of the
north siding-switch at Jedup. As First 58 was aprroacning the
point where the accident occurred, the speed was about &9 miles
per hour, the headlight was lighted brightly because of dense
fog, and the members of the traln crew were in various locations
throughout the train. The first any surviving member of this
crew was aware of anything belng wrong wes when the brakes
became applied in emergency Jjust before the collision occurred,
The brekes of this train had been tested, and haod functioned
properly en route. The engineer was killed and the fireman. was
fatally injured in the accident, therefore, 1t could not be
determined when they first became cware that the englne of No.
231 was occupying the main treck. No train order restricting
the authority of First 58 to proceed with respect to No. 231
had been 1ssued. Examination of the engine of First 58 after
the accldent disclosed that the throttle lever was latched open
in the eleventh notch, the reverse lever was in position for -
30-percent cut-off in forward mction, and the automatic brake
valve was in emergency position.

The investization disclosed that as No., 231, o south-
bound third-class freight trein, passed the station at Jesup,
copies of' traln order No. 34, together with coples of another
order and a clearance card, were delivered to the crew. Train
order No, 34 directed Second E£3, a section of a firet-class
schedule, to walt at Slover until 7:45 a, m. for No. 231.
Without stopping, No. 231 proceeded southward on the main
track and stopred within yard limits about 6:30 a. m. The
front end was in the vicinity of the south siding-switch at
Jesup. The engine was detached, and it proceeded northward on
the siding to cbtain coal and water. Loter, it returned to
the south siding-switch, entered the main trezck and was coupled
to the train zbout 6:50 a, m. During the interval between 6:30
a. m. and 6:50 a. m., the yard engine at Jesup switched out the
rear 13 cars, then recoupled the ceborse to the recr of No.
231's train. At B8:56 a, m. the engineer of No. 231 applied and
released the train-brake system in a road-test of ths brzkes,
then sounded the engine-whistle sign2l to recell the flagmen
from the north, Since no train order had been issued to No. 231
restricting the authority of First 58 to proceed, No, 231 was
required to be into clear on ths siding at Slover not later than
6:87 a. m., if 1t proceeded to that station for First £8, and
was required to be into clear at Jesup not later than 7:13 2. m,,
if it remained at that station, or to provide fleg vrotection.
The members of the crew of No. 231 understood these requirements.
Hovever, the members of the crew at the front of thec train
understood train order No. 34 to read that No. 58 would wnit at
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Slover until 7i45 a. m., and thought that sufficient time
remalned so that No. 251 could hold the main track at Jesup to
perform all necessary swltéhing movements, take coal and water,
proceed to Slover and enter the siding at that point to clear
No. 58 at 7:40 a. m., as required by the rules. Since No, 231
was occupying the main track south of the north, or inferior,
siding—switch, 1t was required to' clear the time of First 58

at Slover at 6:57 a. m.,. The engineer sald that when train order
No. 34 was handed to him by the front brekeman he apparently
covered the word "Second" with his thumb, and thus misread the
order as directing No. 58 to wait at Slover. He read the o¥der
aloud toc the fireman and to the front brakeman, and commented
-to them that sufficient time remained to proceed to Slover for
No, 88. The supply of water in the tender .was practically
exhausted and the fireman was busily occuried in manipulating
the injector to supply the boiler with feedwater, and he did
not read the order at the time 1t was delivered. Later, the
fireman was engaged in cleaning the fire and did not ask the
enginecer for the order. The front brakeman said that he also
misrcad train order No., 34 as directing No. 58 to wait at Slover.
The conductor and the flagman understood the contents of the
train order, but they hcd no opportunity of conferring wlth the
other members of the crew as to . their understanding. The
conductor said that hc remained at the rear until the switching
movement was completed. The flagman said that he had proceeded
northwerd to provide flag nrotection against following trains,
and did not return when he vas recalled at 8:58 a. m., as he
expected his train to remoin between the switches of the siding
at Jesun. Both the conductor and the flagman thought that

flag protection wouyld be provided against First 58, and that
the south siding-switch would be lined for First 58 to enter
the siding and to meet No. 231 in that manner, About 7:20

2. m., sinc€ no . signal to proceed was glven in response %o

the whistle sign2l recalling the flagman, the engineer decided
to detach the engine and to proceed southward a d1stance
sufficient 'to orovide adequate flag protection. He plenned

to leave the fireman at that moint, then to return to his

train to arrange the sidlng—switches for No. 58..to use the
siding in meeting No. 231. Accordingly, the engine proceeced
soutnward, manned by the engineer and the 'fireman only. When
this movement reached a point 0.97 mile south of the south
siding-switch, the englneer observed the reflection of a
brightly lighted headlight rapidly ap-roaching through the

fog, He immediately reversed the movement of his engine, ’
opened the throttle, chd he and the fireman jumped a few
seconds before the collision occurred. The fireman had flagging
equirment in his possession, but was unable to use it -
becquse of ‘insufficient time after he observed the apnroach
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s

of First 58. 4apn»narently, the engine cr-w of First £8 observed
the 1,ghted headlignt of the cenglne of No. 231 a short interval
before the coliision occurred, as the brakes of First 5f wors
annlied about the time of the collision. The engineer cf o,
231 could gssign no reagon other thon misre-ding troin order
No. &4 and failing to observe that 1t involved Szcond 52 only
instead of No. 58, although he again read the corder after
recoupling the enginP t~ the trein. At t e time of the acci-
deat, the front brakeman vng in the vicinlty of the south
siding~switch, the ccnductor was about miclway of the siding,
and the flagman wae to the rear of his trein

In this territory trains arc orperated by timetabl: and
train orders only. If an adequate block system had been in
use, these onrosing trains would not have been perr-ltted to
occuny the seme block simultaneously.

Cause
It is found that trig ncecldent wrne caused by an inferi
train occupying the main track on the time ot an crposing

superior troin,

Dated at Washington, D. C., this second
day of May, 1948,

By th. Commisclon, Commissioner Pattersocon.

( SEAL) W. P. BARTEL,

Secretary.



