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INTERSTATE COMUERCE CO.UUISSION

RIPORT OF THZ DIRECTOR OF THE EURZAU OF SAWITY IN RE INVES-
TIGATION OF AN ACCIDENT VYICH OCCURRED ON THE
ATLANTIC COAST LINE RAILROAD AT FLORENCE, 3. C.,ON
FEBRUARY 4, 1935.

March 20, 1935,
Ta the Caommigsinn-.

On February 4, 1935, there was 3 derailrent of a
nwassenzer triin on the Atlantic Coast Line Rallroad at
Florence, 3. C., which resulted in the dcath of ons em-
ployee an~ thz i1njury of one smployee.

Location and method of operation.

The accicent occurred 3t a Jouble-slip switch located
approxirately BOC fezt south of the station at Florence,
within what 1s ¥Xnown as the passenger yard, which 1s a
part of the First Division, extendine between Florence and
Richmond, Vs. The movemant of trains 18 governed Ly
time-table rule 19,readaing as follows. "Trains will note
caution board just north and south of entrance to passenger
yard, Flor=nce, where trains must stop and flag into
yard unless sivan signal oy ground switchmen to proceed.'
Approaching the point of accident from ths south there
15 a 59 1237 curve to the right 1,730 feet in length and
then tangent track to the point of accident, 100 feet
distant, and for a consideratle distance bdayond; the
grade 1n this viclnilty is practically level., The track
1s laio with 85-pound rails, 33 feset 1n length, with about
19 ties to the rail-length, tie-plated, single-spiked, and
callasted with gravel to a depth of about 12 inches. The
track 1s =aintained 1n good condition.

The weather was clear at the time of the accident,
which occurred at abtout 7.07 a.m.

Description,

Northtound passenger train No. 86 consisted of two
Ceadhead Pullman cars, onz mall car, one exXpress car,one
bagragze car, two coaches, si1x Pullman sleeping cars, one
club car, and one praivate car, 1n the order namned, hauled
Ly enTine 1545, snd was in charge of Conductor Youns and
Engineman Cox. This train departed from Lanes, S. C.,
48.4 miles from Floresnce, at 5.53 a.m., s1x hours and two
minutes late, and wae derailed at the double-zlip switch
at the ¢ntrance to the passenzer yard at Florence at
7.07 a.r., while traveline at a speed estimated to have
been from 35 to 20 miles an hour.
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Thes enzine, tender and first four cars were derailed,
all of the equipment remaining upright, the anrine stopping
at a point about 435 feet beyond the doucle-slip switch.
The tender came to rest at richt angles to the track with
one end acainst the boiler head. The employee killed was
the fireman.

Summary of evidence.

Enrineman Cox s5~14 the usual tcrmin=2l air-brake test
was made before hig train departed from Savannah, Ga., the
initial terminal on this district, and the trakes were
rezported in proper working order. Upon arriving at
Charleston the enmine was cut off and water was taken,
and after coupling to the train the brakes were acgaln
tested. After leaving that point ho made a running test
and the brakes responded in the usual wanner and worked
properly in making the statisn stop at La2nes, 3. C., the
last stop made prior to the occurrsnce of the accident,
while *he last time thz train brakes were used was 1n
reducins spesd cetween Salters and Kinzstree, about 43
miles south of Florencs, in compliance with a slow order,
fngineman JoXx statea that the enoine was steaming poorly
anc at a point about 10 miles south of Fleorence the fire-

man raked the firc and shook the crates, this teing the
only time on tne trip that this was done. The speed was
reduced 1n passing from single to aouble track at Java,
€.8 miles frem Florence, tut on account of the enpine
steamine so poorly at this time he shut off steam and

uscd only the en~ire brakes to check the speed of the train.
He said he sounded the whistle signal for a crossing and
also for the station whan his trsin was about 2 mile from
Florence, the speed at tha time beine sktout 35 or 40 miles
an hour, and as he approached Evans Street Tower, which is
about 1,500 feet from the double-slip switch, he made the
usual brake application preparatory to stoppine at the
gwitch unless a sienal to proceed was receirved from the
switch tender; he then discovered that the brakes were
operative only on the engine, He said he at once told the
fireman to look out for himself as they did not have any
train brakes, opened the sanders and reversed the encine,
at the same time noting tnat the air cauce indicated a
full train line pressure. Eneineman Cox said he then
gounded the whistlc 1n an effort to attract ths attention
of the train crew, thinkine thoy might realize that some-
thing was wrong and apply the air brakes 1n emergency by
using an emergency valve. He thought the speed of hais
train had been reduced to about 25 miles an hour at the
time of sncounterinc the double-slip switch. Engineran
Cox furthar stated that since the occurrence of the acci-
dent he had beasn i1nformed that five othser ensinsemwen had had
a €imilar exparience with a closed cut-out cock, one of

wilch instancss was on the day prior to the accident.
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Conductor Younz said he noticad nothirns unusual 1n the
operation of the trsin prior to the occurrence of the
accldent. Ths last time he felt the brakes applied was
when speed was reduced before enterine upon double track
and he was not subsequently aware of the brakes beine
applied until the train came to a stop at the time of the
derallment. Bagracemaster Dority said he had thought that
the speed was a little hizh when the train was entering
Florence; he thousht the brakes were applied and then
released, shortly after which they were applied in smer-
zency and the train came to a sudden stop. Fla~man
Goodwin gaid the trsin came to a stop without any per-
ceptible shock,

Switch Tender Leviner, on duty at the double-slip
switch, stated that after lininz that switch for switch
engine 131 to cross to track 4, and while waitine for
that engine to return, his tour of duty ended and he
was relieved by Switch Tender Shields. Switcn Tender
Leviner said he had been informed previously that train
No. 86 would arrive at about 6 a.m., and as 1t was then
7 a.m. and that trazin had not arrived he told Swirtch
Tehder Shisldes to be on the lookout for 1t. Switch Tender
Shields sai1d the double-slip switch was lined as 1t had
teen last used by switch ensine 131 when he reported for
duty at 7 a.m. and as that engins was eXpected to return
shortly he had not changed the rTouting of the switch when
the telephone 1n the switchman's shanty nearby rang and
he had started toward the shanty to answer the telephone
when he heard train No. 86 approachine. He ran across the
tracks ahead of the approaching train but the ensine had
passed before he could reach the switch and give the train
the correct routing,

Engine Foreman Renfrow, of yard engine 131, stated
that he was in the cab of engine 131 at the time train No.
86 approached and that he did not hear any whistle sicnals,
He estimated the speed of that train to have been about
35 2 30 miles an hour at the time of the derailment.

The statements of the other members of the yard eneine and
switching crew brought out no additional facts of impor-
tance,

Towerman Elliott, on duty at Evans Street Tower,
stated that he heard train No. 88 sound the usual crossing
and station sienals as 1t approached Florence and that 1%t
passed the tower traveling at a speed he thourht was
about 20 miles an hour. He also stated that he heard
the enpineman of train No. 86 sound four blasts of the
gngine whistle which he thourht was the siemal for the
double-slip switch.
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Road Foreman of Enzines Medlin stated that shortly
after his arrival at the scene of the accident he heard
Engineman Cox ocuoted as sayine that he di1d neot have any
train brakes anc that he could not stop for thes ,dourble-
slip switch. At that time there was so much steam es—
caping that 1t was 1mpossible to get near the ensine,
but later they were able to open the blow-off cocks and
the steam soon abated He examined the angle cocks on
the rear of the tender and the head end of the first
car, both of which were open properly, and as soon as
he was able to enter the encine cab he made a tnorough
examination of the air-brake appurtenances. He found
that the cut-out cock under the vrake valve was closed;
the handle of thie cock was about half way between its
normal position Wnen oven and 1ts perpendicular vosition
when closed. He noted the position carefully, and then
moved the handle up and down two or three times; he said
1t worked properly in that 1t took some effort to move 1t.
After concluding his examination he returned the cut-out
cock nandle to the position in which he found 1t. Later
1n the day he and two other 10ad foremen of engines took
another eneine of the sare type and class of ensine 1545
and with the brake-pipe pressure charzed to 110 pounde and
the main reservoir to 130 pounds tested the brakes with
the cut-out cock handle placed in the same position as he

Tad found the one on engine 1545. Yith the brake valve
placed in the emergency position, the brake-cylinder
pressure built up very slowly, and on openinc the angle
cock at the rear of the tender with the brake valve 1n the
running position, tha air would escape by the cut-out
cock so lowly, that 1t would have been practically im—
possible for Engineman Cox to have obtainsd sufficient
pressure to have had any braking effect. Road Foreman
0f Engines ledlain said the fact that these cut-out cocks
might be closed by the egrate shaker bar had never been
brought to his attention until the occurrence of this
accident.

Chief Car Inspector Bragdon, at Florence, stated
that ne was at tne station wasiting for train No. 86 to
arrive and saw that train as 1t approached. He went to
the scene of the accident immediately, and Engineman Cox
gaid he did not have any alr in the train line and could
not stop for the douocle-slip switch; thinking that an
angle cock had peen turned on the train somewhere he im-
medlately vegan an inspection but could find nothing
wrong exceot that the braks~ on one end of a double-
braked car was cut out.
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Foreran of Alr Brake Inspectors Williams, who has
general supervision of alTr-brake equipment on encines at
Tlorence, said he had never known any case where the sghaker
bar fouled or struck the cut--out cock handle under the
brake valve. Since the occurrence of this accident he had
observed that tnis condition existed on three or four other
englnes, which statement was verified by Boiler Inspector
Mams.,

Conclusions.

This accident was caused by the cut-out cock under the
brake valve on enzine 1545 beinp party closed, resulting
1n randerine the train brakes inoperative.

Investigation and test showed that when the shaker bar
was used 1t was possible for 1t to be moved forward snough
to come 1n contact with the handle of the cut-out cock,
moving 1t enouzh to close the port in the cut-ocut cock,
and 1n view of the Tact that the fireman had shaken the
grates at a point about 10 miles south of Florence 1t
seems probable that this is when the cut-out cock became
closed, the fact not beine noticed until Engineman CoX
tried to reduce the speed of the train as 1t was enterineg
Florence,

It was develooped that there were otner esn~-ines 1n
service on which the cut-out cock could be closed in the
same manner, out apparently no one 1n authority, nor any
one connected with the maintenance of the air-brake equip-
ment, had realized that this could be done, although
Assistant Round House Foreman Cooper stated that after the

occurrence of the accident another engineman told him that
the same thain=z had happesned with engine 1638 on the day
preceding the accident.

411 of the employees 1nvolved were experlienced men;
at the tiwre of the accident the employees involved had been
on duty about 10% hours, after 10 hours or more ofr duty.
Resvectfully submitted,
V. P. BORLAND,

Direotor.



