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SUMMARY
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June 18, 1961

Central of Georglo

Mocon, Ga

Deraiiment

Frelght

88

Diesel-electric units 133, 118, 201, 203, 207
131 cars, caboose

45m p h

Yard limits

Crossover, 12925’ curve; 0 60 percent descending grade
sastward

Cleor
645p m
1 Injured

Traln meving out of control and entering o crossover at an ex-
cesslve rate of spead, as o result of failure to make required
air brake tests

That the Central of Georgia Rallway immedtately take action
to Issue necessary instructions to Insure compliance with all
taquirements of the rules, standards and Instructions pres-
cribed by the Powsr Broke Law of 1958, and the Orders of
this Comnilssion relating thereto
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INTERSTATE COMMERCE COMMISSION

REPORT NO 3918

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

CENTRAL OF GEORGIA RAILWAY COMPANY

October 27, 1961

Accident at Macon, Ga, on June 18 1961, caused by a train moving out of control and
entering a crossover at an excessive rate of speed, as a result of failure to make required air brake
tests

REPORT OF THE COMMISSION!

SAFETY AND SERVICE BOARD NO 1-

On June 18, 1961, at Macon, Ga , there was a derailment of a freight train on the Central of
Georgia Railway, which resulted in the mjury of 1 train-service employee and 1n property damage of
approximately $250,000

lUnder authority of section 17 (2) of the Interstate Commerce Act the above-entitled proceeding was
referred by the Commission to Safely and Service Board No 1 for conalderation and disposition
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Location of Accldent and Method of Operation

This accident occurred within yard limits on that part of the Macon Division extending between
Macon Jct and the yard office at West Yard, Macon, Ga , a distance of 2,669 feet At West Yard,
a system of several yard tracks parallels a double-track line on the south, as shown in the sketch
The vard office 15 on the south side of these tracks at the west end The yard tracks immediately
south of the double-track line are numbered in the 500 series A lead track, designated as *'A’
lead, extends westward from the west end of this series of tracks and parallels the double-track
line on the south The yard tracks farther south from the double-track line are numbered in the 400
series and comprise what 1s known as the 400" yard A lead track extends westward from the
west end of 400! yard and parallels ""A'' lead on the south at a distance of about 13 feet between
centerlines A crossover connects ''A’’ lead to the lead track of 400" yard The west switch of
this crossover is facing-point for eastbound movements on "*A'' lead and 1s 378 feet west of the
yard office  An interlocking 1s located at Macon Jet  "A' lead extends westward to a point within
this Interlocklng 259 feet east of the interlocking statlon A single-track line extends northwest
from this point toward Atlanta, Ga, 101 6 miles A yard-limit sign designating the west limit of
the yard at Macon, on the single-track line, 1s located 5,034 feet west of the interlocking station at
Macon Jet  The east end of this interlocking 15 located 554 feet east of the interlocking station,
and the west end on the single-track line 1s 1,874 feet west of the interlocking station

The derailment occurred on the crossover connecting ‘'A’! lead to the lead track of the *400''
yard, at a point approximately 270 feet west of the yard office at West Yard, Macon From the west
on the single-track line and '*A'’ lead, there are, in succession, a tangent 588 feet in length, a
4932 curve to the left 3,083 feet, a tangent 307 feet, a 4°32" curve to the night 2,154 feet, a tangent
751 feet, a reverse curve having a 5°00¢ curve to the right 417 feet and a 2°30' curve to the left
355 feet, and a tangent 1,635 feet to the west switch of the crossaover From the west on the cross-
over there are, successively, a 12925’ curve to the right 60 feet, a tangent 42 feet, and a 12°25/
curve to the left 60 feet to the east switch of the crossover From Payne, 4 2 miles west of West
Yard, the average grade for eastbound trains 15 0,68 percent descending to the pownt of accident

The structure of "A’! lead consists of 90-pound rail, 33 feet in length, relaid on an average of
20 ties to a rail length It 1s fully tieplated with single-shoulder tie plates, single-spiked, and 1s
provided with 4-hole, 24-inch joint bars and an average of & rail anchors per rail It 1s ballasted
with cinders to an average depth of 5 inches below the bottoms of the ties

The crossover involved 1s 162 feet in length and 1s provided with No 8 frogs
This carrier’'s operating rules read 1n part as follows

DEFINITIONS

Fixed Signal —A signal of fixed location indiecating condltions afiecting the movement of
a train or engine

Note ~The definition of a #PIXED SIGNAL S cavers such slgnals as switch, train order
yard limlt signs, speed llmit signs, * * *, or other means for displaying indications that
govern the/movement of a irain or englne

* & x

Signal Aspect —The appearance of a fixed signal conveying an indication as viewed from
the directlon of an approaching train, * * *

Signal Indication —The informalien conveyed by the aspect of a slgnal
Yard Speed —A spesd that will permit stepping within one=half the range of vision

34 L B 3
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When an engineman falls to control speed of traln or engine in accordance with the sig-
nal indication other members of the crew wlll take necessary action to Insure safety of train
or engine

CONDUCTORS

B19 At statlons where * * * they are in charge of making up their trains, and where no
car Inspectors are employed, they must, with the asslstance of the tralnmen, make proper
inspection of their trains, must conduct the air-brake * + * tests, and must detach any cars
that cannot be mads safe to run  Cars taken into trains en route must be properly inspected,
the alr-brake * * * tasted

ENGINEMEN AND FIREMEN

887 They must know that all connections between engine and the train, also between
units, if two or more are coupled, are properly and securely made

Special instructions of this carrter read as follows

Bulletin No 61-187
Macon - February 6 1961

ALL CONCERNED

* k ®

Pertinent requirements, for Main Lilne Trains, of Paragraph 132 12 Of the Power Brake
Law are

BRAKE TEST MUST BE MADE
(1) Where a traln is originally made up (initial terminal)

(2) Where troln consist is changed other than by adding or removing a solid block of cars
and traln brake systém remains charged

(3) Where train is received ln interchange

Brake system must be charged to within 15 pounds of feed valve setting, but not less than
60 pounds as indicated by gauge al rear of traln Upon proper signal, englneman will make a
15=pound service reduction, lap the brake valve, and observe his brake pipe leakage for one
minute after which reduction must be increased to full service {20 pounds) Brake Pipe
Leakage MUST NOT exceed Five pounds per minute At points where carinspectors are not
employed, crew member or members must walk train to see that brakes apply on all cars
After it 18 known that all brakes ars applied a release signal must be given After engine-
man releases the brakes the complete traln must be checked to imsure that all brakes have
released

Allbrake tests, onMain Line Trains, must be made in accordamce with these requirements

* ok ok

Applicable provisions of the Power Brake Law of 1958 read 1n part as [ollows

132 10 General rules, locomotives * * *

(b) It must be known that air brake egquipment on locomotives is in a safe and swtable
condition for service

132 13 Aoad train and intermedlate terminal train air brake tests * »
* *

{d)(1) At a point other than a termunal where one or more cars are added to a train, and
after the train brake system is charged to not less than 60 pounds as indicated by a gauge at
the rear of freight trafn * * *, tests of air br adkes must be made to determine that brake pipe
leakage does not exceed {ive (5) pounds per minute as indicated In the brake plpe gauge
after a 15 pound brake plpe reduction After the leakage test is completed, brake pipe re-
ductlon must be {ncreased to full service, and it must be known that the brakes on each of
these cars and on the rear car of train apply and release * * *

The maximum authorized speed for all trains within the limits of the interlocking at Macon
Jet 15 15 miles per hour, and 1s further restricted to not exceeding 12 miles per hour through yard
turnouts
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Description of Accident

No 88, an eastbound first-class freight train, consisting of road-switcher type diesel-electric
units 133 201 203 and 207, coupled 1n multiple-unit control, 90 cars and a caboose, departed from
Industry, 4 7 miles east of Atlanta, at 3 49 p m, 49 minutes late Before departing from this pomnt
the members of the crew received copies of @ message reading as follows

PICK UP ENGINE 118 AT GRIFFIN AND HANDLE TC MACON THIS ENGINE SHOULD BE
HANDLED IN LEAD OR BETWEEN UNITS A5 CONTROLS CAN BE WORKED DC NOT
HANDLE IN TOW

This train proceeded 37 8 miles eagstward to Griffin, where road-switcher type diesel-electric unit
118 was picked up and placed :mmediately to the rear of diesel-electric unit 133 and in front of the
remaming three units of the locomotive A block of 47 cars was also placed in the tramn ahead of
the oniginal consist of 90 cars Neo 88 then departed from Griffin about 5 25 p m , 1 hour 25 minutes
late, without the air brakes having been tested as required by the Power Brake Law of 1958 Before
departing from Griffin, the members of the crew received cooies of trmin order No 3, which read 1n
part as follows

REDUCE SPEFD TO 10 MFH BETWEEN 193 3 AND 193 7 MP

The points designated in this traun order are, respectively, 1 2 and 1 7 miles west of the interlocking
station at Macon Ject No 88 passed Payne, 3 7 miles west of Macon Jct , and while 1ts speed was
mereasing from about 40 miles per hour to 45 miles per hour it proceeded through the territory where
the speed was restricted to 10 miles per hour by train order No 3, moved through the interiocking
at Macon Jct entered "A‘’ lead, and continued eastward About 6 45 p m , wnile moving at an
estimated speed of 45 miles per hour, 1t entered the crossever connecting '"A'' lead to the lead
track of the **400' yard, where the speed was restricted to not exceeding 12 miles per hour and
where all five units of the locomrotive became derailed at a point approximately 270 feet west of
the yard office at West Yard, and the 1st to the 31st cars, inclusive, clse became derailed Derailed
egquipment of the train struck and dermiled 8 cars that were standing on an adjacent yard track

Separations occurred at both ends of the 3rd diesel-electric unit and between the derailed cars
The 1st diesel-eleciric umit, with the 2nd unit attached, stopped with the front end about 485 feet
east of the point of deralment All five diesel-electric umits stopped upright in various ledaning
positions on or near the structure of the lead track of /400! yard The derailed cars stopped 1n
various positions near the crossover Two of the diesel-electric units were heavily damaged, and
the other three unuts were somewhat damaged Of the 3] derailed cars of the train and the B derailed
cars that were standing on the adjacent yard track, 23 were destroyed, 5 were heavily damaged, 6
were considerably damaged and 5 were slightly damaged

The fireman of No 88 was 1njured
The estimated cest of damages resulting from the derailment was $250,000

The weather was clear at the time of the accident which cccurred about 6 45 m

Each of the five diesel-electric un:its of No 88 was provided with 24-RL type brake eguipment
having a D-24 agutomatic brake valve, a S-40-F independent brake valve and a K-2-4 rotar valve
When 1n trailing position in a multiple-unit locomotive, a unit with this type of brake equipment 1s
required to have the handle of the brake pipe cut-out cock in **Cut!’ position, the handle of the
rotair valve in ‘Freight Lap'’ position, the independent.braks valve 1n *’Helease’! position, and
the qutomatic brake valve 1n *'Bunning’’ position When so arranged, the agutomatic brake valve of
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a trmling unit .s moperative, unless the handle 1s moved to *Emergency’' position  Supplying or
reducing brake pipe pressure 1s o function of the leading unit of the locomotive, from which the
brakes of the train are to be controlled On the lines of this carner, pressure requlating devices on
locomotive units in freight service dare normally adjusted to mantain main reservolr pressure of
130 to 140 pounds and brake pipe pressure of 80 pounds The diesel-electric units of No 88 were
provided with angle cocks 1n the brake pipe at both ends, with the exception of untt 118 This unit
was provided with an angle cock in the brake pipe at the west end cnd a straight cock at the east
end The angle cock was 1n open pasition when the handle was parallel to the brake p:pe, and the
straight cock wds 1n open position when the handle was perpendicular tc the brake pipe

All umits of the locomotive, the caboose and the vard office at West Yard, were provided with
radio-telephone equipment The equipment 1n the caboose was of the portable type and was in-
operative when the receiver was in 1ts holder The caboose was also provided with an A-2 type
conductor’s valve

The locomotive was squipped with speed-recording devices, however, none of these devices
was provided with tape on the day of the cccident

In the vicmity of Griffin the railroad 15 a doubie-track line A system of vard tracks 1 located
at Griffin, and yard tracks Nos 1 to 5, inclusive, parallel the eastward main track on the scuth
No car inspectors were on duty durning the period No BB was at this point on the day mvolved

Discusslon

About B 20 @ m, on the day of the accident No 44, a freight train having a lecometive com-
prised of six diesel-electric units, crmved at Griffin with a serious leak 1n the fuel o1l system of
the sixth unit, road-switcher type diescl-electric arut 118  The locomotive was then detached from
the train, after which 1t proceeded to an auxiliary track designated as the house track, where dis-
ublea unit 118 was set out for later movement to repair facilities at Macon The fireman of No 44
said that umit 118 was left standing on the house track with the engine stooped the handle of the
rotair valve in ""Freight’’ position, the handle of the brake pipe cut-out cock of the autematic brake
valve 1in "In"’ position, the automatic brake valve 1in “*Running’’ position witk the handle removed,
the handle of the independent brake valve 1n /‘Full Application’’ position, and with the hand brake
applied Soon afterward a yard lecomotive was coupled to unit 118 and the brake pipe air hose were
coupled The fireman of the vard locomotive said that he released the hand brake of unit 118, and
that after a yard brakeman informed him the brakes of this unit were released he returned to his
position on the yard locomotive Although the fireman of No 44 said he had left the handle of the
independent brake valve 1n ""Full Application’’ position, the fireman of the yard locomotive said
this handle was in ''Release!’ posihion when he observed 1t The yard locomotive with umat 118 then
performed several switching operations, after which 1t placed unit 118 with one car on the east end
of track No 2 for movement to Macon Both engmemen of the yard locomotive said they did nat
change the positions of any controls on unit 118 Later during the same day a bleck of 40 cars,
with the air hose coupled, was assembled on track No 1 for mevement sastward by No 88

No 88, consisting of road-switcher type diesel-electric units 133, 201, 203 and 207, coupled 1n
multiple-umit control 90 cors and a caboose, departed frem Industry at 3 43 p m , after having re-
cewved an nitial terminal road train air brake test, and the brakes functioned propetrly when used en
route to Griffin The conductor said that while the train was proceeding to this point he noticed
the brake pipe pressure wdas 80 pounds, as indicated by the air gauge 1n the caboose At4 49
p m the engineer stopped the train on the eastward mmn track at Griffin by use of the qutomatic
brake, and the locometive was immediately detached from the train It then entered a lead track
at the east end of the Griffin yard to pick up disabled diesel-electric unit 118 from track No 2 as
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instructed by the message received at Industry, and to pick up the block of 40 cars on track No 1
as well as the car attached to the west end of unit 118 Before picking up this equipment the loco-
motive entered the east end of track No 5, where leading umit 133 was detached from the trailing
units This unit then moved to the east end of track No 2 and was coupled to disabled unit 118,
after which the engineer connected the electrical control jumper cable between the two units while
the front brakeman and the fireman coupled the brake pipe air hose and four other air hose used in
multiple-unit contrel Although later events and tests indicated otherwise, the front brakeman and
the fireman samd that after coupling the brake pipe air hose, both the handle of the angle cock in
the brake pipe at the rear end of unit 133 and the handle of the straight cock in the brake pipe at
the forward end of unit 118 were moved to apen position When the )umper cable was connected,
the engineer entered the control compariment of unit 118 and pulled the battery switch out to stop
the fuel pump motor, because of the leak 1n the fuel system He smd that he then checked the con-
trols in this compartment to determine whether they were In proper positions for movement of unit
118 os a tratling unit of the lacomotive of No 88 He smd that he found the rotair valve in f'Freight
Lap'’ position, and the independent and the automatic brake valves 1n ‘'Release’” and ""Running’!
positions, respectively  Although subsequent events and tests immdicated otherwise, he also smd
that the broke pipe cut-out cock of the automatic broke valve was m 'Out’’ position when he
observed 1t, and that he did not change the position of this cut-out cock The engineer then re-
tumed to the control compartment of umit 133, after which both units proceeded to the east end of
track No | where the car attached to the west end of unit 118 was coupled to the east end of the
block of 40 cars, Both units then moved to track No 5, where unit 118 was coupled to diesel-
electric unit 201, making o five-unit locomotive consisting of leading umit 133, and trailing units
118, 201, 203 and 207,1n that order The engineer said that after the jumper cable and the air hose
were connected between unmits 118 and 201, the fireman and he tested the independent and the
automatic brakes of the locomotive The fireman said that he was on the ground during these tests,
and that he observed the brakes of each unit function properly when tested

After the locomotive of No 88 was reassembled on track No 5, i1t proceeded to track No 1 and
was coupled to the block of 41 cars  When the brake system was charged, the locomotive with 41
cars proceeded to the eastward main track and was coupled to the rear portion of the train  The
engineer said that he controlled this movement by simultaneous use of the independent and the
automatic brgke valves He was uncertain, however, as to whether the automatic brake was effec-
tive, because of the slow speeds involved When the train was assembled on the eastward main
track, the conductor coupled the mir hose between the 41st and the 42nd cars, and instructed the
engineer by use of his partable radio-telephone that the tram could depart from Gniffin as soon as
1its brake system was charged He then proceeded toward the caboose, which he hoarded a few min-
utes later as the train was departing from Gniffin  He said that prior to boarding the cancose at
Griffin he observed that the brakes of the rear portion of the train were released, and thct after
boarding the caboose he observed the brake pipe pressure was increased to 85 pounds, as indicated
by the air gauge The train, consisting of diesel-electric units 133, 118, 201, 207 and 207, 131
cars and a caboose, then departed from Griffin without having had an air brake test as required by
the Power Brake Law of 1958 The conductor said that because of instructions i1ssued by the
Superintendent of the Macon Division in Bulletin No 61-187, dated February 6 1961, there was a
general understanding among train-service employees that a brake test was not required after set-
ting out or picking up cars at a pomt ather than a terminal, .f the consist of the train was changed
enly by adding or removing a sclid block of cars and the train brake system remained charged

As No B8 was approaching the point where the accident occurred the speed was about 35
miles per hour, according to statements of members of the crew The enginemen were 1n the control
compartment of the first diesel-electric unit, and the front brakeman was 1n the control compartment
of the third umit The conductor and the flagman were in the caboose The brakes had not been
tested at Griffin as required and, gaccording to the engmeer, no attempt to use the brakes had been
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made between that point and Payne, a distance of 55 3 miles As the trdin was moving eastward in
the immediate vicimty of Payne, the conductor used his portable radio-telephone to remind the
engineer of train order No 3, which required the speed to be reduced to not exceeding 10 miles
per hour between points 1.7 and 1.3 miles west of Macon Jct , and the engineer replied that he was
about to reduce the speed as required by the tramn order The engineer said that when the train
reached a pointabout 2 5 miles west of Macon Jet the speed on the descending grade was increased
to about 40 miles per hour, and that at this time he moved the handle of the automatic brake valve to
mitiate a 3-to-5-pound service brake-pipe reduction while he simultaneously depressed the handle
of the independent brake valve to prevent application of the locomotive brake He said that this
application ¢f the automatic brake valve did not reduce the speed, and that when the irain had pro-
ceeded to a point approxunately 2 1 miles west of Macon Jct he again moved the handle of the quto-
matic brake valve to obtain a 20-pound brake pipe reduction Soon afterward, when the train was
entering the termtory where the speed was restricted by train order No 3, the engineer observed
that the speed of the train was not beilng reduced and realized that service applications of the
automatic brake valve were neffective He immediately moved the handle of this valve to emergency
posltion, and also placed the independent brake valve in /'Full Application’! position He said
that he heard a loud exhaust when he released the handle of the independent brake valve from Its
depressed position, and that he also heard a semewhat light exhaust from the automatic brake valve
He then realized that the emergency application of the automatic brake valve was also ineffective
The fireman said that about this time he operated the emergency brake valve located on his side
of the control compartment but heard no air exhaust, indicating that brake pipe pressure on this
unit was already depleted The engineer smd that he then made an unsuccesgsful attempt to call
the conducter by radio-telephone for the purpose of having him apply the brake from the rear end
of the train by use of the conductor’s valve in the caboose The conductor, however, did not hear
this call, evidently as a result of his portable radio-telephone being inoperative because of the
recewver bemng in 1ts holder The engineer then commumcated by radio-telephone with the yards
master at West Yard and after informing him that the frain was approaching out of control, he re-
quested the yardmaster to call the conductor by radlo-telephone and instruct him to apply the brake
by means of the conductor’s valve After the enqineer completed this call, the train entered *AY
lead at the Macon Jet 1nterlocking and continued eastward toward the yard tracks at West Yard
The engineer said the speed was increased to about 45 miles per hour, when the train entered the
crossover connecting '*A’’ lead to the lead track of /400" yard and the derailment occurred The
engineer alighted from the first diesel-electric umt after the derailment occurred and observed that
separations had occurred at both ends of the third unit He said that he then heard air escaping
from separated air hose at the rear of the second unit, 118, and that he stopped this flow of air by
closing the angle cock 1n the broke pipe at the rear of this unit and by also closing the mamn reser-
volr equalizing cock

The front brakeman said that the radio-telephone equipment 1n the control compartment of the
third unit was operative, and that he was unaware of anything being wrong until he overheard the
engineer using the radio-telephone to inform the yardmaster about the train moving out of control
He smd that he then observed a large amount of sparks being emitted from underneath the locomo-
tive, apparently as a result of the locomotive brake becommg applied at the time the engineer
placed the handle of the independent brake valve in *‘Full Application’’ position He said that he
did not attempt to stop the train by operation of the emergency brake valve located on the fireman's
siude of the control compartment of the third unit, and that he alighted from this unit as 1t was enter-
ing the crossover

The flagman said that after the conductor reminded the engineer of the speed restriction desig-
nated 1n train order No 3 he cbserved the air gauge in the caboose did not indicate that the brake
pipe pressure had been reduced The flagman called this to the attention of the conductor, who
replied that the engineer had advised he was about to apply the brakes Soon afterward, the flagman
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cbserved that the train was moving at an excessive rate of speed as 1t entered the territory de-
signated 1n train order No 3, and he advised the conductor to communicate agoin by radie-telephone
with the engineer and instruct him to reduce the speed The conductor said that he picked up the
portable radio-telephone at this time to call the enqineer, and that when he lifted the receiver from
1its holder he heard o faint unidentified voice, apparently that of the yardmaster ot West Yard,
saying '‘Put the brakes on '’ He said that he did not realize at this time that the train was movang
out of control He smd, however that because the train was moving at excessive speed in ter-
ritory where 1t was restricted by train order No 3 to a speed not exceeding 10 miles per hour, he
iummediately moved the handle of the cenductor’s valve to o position midway between ''Lap’’ and
'Full Application!’ positions, mnitiating g service application of the aqutomatic brake He smd that
soon afterward, as he was about to increase this service application, an emergency application of
the brakes occurred Apparently this application was a result of the derailment

Examinatiens of the equipment made about one hour after the accident occurred disclosed that
the brake shoes on all five units of the locomotive were hot with some completely worn through,
indicating that the locomotive brake had been heavily applied in approach te the point of accident
The brakes of the cars 1n the train were found applied However, the wheels and the brake shoes
of the cars showed no imdications of heating or heavy braking achtion in appreach to the point of
accident Angle cocks of the cars were properly pasitioned All cocks and valves at both ends of
the air system of each locomotive umit were found in proper positions, except the brake pipe angle
cock and the main reservoir equalizing cock at the west end of umit 118, which the engineer said
he had closed after the accident occurred  All brake pipe air hose of the locomotive were 1n good
condition, except the hose at the rear »f unit 118 A blister was found an the inside surface of
this air hose, however, tests disclosed that 1t did net watenally affect flow of air through the hose
Examination of the control compartment of leading diesel-electric un:it 133 found the qutomatic
brake valve in “"Emergency’’ position, the independent brake valve in "'Full Application’’ position,
the rotair valve 1n 'Freight’’ position, the throttle 1n *'Idle’’ position, and the reverser handle 1n
forward pasition At the time of this examination the centrols 1n the control compartments of each
of the other units of the locomotive were found preperly positicned for movement of these units in
trailing position

Examination of the track structures involved disclosed that the crossover was destroyed The
structure of "*A!' lead was also destroyed throughout a distance of about 350 feet east of the west
crossover-switch, and the structure of the lead track of /400! yard was destroyed between points
180 feet east and 100 feet west of the east crossover-switch [t 15 apparent that as a result of the
train entering the crossover at excessilve speed, the ties and the rails of the crossover were dis-
vlaced, causing the derailment to occur

Several deys after the accident cccurred the five units of the locomotive were reassembled,
and after piping was repaired several brake tests were conducted During these tests the locomotive,
consisting of leading unit 133 and traaling umits 118, 201, 203 and 207, in the same order as on the
day of the accident, was coupled to five cars and a cabocse The air hose were connected, and
all angle and straight cocks in the brake pipe were placed in proper positicn  The air pressure
regulating devices of umit 133 were adjusted to mamtam 80-pound brake pipe pressure and 130 to
140 pounds pressure n the main reservorr A test disclesed that when the controls of umt 133
were 1n proper positions for movement of this umit as a leading unit of a multiple-unit locomotive
and the controls of units 118, 201, 203 and 207 were 1n proper positions for wovement of these umts
as trailing units, the brakes of the test equipment functioned propetly under service and emergency
applications made from either the automatic brake valve of leading unit 133, or the condactor's
valve 1n the caboose The independent brake valve was also tested and functioned properly The
emergency brake valve located on the fireman’s side of the control compartment of this umit also
functioned as intended When a period of five minutes had elapsed during an emergency application
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from the automatic brake valve of unit 133, the brake pipe air hose and the main reservolr equalizing
air hose between units 118 and 201 were uncoupled without closing the angle cocks and the straight
cocks, 1n order to simulate the separation occurring between these units as a result of the accident

Under these conditions, there was o continuous air exhaust from the main reservoir equalizing hese,
but no air exhaqust from the brake pipe hose

In another test, the straight cock m the brake pipe at the forward end of unit 118 was placed in
closed position and the rotair valve 1n the control compartment of this unit was placed in ''Freight
Lap’’ positien with the brake pipe cut-out cock of the automatic brake valve in 'In’! position, instead
of 'Out’’ position as requred when this unit 1s operated as a tailingunitef o multiple-unit locomo-
tive  With these valves and cocks of umt 118 in such positions, the handle of the independent
brake valve of leading umit 133 was moved to ‘Full Application’’ position and the brakes applied
on all five units of the locomotive When the handle of the independent brake valve was depressed
to prevent application of the locomotive brakes and the handle of the automatic brake valve was
moved to make a service brake pipe reduction, there was a light exhoust from the automatic brake
valve and none of the brakes of the test equipment became apphied When the handle of the inde-
pendent brake valve was not depressed and the automatic brake valve was placed in *‘Emergency’’
position, there was a normal exhaust for a very short peried, and the brakes became applied on
leading unit 133 only While these brake valves were 1n such positions, the emergency brake vaive
on the fireman'’s side of the control compartment was opened No air exhausted from this valve,
and the brakes on the test equipment to the rear of unmit 133 did not apply The air hose of the brake
mpe and the main reservoir equalizing pipe at the rear of unit 118 were then uncoupled to simulate
the separation occurring between units 118 and 201 when the accident occurred Under these
conditions air continuously exhausted from the separated hose of hoth pipes, as found by the en-
gineer of No 88 soon after the accident occurred

In view of the results of the brake tests made after the accident occurred, the results of the
engineer’s manipulation of the independent and the aqutomatic brake valves of leading umt 133 as
No B8 approached the point of derailment, and the conditions in which the brake shoes and wheels
of the locomotive and cars were found after the accident occurred, it Is evident that as No 88 was
approaching Macon either the straight cock in the brake pipe at the forward end of untt 118, or the
angle cock in the brake pipe at the rear of unit 133, was 1n closed position Under these circum-
stances, the qutomatic brakes of the four trailing diesel-electric units and the following equipment
could not be applied or released from the automatic brake valve of leading unit 133 The brakes of
all units of the locomotive, however, could be applied and reledased by operation of the independent
brake valve of unit 133 It 15 also evident that the rotair valve of unit 118 was in '‘Freight Lap!/
position, with the brake pipe cut-out cock of the qutematic brake valve of this umt in ""In'! position,
mstead of ''Cut’’ position as required,and the br ake valve 1n running position Under these condi-
tions, the pressure regulating device of unut 118 maintamed brake pipe pressure in the brake system
of the four trailing diesel-electric units and the cars in the train  Since the conductor observed that
the brake pipe pressure was 80 pounds as the tramn proceeded en route to Griffin, and that the
brake pipe pressure was increased to 85 pounds after unit 118 and the block of 4] cars were added
to the train, 1t is apparent that the brake pipe cut-out cock in the automatic brake valve of unit 118
was 1 "In’! position, instead of ""Cut’’ positicn as required, when this umt was added to the loco-
motive at Griffin  With this brake pipe cut-out cock 1n "In*’ position and a closed cock 1n the brake
pipe between leading unit 133 and unit 118, the qutomatic brakes of the four trailing diesel-electric
units and following equipment could not be controlled from the automatic brake valve of unit 133
However, they could have been applied by the automatic brake valve of umit 118, by emergency
application from the qutomatic brake valve or the fireman’s emergency brake valve of each trailing
unit, or by operation of the conductor’s valve 1n the caboose



3918
13

If a brake test had been made as required by Section 132 13 (d)(1) of the Power Brake Law of
1958 after the traun was reassembled at Griffin, the unproper condifiens on the locomotive could
have been found and corrected, and the accident would have been averted In addition, if the con-
ductor’s valve in the caboose had been operated sufficiently when the conductor and the flagman
observed that the train was moving ai excessive speed in the territory where the speed was re-
stricted by train order No 3 to not exceeding 10 miles per hour, or if the front brakeman had opera-
ted the fireman’'s emergency brake valve in the control compartment of the third diesel-glectric unit
when he overheard the engineer advise the yardmaster that the train was moving out of control, the
accident would have been avoided

The investigation disclosed that because of the instructions 1n Bulletin No 61-187, the conduc-
tor of No 88 understood that an qir brake test was not required when a solid block of cars was
added to a tram at a point other than an initial terminal In accordance with the exception 1r 1tem
{2) of Bulleun No 61-187, no brake test was required when the solid block of cars was 1dded to the
tramn at Griffin These instructions were not adequate Under the provisions of the Power Brake
L.aw, when one or more cars are added to a train at a pont other than a terminal, such as Gnitfin,
the train brake system must be charged to not less than 680 pounds, tests of air brakes must be made
to determine that brake pipe leakage does not exceed 5 pounds per minute after a 15 pound brake
pipe Teduction, and 1t must be known that the brakes on each of these cars and on the rear car of
the train apply and release It 1s apparent that if the train brake system had been qiven the pres-
cribed tests prior to departure from Griffin, the 1mproper positioning of certain appurtenances in the
brake system of the locomotive umits would have been detected and corrective action taken, which
would have prevented this accident The Commission has mitiated appropriate action with respect
to the viclation of the Power Brake Law of 1958

Cause

This accident was caused by a troin moving out of centrol and entering a crossover at an
excesslve rate of speed, as a result of fmlure to make required air brake tests

Recommendation
It 1s recommended that the Central of Georgiz Railway 1 mmediately take action to 1ssue neces-
sary nstructions to insure compliance with all the requirements of the rules, standards and instruc-
tions prescribed by the Power Brake Law of 1958, and the Orders of this Commissicn releting thereto
Cated at Washington, D C |, this twenty-seventh

day of October, 1961

By the Commission, Safety and Service Board No |

{SEAL) HAROLD D McCOY,

Secretary
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