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SUIHiARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Eauipment involved; 

Train number: 

Engine number: 

Consist: 

Estimated speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Recommendation: 

Central of Georgia 

February 29, 1944 

Poversville, Ga. 

Side collision 

Freight train : Track motor-car 
and trailer 

46 

617 

48 cars, caboose 

45 m. o. h. 

Motor-car MD-44 
and trailer 

2 rn. p. h. 

Centralized-traffic-control system 

Single; 1°10 1 curve; 0.57 percent 
ascending grade eastward 

Cloudy 

11:22 a. m. 

1 killed; 2 injured 

Failure of Central of Georgia Railway 
Company to provide adequate means of 
safeguarding the ooeration of motor
cars 

That the Central of Georgia Railway 
Company operate all movements not 
protected, by signad indications in 
centralj.zod-trar P _ L C -control territory 
by an absolute block system 



INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2778 

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

THE CENTRAL OF GEORGIA RAILWAY COMPANY 

April 17, 1944. 

Accident at Poversville, Ga., on February 29, 1944, caused 
by failure of the Central of Georgia Railway Comoany 
to provide adequate means of safeguarding the opera
tion of motor-cars. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Chairman: 

On February- 29, 1944, there was a side collision be
tween a freight train and a track motor-car on the Central 
of Georgia Railway at Powersville, Ga., which resulted in 
the deach of one employee and the injury of two employees. 

-•-Under authority of section 17 (2) of the Interstate Com
merce Act the above-entitled proceeding was referred by the 
Commission to Chairman Patterson for consideration and dis
position. 



Inv-2778 
Central of Georgia Railwa 

Poversvxlle, Ga, 
February 29, 19 

•y 



- 5 - 2778 

Location of Accident and Method of Operation 

This accident occurred on tnat part of the Macon Division 
designated as the Albany District and extending between Albany 
and Macon, G-a., 106.3 miles. Between Oarman and Terra Cotta, 
a distance of 23.6 miles, this was a single-track line over 
which trains were operated by a centralized-traffic-control 
system. At Powersville, 5.4 miles east of Carman, a siding 
3,846 feet in length paralleled the main track on the north. 
Tne siding switches were hand-operated. The east switch of 
tnis siding'was 3,671 feet east of the station. 'The accident 
occurred at the fouling point of the turnout, 110 feet west of 
the east siding-switch. The motor-car was entering the siding 
and the freight train was moxring on main track. From tne west 
tnere was a tangent 2,581 feet in length, which was followed 
by a 1°10' curve to the left 1,170 feet to the point of accident 
and 657 feet beyond. From the east there were,'in succession, 
a 1°54' curve to the left 1,682 feet in lengtn, a tangent 974 
feet and the curve on which the accident occurred. The grade 
for east-bound trains was 0.57 percent ascending. 

Home signals H-212.4 and H-211.4, governing east-bound 
movements, were, respectively, 5,353 feet and 2o2 feet west of 
the point of accident. Home signal H-209.1, intermediate signal 
H-209.9 and home signal H-211.3, governing west-bound movements, 
were, respectively, 12,672 feet, 7,405 feet and 131 feet east 
of the point of accident. These signals i,rere of the one-arm, 
tnree-position, upper-quadrant, semapnore type, and were con
tinuously lighted. The home signals were remotely controlled 
from the station at Byron, 4.1 miles east of Powersville. 
Approach locking was provided and tne circuits of the controlled 
signals were so arranged that when signals H-209.1, H-209.9 and 
H-211.3 displayed proceed, signals H-212.4 and H-211.4 would 
display stop, and wnen signals H-212.4 and H-211.4 displayed 
proceed, signals H-209.1 and H-211.3 would display stop and 
signal H-209.9 would display stop-and-proceed. The control 
machine was provided with visual and audible indicators, and 
the controlling circuits were arranged to indicate the movement 
of trains or engines within the centralized-traffic-control 
territory. There was a -telephone 163 feet east of the west 
siding-switch at Byron for communication with the operator at 
tnat station. 

Instructions issued December 5', 1927, and prescribing rules 
governing the operation of track motor-cars read in part as 
follows: 

ALL OPERATORS, 
TERRA COTTA. 3YR0M. 

In the handling of motor cars and work trains 
you will be governed, by the following instructions. 
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MOTOR CARS. 
TITo insure safe operation of motor cars in 

territory between Carman and Terra Cotta will be 
necessary for men operating motor cars to confer 
with operator controlling the territory- in which 
tney wish to move and the motor cars given sig
nals in direction they wish to move, at such 
times that will not interfere with movement of 
trains. 

When giving the block to motor -cars arrange 
to give the party in charge of the car written 
information as to the length of time he may occupy 
the block and after expiration of this time it 
will be necessary for the party in charge of 
motor car to call the operator and get further 
authority to occupy the block. 

After motor cars are given authority to 
occupy the block until a specified time no train 
should be given the block until expiration of 
such time unless they are given instructions to 
proceed under full control expecting find motor 
car occupying main track. Operator should con
fer with dispatcher as to- length of time to 
authorize motor cars occupy the block." 

# -x * 

GENERAL. 
"Dispatchers and operators handling trains 

between Carman and Terra Cotta should understand 
when it is necessary to put out message instruc
tions for moves of trains other than authorized 
by signal indication, these messages should be 
addressed to conductor and engineer of train and 
to the operator controlling the territory affected, 
and should be put out to both the train crew and 
the operator at the same time. 

Operators will put their copy of this message 
on the lever affected and leave it there until the 
move has been completed, this to avoid them over
looking a move which nas been made by message and 
not by signal authority, also handle messages in 
this manner as to the time you have authorized 
motor cars occupy the block. 
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Operators must keep a permanent book record 
entering therein such moves as they authorize 
covering the operation of motor cars, * * * each 
item to be numbered in book beginning with number 
1 after midnight and should be checked off as it 
is completed, * * *. 

# # «• 

These instructions will be checked at various 
times to see that they are complied with. 

The maximum authorized speed for freight trains was 50 
miles per hour. 

Description of Accident 

No. 46, an east-bound second-class freignt train, consist
ing of engine 617, 48 cars and a caboose, passed Marshallville, 
15.1 miles west of Powersville and the last open office, at 
10:53 a. m., 6 hours 9 minutes late, passed signal H-212.4, 
which displayed proceed, passed signal H-211.4, whicn displayed 
stop, and wnile moving at an estimated speed of 45 miles per 
nour it struck track motor-car MD-44 at a point 202 feet east 
of signal H-211.4. 

Track motor-car MD-44 and a trailer, coupled, in the order 
named, departed west-bound from a point 178 feet east of the 
west siding-switch at Hvron about 11:15 a. m., passed signal 
H-209.9, which displayed proceed, passed signal H-211.3, which 
displayed stop, and when it was entering the east siding-switch 
at Powersville and moving at an estimated speed of 2 miles per 
hour the trailer was struck by No,. 46 at the fouling point of 
the turnout. 

Motor-car MD-44 and the trailer were demolished. Engine 
617 was slightly damaged. 

From a west-bound, motor-car moving in the vicinity of the 
point of accident, the view of an east-bound engine was re
stricted, to a distance of about 1,000 feet, because of vegeta
tion on tne inside of the curve. 

It was cloudy at the time of the accident, which occurred 
about 11:22 a. m. 

The employees killed and injured were members of a track 
force. 

Motor-car MD-44 and the trailer were insulated to prevent 
snunting of the track circuits. 
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Discussion 

Trains in this centrali zed-*traff ic-control territory were 
operated by signal indications only, However, as the track 
motor-car and trailer involved x^ere insulated and would not 
shunt the track circuits, the movement of these cars was not 
protected by the automatic features of the centralized-traffic-
control system. Rules governing operation of track motor-cars 
in this territory provided that written authority, specifying 
limits of territory and time, would be obtained from the oper
ator before a motor-car was permitted to be operated on the 
main track. Before authority was granted, the operator was 
required to protect the movement of the motor-car by displaying 
stop signals for movements in the opposing direction. In 
addition, the operator was required to make a record, of author
ity given, and to place a copy of the record on the panel of 
the centralized-traffic-control machine as a reminder that 
authority had. been granted. 

A track force, consisting of a foreman and seven men, 
was engaged temporarily in repair work in the vicinity of the 
west siding-switch at Byron, about 4 miles east of Powersville. 
About 11:10 a. m. the foreman communicated by telephone with 
the operator at Byron to obtain authority for motor-car MD-44 
and trailer to proceed, to Powersville. The operator placed 
the levers of the control machine in position for signals 
H-212.4 and H-211.4 to display stop, and for signals H-209.1 
and H-211.3 to display proceed, and gave the foreman oral 
authority for the motor-car and trailer to proceed, but no 
limits of territory or time T-Tere given and. no record was mad.e 
of the authority granted.. Several minutes later, after mot«u"-
car MD-44 had departed from Byron, No. 46 entered the approach-
indicator circuit at Carman, and the operator at Byron changed 
tne Position of tne levers for signals H-209.1 and H-211.3 to 
display stop and signals H-212.4 and H-211.4 to display pro
ceed. He said he operated the levers to change the indications 
to permit No. 46 to proceed because he thought sufficient time 
nad elapsed for the motor-car and trailer to be into clear at 
Powersville. This resulted in both movements being authorized 
simultaneously to occupy the main track between tne east 
siding-switch at Powersville and tne west en dn ug-switcn at 
Byron. The track motor-car and trailer » d e --aulated to pre
vent shunting of the track circuits a -i c ±osult, the 
signals displayed proceed indications lor N^. no .-mile the 
motor-car and trailer were occupying the nar~ 1r ack in this ( 
territory. There were 8 men on the motor-car, and the motor
car and. trailer carried tools and equipment for track main
tenance. When the motor-car was a short distance east of the 
east siding-switch at Powersville the foreman saw simultaneously 
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Ko. 46 approaching about 1,000 feet distant and signal H-211.3 
displaying stop. He immediately called a warning to the men 
on the motor-car and instructed one man to line the switch for 
the motor-car and trailer to enter the siding. An attempt was 
being ma.de to move the motor-car and trailer into clear on the 
siding when it was struck by No. 46. The foreman did not think 
nis gang could have lifted the motor-car and trailer off the 
track after he saw ^o. 46. 

As No. 46 was approaching Powersvilie the speed was about 
45 miles per hour. The fireman was in the tender shoveling 
coal forward, and the front brakeman was tending the fire. 
The engineer was maintaining a lookout ahead, and tne first he 
knew of anything being wrong was when he observed the indica
tion of signal H-211.4 change from proceed to stop, as a result 
of the opening of the east siding-switch. He immediately made 
a full-service brake-pipe reduction, but the speed of No. 46 
had not been materially reduced wnen the collision occurred. 

The investigation disclosed that it had been a long-standing 
practice for ooerators to authorize the movement of motor-cars 
orally, but no record of such authorization was made by either 
the operators at stations or the operators of motor-cars. In 
tnis case the movement of the track motor-car was made on the 
basis of merely a telephone conversation between tne operator 
and. the foreman, and the required written authorization and 
records were not made. Instead of obtaining definite informa
tion that the motor-car was into clear at Powersville, the 
operator acted upon nis belief that sufficient time had elapsed 
to permit the motor-car to get into clear, and he authorized 
No. 46 to enter the block wnen it was still occupied by the 
motor-car. This resulted in total failure to provide the in
tended protection of the centralized-traffic-control system 
for No. 46, and the intended protection of the rules for the 
motor-car involved. But even if the rules for the operation 
of motor-cars had been rigidly enforced and. obeyed the protec
tion afforded would not be equivalent to the protection provided 
for the operation of trains in tnis territory. In centralized-
traf f ic-control territory, in case a motor-car or a train can
not for any reason receive the protection normally given to 
train movements, they should be operated under absolute block 
protection. 

Cause 

It is found that this accident was caused by the failure 
of tne Central of Georgia Railway Company to provide adeauate 
means of safeguarding the operation of motor-cars. 

http://ma.de
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•Recommendation 
It is recommended that the Central of Georgia Railway 

Company operate all movements not protected by signal indica
tions in central!zed-traffio-control territory by an absolute 
block system. 

Dated at Washington, D. C , this seventeenth 
day of April, 1944. 
Ey the Commission, Chairman Patterson. 

(SEAL) 
W. P. BARTEL, 

Secretary. 


