INTERSTATE COMMERCL COMMISSION

WASHINGTON

INVESTIGATION NO. 2487
THE CENTRAL OF GEORGIA RATILWAY COMPANY
REPCRT IN RE ACCIDENT
AT STURDIVANT, ALA., ON
MARCH 13, 1941
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SUMMARY
Reilroad: Central of Georgila
Date: March 13, 1941
Location: Sturdivan®t, Ala.
Kind of accident: Head-end collision
Trains involved: Freizit ¢ Freight
Train numbers: Extra 703 T 34
Engine numbers: 703 : 702
Consist: 72 carec, caboose : 65 zars, caboose
Sneed: Standing : 10-15 m. p. he
Cperation: Timetable and train oraers
Tracl: Singie; tangent; C.50 percent

ascencing grade eastward

Weather: Cloudy

Time: 6:51 a. m.

Casualties: 3 injured

Cauce: Accident caussd by fallure to provide

adequate flag protection for inferior
train after it had failed to clear
the Time of opposing superior train

Recommendation: That consiceration be given to installa-
tion of a sultable block systen
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INTZRSTATE CCMMERCE COMMISSION

INVESTIGATION NO. 2487

IN THE MATTER OF MAKING ACCIDENT

INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF

MAY 6, 1910.

THE CENTRAL CF GECRGIA RATLWAY COMPANY

April 28, 1941

Accident at Sturdivant, Lla., on March 13, 1941, caused by
failure to provide adequate flag protection for inferior

train after it had failed to clear the time of opposing
superior train.

RCPORT OF THE COMHMISSIONY

PATTSPSON, Commissioner:

On Merch 13, 1041, there was a head-end collision
between tro freight trains on the Central of Georgla Raillway
at Sturdivant, Ala., which resulted in the injury of three
employses.,

Under authority of section 17 (2) of the Interstate Commerce
Act the above-entitled procseding was referred by the Commis-

sion to Commissioner Patterson for ccnsideration and dispasi-
tion.



e
/ P
// ‘)j@\}o
S / %
l K X
¢ Columbus, Ga. | / N . .
| 2207 Al /
5 Opelikn, Alec, J
| 23,3 mi. PRERERENETT ; -------- v P.C.
o Tortn Dadeville § |
, Lo i, . |
¢ J._cksons G2p I
| Lol =i : !
X Sturdivant (P.of A.) ; |
‘ 6.1 mi. : (
o Alexarnder City | ,
| 12,1 . | |9
o Goodwat.r =~
‘ L6, i, 5 2,706 ft. o
o Winburn ‘ H
| 2L.5 e, | ’ =
4 Birmingham, Ala. ! l
|
Point ofy, M;; rt,
accident T Au\_'_’_‘_"_(_ £t
/|
o
: o
2,083 rt, | #

= S

——__Sidang

l
P.T. % - . ! =
L X !7! ;P‘ ‘/\_\\‘
Ay
g
f

2 K5 4

2 Or //w’ =
’5510 //h rj f‘d.r—l
S g3
) / 2860 . cr“,dilc_v{\
Naa s t, L\g ~

v 4@
-7 ,/ oS O
* {1 o~

N/ S48
S / ! H - S5
2 ! R =Y
& ° 5=

& -

Q | & he!

e
% e S
* / &)
7
v



Location and Method of Operation

This accident occurred on that part of the Columbus Divi-
sion designated as the Birmingham District which extends between
Cclunbus, Za., and East Thomas, Birmingham, Ala., a distance of
154.5 miles, 1In the vicinity of the point gf accident this is
a single~track line over which trains are operated by timetable
and train orders; there is ng block system in use. At Sturdivant
a siding 4,860 feet in length parallels the main track on the
north; the eest switch of the siding is 524 feet west of the
station at Sturdivant. Tne accident occurred on the main track
at a point 77 feet east of the . .st sidinz-switch. As the point
of accident 1s approached from the east tiere is a 3° curve to
the left 3,286 feet in length, which is followed by a tangent
2,708 feet to the point of zccident. As the point of accident
is approached from the west there are, 1in succession, a tangent
2,248 feet in length, a 2°30' curve to the left 2,555 feet, and
a tangent 2,083 feet to the point of accident. At the east end
of the 2030' curve the track is laid through a hillside cut
800 feet in length. The north wall of this cut 1s 22 feet high.
Between Alexandsr City and Sturdivant the grade for east-bound
trains is, cuccessively, an average of 0.83 percent descending
a distance of about 4.0 miles, level 1,500 feet, 0.40 percent
ascending 3,000 feet and N.50 percent ascending 2,630 feet to
the polint of accident and 2,270 feet beyond.

Rules and Regulaticns of the Transportation Department read
in whole or in part as follows:

He % * %

Trne time applies to the switch where
an inferior train enters the siding; * * %

87. An inTerior train must keep out of the
way of opposing superior trains and falling
To clear the main traclk by the time required
by rule must be protscted as prescribed by
Rule 99.

Extra ftrains must clear the time of
opposing regular trairs not less than five
minutes unless otherwise provided, * ¥ %

99. Vhen a train stops under circumstances

in which 1t may be overtaken by another train,
the flagman must go back immediately with
flagman's signals a sufficient distance to
insure full protection, placing two torpedoes,



and when necessary, in addition, displaying
lighted fusees.

¥ % %

The Tront of the train must be protected
in the same way when necessary by the head
frairman; if ne is unable to go the fireman
must be sent in his place.

o

¥ %

Coniuctors and enginemen are responsible
Tor the protection of their trains.

Flagman's signals:
Day Sipnals - A red flag,

Torpedoes and
fusees.

Nl
x
e
%
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FORMS OF TRAIN ORDEERS

Note. - In the forms of train orders,
the words and figures in italics (under-
scored) are examples, indicating the manner
in whicn the orders are to be filled out.

* % W

.,
B
o
A
o,
X

(3.) ¥o. 1 Eng 211 walt at H until 9 59 a m

for Jlo 2 Eng =21Z2.
The train first named must not pass
the designated point before the time

given, unless the other train has
arrived. The train last named 1is
required to run with respect to the
time specified, at the designated



point or any intermediate station
where schedule time is earlier than
the time specified in the order, as
before required to run with respect
to the schedule time of the train

first rnamed.
* % %

The maximum autrorized speed for the trains involved 1is
40 miles per hour.

The westher was cloudy at the time of the accident, which
occurred at 6:51 a. .

Deascription

Extra 703, a we3t-baund freight train, with Conductor
Cutcliffe and Engineman Bradford in charge, consisted of engine
703, 15 loaced and 38 empty cars and a caboose. At Opelika,
36.7 miles east of Sturdivant and the last open office, the
crew received copies of a clearance card and, among others,
copies of train crder No. 23, Form 19, wihich read as follovws:

No 34 Eng 702 walt at Alexander City until
640 am Sturdivant until 850 amfor Extra
703 West.

This train departed from Opelika at 5:37 a. m., according to
the train sheet, stopped at Sturdivant about 6:41 a. m., with
the engine standing 77 feet east of the east siding-switch,
accordinz to statements of the crew, and about 1C minutes later
was struck by No. 34.

No. 34, an east-bound second-class freight train, with
Conductor Nickerson snd Engineman Farr in charge, consisted of
engine 702, 64 loaded cars, 1 empty car and a caboose. At
Goodwater, 18.2 milss west of Sturdivant and the last open
office, the crew received copies of a clearance card and train
order No. 23, Form 19, previously quoted. This train departed
from Goodwater at 8:13 a. m., according to the train sheet, S
hours 8 minutess late, paszed Alexander City, 6.1 miles west of
Sturdivant, at €:40 a. m., according to statements of the crew,
3 hours 7 minutes late. It was flagged by the front brakeman
of Extra 703 West, who was standing at a point 3,316 feet west
of the east siding-switch at Sturdivant, but the train failed
to stop short of the clearance point of the east siding-switch

and, while moving at a speed of 10 to 15 miles per hour, coll ided
with Extra 703. '



The fcrce of the impact moved Zxtra 703 back a distvance
of 131 feet. The front-end deck-casting was bent downward about
3-7/8 inches; the pilot beam, the coupler and the pocket casting
were crushed. The left front wheel of the rear tender-truck
wasz suspended about 3 inches above the rail. The rear sheet
cf the tender cistern was indented about 2-3/4 inches in several
rlaces. The right engine-truck wheel of engine 702 was gus-
pended about 2 incaes above the rail. The front—end deck—-casting,
the pilot beam, the coupler and the pocket casting were crushed;
the engine-truck frams and the radius bars were bent. The first
and second cars of Extra 703 were demolished. The third car
was Gerailed to the north and stepped on top of the wreckage of
the first and second cars The fourth car was derailed but
stopped unright at a ?O—uegrec angle to the track. The first
car ol No. 54 vas derailed but stogned upright and in line with
the track; this car was badly damag, The sscond car was over-—
turned ©to the north cf the track and was demolished. The third,
fourth and fifth cars were derailed and stopped at various
angles to the track; the *hird car was destroyed. The sixth and
seventh cers were derailed and stopped practically in line with
the track.
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The employees injured were the engineman, the fireman and
the front brakeman ol No. 34.

Summary of Evidence

Engineman Eradford, of Extra 703, stated that at Columbus
an air-brake test was made and the brakes functioned properly en
route. Before his train departed from Columpus, the conductor,
the firemsn and he compared time; the greatsst variation of their
watches was 2 or 3 seconds. At Opelika he received train order
No. 23 ard understood that, in accordance witn the provision
that No. 34 muet wait at Sturd*vant until 6:50 a. m., his train
was reduired to be in the clear at that noﬁnt not later than
6:45 a. m. Yie train departed from Jackson's Gap, 4.1 miles
east of Sturdivenrt, at 6:3C a. m. VWhen it was approaching
Sturdivant the speed was about 35 or 40 miles per hour. At a
point about 4C or 50 car lengths east of *the east siding-switch
he macde a brake-~pive reduction of 5 poundas, which was followed
by another rsduction of 10 or 15 pounds. When speed was reduced
sufrficisntly Tfor *the front brakeman to line the switch so that
the train could enter the siding without stopping, the engineman
released the brakes. Immediately afterward the train became
separated between the tonder and the first car as a result of
the knuckle in the tender coupler being broken. The train
stopped at €:41l a. . About 6:42 a. m. the front brakeman




started to run westward to provide flag protection against No. 34.
The engineman attempted to install an emergency knuckle, but
nelther of the two emergency knuckles available would fit into
the tender coupler-hiead. Since the original knuckle was broken
at the top only, he replaced it, intending to attempt to pull
the train into clear. The engine was recoupled to the train
about 6:48 or 6:49 a. m., at which time the front brakeman had
disappeared from view around the curve west of Sturdivant. Soon
afterwvard No. 34, moving around the curve at a speed of about 40
miles per hour, came into view. Realizing it was moving too
fast to stop sheort of his train, he attemnted to back his train;
howegver, since the brakes were not released the train could not
be moved. He sald that Ho. 34 was moving at a spe=sd of 10 or 12
miles per hour at the time of the collislon, which occurred
about 6:51 or 6:52 a. m. It was daylight and the weather was
cloudy. He said that if the knuckle had not been broken his
train could have been clear of the main track at £:45 a. me It
was his opinion that if he had operated the engine on the siding
and had taken the front brakeman to i1ts wezt end, the brakeman
could have flagged Wo. 34 at a greater distance and the accident
might have been prevented; however, there was a period of 8
minutes avallable before the wait order expired, during which
time the brakeman could proceed a distance sufficient for No.

34 to stop short of the fouling point of the east end of fthe
siding, and during the 8 minutes he could probably replace the
damaged knuckle, move the train into clear, and lessen the

delay tc No. 34. He had been in charge of trains operating on
the schedule of No. 34 and, in his opinion, in view of the ascend-
ing grade, if that train was flagged from a point 3,316 feet west
of the east sidlng-switch, the distance was sufficilent for stop-
plng No. 34 from a speed of 40 miles per hour.

Firemen Campbell, of Extra 703, corroborated the statement
of his engilneman.

Front Brakeman H11l, of Extra 703, stated that he read
train order No. 23 and understood that his train was required to
be in the clear at Sturdivant by 6:45 a. m. As his train ap-
proached the east siding-switch at Sturdivant the speed was
reduced and, bto avoid stopring his train, he ran ahead to open
the switch. Before he arrived at the switch he was recalled Dby
the engineman and instructed to provide flag protection against
No. 54; at that time ths front brakemsn observed that his train
was sebarated between the tender and the first car. He immedi-
ately started to run westward to provide flag protection. His
flagging equipment consisted of a red flag and two torpedoes.
Soon afterward he hcard No. 34 sound the meeting-point wnlstle
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signal. The front brakeman had reached a point 3,316 feet west
of the eash siding-switch when No. 34 czme into view arouna the .
curve. His flagging signals were not acknowledged; unowever, f
the engine ceased to exhaust about the time he was giving stop
signais. After the coilision occurred the caboose of No. 34

was 8tanding gbout 10 or 15 car lengths east of the point whqre
the brakeman was ilocated while he was giving stop signals. He
sald that he had proceeded as far westward as possible in the
time available and was exhausted from running when he flagged

No., 34. He was 19 years of age, was employed on October 15,
1940, and was examined on operating rules beforec he was assigned
to servicea.

Conductor Cuteliffe, of Extra 703, stated that he understood
his train was required to be clear at Sturdivant not later than
6:45 a. m. His train departed from North Dadeville, 8.4 miles
east o Sturcivant and the last siding long enough to contain

his train, at 6:21 or 6:22 a. m., and thers was ample time TO
clear Noe. 34 2t Sturdivent by 6:45 2. m. As his train was
approaching Sturdivant the epesd was reduced, the brake-pipe
DPressure became depleted, and tne train stopped at 6:41 a. Is
He proceeded to the front end to ascertain the cause. At 6:01
a. M., before he arrived at the front end of the train, the
accident occurred. Soon aftcrward he examined the knuckle in
the tender coupler and found that ths top half was broken off;
the break appeared to be nev. In his opinion, had the engine
been used to convey the front brakeman through the siding to
its west end, flag protection could have heen provided at a
greater distance. It was clcoudy at the time of the accident
but visibllity was 210% resiricted.

The statement of Flagman McCall, of Extra 703, added noth-
ing of importance.

Engineman Farr, of No. 34, steted that at Birmingham, before
his engine cdeparted Trom the enginehouse, the brakes of the
engine and tender were tested and they functioned properly. A
termiral air-broke test of the train was made and the brakes
were reported as functioning properly. At Winburn, 64.6 miles
west of Sturdivant, 28 cars were added to the train; the brakes
were tested and found to be operative. The brakes were used at .
numerous points en route and in each instance the brokes con= '
trolled the speed of the train properly. When he compared time
at Birmingham his watch was 18 seconds faster than the official i
time. At Goodwater he received train order No. 23 and understood
that his train would wait at Alexander City until 6:40 a. m. and
at Sturdivant until 6:50 a. m. for Extra 703 West. At 5:40 aa. 1.
No. 34 passed the switch which would have been used by Extra 708



had that train entered the siding at Alexander City. When his
train was noving on the descending grade east of Alexander City
he made a brakXe-pipe reduction of about 10 pounds to control the
speed; the brakes were held applied for about 3 minutes, then
when his engine was at a point 2.01 miles west of the east siding-
switch at Sturdivant the speed was 25 or 30 mliles per hour and

he released the brakes. It was 6:50 a. m. when this point was
reached and he informed the fireman that the time specified in
the wait order hed exprired. As the engine passed the west
siding-switch at Sturdivant, the engineman opens=é the throttle.
When the engine entered the curve, 4,066 fest vest of the east
slding-switch, the speed was about 40 miles per hour and the
fireman called & wvarning to stop. The engineman immediately
placed the brake valve in emergency position, closed the throttle
and opened the sandzr valve. He thought the brakes had been
released 2bout 2 minutes »nd the brake-pipe pressure was restored
to the point from which an emergency application was fully ob-
tainec; however, the distance between Extra 703 and the point
from which he was flaggsd was insufricient for stopping his

train shortv of Ixtra 703. The speed was 12 or 15 miles per hour
&t the time of the collision. He said that if the flagman had
been stationed 15 car lsngths farther west he would have been

on tanrgent track in view a distance of 2,300 feet farther, and
undoubtediy the accident would have been averted. The engine-
nan wes last examined on the operating rules on November 18, 19359.
He understocd that atter the time specified in a walt order had
expired there was no reason why a superior train should not be
operated at maximum cuthorized speed while it was passing the
switeihl where the inferior train is required to enter the sidinge.
If an inferior train falls to clear the time of a superior train,
it 1is reyuired to furnish flag protection a distance sufficient
for stopping the superior train moving at maximum authorized
speed. He said that a train consisting of 85 cars and weighing
4,000 tons could not be stopped from a speed of 40 miles per

hour by an emergency application of the brakes within the distance

available after the flagging signals, in this instance, were
observed.

Firemen Wilkes, of No. 34, corroborated the statement of
his engireman in all essential destails and added that when his
train was rounding the curve west of Sturdivant he observed the
flagman of Extra 703 about 8 or 10 car lengths distant. The
fireman called 2 warning end the engineman immediately applied
the brakes in emesrgency. Wnen his engine was sbout 15 car
lengths from Extra 703, the Tireman jumped; at that time the
speed was about 20 niles per hour. EHe said that the walt order
expired when the train iwras a considerable distance west of Stur-
dlvant, and that the collision occurred about 6:52 or 5:53 a. M.



Front Brakeman Donner, of No. 34, stated that as his train
approached Sturdivant he was on the left side of the engine cab .
maintaining a lookout ahead. The engine passed tne west siding-
switch at 6:51 a. m., at which time steam was being worked. When
the engine was near the east end of the curve he saw the flagman
of Extra 703 about 3 or 4 car lengths distant and he and the
fireman simultaneously called a warning to the engineman. The
front brakeman said that he observed both the flagman and Extra
703 at the same time. The engineman immediately applied the
brakes in emergency but the distance was insufficient for stop-
ring short of Extra 703.

Conductor Nickerson, of No. 34, stated that before his
train departec from Birmingham he and the engineman compared time
and thesre was a variation of 2 seconds in their watches. As his
train was apvroaching the point where the accident occurred he
was in the cupcla of the cabhoose. When Lhis train was moving on
the descending grade east of Alexander City the brakes were
applied; then at a point 1-1/4 miles west of Sturdivant, when the
speed of the train was recduced to about 25 miles per hour, tnis
appiication was rsleased. At 6:51 a. m., when the caboose was
about 650 feet west of the west siding-switch, the speed was
about 40 miles per hour and he felt the air brakes become applied
in emergency. The accident occurred at 6:52 a. m. When his
caboose stopped he observed that the front brakeman of Extra 703,
who appeared exhausted, was about 5 car lengths west of it. The
conductor sald that the brakes seemed to be affective. In his
opinion, a train similar to No. 34 could not be stopped by an
emergency application from a speed of 40 miles per hour in a
distance less than 70 car lengths. He sald that if engine 703
had besn used to convey the front brakeman of that train through
the siding to the west switch, he would have been on tangent

track and could have been seen by the engine crew of No. 34 a
distance cf 2,300 feet.

The statement of Flagman Bonner, of No. 34, added nothing

of importance except that he said the flagman of Extra 703 was

avout 10 car lengths west of the caboose of No. 34 after the
collision occurred.

Road Foreman of Engines Boswell stated that he was on the .
engine of No. 34, March 21, when an emergency-braking test was
conducted in the vicinity of the point of accident. The train
was assenbled with heavy and licht loads mixed throughout the
train 1n an endeavor to reproduce the braking conditions that
existed on the day of the accident. The train consisted of an
engine of the same type as engine 702, 70 loaded cars and a
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caboose; the adjusted tonnage was 3,958 tons, or approximately
the same as that of Nc. 34 on the day of the accident. When
the train was about 2 miles east of the east siding-swiltch at-
Sturdivant the speed was 42.4 miles per hour and when the englne
passed the west aiding-switch the speed was about 45 miles per
hour. The division superintendent was stationed at the point
where the front brakeman of Extra 703 stated he was located on
the day the accident occurred. When No. 34 came into view the
superintendent waved stop signals. The engine crew had not
bean forewarned of the test to be made. The train stopped at

a point 1,306 fcet sast of the location of the flagman, and
2,086.5 feet west of the point of accidenv; the elapsed time
from the beginning of the emergency application until the train

stopped was 55 seconds. During the test it was raining and the
rails were wet.

Kaster Mechanic Burke stated that he arrived at the scene
of the accident about 10:55 a. m., March 13, and exanined engine
7C2. He found the automa“ic brake-valve in emergency positlion
and the reverse lever in position for full forward motion. The
sander valves were closed, but there were piles of sand near the
pipes, which indicated that the valves had been open.

According to data furnished by the railroad, tests con-
ducted on llarch 21 at the scene of the accident disclosed that
a man 46 years of age, starting from a polnt 172 feet east of
the east siding-awiich, arrived at the point where the front
brazeman of Extra 7?CE stated that he was lccated, a distance of
3,488 feet, in 6 minutes 25 seconds.

Puring the 30-day period preceding the day of the accident,

the average dally movement over the territory involved was 17.83
trains.

Discussion

According to the evidence, Extra 703 West stopped at the
east slding-switch at Sturdivant about 6:41 a. m., with the engine
standing 77 feet cast of the switch. In stopping, the train be-
came separated between the tender and the first car, as a result
of the knuckle in the tender coupler being broksn. About 10
minutes later No. 34, an east-bound train, moving at an estimated

speed of 10 to 15 miles per hour, collided with Extra 703, which
had not started to enter the siding.

Both crevs had copies of a train order which specified that
No. 34 would wait at Sturdivant until 6:50 a. m. for Extra 703



West. The crews understood that No. 24 was required not %to pass

the fouling voint of the east siding-switch before 6:50 a, m. '
unless Zxtra 7C3 was in the clear, that Extra 703 was required

to be clear of the main track at Sturdivant not later than 6:45

a. m. if i*t proceeded to that station to clear for No. 34, and

that, if it failed to clear the main track by the time required,

it must furnish sufficient flag protection to enable No. 34 to

stop short of the fouling point at the east siding-switch.

According to the statements of the engineman, the fireman
and the front brakeman of Extra 703, when the tender coupler was
found broken the front brakeman proceeded westward to provide
flag protection againet No. 34. According to the statement of
the front brakeman, he ran the greater part of the distance and
had reached the farthest point possible, or 3,393 feet west of
his engine, when he flagged No. 34. Becaucge of this poin?t being
in a cut ard on a 2°93C!' curve, the brakeman could not be seen
from the right side of the engine of the approaching train, but
he could be seen a distance of about 750 feet from the lelt side.
If the front brakeman Lad reached a pcint about 1,400 feet
farther west, he would have been on tangent treck where his
flazging signals could have been seen by the members of the
engine crew of ar east-bound train a distance of 2,300 feet.

The statenent or the front brakeman indicates that he used about
8 minutes in preceeding to the west; however, a few days after
the accident occurred, a man 27 years older than this brakeman
traversed the distance involved in 6 minutes 25 seconds. This
fact indicates that possibly the brakeman did not start westward
as soon ac he thought he did. If the brakeman had been taken

on nhis en;ins througn the siding to its west end, he would have
been cn tangent track and undoubtedly wouléd have been able to
give ample warning to the crew of the approaching train; nowever,
the enginerman of Extra 703 thought he would be abtle to replace
the hroksn knuckle and move his train into clear before the
expiration of the weait order, but he was delayed by not being
able to procure a knuckle that would fit the coupler involveds

According to the evidence, No. 34 was moving at a speed of
about 20 miles per hour and the throttle was open when the fire—
man and the front brakeman of that train saw the flazgging
signale. Thay wvarned the engineman, who immediately applied the .
brakes in emergency. The brakes had teen tested and they func—
tioned prorerly en route. The conductor of No. 34 thought a
train sinilar to his train couid not be stopped from a speed of
40 miles per nour by an emergency application of the braxes in
less than 7C car lengths, or a distance of 3,150 feet. No. 34
consisted 0f 65 cars which weighed 3,940 tons; the caboose



stopped 5 or 10 car lengths sact of the point where the iront
bralzeman of Exira 702 was stationed. The engineman of Ho. 34
said the distance available for stopping his train from a speed
of 40 miles per hour was not sufficient. Several days aiter
the occurrence of thie accident, a test disclosed that a 70-car
train, weighing 3,952 tons and having heavy and light loaés
mixed throughout tlhe train, was stopped at a point 7,705 feet
west of che voint of acecicent From a speed of &bout 45 miles
per hour by an emsrgency application of the brares, vhich was
made somewhere in the vicinity of the point where the brake .
epplication was made on tiie day of the accident; however, this
test 1s not conclusive because practically the same tonnage was
distributed over five more cars in the test train and the exact
point where each emergency spplication was made is not known;
in addition, 1t is possible that the brake systems of the two
trainc varied somewhat.

If a sultebls block system had teen in use on this line,
1t is rrobable the accident would have been averted. During
the 30-day perlod preceding ths cday of the accident, the average
daily movement vas 17.83 irains. This volume of traffic warrants
additional protcctione.

»
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Cause
It is found that this accident was caused by failure to
provide adequate flag protection for the inferior train after
1t hed falled to clear the time of an opposing superlor train.
Recommendation

It i1s recommendzd that the Central of Georgia Railway Com—

bany give consideration %to the installation of 2 suitable block
system on the Birmingham Districrt.

Dated at Wgshington, D. C., this twenty-esighth day of
April, 1941.

By the Commission, Commissioner Patterson.

W. P. BARTEL,

Secretary.



