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Railroad:
Date:

Location:

Xind of accident:

Traing involved:
Train numbers:
Engine numbers:
Congist:

Speed:

Track:

Weather:

Time:

Method of operation:

Casualties:

Cauge:

-
SUMMARY

Georgia
December 12, 1935
Dearing, Ga.

Head-end collisicn

Pagsenger : Passenger
No. & 4 No, 4

251 H 253

9 cars : 9 cars
20-45 m.p.h. : Standing

Single-track line; 3,818 feet tangent,
followed by 3" curve to right for west-
bound trains; accident occurred on curve,
32 feet from eactern end.

Cloudy »nd dark

2:45 a.nm.

Time table and train-order osystem.

3 killed; 11 injured

Failure to obey meet order
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January 23, 1938,
To the Commission:

On December 13, 1935, there was a head-end collicion
between two passenger trains on the Georgia Reilroad at Derring,
Ga., which reculted in the death of 3 employees, snd the 1njury
of 6 passengers, 2 persons carried under contract, and 3 em-
ployees,

Location »nd method ol operation

This accident occurred on that part of the line extending
between Aucusta and Atlanta, Ga., 2 distance of 170.37 miles
1n the vicinity of the point of sccident this 15 a single-treck
line over which trains are operated by time table end train
orders, no block-signel gv-ten teinz in use. Tae accident
occurred on the main line at a point 380 feet west of the east
switch of the passinz track at Dearing; approaching this point
from the east, the track 1s tangent for a distance of 3,818
feet, followed bv a 39 curve to the right, 1,465 feet in length,
the accident occurring on this curve at a point 33 feet from
1ts eactern end. The grade for west-bound trains 1s 0.2 per-
cent descending at the point of accident,

The passing track at Dearing 1s 4,222 feet in length and
parallels the main track on the s-uth; the cwitch stand of the
eact switch is of the Weir medium type, on which 1s mounted an
A.G.A. Teflector, the top being 7 feet 6 inches above the ties.
This ntand 1s loceted on the south side of the tracks; when the
rwitch 1s lined for the main treck a green indication 1s digc-
played and when lined for the passing track a red indication
i1s displayed. The depot also 1o locnted on the south side of
the tracks, at a point 1,949 feet west of the eact switch,
while the station boerd for west-bound trains 18 located, 2,695
feet east of the east switch of the pascing track. The tra ck

s laid on a side-hill fi11l, approximately 5 fect in height
on the north cide of the tracks, and 8 feet 1n height on the
south oide.

An unobstructed view of a train ctanding at the point of
accrdent cen be had from the cab of a west-bound engine for a
distance of 3,850 feet.

The weather wags cloudy at the t:me of the accident, which
occurred about 2:45 a.m.

Description

Train No. 4, an east-bound pascenger train, consistcd of
2 bageaze cars, 1 postel crr, 1 bagsace car, 1 comblnation
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baggage-coach, 1 coach, and 3 Pullman sleeping crrs, in the
order named, havled by engine 252, =nd was in charge of
Conductor Jones and Engineman Wallace. The postal cer and
the Pullman cars were of all-steel construction, while the
other cars were of steel underframe construction. At Union
Point, 47.33 miles west of Dearing, the crew received copy of
train order 3, form &1, directing them to meet Train No. 3 at
Dearing, which was the time table meeting point for these two
trains. Train No. 4, superior by direction, departed from
Union Point at 1:283 a.m., accordinz to the train sheet, 37
minutes late, stopped at De-sring, and then proceeded and
ctopped agein on the main track, at 2:44 a.m., with the frount
end of the engine 380 feet west of the east switch, -nd 1t had
been standing at this point about 1 minute when 1t was struck
by Trsin No, 3.

Train N>, 3, a west-bound psssenger train, consisted of 3
bag~age cars, 1 postal car, 1 combination baggage-coach, 1
coach, and 3 Pullman sleeping cars, 1n the order named, hauled
by engine 251, and was in cherge of Conductor Clery #nd Eagine-
man Ewing. The postal cer and the Pullman cars were of all-
steel constructicn, while the other cars vere of steel-under-
frame construction. At Hearrisonville, 26.7 miles east of Dear-
ing, the crew received cony of train order 2, above referred
to, on form 19, Train No. 3 left Harrisonville at 2:03 a.m.,
according to the train cheet, 43 minutes late, and was approach-
ing Dearing at a cpeed variously estimated to have been between
20 and 45 miles per hour when 1t collided with Train No. 4.

Both engines were derailed and badly damaced, but remained
upright on the roadbed; the tenders alco were dersiled and
badly damaged., The first four cars in Train No. 4 were dersiled
but remained upright on the roadbed, while the first six cers
in Train No. 3 were derailed, the lerdino car being dectroyed.
The employees killed were botn enginemen, algco the fireman of:
Train No. 3, while the erpleoyees injured were both haggage-
masters, ~nd the firewan of Train No. 4.

Summary of evidence

Fireman Sheftall, of Train No. 4, gsr1¢ he caw the reflec-
tion from the headlight of Trnin No. 3 when it was some dlo-
tance amay, and shortly afterwsrdc the strtion whistle signal
was gounded. He then put some conl on the fire, and when he
returned to his seat box he gaw the approsching train for the
first time and he said it was then on the tangent Track and
about % mile distant. Firemsn Sheftall wec unawere that a
collision was 1mminent until Train No. 3 was within a few feet
of his own engine, and se1d thet he could not give any estimate
as to 1ts speed just prior to the impact. As a rule the train
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porter hendled the switch, and sometiaes the trein arriving

first would throw the switch; on this occasion he did nnt see
the train porter nor did he notice the indicetion of the switch

stand rerlector. Fireman Sheftall, who had been on thig ru

about 3 yeers, said that oometlme° the engineman would dim tae

nerdlight when the opposing train showed up nnd was within

distance of anywhere from 300 feet to sbout £+ mile; 1t weas his
understending that the h1eadlight chould be diamed and then be

fully turned on again, »nd in this particular case he said

thet when he left his seat box, on arrival at Dearing, the head-
light on his own engine was burning brightly, but he was posi-

tive that at the time he returned to his seat box 1t was no
burning brightly, .. although he could not tell whether or no

hig headlight had been only diwned cr whether 1t had been ex-

tinguished.

Conductor Jonec, of Train No. 4, suiated thet just before

his train ctopped he he-rd a rond croesine signal sounded b

the opposing trzin, at which tiue he was standing in the vesti-
bule of the coach in order to see thet hig train porter stsrted

toward the switch so =5 to be 1n position to throw i1t for

Trerin No. 3. On seeing the porter get down on the zround end
gtart for the switch, the conductor welkxed through the combi-
nation cer and was Just zolng to the baggage cer door to open

1t when the collision occurred; the porter did not heve tim
to reach the switch. Conductor Jones had heard the station

siznal gounded by the approaching trein, followed by the meet-
ing point signal, but he did not know whether the headlight of
his own engine wags burning., However, 1t wes the practice for

the train standing on the meain track to keep the headlight

burning brightly until the opposing train approsched to within

300 or 400 feet of the owitch, #nd then the <tending train

would dim the headlig-t until the opposing engine entered the

switch.

Train Porter Wilson, of Treain No. 4, stated that on arrival
at Dearing he wag 1n the vestibule of the coach and could cee
the reflection irom the headlight of Train No. 3. He got off

and ctarted for the switch, and about this time he heard th

approaching train sound the meeting-point signal. He began to

hurry end caid ke hod reached & point about s cer length or

more in front of hi~ own engine whesl the opposing engine passed
him, traveling at a gpeed cf about 45 miles per hour. Porter
Wilson sa1d that he was unsware of danger until about tne time
Troin No. 3 passed the switch, at which time the reflector was
displaying a green indicrtion; he did not give any ctop cignals
with hig white lantern and was unable to say whether the brakes
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were applied on the approaching train or whether cteawn was being

worked. ©Porter Wilgon wags of the opinion th~t 1t —=g the re-

flection from his own hendlight that enabled him to see the
green 1ndicetion displayed by the switch stand reflector.

State-~
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ments of Baggagemaster Iveyand Flazman Sherrer, of Treoin No.
4, brought out nothing of additional 1mportance.

Conductor Clary, of Tronin No. 3, received the order estab-
lishing the meet at Dearing between his train and Train No. 4,
and he sai1d th=t the engineman read the order and signed the
clearance card, and thet both the engineman and fireman under-
stood the order. On reaching Harlem, 4.32 miles east of Dear-
1ng, the train siowed down to less than 5 miles per hour in
order to put off mai1l. Approaching Dearing the speed wes about
40 or 45 miles per hour and the conductor, who was in the fifth
car in the train, heard the station signal sounded and at his
instruction Paygcagemaster Birdsong pulled the communiceting
whistle cord to remind the engineman »f the meet. The engine-
man answered imuiediately by sounding the meeting point whistle
signal and then made 2 light air-brake application and immed-
1ately released. .The conductor went back into the coach,
feeling no appreliension as to the manner in which the train
was being handled apprcaching the meeting point, but chortly
thereafter the air brakes were applied 1n cmergency and then
the collision occurred, at which timc he estimated the speed
to have been between 20 and 25 miles per hour. Conductor
Clary felt positive thrt when the coumunicating signal was
answered, Engineman Ewing fully understood the recuirements
of the order estatlishing the meet at Dearing. The air brales
had been tested at Augusta and worked pronerly en route, and
the emergency application which was made 1amediately prior
to the accident tock proper effect and caused the whecelc to
clade, The concuctor also statec that while at Auzu.ta he
had talked with Engineman Ewing and Fxreman Xirby, and both of
them appeared normal 1n every recpect. About 35 or 40 minutes
after the nccurrence of the accident he heard Engineuan Ewing
make a statement in the presence of several other persong, at
which time the engineunsn wags fully conccious, that he misread
the train crder and was under the erroneous impression that
Train No. 4 wag to ke siding.

The statements of Bagmageimastcer Birdsong, of Train No. 3,
corroborated in cubstance thcecse of Conductor Clary, except
that the bagragemaster did not pay any more attention to the
operation of the train or air-hrake applications after the
engineman sounded the meeting-point signal and made a light
application of the brekes. He estimrted the maximum gspeed
between Harlem and Derring to h-~ve been 50 miles per hour; the
traih was operated in the usual manncr prior to the accident.
Flagman Clark was 1in the resar car and felt an applicmation of
the brekes at the usual point, heard the whistle sounded, in-
cluding an acknowledgment of a meeting point signal, ~nd then
felt the air brakes. spply 1n*emergency, at wiich time he
estimated the speed to have been about 35 or 40 miles per
hour, snd he thought 1t wac reduced to about 25 or 30 miles
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per hour before the collision occurred.

Statements of Enginewmen Partee and Hogen, both of whom
were deadheading on Tyain No. 3, es well as the statement of .
G. 8. Emory, a passenger, were to the effect that they zs-

sisted Engineman Ewing after the accident, at which time he

was badly injured, althouzh fully conscious; Engineman Partse
gquoted Engineman Ewing as srying he "got ba 1led up on the

orders esnd thought No. 4 w=s in the side track!"; Engineman

Hogan asked hi:a what waeg the matter with him qnd wes told he
misread his orders, while !lr. Eanory asked him what was the

trouble =nd was told twice th= t he overlooked hig orders,
Enginenen Partec e2lso stated rt o1t was the general practice

for the train holdin.s the main tIPC{ 10 kxeep the headlight

burning brightly until the wpproechwnﬂ train resched the

switch, and then to cut off the headlizht while the train

headed in on the s1ding. He olso said he had fired for

Enginemen Ewing and th-'t the engineman was exceptionally

efficient in manlpulatlng the breke valve and that he con-

sidered him to be a careful engineman.

Master lMecnanic Attridge arrived at the scene of the
accident between 4 and 5 a.m., snd on e€xamining engine 2l
he found thet the throttle was closed, the reverse lever near
the center of the ouadrant, and the automatic breke valve 1n
emergency position.

Night Engine Inspector Whitely inspected enzine 251 prior
to 1ts departure on the trip involved and found it to be in
proper working order, witir the brake valve functioning properly
in all positions. Engine Hostler Kitchens hendled en: ne 2b1
from the roundhouse to the train at Augusta pricry to the trip
in ouestion; he tried out the pumps, injectors, brakes, reverse
lever, etc., and found thew all to be in proper working order.
Hg converscd with Engineman Ewing and Fireman Kirby before
Train No. 3 depnrted and s=18 they apneared normsal 1in every
respect. Car Inspector Si1i1th tested the air brakes on Train
No. 3 efter it wace entirely mede up at Augusta and found them
to be in proper condition.

Air Brezke Inspector Mrlonev inspected and tested the air
bralkes and cignal equipment on encine 251 on the morning of
December 11, 1935, and found them to be in proper condltlon .
the breke valve being tested i1n all positions.

Superintendent of Transpartotion Williams steted that the
tape was rem>ved frow the recording speedometer with which en-
gine 321 was equipped, and 1t showed that from Herlem, where
the slowdown was made to put off mail, to the eact nw1tch at
Derring, a distance of about 4 miles, the speed was increrced
in the first mile from prrctically O to 32.5 mileg per hour;
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in the second mile from 32.5 to approximately 44.5 miles per
hour; in the third mile fro. 44.5 to approximately 51.5 uniles
per hour; and i1n the fourth mile ¢ speed of 51.5 miles per
hour wes shown Tor approximately 0.18 miles, where there was

a slicht reduction to approxim-cely 50 milee per hour, con-
tinuing for spproximntely 0.60 mile to a2 point ~here the speed
wac very materi~lly reduced for a digsvence of apnroximetely
0.20 mile, at tiie end of which distance tlhie recorder cut off,

Observationc made from an engine with the aia of the head-
light chowed thnat the reflector con tia~ rcwitch stand ~t the
eact cwitch coulu be seen plainly fronr a point aprroximately
1 mile eest of “he switch.

Digscussion

Orders had bLeen iscued for Treincs Nog. & and 4 to meet
~t Derring. Tranin No. 4, beins superior k- cirection, held the
nain track end stopped short of the east switch to aw-1t the
arrival of Train No. 3; the firersn sri1d tr=t the herdlight
wsg burning brightly —hen he herrd Trein No. 3 whistle, before
it came within sight, but irat the hendlizght either was diumed
or extinguished entirely when he returned to hi<c geat box and
saw Train No., 3 atout + mile distent. Neither the firemsan nor
the train porter who wec en route to the ~ritch for the pur-
pose of herding Train No., 3 in on tac siding, reclized that
there wac auything wrong until Jjuct before the accident oc-
curred.

The engineanen of Troin No. 5 sounded the stetion whistle
signal snd ¢ road-crossing whistle sigral, rnd acknowledged
a meeting-point cignal, tut friled to note that Train No. 4
we g occupying the main treck until just berore thne accident
cccurred, -hen he apnlied tre brokes 1n emergency. S3Stateuents
rade by this enjinemo.a after the accident snd before he had
been removed from the scene, ™aen coupled ~with the frct that
che proper meeting-point signals were gounded, indicated the
1n gowe way he hrd become confused as to his orders and thought
Train No., 4 would be on the siding. The conductor g-1d both
vhe enginenan anc the fireuwen rerd the crders when they were
received and appeared to haave a correct understanding as so
their contents, while ~ther evidence indic:ted thet the engine-
men appeared to te in norm-1l pavsical snd rmental condition
prior to the accident; the reason for Lis failure to have a
correct understonding o to lhiis orders, however, could not be
determined.

<+
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Therc vas evidence to the effe
waln track st » neetine point s e
his headlight turned on full unt:l

cv th-~t vhen occupying ~he
ngineman ususlly would keep
the approsciuing train veg
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close to the switch, but that in this particular c=se the
ncadlight cn Train Ne, 4 vas n-t turned on full when the ap-
proaching train was atout £ mile distant. IT this rere the
cac(, the varietion from ugual pra.tice mizht have aided 1in
mi1-leading the engineman of Tvein N~. & ond in causing him to
think th~t Tprin No. 4 m.g on the siding. In this connoction,
the rulc of thie rai1lrona reads as follows: "The headlight
w1ll pe displayed to the froat of every train by nicht.!

It 1¢ worthy of n>te that after the mecting-point signal
was acknowledged by toe engincman, no member of the train crew
took any sction to olserve whether the encinenan h-a his train
under proper contral preprsratory vo bhending 11 at the cact
svitch. Therc 18 1o pnsitive agssurance that such action on
their port would have prevent.d thc eccraent, but 1t night
hnve enabled them to tike =ction 1a ti1uc watcrially to reduce
che opecd of the train refore the nccident occurred.

Conclucinn
This accident wes causced by fai1lure to obey a meetv order,
Recommendoation
As A meeng of proeventing similar accidentc 1n future, tnls
carricr should give coasideretion to the need for the andditional
protection wiich would be furniched by the block systenm.
Recpectfully cubmitted,

W. J. PATTERSOCN,

Director.



