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INTFERSTATE CCMMERCE CCOMI"ISSTIORN

REPCRT CF THE DISECTOR CF TYE BURFAU OF SAPETY IN RE IN-
VESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
ATLANTIC CCAST LINE RATLROAD AT BANAHAN, S. C., ON
DRCEMBER 9, 1932.

January 6, 1233.

To the Commission:

On December 9, 1922, there was a rear-end collisica
hetween two passenger trains on the Atlantic Coast Ilane
Railroad at Hanahan, S. C., which resulted in the death ci
1 pasgenger, and the injury of 17 passengers, 8 Pullman
empioyees, 4 other perséns and 7 employees of the railroad.

Location and method of éperation

This accident occurred on the Charleston District of
the Second Division, extending between Flcorence and Charles-
ton, S. C., a distance of 102 miles. In the vicinity of
the point of accident this 1s a double-track line over which
trains are operated by time table, train orders, and an au-
tomatic block-signal system. The point of accident was 4dat
the station at Hanahan, app "oaching from the south the
track 1s tangent for several miles, while the grade 1s from
0.6 to 0.7 per cent ascending for about 32,000 feet and then
level for a few hundred feet to the point of accident.

The automatic signals are of the three-position, Uupper-
quadrant type, displaying red, green and whate, for stop,
caution and proceed, respectively. Signal 3842 1s located
416 feet south of the point of accident, while signal 3882
1s 5208 feet south of signal 3843.

The weather was foggy at the time of the accident,
which occurred at about 7.07 a.m.

Description

Northbound passenger train No. 52 consisted of one ex-
press car, one combination mail and baggage car, two coaches
and one Pullman sleeping car, hauled by engine 3635, and was
in charge of Conduc¢tor Gannon and Engineran Smith. The
first three cars were of wooden construction, the fourth had
a steel underframe, and the fifth was of all-steel construc-
tion. This train passed North Wye Tower at 6.55 a.m., four
minutes late, and stopped at Hanahan, 3.8 miles distant, at
7.03 a.m., six minutes behind its schedule leaving time.
After being at the station a period estimated by the train
crew to have been from three to five minutes the rear end
of the train was struck by train second No. 80.



~2-

Northbound passenger trawin second No. BO cenristed of
one deadhead ccach, seven deadhead Pullman sleeping cars,
S1X express cars and one ccach, naualed by engine 483, and
was .n charge of Conductor Turzer aad Engineman Williams.
The first 10 cars were of all-steel construction, 2 of the
others had steel underframes, while the remaining 3 were of
wood=n constructicn This train passed Horth Uye Tower at
6.52 a.m., 1 hour and 33 minutes late, and only four mainutes
t~hand trawn No. 52, passed signal 3242 in the stop position,
and collided with train Neo. 53 while traveling at a speed
estirated by the tra.n crew t¢o have been about 35 or 40
miles an hour

The engine and first three cars of train ¥No. 53 sep-
arated from the tWwo Tear cars and were driven ahead a total
distance of 482 feet, while the two rear c¢ars were forced
ahead a distance of about 1580 fees, 1ne engine and first
three cars were damaged, while the sleeping car telescoped
the rear end of the coach z2head of 1t for a short distance.
Engine 432, of traln second Yo. 80, had only the forward
pair of engine {iruck wheels derailed and 1ts front end
slight "y damag=sd, the seccnd car of this train telescoped
the third car a distance of about 15 feet, while five other
cars were slightly damaged.

Sumary of evidence,

The forward truck wheeis of the engine hauling train
No. 52 had Been renesed on the day previcus teo the accident
and on arrival at Hanaban it was found that the left forward
wheel was hot and needed repacking. "hile the fireman was
obtaiaing the necessary supplies, Engineman Smith was en-
gaged 1n removing the old packing, but inasmuch as he dad
not think his train would be stopped more than five minutes
he did not sound the whistle signal for the flagman to pro-
tect the train. Fireman lagree, however, stated that when
on his way to the baggage car for the supplies he notiCed
the flagnan going back. Conductor Gannon had giveén a pro-
ceed signal as soon as the station work had been done and
when the train did not start went to the head end %o see
what was the trouble, and while at the engine saw the flag-
man going back to flag, the flagman then being abocut a car
length from the rear of the train. Conductor Cannon then
boarded the train and walked back through the cars and at
about the time he reached the rear car heard the eng.ne of
train second No, 80. He ran to the rear of the car, saw the
headlight of the engine through the open door, and was able
to jump before the collisiocn occurred. When the flagman re-
turned after the accident, Conductor Gannon saw that he had
a 10 minute red fusee 1n his hand, about three-fourths of
which had been burned. Flagran Perry said he was in the for-
ward end of the Tourth car when the train stopped at Hanahan
and as he was about to descend to the ground the train porter
to0ld him that they had a hot box, and he said that he then
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ran back tc the rear of the train and obtained two red fusees,
at which time he hzard trcain s=cond No. 80 appreaching and
shortly afterwards sav the headlight of the engine. He said
he ran back as fast as possible, givang stop signals with a
lighted fusee, which signals were not acknosledged, and
stepped from the track Just before the engine reached him,
this heing at a point about 800 feet from the rear of his
train, and he said he was opposite the rear car cof train
secend No. 80 when 1t came to a stop  According to Flagman
Perry, the fireman of train second No. 80 was i1n the tender
cutiing down coal, while he thought he saw the engineman
standing on the running board with his back to him, apparent-
ly doing something with a whistle cord or around the dcme of
the engine, and he did not think that tne engineman had seen
erther his stop signals, tne stop indication of signal 384,
or the markers on the rear of the train, which were burning
brightly Flagman Perry thought that scarcely a minute had
elapsed between the time his train stopped and the time he
started back t¢ flag, and that he had done all that was pos-
sible 1n the short time at his disposal.

Engineman Williams, of train second No. 8C, said 1%t was
difficult tc observe signal indicaticns on account of the
fog, but that after leaving Nerth Wye Tower, he saw all sig-
nals up to signal 3853, they were working properly and dis-
playing clear indicaticns. He saw signal 3852 when 1t was
about an engine length distant and thought 1t was displaying
a clear indication, dut said 1t was pumping and went from
clear to caution, leadaing hir to think there was something
wrong with it} in fact, at one time he took 1t for a caution
indication but then decided it was a clear indacation. The
speed of his train then i1ncreased on account of the descend-
ing grade north ¢f the signal and his attention was given to
turning on the lubricator feeds a little more, and then as
there was considerable dust flying around in the cab on ac-
count of the fireman cutting down c¢cal in the tender he
started to open the front cab window, but found the window
fastened tightly and had to use a wrench tc open 1t, after
which he began to look for the indication of signal 3842.
According to his statement he observed this signal a few
seconds afterwards, Just ahead of tne engine, displaying a
stop i1ndication. As he reached for the brake valve he gaw
the headlight reflecting on tae rear end of train No. 53,
and he said he went out through the side window of the cab
and did not know whether or not he had applisd the air brakea
Engineman Williams stated that he had not seen anything of a
flagman or a fugee, and that he had not been out on the run-
ning voard of .u. engine. Fngineman Williams stated signal
3852 must have been dasplaying a caution indication if work-
ing properly and on account of the fog and his belief at the
time of passing 1t that 1t was not working properly he might
have been mistaken as to 1ts correct indication. The cylin-
der packing on the left side of this engine had been blown
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out at a point about 50 miles soutn of tne point of aceci-
dent, but outside of difficulties i1n starting the train and
attaining .schedule gpeed, Fagineman Williamsg' statements in-
dicate 1t was not giving him any Hrouble, The statements
of the fireman added nothing of importance to these of En-
gineman Williams except that he said the engineman applied
the air brakes, and he also verified Fngineman Williamg'
statement about not having been out on the running board of
the engine. The conductor and one of the brakemen of train
second Bo., 80 were riding in the eighth car of the traain,
while Flagman Horn was ridang in the rear car., None of
these srpleyeces was able to say positively that there was
any application of the air brakes prior to the collision.
Flagman Horn s2i1d that immediately after the accident he
saw Flagman Perry opposite the rear car of train second N .
80 on the engineman's side of the track.

The engineman of train No. 52 Had noticed nothing wrong
with the operation of the automatic signals as his train
approached Hanahan, while the enganeman of train No. 338,
whien was closely following train second No. B0, said he
had no difficulty observing signal indications and that all
the signals approaching the point of accident were working
properly, signal 3852 then being in the stop position on
account of the rear end of train second No. 80 being within

ae limits of the block section. As Boon as the rear end

of this train was removed from the circuat the signal as-
sumed the caution position. Supervisor of Signals Partridge
said these signals were among those tested by him on Decem-
ber 6th at which time they worked properly and were in per-
fect condition. Observation of the performance of the sig-
nals on the day of the accident, and tests made on the fol-
lowing day, failed to develop anything te indicate that
they were not working properly at the taime of the accident.

Conclusions.

This atcident was caused by the failure of Fngineman
Williars, of train second No. 80, properly to cbserve and
obey automatic block-signal indications.

Engineman Williams' statements indicate that there was

a doubt in his mind concerning the indication of signal
5882 and that he chought it might have been ocut of order.
Under these circurstances he should have been governed by
rule 37, of the Rules for the Government of the Transporta-
ti1on Department, which provides that a signal imperfectly
displayed must te regarded as a stop signal. As a matter
of fact, this signal was working properly immediately before
and after the accident, and subsequent observation and test
fairled to disclose that there was anything improper in its
%peramlon, and 1t 1s believed that 1t was digplaying a cau-
lon indication at the time train second No. BO approached
and that Engineman Williams failed properly to observe this
indication.
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This accident agean colls attentaicn to the necessity
of automatic train co.trol., The engineman was in doubt as
to the indication of a2 caution signal and permitted his
train to pass 1L wathout reduc.ng sgeed or taking ony meas-
ures toward being able to bring the trzin Lo a stop should
the hore signal be found in the stop position. Had an ade-
quats train-contrel system been in use, train second No., 80
wou ld navs been brought to a stor before passing the home
signal and this accident would not have occurred.

Tngineman Ti1lliams was employed as an engineman in 1205,
after zeveral years previous experiente on another railrcad
At the tine of the accident the crew of train No. %2 had
been on daty about one hour and the crew of train second &n.
80 about si1x hours, previous tc which these employees had
veen off duty from eight and one-half hours to several days.

Hegpectfully submitted,
Y. P. BORLAND,

Director.



