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INTERSTATE COMMERCE COMIUAISSION

REPCRT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRZD ON
THE CENTRAL OF GEORGIA RAILWAY AT ECHECONNEE,
GA., ON APRIL 3, 1827.

April 30, 1937.

To the Commission:

On Aprail 3, 1927, there was a hcad-end collision
between a passcenger train and a freight train on the
GCentral of Georgia Railway at Echeconnee, Ga., which re-
sulted in the decath of 1 employee, and the injury of 14
Passengers, b persons carried under contract and 1 emplovee.

Location and method of operation

This accident occurred on the Albany District of
the Southwestern Division, which extends betwecn Macon
and Albany, Ga., a distance of 108.3 miles. In the vicin-
1ty of the point of accident thieg 1s a single-track line;
the automatic block-signal system which had been 1n use
was 1n process ©f being changed to the extent of iastall-
ing semiautomatic signals at stat:ons and side tracks,
eliminating superiority of trains by class or directinn
and aleo eliminating the use of train orders. Tae new
arrangement had been placed 1in servicc betwzen Terra
Cotta, near Macon, and Echeconnee, 8.1 miles wast of
Terra Cotta, the operator at Terra Cotta having control
over all signals between the two points except so far
ad the 1ntermediate signals are concerned; these are of
the usuwal automatic stop-and-proceed type, and operate
in harmony with the semiautomatic signals.

The plant at Terra Cotta consists of an eight-
lever machine, with time locks to prevent the changing
0f a sBignal at the instant a train enters on a circuit.
Levers 1, 2, 4 and 8 when thrown to the left give a clear
route for westbound trains from Terra Cotta to Echeconnce;
when on center, all semiauvtomatic signals are displayesd
at stop, the normal position, and when the lecvers are
thrown to the right a clear route 1s given eastoound
t.aine from Echeconneg to Terra Cotta. The fouling of
a circult causes the signals to operate automatically
and they can net then be changed by the operator. Levars
3, 5, 6 and 7 control sirnals 1ndicating when 1%t 1s de—
slred to have a train enter or leave a passing track.
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At the timec of the accident the sicnal layout
west of Echeconace was being cranged so as to be similar
to thal east of Echeconnez, and under date of March 28
a bullctin was 1scued stating that the auvtomatic signals
at Eclicconnee wero out of service with the exception of
eastoound sipgmal H-202.4; this bulletin also stated that
this signal vas under the control of the operator at
Terra Getta and toat on ac-ount of the fcct that the
preceding eastbound signal, at the station at Echeconnec,
was out of se:vice 1% would be nscessary for eastbound
trains to aporoach sighal H-202.4 under control. Under
the arrangement 1n effect, had signal H-302.4 been left
1in the clear posit:on by the operator it would have
assumed the stop position autcmatically as soon as an
oplosing westbound trainr entered the block at Rutland,
3.9 miles east of ®cneconnze.

Tae accident occurred on a trestle, at a point
538 fz2t east of sirmal H-202.4, which in turn 1s located
305 feet west of the east switch of the westhbound passing
track. Approaching the point of accident from the west
the track 1s fangent for a2 distance of more than 1 mile,
followed by a compound curve to the left which is 3,064
feet 1n length, tnis 1e a 50-minute curve except for a sport
distance at 1ts leaving end wher:> the curvature is 1° 45,
The track 1s then tengent to the point of accident, 141
feet beyond the end of the curve. Approaching from the
east tnere 1s a long tangent =ad then a compound curve
to the right 1,401 feet in length, followed by 75> feet
of tangent extending to the point of accident. The grade
15 descending from eacn direction until the trestle is
reached, the maxinum grade for eastibound trains being

1.15 per cent while that for westbocund trains 1s 0.89 per
cent.

The weather was clear at the time of the accident,
which occurred at 1.23 a.n,

Descraiption

Westbound freicht train extra 367 consisted
of 40 cars and a raboose, hauled by engine 8667, and was
in charge of Conductor Smith and Eagineman Gates. Thils
train. left West Yard, at Macon, at l.a.a., passed
Ter¥a Cotta, Q.9.mile- beyond, at 1.03 a.m., pPassed
Rutland, and on arrival at Echeconnse was brought to a
stop on the maimx track about 335 feat east of the :ast
switch of the westbound passing trzcx, 1t belng 1.zsnded
to head in for train No. 12, bul the extra was struck
by train No, 123 before the movement covld be made.
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Bastbound passenger %train No. 12 consisted of
four express cars, one combination baggage and mail car,
one combilaation bazg.ge and express car, two coaches,
two Pullman sleeping cars, and one ofiicial car, in the
order nauaed, hauled by engine 419, and was 1n charge of
Conductor Darnell and Engineman Seaborn. The first and
third cars in the train were of stecl-underframe coanstruc-
tion and the second car was of wooden construction, the
remainder being of all-steel construction. This
traln left Byron, 5 miles west of Echeconnee, at 1.15 a.m.,
52 minutes late, passed signal H-2302.4,which was dis-
Playing a stop indication, and collided with extra 6867
while traveling at a epecd estimated fio have been between
40 and 45 miles per hour,

Both engines remaired upright on the trestle,
locked together and badly damaged. The second car 1in
train Nc. 132 was demolished, while the first, third and
fourth cars were morc or less damaged. The first to
cars 1n extra 687 were thrown from the trestle to the
north and came tc rest in the creck bed; the third car
was demolished, while the fourth car was deralled but
not materially damaged. The employee killed was the
fireman of the paszenger train,

Summary of evidence

Engineman Seaborn, of trair No. 12, stated
that he made a lO-pournd brake-pipe reduction as his train
approached Echeconnes, just before 1t reached the long
tangent, and he esti~ated the spezd of his train to have
been abvout 50 or 55 miltes per hour whén 1t was in the
vicinlty of the whistle bhoard for the road crossing,
which crossilng 1s located 3,870 feet west of signal
H-202. 4. He then sounded a road-crossing whistle sig-—
nal and at about the same time made another 10-pound
brake-pipe reduction, aft:r which the brakes were hd d
applied until the fireman could aee signal H-203.4
across the inside of the curve., Finally the fireman
called "clear board", at the same time giving him a
hand signal, andhe tnen got down from his seat box to
put in a fire, Engineman Seaborn relecased the brakes,
at which time the speed was about 30 miles per hour,
and began to work steam, and after this had been done
he leaned out of the cab wandow as far as possible,
without raising off the sesas box, in order personally
to observe the indicaticn of the cignal and whea 1U cane
within his range of vision, about 10 car-lengths distant,
he saw that 1t was displaying a stop aindication ard av the
same time he saw the headlight of extra 687. He 1im-
mediatcly placed the brake valve in the emsrgency position
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and sounded the enmine vhistle, the acgirdent occurring
voery shertly arterwards; he did not think an emsrgency
effect wac obtained from the bralke aoplicati~n, omng to
the orevi~us applicatirns. Engilaecan Scaborn furtner
stated that there was nothing confusing to him about

the new signal arrangement placed 1n service betwecn
Terra Cotte and Zcheconnee and toat he bad received a
copy of the bulletain relative to apporoaching signal
H-202.4 under consrol, that hc had the train under con-
trol but was depending on the firerian to call the signal
indication properly, and he expressed the opinilon that
had he rnot heen misled by the fireman's action in call-
ing tne signal 1ndicaticn improperly he could have brought
his train to a stop before reacning the signal locatiloa.
Engineman Seaborn thought 1t possible the fireman had
confused the switeh light with the signal light,but

sald he hed his regular fireman and felt he could dspeand
upcn nim as he had never previously miscalled a signal.

Condustor Darnell, of trrin No. 13, who was
riding in the ninth car of the train, saild he heard the
road-crossing whistle signal eounded and felt a service
apblication of thne air brakes made in the vicinity of
the road cross:ing, at which tire according to hils es—
timate the specd of the train vas between 5C and 55 miles
per hour; he did not tnink the speed at this point was
excessive, 1n view of the distance between the road cross-
ing and the signal., The first he krnew of anything wrong
wae when the air brakes were applied in emergency, at
whilch time he tnought the spe>d was about 40 or 45 miles
Per hour, and he se1d that the emerq2ncy applicat -on
checXed the speed to some extent tefore tre collision
occurred. The svatementes of Bagzage aster Pickard,
Flagman Spear and Brakeman Aiken, all of traia No. 13,
were practically the sare as tnose of Conductor Darnell.

Engineman Gates, of extra 667, stated that he
had his $rain under control preparatory to heading in at
the east switch of the westbound pessing track for train
No., 12, WVaen the speed ;had been reduced to about 3 miles
Per hour he rele:sed the train brakes and kept the train
bunched with the 1.dependent engine brake., At tais time
he saw tae headlight of train No. 12 coming wround the
curve, east of tae road crossing, and he told Braxe~an
Arnold and Fireman Williams that 1t looked ac tho xn train
No. 12 was going to collide with their train and ikat
they had better get off tae engine. Engineman Gates then
applied the trali brakesgin emergwmcy, briazing tne train
to a cosplete stop at a point about 335 fet sust of
the east.switcn, and after this had been done, tne
engilneman, brakeman and firecan got off tue engine,
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the accident occurring 1mmediately afterwards. Eaglne—
man Gates estimated the speesd of imin No. 12 to have
been about 50 miles per hour when 1t passed signal
H-202.4 and about 45 miles per hour when the accident
occurred. Ine statements of Brakeman Arnold and Fireman
Will1rems viacrtically corroborated those of Engineman
Gates.

Signal Supervisor Deming stated that he was
notifred of the accident shortly after i1ts occurrence
and that he immediately procecded by automobile te
Echeconnee, on arrival at that point he noticed that
signal H-202.4 was displaying a stop indication and
that the electric s:gnal lamp was burning properly.
When daylignt broke he openad the signal case of signal
H-202.4 and observed tnat the relay controlled by lever
8 was 1n the left position, i1ndicating that the signal
was displaying a stop indication for train No. 1l2.
After the main track was opened to traffic the signal
aPpparatus was tested and functioned properly. Signal
Maintainer Downs sftated that he also arrived at the
scene of the accident shortly after 1ts occurrence
and at that time he observed that signal H-202.4 was
displaying a stop indication, with the signal lamp
burning properly.

On Acril 9 a test was made with train No. 13
for the purpose of determining whether a stop could be
made before reaching the poilnt of accident after signal
H~202.4 came into plain view of the engineman without
having the engineman make any specral effort to observe
the signal, that 1s, with the engineman sitting on his
geat box and observing the signal through the front
window of the cab At the time of the test,train No.
12 consisted of eight cars hauled by the same type of
engine as the one involved 1in the accident. When eignal
H-202.4 first came into view from the engineman's side
of the cab, at which time the speed of the train was
55 miles per hour, an emergency application of the
alr brakes was made and the train was brought to a
gtop 188 feet short of the point of collision, thie
point, however, being 350 feet beyond the signal. It
was also developed that there was no possibility of
confusing the switch light with the signal light, not
only on account of the great difference in visibility
but also because of the fact that the lens of the switch
lamp was only 63 feet abova the raile while the center
of the lens of the lamp on the signal mast was 22 feet
above the raills, #ttention 18 also called to the fact
that 1n a previous test 1t was developed that the

!
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signal was first visinlc from the fircman's side of the
cab for a distance of 1,983 fcet and from the cengilne-
mants side for a distance of 1,338 feet.

Conclugions

This accident was caused by the fairlure of
Engineman Seabora, of train No 12, properly to com—
ply with bulletin instructicns ito aporoach signal
H-202.4 under control.

The statements of Engineman Scaborn were to
the effect that he had his tiain under such control
that he could have stopped had the fireran called the
indication of the siznal coirectly, and he estimated
thet the speed of thie train was about 30 wiles per
hour vhen the firewan erronecusly told him that a clear
signal 1lndication was dlsplayed; he then relesased the
brakes and began to work steam, not personally observ-—
ing <he 1ndicaticn of the signal until 1t was too late
to stop. The investigati-n developed, however, that
Engiaeman Seaborn could have seen the indicaticn of
the signal a distance of about 1,300 feet and had the
spe2d been reduced to 30 miles per hour, as he said
was the case, then there 158 no reason why a service
application of the brakes should not have brought the
train to a stoo before the signal locaetion was reached.
As 1t was, the trein overran the signal location a dis-
tance of more than 500 fest and colliaed with the op-
posing trein, waich was Standing at the time, with
sufficrent force to result 1n serious damage. Thege
facts i1ndicate quite clearly that the speed of train
No. 13 was much higner than was estimated Ly Engincman
Seaborn and 1t also 1ould apoear that he di1d not per-
sonally observe the indication of the signal as soon as
1t was Precticable to do so,

The semiautomatic signal lamp wasghbn a high
mast, 39 feet above the rail, while the switdh lamp
was about 6+ feetabove the ralls and could not be aseen
more than half the distance at which the light from the
semrautomatic signal lamp was visidble. Under these cir-
cuastances 1t deces not apnear that there was any reason
for the action of an experienced fireran 1n mistaking
the 1ndications of these two signals, as the engineman
thought might have been the case.

This accident 1s of a type wnich could have
been prevented by the use of an adequate syestem of avto-
matic train control.
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The employees directly involved were experienced
men, and none of them had been on duty in viclation of
any of the provisions of the hours of service law.

Regpectfully submitted,

W. P. BORLAND,

Director.



