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Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

C o n s i s t : 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Central of Georgia 

August g, 19i+l 

Reynolds, Ga, 

Rear-end collision 

Freight .'Freight 

First 3^ :Second 3^ 

771 : 7 7 ^ 

cars, 2 caboosesj29 cars, caboose 

Standing :15-20 m.p.h. 

Timetable and train orders; yard limits 

Singlej tangent; 0.21 percent ascending 
grade eastward 

Cloudy 

5^35 P.m. 
1 killed; 1 injured 

Accident caused by failure properly to 
centred speed of following train mov
ing within yard limits. 

SUMMARY 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2 5 1 5 

IN THE MAITER OF MAKING ACCIDENT INVESTIGATION RETORTS UNDER 
THE ACCIDENT REPORTS ACT OF MAY S , 1910. 

THE CENTRAL OF GEORGIA RAILWAY COMPANY 

S e c t e m b e r 2 5 , 1)4-1 

Accident at Reynolds, Ga., on August 8, 19^1, caused by failure 
properly to control speed of following train moving 
within yard limits. 

REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On August S, 194-1, there was a rear-end collision be
tween two freight trains on the Central of Georgia Railway at 
Reynolds, Ga., which resulted in the death of one employee 
and the injury of one employee. 

1 
Under authority of section 1/ ; 2 ) of the Interstate Commerce 

Act the above-entitled proceeding was referred by the Commis
sion to Commissioner Patterson for consideration and dis
position. 
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Location of Accident and Method of Operation 

T h i r ? a e o i d e n t o c c u r r e d on t h a t part of the Macon Di
vision d e o ' n - . n i r a s t - o C c i -L m b a s D i s t r i c t , w h i c h extends 
b e t w e e n ' <. -Kibus a n d r " r f i 7 - i : - y , C-\,t a distance of 71.4-
m i l c " - I n t i e v i c i n a l , c f t h e p o d " " o f acd'-it this is a 
sing!'- - t r a c k l i n e o v e r ' ^ : c h t r c j n i a j ' e o~ o r a t e 1 by time
table a n > t t r a i n ^ r d e r s ; ' i v B r e i s " ; b l ' . c d s y s t e m i n use. 
T h e > c c : - L v ^ r , o m n r - ^ d o n t u ^ , m a i n t r a o h w i t h i n - y ?.:< d limits 
at a o u r L 2 , ' + L C f i - v ^ w - , s r o f the '-ratlin a : d d y u o j d s . As 
the p o i n t r f c c e i d n t i s a p o . - T ^ c i ' i ' f r o m I r e w e s t t h e r e are, 

in s u c c e s s i o n , a t a n i o n t V , 1 ! - " / ' t e e - m l e n g t h , a 1°30 ' curve 
to t h e n i g h t 2 . 2 0 0 J ' e e t _ a n d a t a n g e n t f e e t t o tne point 
'of a v " c l i e n t a n d ? , j fd L

 l o o ' . . L e y o r e T i e g r ^ l o for east-bound 
trains i s , s i c c e s s I v e J \ , 0 Q g r ^ i e e n t d e F T e n d i n g 3 , 3 0 0 feet, 
0.^!-n

 p e r c e n t d e c c e n l ' i g 6 i C m ! ; 1 , 1 0 p e r o e n t d e s c e n d i n g 

1 , 0 0 0 f o o G , O./'l p o i ? . . n i d e s c e n d i n g 3 , ^ 0 0 feet, level 250 feet, 
0,59 peroent a s c e n d i n g JOO feet, and 0.21 percent ascending 177 
•feet to the point of accident. 

The west yard-limit sign is located 6 ,172 feet west of 
the station. The accident occurred at a point 3 , 7 ^ feet east 
of this sign. 

Operating rules read in part as follows: 

93. Within yard limits the main track may 
be used, protecting against first class 
trains. 

Second and third class trains and 
extra trains must move within yard limits 
prepared to stop unless the main track is 
seen or known to be clear. 

The maximum authorized speed for freight trains is 35 
miles per hour. 

Description of Accident 

First 3^, an east-bound second-class freight train, con
sisted of engine 7 7 1 , loaded cars and 2 cabooses. This 
train departed from Columbus, 53 miles west of Reynolds, at 
3:10 p.m., according to t h e train sheet, 1 hour 55 minutes late, 
passed Howard, 1 7 . 5 " miles west of Reynolds, at h:^0 p.m., 1 
h(^ur 5 4 - minutes late, and s t o p p e d on t h e main track at Reynolds 
at ' r 5:20 p.m. to perform s w d t o h i n g . The caboose stood 3*7^-
feet east of the west y a r d - l i m i t sign. The conductor and the 
flagman went forward immediately and about 15 minutes later 
the caboose was struck b y Second 3^« 



_ 6 -

Second 3 4 , an east-bound second-class freight train, 
•consisted of engine 7 7 ^ , 2 9 loaded cars and a caboose. This 
train departed from Columbus at 3 • ^ 5 P.m., according to the 
train sheet, 2 hours 3 ° minutes late, passed, the west yard-
limit sign at Reynolds and while moving at a speed estimated 
as from 1 5 to 2 0 miles per hour It collided with the rear end 
of First 3 ^ . The brakes of Second 34- had functioned properly 
en route and a brake-pipe pressure of JO pounds had been main
tained. 

The two cabooses of First 3 ^ were demolished. The 
rear car was baaly damaged and its rear truck was derailed. 
The car Immediately ahead of the rear car was not derailed 
but was considerably damaged. Engine 7 7 ^ wms derailed. It 
moved in an upright position a distance oC about 1 2 5 feet, 
turned over on its left side and stooped parallel to the track. 
The engine truck, the cab and ihe trailer truck were 
demolished. All appurtenances on tne left side of the engine 
were torn off or damaged. The tender remained coupled to the 
engine and stopped., badly demaged, on its left side. Both 
tender trucks were detached and destroyed. The first car 
was derailed and stopped on its rignt side opposite the engine 
and leaned to the south at an anp;le of 3 ° degrees. This car 
was badly damaged. The second car was derailed and stopped on 
its right side at the rear of the tender and crosswise of the 
track. This car was practically demolished. The third car 
was slightly damaged and its front truck was derailed. A 
coupler yoke of the ninth car was broken. 

The weather was cloudy at the time of the accident, 
which occurred at 5 : 3 5 P.m. 

The employee killed was the front brakeman of Second J>k-
and the employee injured was the fireman of Second 

Discussion 

The rules governing operation within yard limits pro
vide that trains may use the main track but must protect 
against first-class trains, and that second-class and third-
class and extra trains must move prepared to stop unless the 
main track is seer or hno'-Ti tc be clear. The preceding train 
was not required to provide flag protection as there was no 
first-class train due for several hours. The following train 
was required to move prepared to step. All surviving 
employees involved understood these requirements. 

The Investigation disclosed that the weather was cloudy 
but visibility was unrestricted. The rear end of the preced
ing train could be seen from the right side of the engine of 
the following train a distance of 6,lSS feet. According to 
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the statement of the engineman of the following train, three 
brake-pipe reductions were made on the descending grade west 
of the west yard-limit sign. When the engine was about 2,SOO 
feet west of the west yard-limit sign the brakes were released. 
The fireman and the front brakeman were engaged in measuring 
the supply of water in the cistern and. the engineman was look
ing to the rear to determine if sufficient water was available. 
When the engineman again looked abead the train had attained 
considerable speed and the ergineman observed the caboose of 
the preceding train about 735 feet distant. He made a heavy 
service application of the biakes. He then realized that the 
speed of the train was too great to stop short of the train 
ahead and he applied the brakes in emergency and opened the 
sander valve. The fireman saw the caboose of the preceding 
train a distance of abcut 1,S00 feet but he did not inform the 
engineman of that fact. The engineman said that because of 
the previous brake-oipe reductions and the release, the brake 
pipe was not f u l l y recharged and the emergency application was 
not effective. H e tnought he could have stopped his train 
short of the caboose of the preceding train if the brake pipe 
had been fullj charged when he first saw the caboose. 

The investigation c.isclosed that it had not been customary 
to operate trains within the yard limits at Reynolds at ex
cessive speed and that frequently freight trains had been 
stopped within these yard limits by preceding trains occupying 
the main track without furnishing flag protection. 

Cause 

It is found that this accident was caused by failure 
properly to control the speed of the following train moving 
within yard limits. 

Dated at Washington, this twenty-fifth day of 
September, 1941. 

By the Commission, Commissioner Patterson. 

(SEAL) W. P. BARTEL, 

Secretary. 


