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To the Commigsion:

On February 7, 1939, there was a derallment of a
freight train on the Cpntral of Georgia Railway at Sargent, Ga.,
Wthh resulted in the death of three employecess

Location and Method of Operation

This accldent cccurred on that part of the Columbus
Division designated as the Cedartown Digctrict which extends
between Griffin =nd Cedertown, Ga., a distance of 101 milese
This is a single-track line over which trains are operated by
timetable and train orders, no block-signal system being in usee

At Sargent, a house track leads from and parallels
the main track on the south a distance of 1,250 feet where its
vest end connects with the siding. The siding then parallels
the main track westward an additional distance of 1,561 feet.
Westward trains enter the siding through a faciang-polnt cross—
over gritch; the accident occurred at this switch.

Approaching the point of accident from Lhe east, there
is a tangent 3,365 feet in length folloved by a 49 curve to the
left 1,125 feet long, then a tangent 215 feet to the point of
accident and 42 feet beyond. The grzde for vest-bound trains
15 0.71 percent ascending a distance of 1,000 feet then 0.16
percent ascending 350 feet to the point of accidente

The track structure consists of 80-pound rail, 33 feet
long, laid on an average of 19 treated pine ties to the rail
length; it 1s fully tieplated, single-gpilied on tangents and
double~spiked on curves, provided with anti-creepers, ballasted
vith 10 to 14 inches of ginders and is well mainteinede

The switch was equipped with a mangancse Nos. 10 frog

and was opersted by a Weir type C-219 switch-stanc 'rhich was
gecured to double head-blocks and located 7 fest 94 inches from

the gage side of thne north rail. It was provided waith double
targets mounted on a mast & feet 10 inches above the head~blocks,
and displayed a circular green target 15 inches in diameter when
The switch was set for the main track and an arrov-shaped red
Target 10 inches wide when set for the sidings. The svitch points
were connected by tvo 3/4 inch by 2% inch tie-bars and rested on

27 friction plates. The s—itch tie and head-blocks were in
pguod condition.
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The view of the switch from the engineman'!s side of an
aoproacliing vest-bound train is restricted by curvature to about
150 feet and, at the time of the accident, cars on the houge
track obetructed the view from the firenen's side to about the
s.nc dietancee.

The weasher was clear at the time of the accident, which
occurred about 2:18 Pe Me

Description

No. 29, a west-bound second-class freight train, con-
sisted of 29 cers snd a ceiooge, hauled by 2-8-2 type ehgine 637,
and woas in charge of Conductor Steyhens and Engineman Gobers
This train left Griffin at 1125 2. m., & hours 55 minutes late,
arrived at Newnan, 6.2 milcs east of tne point of accidenty at
1:20 pe. me, left at 1:55 pe m., according to the trein sheet,
7 hours 35 minutes lste, and was derailed at the eest siding
switch at Sargent while traveling at an estimated speed of 25 to
30 mileg per Lhour. -

The engine and tender, considerably damsged, stopped on
their left gides south of the main track about 305 feet west of
the point of the svitche. The first ten cars were derailed,
elght being at various sngles to the track and two remalning 1in
line with the track:; the firgt four, sixth and eighth cars were
demoliched; the seventh car was badly demaged and the fifth,
ninth end tenth cars were only slightly damaged.

The employees killed were the conductor, the head brake-
dan and the fireman.

Summary of Evidence

Enginem=an Gober, of No. 29, stated that a test of the
alr brakes wasg macde before leaving Griffin and they functioned
properly en routes At Newnan, Conductor Ragan, of No. 38 which
wes met there, notified him thst Noe. 38 had had a brake~beam down
nesr Gloverton, about 3 miles west of Newnan, and advised him to
look for a defective gwitch at Arnco, about 1% miles west of
Nevman. He gaid thut he reduced spesd to about two miles per
hour ot theti point to satisly himself that the svitch wes in
proper condition before passing over it and when passing Sargent:
&t a speed of 2b or 30 miles per hour, his engine became deralled
at the cagt siding switche Hig examination of the switch after
the accident indicated that some dragsing object, apparently on an



east-bound train, had bent the tierods upward and zastward suffi-
ciently to open the points, although the switch-gtand was closed

2nd locked for a main-track movement and the target was dis- )
Pleying a green aspecte .

Flagman Williamson, of No. 29, corroborated the testi-
mony of Engineman Gober relative to reducing speed at Arnco, the
speed at the time of derailment, and the condition of the east
siding switch after the accidente.

Conductor Ragan, of No. 38, stated that he and his
crew made up the train 1t Cedrrtown, approximately 60 miles west
of Sargent, and their inspectlion before leaving disclosed no
defective equipment; in several obgervations of his moving
train, made from the cupola of the caboose when passing sround
curves between Cedartown and Tellapoosa, and in standing inspec-
tions st Tallapoosa and Cavrolliton, 15 miles and 41.7 miles,
respectively, east of Cedartown, he discovered nothing defective
although on Dugdown hill, about 12 miles east of Cecdertown, there
ves a slow application of the brakes sufficilent to stall the
train, the cauce of which was not ascertained. He said that
about 3 3/4 miles east of Sargent, a brake-beam was found down
on the leading vheels of the leading truck of C. of G. 7379, the
thirteenth car, with the truss-rod on the north end cnd the
bottom-rod broken, snd with the dead-lever and part of the bottom-
rod dragging and the body of the beam missing. After rcmoving
the dragging perts, the train continued to Newnan where he informed
Engineman Gober, of No. 29, of this condition and, not knowing
the extent of the damage that might have been caused, he told him
fo examine the switches at Arnco and Sargent, to which the
engineman replied, "All right." Conductor Rapgan then gave
Conductor Stephens, of No. 29, the same informatlon and wrote
8. meascse at that time relative to the defective brake bean, butb
this message was not filed with the operator at Newnan until 2
hours 1 minute after arriving ¢t that point becauss he was
occupicd at the warehouse some distcnce from the telegraph office,
znd although there wes a telephone there which afforded communi.-
coetion with the dispstcher, he did not think it neccssary to
inform him as he nad notified the only westward train in that
vicinity and no regular esstward troins were due.

Flagman Adamg, of No. 38, ctated that in his inspections
of the train at Tallapoosa and Carrolliton, he found nothing
drageinge When walking over the train near Sargents, he noticed
dust being thrown from under the train, whereupon he signaled
Section Foreman Dukc, who was standing on the south sidc of the
truack, to look under the train and the section foreman immediately
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. cve stop signols which he possed to the enginemnn from his
position on top of the car. Atter assisting in the removal of
the broken parts of the brake rigging, he went back to examine
thie giritch at Gloverton but made no further inspection of the
trecke

Brakeuwan Hammond,of Noe. 38, stated that in his partial
inspections of the train at verious points en route, he found
nothing dragging until the brake-beam was taken down at Glover-
ton,.

Section Foreman Duke steted that he inspecited the
st'itch at the voint of -the accident at 7:10 a. m., February 7;
and found 1t to be in good ccndition. He wrg stcnding on the
south gide of the track at a point about 2 $/4 miles east of
Sergent when Noe. 38 was pascin® at a speed of 25 or 30 miles per
hours He saw Brzkenan Adans on top of the trzin moxing signals
t0 him and ot the same time he saw dugst cauced by some dragging
object under the trainy he weve aftop signals untzl the train
pessed from view, after which he saw several maris on the track,
apparently causcd by tThe dragcging objccte He 4id not make any
further inspection for pogssible damage as he hald never been in-
structed to do so when a bruke-becam had been found down. While
en route to Sergent after being notificd of the zcclildent, he
found a channel-iron body of a brzke~beam lying between the railses
His cxamination of the east siding switch at Sargent, after the
accident, shovied that some object had bent botn tie-rods upward
and ecstward sufficicently to cause the points to open, but the
svitch—-stand remsined closed and locked for the rnain ftrack.

Traclt Supervisor Chitty stated that nhis inspection of
the switch at the point of accident about 10 a« me., February 7,
shoved 1%t to be in good order and hisg inspsction of the switch.
after the cccident shiowed the pnint on the turn-out side to be
open about 2 inches; the Noe. 2 tierod was slightly bent towsrd
the east At 1ts center and had a lisht scar on its west gide}
the Nosl rod had a scar 1/3 to 1/4 inch deep on its west side
and was badly bent ina V shepe at its center, causing both
points to open although all bolts in the tierod and conneoting-
rod remainecd intaet, the points undamaged and the stand firmly
sPiked to the head-blockse The first marks of the dcrailment
were 14 inches west of the heel of the switch points =nd his
lnspection of thc track weutward from this point disclosed fresh
merkg, causcd by the dragging rigging, on the ties about 1 footb
10 inches from the south rail %o a point about 6% miles west of
Sargent; an underpass guard-rail at Whitesburg, D2 mileg west
of Bergent, had been torn loose at one end:; there werce marks on



211 the lead rails of the switches at Clem, 12.4 milcs west of
Sargent, and on 211 the highway crossings to Cedesrtowns It was

his opinion thet the brake rigging was down whon Noe 38 left .
Ccdarton or shortly therealter and that it apperently sustained
further damage by striking the guard rail at Whitesburge. He said
that there were no general instructions covering the action to be
taken by a section foreman on such occasions, but thct the matter
had been discussed at length at safety meetings, held each month,
and the minutes of these meetings are sent to cach section fore-
Molle

Car Inspector Waters stated that he made a mechanical
inspection and an air-brake teast on No. 38 before its departure
from Cedartown and the only defects found were bolts missing
from a running board, wnich wcre replaced; he found no brake
rigging to be lower than the preccribed limit of 2% inches above
the reill, but as he is not authorized to replace breke-~beam
safety supports, he did not check to see if any were missing.

He said that he watched No. 38 pull by him on their departure
and he did not see anything dragging.

Car Inspector Moon stated that he ingpected C of G
7379 on arrivael of No. 38 at Griffin and found the No. 1 brake-
beam body, truss-rod, fulcrum and dead~lever missing, but the
pins, cotter-keys, brcke-heads, one shoe and keys wcre intacts
the No. 2 brake-beam body, truss-rod and live~lever uere bent;
the bottom-rod was broken off about 8 inches from the live~levers
The spring plank was bent upward about 2% inches and the safety
support bar vios missing but the key bolts vere in place. There
wvas no damage to the brake rigging on the "A" end of the cars

Master Mechanic Burke stated that hig exanination of
engine 637, about three hours after the accident, disclosed no
mechanical defect which might have caused or contributed to the
accidente

Station Agent Gay, at Sargent, stated that he stood
about ten feet from the main track and 165 feet east of the siding
swlitch when No. 29 approached and, although he could not see the

svvitch points, the svitch target was lined for a main-track move-
mente

Observations of the Commission's Inspector .

Inspection of the svitch and the track at the point of
the accident by the Commission's inspector disclosed that on the
sitch ties there wvere flange marks on the inside of the north
rall and the outside of “he south rail at approxi.ietely the heelsg
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of both switch points; these mavke continued to the south side of
the froge. The left wing of the frog was brokene. The frog, the
south rail, and the switch point were forced westward about 12
inchese From the frog westward the main track and the siding
were destroyed » distance of 300 fecte. The switch tierods were
bent, obviously by an east-bound train, and one svltch point

ves slightly twisted. Marks appearing on the track indicated
that the brake-beam truss-rod was probably broken about the time
Nos 38 left Cedartown end cthat this allowed the dead-lever and
the bottom—-rod to saz sufficiently to mark the switch leads and
rosd crossings; this ssgging appeared to have iancreased until
the dead-lever and the bottom-rod struck some of the higher ties
end then struck the east end of the guzrd rails at Whaitesburg
underpass, apparcntly resultine in the bottom~-irod being broken;
beyond this point the dead-lever contacted every third to fifth
tie until it struck a tie rod of the easgt siding switch at
Sargent; then 1t became wedged against the spring plank of the
Fruck, bending both tie vods and the spraing plank. A scar about
Z inch deep on the forwsrd ed~re of the dead-lever about 3 inches
from its lower end corresponded to the dent on the wesgt side

of the No. 1 tie rod =nd the baciered condition of the lower end
of the lever indicatcd that it had been dragging o congiderable
distance. The "R" end of the trusc-rod was broken off behind
the nut and was so badly bettered that it was impogsible to
determine whetilcr or not a flaw in the metal had existeds The
nut vas not Tound. Breke hangers, nanger-pins end breke-heads
were in good conditione. The brake-beam, an Ajax Noe. 15, and the
truck were equipped wlth one Buffalo safety-support, attached
by xey bolts at the center of the lover side of the sgpring-planke

Dicscussion

After the accident the switch points of the east siding
swvitch at Sargent were found open, but the switch-stand was
locked for the main track. The condition of the bent tie rods
indicated that they had been contacted by something dragging
under s car traveling in an eastwerd direction. No. 38, an
ecst-bound train, which pasced Sergent 1 hour 5 minutes before
the time of the accident, wes the last train to poss that point
prior to No. 29. No. 38 stopped avout 3% miles east of Sargent
end the crev removed the broken perts of a brake rigging from
under the thirteenth car. According to the mnrks found on the
track, the breke rigging on this car evidently became defective
very soon after depurture from Cedartown and, althouzh it was
daylight and the werther was clear, this wuas not discovered for
more than five hours, during which time the train traveled about
€3 miles. A mechanical inspection at Cedartown failed to dis~
close any defect on thig car and inspections by the crew before
leaving Cedartovn and at points en route disclosed no defect,
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This train procecedesd to Newnan, about 3 miles beyond, where it

et Nos. 29 and, according to the statement of the conductor of

Noe. 38, he informed the engineman and the conductor of No. 29 about
the broken rigging and advised them to watch for dameged switches
2t Arnco and Sergent; however, the engineman of Noe 28 stated

thot Arnco was the only point of which they were wained; this
could not be verified as the conductor of No. 22 was killed in

the accident.

The conductor of No. 38 ststed that he wrote a message
concerning the defective brake rigging when ne arrived at Newnan
but did nct file 1t with the operator until 2 hours 1 minute
later, and this was more than an hour after the accident cccurredes
Hig explonation for the delay in filing the messeqe was that he
was working at the warehouse which was about forty-rive car
lengths from the location of *he operator, and although there wasgs
a dispatcher's telephone evailrble in the warenouse he did not
think it necessary to notify the digspatcher at once &s he had
informed No. 29, the only ocher train that would pass over thls
ferritory within a considerable length of time. The conductor
of No. 38 did not know and tne engineman of Noe. 29 had not been
informed what distance the brske rigging had been dovn, but the
latter assumed that it came dovn between Sargent sanc Arnco,
consequently hie precautionsg did not extend beyond the switches
at Arnco. Had the conductor of No. 38 notified che dispatcher
as soon as he arrived at the warenouse at Newnan, no doubt the
dispatcher would have ziven No. 29 instructions with regard to
treck conditions and thus might have averted the accident.

Althovzgh the section foremen saw the dragging brake
rigeing and obgserved the marks on the ties in the immediate
vicinity, he made no attempt to follow up with an inspection of
the track and the switches where damzge might heve occurred. Asg
he had at lewst 30 minutes before Noe 29 would have reached
Sargent and as he was only 3% miles east thercof, it is apparent
That he had ample time to patrol his track on hisg motor—car and,
even though he had to protect agninst No. 29 which was overdue
and which would have been following him, he could heve reached
the switch involved in time to learn its condition wand to flag
Nos 29 ond thus the accident could have been cverccd. His excuse
for not heving done go vas that he had never been instructed to
meke an inspection after a broke-becm had been found dragginge

Conclusgiocn

This acciasnt was caused by a damaged switch resulting
from a dr=ggzing brake-rigging on a previous train contacting and
bending the switch tic rods and pulling the switch point away from
the stoeck rail.

Regpectfully submitted,
We J. PATTERSON,
Director.



