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IN?~;ESTATT: GOTnnEcr! COMMISSION 

REPORT OF Tin DIRECTOR 0? TETl 3UE3AU OF SAF~TY IB" 
INVESTIGATION OF AIT Accirorx VHICH OCCURRED ON 
THE GEORGIA SOUTHERN S- FLORIDA RAIL 'AY, SOUTHERN 
RAILWAY 3YSTEiI, NEAR FARGO, GA. , OT DLCSIB^E 11, 
19S5. 

January 30, 1926. 

To the Commission-
On December 11, 19S5, there vjas a derailment o f 

a cascenger train on the Georgia Southern *- Florida Rail­
way, Southern Eailv/ay System, near Fargo, Ga., resulting 
m the death of 1 employee off duty, and the mjuiy of 35 
passengers, 2 mail clerks, and 4 employees. 

Location and method of operation 
This accident occurred on that part of the South 

eastern District extending between Valdosta, Ga., and Jack 
sonvilla , Fla., a distance of 110.15 miles- m the vicmit 
of the point of accident this is a single-track line over 
which trams are operated by tine-table and train orders, 
n o block-signal s y s t e m being in r s e . The derailment oc­
curred at a point about 2 niles south of Fargo; approach­
ing this uomt from the "south the track i s tangent for 
more than 2 miles, followed by a 2° curve to the left 
987.5 feet m length, the initial point of derailment 
being on this curve at a point 471.5 feet from its 
southern «=nd. The grade at the point of accident is 
0.104 per cent descending for northbound trains. The 
track is laid w i t h 75-pound rails, 30 feet m length, 
witn an average of 18 ties to t he rail-length, double-
spiked and tiG-rjlat^d on curves, and ballasted with 
cinders to a d e p t h of 4 inches, on top of a sand fill 
about 2 f^ot m death. The rails ware rollfcd i n Ilay, 
1900, and r/er: roluid cn this curve m November, 1918. 
Und^r t he rules t h e tneed of passenger trrins is limited 
to 46 miles an hour. 

The ovGather vrs cloudy rt the tine of the acci­
dent, which occurred at about 10.57 p.m. 

Description 
Northbound passenger trrin No. 4 consisted of 

one mail car, one club car, one combination car, one 
coach, two Pullman sleeping cars, and one Pullman observa­
tion car, i l l of steel construction, hauled b y engine 



82-5 7, and was m charge of Conductor Saunders end Engine-
man T'Toodcll. This trainYgasscd St.George, the last open 
office, 34.37 rules south of the point of accident, et 
10.17 p.m., 46 minutes late, and was derailed while travel­
ing ct a speed estimated to have been between 40 and 50 
miles an hour. 

The entire tram, with the exception of the lest 
car and the rear truck of the car ^head of it, was derailed, 
Engine 8257 remained coupled to its tender m d came to rest 
on its left side, to tho left oi and parallel with the 
track, with its heed end approximately 1,460 feet north 
of the initial point of derailment. Tne first car also 
came to rest on its left side, to the loft of the trpc1^ 
while the second car carnt, to rest across end at right 
ongles to the trick, but remained practically upright, 
as did the remaining derailed cars, which were on the 
east or right side of the track. The employee hilled 
was a fireman, who was off duty and riding m the engine 
cab at the time of the accident. 

Summary of evidence 
Engmeman T"oodell stated that he tnoroughly 

inspected his engine before deporting from Jacksonville, 
and that the air brakes were tested and v/orked properly 
en route. He noticed nothing unusual with the riding 
qualities of the engine, nor m y rough cpots m the track 
in the vicinity of the point of accident. As the engine 
was rounding the curve on which the accident occurred he 
heard a noise under the tender, and on looking back saw 
fire flying, apparently from under the front tender truck, 
he thought a brake beam r/as down, but that none of the 
equipment was derailed, and made a service application of 
the air brakes, following which he applied th-? air brakes 
m emergencyT at r'hich time the derailment occurred. En­
gineman "Toodell stated that when he first h<ra£d the noise 
under the tender he did not thirk the trouble was serious 
enough to cruse "i accident, tms being the reason he 
first made a s^rvico application of the nir brakes. He 
further stated that the mail car was the first to over­
turn, and that thic car pulled the tender end engine over 
with it, and Jhcn the engine turned over it had almost 
come to a stop. Enginemnn IVoodell ^rtimrted the speed 
of his tram lo have been about 48 miles an hour at the 
time, of the accident. C?he statements of Fireman T7alker 
and Student Fireman Galyan corroborated in substance 
those of 'Sngmemnn 'Toodell, except th^t Fireman Talker 
did not think the speed exceeded 45 miles an hour at any 
point en route, while Student Fireman Galyon was of the 
opinion it a r a g e d 50 miles an hour after lervmg Crnw-
f ord. 
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Conductor Saunders stated that no stops were 
made between Crawford and the point of accident, he was 
riding in the third car in the tram, engaged with his 
work, and was unaware of anything wrong until the jir 
brakes were applied just prior to the accident, at which 
time he estimated the speed to have been about 45 miles 
an hour, he said that he did not think the speed was 
more than 48 miles an hour at any point between Crawford 
mid the point of derailment. After the accident he saw 
flange marks on the left side cf each rail, the first 
marks were on a spike head on tho inside of the right 
rail and on a tic on the outa.de of the left rail, about 
6 inches from the r^il, these marks continued for v distance 
of about 70 feet and he said that there vould then be 
from two to seven ties on which there were no m nrks on 
tho outside of the left rail, while the marks on the m -
s idG of the right roil were continuous, this condition 
existed all the xvay up to the point where tne track .vas 
torn up. Such examination of tne equipment as was made 
by Conductor Saunders did not develop anything which he 
thought could have caused the accident. Tne statements 
of Flagman Cunter, Baggrgemaster Hilton and Train porter 
Butler developed nothing additional of importance* 

Hoad Foreman of Engines Lott was riding in the 
second car at the time of the accident, having gotten 
off the engine at Crawford, and was unaware of anything 
wrong until the air brakes were applied just prior to tne 
accident. Inspection of the track after the accident 
failed to disclose anything that m his opinion v/culd 
have caused the accident, and tne same was the case with 
his examination of the equipment, although after the 
tender trucks were picked up he found what appeared to 
have been a slight variation in the side bearings, the 
right front and left rear side bearings being brighter 
than the others. He said the speed had been close to 
48 miles an hour, and he thought this was about the speed 
at the time of the derailment, whil^ he estimated that 
t h e track m this vicinity was good for a speed of 60 
miles an hour. He furtner stated tnct when riding on 
the engine he had not noticed anything unusual. 

Trainmaster Barnwell examined the track and 
equipment subsequent to the accident, and said th^t the 
indications wore that the tender had been riding aoral 
on the right side bearing of the front truck and the 
left side bearing of the rear truck, these bearings 
being bright. After the tender was replaced on its 
trucks it v/as found that the left forward wheel of the 
lead truck of the tender rra against the left rail, r t 
this time, however, the tender was empty and the side-
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bearing clearance was sufficient to pernit of the free 
movement of the truck. rith the exception oi tho third 
car in the t n m , unaer which relief trucks were placed, 
all of the c^rs, together with the engine and tender, 
were\ro railed upon their own trucks and moved to lire on 
without any trouble. Trainmaster 3arm/iell w^s if the 
opinion that the forward tender truck was the first to 
be derailed ^nd that it derailed m the inside oi the 
curve, about midway the curve, he oid not niwever find 
anything which he tho ight c used tne accident, nnd ex­
pressed the opinion tnrt the track in this vicinity was 
safe for a speed if 60 rule1: an hour. 

Hondmnst^r Wilkor stated that tho first mark 
of derailment was a flange imrk on top of the I j 1 " rail, 
near the center of tne curve, about 9 feet 4 inches in 
lengtn, the wneels then dropped on the out bide of the 
low rail, mprks appearing on the ties about 5 inches to 
the left of the rail, whicn. he thought were r?de by 
the left lc^d wheel of the front tender truck. The gu'ge 
was found to vary between 4 feet Qj? inches rnd 4 feet 9 
inches. He further stated thnt the drcm^gc was good, 
the ties were m good condition, and the ggpgo, surface 
and almenent as nearly perfect e possible considering 
the condition of the rnls themselves, explaining that 
they were slightly surface-bent due to 1 3ng service m d 
would result m slight discrepancies i-hen measurements 
of the elevrtion were made. In view of their condition, 
and tne present traffic handled, he thought heavier rails 
saould be used; he considered, however, tnat tne track 
was safe ior a speed of 48 nil as an hour, but th°t this 
speed should not bo exceeded. He forthcr stated that 
about 75 per cent of tne spikes were not driven entirely 
down, due to tht, feet that in the case of the cypress ties, 
which constituted 95 per cent of the ties m tne track, 
the spikes wauld ;'ork up.vrd on account of the soft wood, 
He did not think, however, that track conditions nrd1 any­
thing to do rith the ccident. 

Section F J r c p i i Duggan stated th^t the tr nck m 
the vicinity of the pcint ~± derailment was in g-ad surface, 
almcnent, clevtion ind gSii£> . Cn Deccmoer £ the bolts 
were tightened -nd joints picicca. up on the curve, while on 
December 5 he h 'T, gmigcd the track. He considered the 
track to be good for r speed )f 48 niles an hour. 

Gar Repfiir Foreman Sharps stated that tne be j rings 
on tne front truck of tne tender wort, uneven vz the weight 
rested on the bearing on the left sine, which m his opin­
ion would interfere with the truck rounding the cirve prop­
erly, although he lid not think this condition would have 
contributed to the derailment of this truck, which in his 
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oiomiDn was the first to be derailed. He did rjt examine 
the rear truck of the tender md said bu thought the front 
truck rocked eff tho tr°c]'. 

Superintendent Ue Butts stitoH thit tha mdicf-
tions ''ere th't the truel: for s rea-"U- i r n s held m p 

rigid position, c-using it to bind to the inside m l of 
the curve instead of aayinst the outside r^il, ^hich it 
would do under normal c nctiti^re. He c°id th nt pnoir to 
the accident the triidcr lrci-d o ">ut thrr e tons of having 
a full load of co nl, rnc ape- >xm tely two-thirds full of 
water, and that it vac ^quipped with splish boards. 

ExTim ,t 1 on of the track disclosed the first 
mark of derailment to be a flmge ryrk m tne too of the 
inside rail of the curve starting at a p°nit 471.5 feet 
from the southern end of the curve ana extending for a 
distance of 9 feat 4 inches, then dropomg to the ties 
outside the ^sst nil, ^bout 5 inches fr • the outride 
edge of the rail; 50 feat north of this point the flange 
marks were 14-J- inches from the rail. There were cor­
responding marks on the inside of the right rail, these 
marks continuing on the ties ior a distance of 940 feat, 
from which p )int the tr~ck was completely torn up for a 
distance of 390 fect. Ileasurements were made of the gauge 
"lid elevation, beginning at the pjint of derailment md. 
extending southward, these n er surc-umts being taken at 
each half rail-length. Tne gauge at the point of derail­
ment was 4 fect 8 5/s inches while the elevation w^s 2 
inches. The gauge varied, between 4 feet S l/z inches and 
4 feet 9 inches. IVhile the elevation at the point of 
derailment was 2 inches, it was found to be 1 1fz inches 
at the center of the rail immediately south of the point 
of derailment rnd also 1 l/2 inches at tne next joint to 
the south, at the center of the folia 71ng rail, however, 
the ale-v^tion "ac only 1 inch, and from this point s outb­
oard for P considerable dist nee the elevation varied 
between 1 men m ^ 1 1/2 manes. 

Tho weight )f the ttndcr of engine 8257, loaded, 
is 147,200 runes', o rrymg 12 tout of c ;al m d 7,500 
gallons af witcr. A teat 'jas r.i"da with the tender loaded, 
it was moved over straight an^ level track and. at all times 
the weight W~E ^bsorvcH to h^ve bem cornel on the right 
side bearing of the front truck md the left side bearing 
of the rear truck, m d ^t no time did tne left front side 
bearing and thi right rear side bearing cons m contact. 
Careful examination of tne surfaces of the various bear­
ings clearly showed thrit the bearings on tne right side 
of the f jrward tender truck m e the left side of the rear 
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tender truck were \i >rn in such a peculiar irniicr _c to 
make then c net itite a rigid bearing rhciibver the top 
ond botton bearings were m contact with each other. 

Acc)i(3iiig to the train sheet, tr^in 2Jo. 4 
passed St. G-corgo °t 10.17 p.n. ^ni tr'Vv.lc1' the dis­
tance of slightly nore than 54 niles to tne point ^ f 
accident in 40 minutes, or a t an „vcr"ga spued of slight­
ly nore tnan 51 niles an hour. 

C jncluLions 
Thie rccioent orobably was caused by the de­

f e c t i v e condition oi the side bearings of the tender, 
coupled with irregularities in elevation and excessive 
speed in view of tnose i r r e g u l a r i t i e s nnc the e l e v a t i o n 
which was m a i n t a i n e d on the curve. 

T'iw peculiar manner in which the side b e T i n g s 
had been worn indicated quite clearly th. t tn^y would be 
rigid when in cant ct with each other. The tender in 
rounding the curve woula have tne greater weight plrced 
on the right forward bearing, reducing the w e i g h t on the 
left bearing. Those conditions, coupled with the movement 
of the rear n̂c. of tne engine, the irregularities in 
t/"ck and the speed of the trr m , a p p a r e n t l y causec the 
forward tender truck to become d e r a i l e d toward tne in­
side of the curve. Proper u i F p e c t i o n jf this engine 
should have disclosed the d e f e c t i v e condition f nine, to 
exist. 

The elevation of tne outer r->il v,as 1 inch ^t 
^ r m t 45 feet s ̂ uth of where the first n^rks appeared 
on the rail, this elevation increasing to 2 inches ft 
the Lijint of d c r">il™ient. According to the recommended 
p r etice of the American Railway Engineering Association 
an elevation of o n l y 1 inch in a curve uf 2,^ would not 
p e r m i t a speed >f rire than 50 miles an hour, for spe^d 
of 50 nl^E n -'IL* the elevation should be 3 l/4 mcnes. 

Tnr estiii-t^c as to the speed of the t m n at 
the tine it WPE derailed varied, between 40 and 50 miles 
an hoar; it is entirely witmii reason that it was not 
exceeding tho speed limit of 46 miles an hour, bat tho 
f"ct that the tram had maintained an ^verage sioeed of 
ibout 51 niles an hour for r distance of more than 34 
miles would indicate that th^ soeed limit had not been 
observed at all points en route. 



The crew of this tr nin had b e a n on duty 2- hour 
and 42 mnutes at the time of the O c c i d e n t , previous to 
which they had been off cuty from 9 hours to ne-rly 33 
hours. 

Respectfully submttud 
1 . P. BORLilT), 

Director. 


