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INTERSTATE COMMERCE COMMISSION

REPORT OF THT DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OGCURRED ON THE
ATLANTIC COAST LINE RAILROAD NEAR TENNILLE, ALA.,
ON SEPTEMBIR 17, 1925.

November 6, 1925,

To the Commission:

On September 17, 1925, there was a derailment of =
freight train on the gtlantic Coast Line Railroad near
Tennille, Ala., resulting in the death of one employee
and the i1injury of one emnloyee.

Location and method of operation

This accident occurred on the Montgomery District of
the Second Division, extending between Dothan and Montgom-
ery, Ala., a distance of 118.5 miles; in the vicinity of
the point of accident this is a single-track line over
which trains are operated by time-table and train orders,
no bloc¥—signa1 system being in use. The accident occurred
about 1z miles east of Tennille; approaching this point
from the west there are 1,800 feet of tangent and then a
1% curve to the left 975 feet in length, followed by about
580 feet of tangent to the point of accident, this tangent
extending for a considerable distance beyond. The grade
at the point of derailment is 0.62 per cent ascending for
eastbound trains. There 18 a pile bhent trestle, about
1,380 feet 1n length and 18 feet 1n height, spanning Pea
River, the west end of which is located 143 feet 9 1inches
east of the initial point of derailment; the 0.62 per cent
ascending grade continues to a point just beyond the center
of this bridge, and 1s 0.75 per cent ascending for east—
bound traine to a point about 300 faet east of the bridge,
from which point 1t 1s 1.60 per cent ascending for about
350 feet, then 1 per cent ascending for about 600 feet.

In the viecinity of the point of derailment the track
13 }laid with 85-pound rails, 33 feet 1n length, with an
average of 18 tles to the rail-length, tie-plated, single-
spiked, and ballasted with gravel to a depth of about 10
inches; the track 1s well maintasined. The weather was
2lear at the time of the accident, which occurred at about
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Description

Eastboungd freight train extra 1603-1821, consisting
of 43 cars and a cabocse, hauled By engines 1603 and 1821,
was 1n charge of Conductor Parks and Enganemen DogzTell
and MeGinnis. At Troy, 233.7 miles weat of Tennille, the
drawbar pulled out at the rear end of the first car in the
train, a refrigerator car; this car, containing perishable
freight, was then placed behind the caboose, and the train
proceeded. It departed from Tennille at 3.49 p.m., and
Just before reaching the trestle the caboose and refriger—
ator car were derailed and broke away from the rest of the
train, while traveling at a speed estimied to have been
between 25 and 30 miles an hour.

The forward truck of the caboose was the first to be
deralled and after running along on the ties for a dis-
tance of about 130 feet &t struck the second guard rail
on the north srde of the trestle; the caboose then broke
away from the forward portion of the train, climbed the
third guard rail, and dropped off the north side of the
trestle, followed by the refrigerator car. The Caboose
came to rest bottom up while the refrigerator car was
tehind the caboose, on 1ts left side. The employee kalled
was the flagman.

Summary of evidence

Careful inspection was made 0f the track subscquent
to the accident, for a distance of about one half mile west
of the trestle; the track was found to be well maintained
and in good condition, and there was no evidence of any
repalr work having been performed on 1t, west of the
trestle, as a result of the accident. The first mark of
derailment was a well-defined flange mark, starting at the
gauge side of the head of the north rail, at a point 143
feet 9 1nches west of the west end of the trestle. This
mark extended diagonally across the top of the rail toward
the north for a distance of 39 feet 6 inches to the point
where 1t dropped off on the outside of the rail, a distanct
flange mark appearing on the top of the base of the rail at
thie point, 4 inchee east of thie mark there was a flange
mark on the top of a spike head. From this point eastward
flange marks appeared on the ties, gradually leading to
the north, being about 10 inches from the rail on reaching
the trestle, and they continued to diverge until they
encountered the guard rail on the north side of the north
rail. TFrom this point eastward the bridge ties weTe broken
and bunched to the point where the wheels mounted the third
guard rail. No mark of any kind was found that would indi-
cate dragging equipment, and all the brake beams were in-
tact and remained supported by the hangers on the trucks
0f the derailed cars.
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Conductor Parks statcd that he felt an air-Dbrske
applicatlon made while rounding the curve and on reaching
the tangent the brakes were released. The first he kaew
of anything wrong was on feelin. the caboose derailed; he
irmriedrately opened the emergency valve and on locking
through the cupola window he noted that the refrigerstor
car was st1ll on the rails. As far as he knew, the for-
ward truck of the caboose was the first to e derailed,
but he could not tell which pair of wheels of this truck
became derailed first, Then the wheels struck the guard
Tall the caboose gave a Jerk and broke away from the train.
He was of the opinion that possibly the brake beam at the
front end of the caboose might have dropped down and
caused the accident.

Engineman Doggrell, of engine 16803, the lead engine,
stated that the first he knew of anything wrong was when
the accident occurred, at which time he estimated the
speed to have been between 25 and 28 miles an hour; he
felt nothing wrong with the track when the engine passed
over 1t. After cutting the engine off and proceeding to
Ariton, 4.1 miles east of Tennille, and Tcturning with
aserstance, he examined the track west of the trestle, 1in
company with Section Foreman Hays, and there aospeared to
have been something dragging on both rails, he could not
determine what this was, but 1t locked as though the mwarks
weTe made by a brake beam, being slight seratches, the full
width of the running surface of each rail., He did not see
the flange mark that extended diagonally across the top of
the north rail from the gauge to the outside edge, nor the
maTk on the spike Lead, but he did see where the vheel
became deralled about at this point. He was of the opin—
ion that a brake beam prcbably got caught under the wheels
of the caboose, causing the derailment, and not that the
refrigerator car behind the caboose derailed first and
pulled the caboose off the track.

Section Foreman Haye stated that he arrived at the
scene of the accident about an hour after i1te occurrence
and on examining the tfack, i1n company with Engineman
Doggrell, found 1t to be in good condition, he did not
eXamine the derairled ecars closely. There were marks on
the Tunning surface of each rail for a distance of about
40 feet; on the south rail the mark appeared to have been
caused by something dragging, while the corresponding rnark
on the north rail was deeper and apparently caused by a
wheel flange; there wae glso a mark on the base on the
outside of north rail, and 2 or 3 inctes east of this
point a spike head was marked. He said that no repalr
work had been performed on the track west of the trestle
as a result of the accident, and was of the opinion that
the accident was caused by both engines reducing speed
while crossing the trestle, then suddenly beginning to
work steam to i1ncrease speed for the aseending grade east
of the trestle, and that the refrigerator car, being heavi-
ly loaded, pulled back on the caboose enouch to raise the
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front truck of the caboose a2nl couse 1t to te derailed.

Engineran McGinnis, of engine 1621, estirmated tre
gpeed © have been detween 25 and 30 miles on hour ot the
time of the accideas, he noticed nothing wiong wizta the
track at the point of derallment when his ercine pazsed
over 1t, He eZamined the caboocre anc relrigerater car but
¢ould not ascertain what caused the derailrent; he did
not examine the traclk.

Road Foreman of Engines Buler stated that he made an
examination of the track at alouvv 10.45 p.r,, but fouad no
indication of anything dragging. All brake rigging was
intact on the trmcks cf the cabocose, also on the refriger-
ator car, except the rear truck of this car, which had a
brake shoe missing on each side. The brake heads were 1ot
broken.

Conclusions

The cause of tairs accident/es not definitely ascer—
tained,

There was testiriony t the effect that soumething
apparently had dragged along the running curfacs of each
Talil, but at the time tne Corrussion's incpestors exarined
the track, early in the morning of Scotember 18, no rark
of this nature was found, the only rark teing a well-de-
Tined flange mark ertending diagoaally across the ton of
the north rail for a distance of 3% feet 6 inches, from the
gauge side © the outside of the rail, while thneir eXaminoa—
tlon of the equaipment and runaing gear falled to develop
anything to support the i1dea that the accicent was caused
by aragging equipment. There was nothing to indicate that
exceseive 8pecd might have been a factor, ror was there
anything about the condition of th®m track which 1t was
thought could have gaused or contributed tc the occurrence
of the accident.

The employees i1nvolved were experienced ren. At the
tine of the accident none of them had Yeen on duty 1in
violation of any of the provisions of the hours of service
laws,

Resnectfully submitted,
7. P. Borland,

Director.,



