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REPORT OF THE IJIRECTCR OF THE ZURLAU OF SAFETY IN RE
ITVESTIZATICN OF AN ACGLIDNIT ¥ I7H 0CoURRED ON TEE
NCRTZIIN ALAZAZA ZAILNWAY, SOUT'L.N RaILWAY SYSTEI,
AT GAYILE, 4l4., ON APRIL 235, 1926.

May 11, 1926,
To the QOnmmission:

On Aprail 25, 1936,there was a head-end collision
between two Illincis Central Railroad pascenger troins
being operated over the track of the Northern Alabama Rall-
way, Southern Raillway System, at Gamble, Ala., resulting
in the death of 2 ernloyees, and the injury of 75 passecagers,
1l mail clerk,l express messenger, 1 Pullman employee, and
10 rarlroad employees.

Location and method of operation

The Northern Alabara Railway extends between
Sheffield and Parrigh, Ala., a distance of 9E.5 miles; 1%
is a single-trak line over which trains aTe operated by
tine~tabkle and train orders, no block-signal systemlelng
1n use, The accident occurred cn the wain track, on a f1ll
about 10 feet in heisnt, between the switches of the south-
bound passing track ai Gandle, at a point 1,739 feet soudh
of the north switch; the southbound passing %rack is
3,304,5 fest in lencth, and parallels ithe 1ain track on the
east. Approacaing tie point of acc.zent frem the north the
track 15 sSangeny for a distance of #,205.4 fect. followed
by a 40 curve to the right 1,567 fe2. -n lenrth, %he acci-
dent occurring on this curve at a Po.nt 1l.0dc,s feet from
1ts northern end. Aporoaching from tre south the track is
tangent form a dis*ance of 533 feet, fcllowed by the curve
on walch the accident occurred. The graae 18 0,777 per
cent ascending at the point of accident for northbound
trains, Fron che engineman's side of a southbound engine
a view of the point of collieslna can be had for a distence
of 940 feet, wnile on account of the curve the view fron
the efginemants side of a northbound engine is obstructed
by the forward part of the englae.

Trains of the Illincils Central Rarlroad operate
over the track of the Northern Alabama Rallway betwsen
Haleyville and Jasper, 34.5 miles north and 5.8 miles south
of Gamble, recpcctively. Joth trains involved were of the
samne clags and were manned by crews of the Illinois Central
Railroad; the rules and regulations of the Southern Rallway
apply i1n joint track territory. Under special insiructions
1n the current t1ase-table all regular nerthbound trains are
superrcr to trains of the same class movinz in the opposite
directicn,
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The weather was clear at the tire of the accident,
which cccurred at about 2.08 p.m,.

Jescription

Southbound passenger train first No. 9 consisted
of one mail car, one express car, one baggage car, two
coacines, one Pullman car, one dining car, and six Pullman
cars, in the order named, of all-steel construction,hauled
by engine 2418, and wes 1n charge of Conductor Llackmon
and Engineman Boone., At Haleyville the crew received a
copy of train order No. 212, #orm 31, reading in part as
follows:

fFirat ***Ho. 10 ten Eng 3417
meet first No. 2 nine Eng 2416
at Camble *¥*n

Train firet No. 8 departed from Haleyville at 1.05 p.nm.,
15 minutes late, and paseed Frospect, the last open office
and 6,8 miles neorth of Gamble, at 1.58 p.a., 7 minutes
late. On reaching Gamble, however, i1astead of heading 1n
at the north swiich of the southbound passing track, train
first No. 9, the inferiocr train by direcslor, continued on
the main track and on reaching a pcint 1,232 feet south of
the north switeh, while travelinc 8t a speed variously
estitated to have besn between 12 and 25 miles an kour,
collided with ftrain first No. 10.

Northbound passenger train first ¥c. 10 consisted
of one well car, one eipress car, Cne baggage car, two
coaches, four Pullian cers, cne d-ning car, and three Pull~
man cars, 1a the nrder named, ¢f zil-sheel contruction,
hauled by engine 2417, and was in caarge of Ccnductor Kenne-
dy and Lnginenan Corpedgs. Ar Jasper the crew received among
others a copy of train order No. 212,Form 31, previously
referred to, derarting from thee moint at 1,45 p.m., 25
ainutes late, On arrival at Gamble at 2.05 p.m., a copy
of train crder No. 212, Form 19, was again delivered to the
Crew, as & miadle order,the telegraph office at this poiat
being located 818.8 fest north of the south switch of the
Bouthbound passing track,and the train continued nortaward
ol the main track; on reaching a point 2,065.5 feet north
of the sputh switch, while traveling at a vpeed estimated
to have Leen tetween 4 and 10 miles an hour, it collided
with train first Yo. 9.

Engine 2418, of train first No. 9, together with

1ts ftendcr, twened over to the left; only one pair of
wheels uader tne mall car was derailed, while the second
and third cors telescoped each other to some extemt.Engine
3417, of train first No. 10, was only partly deralled, but
the boiler was torn froxm the frame and throwm to the right
on tc the passing track; the tender was not derailed,nor
was any material damage suffered by any of the aars in
tals train, The employees killed were the englneman and
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fireman of train first ¥o. 2
Summairy of evidence

Gonductor Slackman, of $rain first No. 9, stated
that before he Laudsd train order No. 212 to Engineman
Joone at Haleyville, the engineman inquired where they were
to meet traim firsu No. 10; the conductor replied that
they would meet ai Gamble, adding that "we take siding",
and then delivered the order to the engineman, who was
gtanding on the deck of the engine. He said Engineman
Joone read the order back to him, in the presence of
Operator Martin and that ke also receipted for the order
on the conductor!s copy of the clearance card., After the
troin departed Qonductor Dlackmon sald that he not only
informed Train Porter Barnett of the contents of train
order No. 313 but also gave him the order to read, and
that the train porter in turn carried it to the rear of
the train for Flagman Johnson to read; after the flagman
read the order the train porter brought 1t back to
Daggagemaster Troutt, who also read it. Conductor Dlack-
mon said that as the train approached Ganbié the engingman
sounded the station whistle signal, and Trein Porter Darnett,
who was Triding with the conductor in the fourth car, at
once sounded the mesting point signal on the communicating
signal cord, which in turn was answered by the engineman
by two blasts on the engine whistle. Conduotor Dlackmon
8a1d that In view of this he assumed that Englneman Joone
understood thelr train should head in at the north switch;
the conductor sald that when he realized that such was not
the case he at once pulled the conductorts emergency valve,
the collision occuring immedistely afterwards. Flagman
Johnson, Express Messenger West, and Train Porter Darnett
corroborated in substance the statements of Conductor
Jlackmon, except that the train porter said he did not hear
the engineman acknowledge the meeting point signal. Daggage-~
naster Troutt etated that after the meeting-point whidle-
signal was sounded, a light air-brake applicatinn was
made; he then went back into the car in which the conductor
was riding, for the purpose of getting a drink of water,
noticed that the train was comtinuing on the maln track
and called it to the attention of the conductor, who im-
medlately applied the air brakes by means of the conduc-
tor's emergency valve. Ee also said that he heard the
engineman acknowledge the meeting point signal.

Engineman Coppedge, of train fikst No. 10, stated
thet after receiving the middle order by hoop at Gamble
his train continued on the main track toward the north
switch and that he was working a light throttle while
rounding the curve. On nearing the center of the passling
track Engineman Coppedge, being on the outeide of the curve,
asked Fireman Gamner whether or not he saw train first MNo.
9 approaching and after looking the fireman eaid he thought
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that 1t was approaching on the main track instead of head-
ing 1n at the north switch, On definitely realizing that
such was the case Engineman Coppedge applied the air brakes
in emergency and he and the fireman jumped just prior to
the occurrence of the accident, After the accident Engine-
man Coppedge went to the assssiance of Engineman Doone,
and he sald that before he didl Tagineman Doone sadd, "I
didn't make any mistake, My o-le™ did not direct me to
take the siding." Fngineman Covrsdge further stated that
there was nothing confusing about the contents of train
order No. 312, but that for the past five or six months
train No. 10 had been instructed by train order to tike
the siding for train No. 9, practically every day; on thais
partigular occasion train order No. 212 contained no in-
structions as to which train should take the siding, tuere-
fore, under the special irstructions contained in the
current tlme~table train first No. 8, being inferior Dby
direction, should have headed in at the north switch. He
thought that the accident waes the Tesult of the fact that
Engineman Doone was accumstomed to holding the main track
at the meeting poirt, and that consequently he overloocked
the requiremente of the time-table instructions. The
statements of Fireman Garner corroborated in substance
tocse of Engineman Coppedge; he aleso said that it was
practically impossible to determine definitely which track
an opposing train was occupying while rounding the curve.
Gonductor Kennedy, Baggagemaster Robertson, Flagman Ligon,
and Train Porter McCullar, of train first No. 10, were un-
aware of anything wrong prior to the accldent.

Operator Martin, stationed at Haleyville, stated
that he heard Conductor Blackmon inform Engineman Boone,
of train first No. @, before departing from Haleyville that
"we meet them at Ggmble, and we take the sidaing.t

Dispatcher Chandler statedg%%glng the winter the
traffic conditions were such that train No, 8 was
given preference, particularly when the two tralns were
meeting at Prospect, 8.8 miles from Gamble, Prospect being
taeir tine-table meeting point. 4 check of the train saeet
saowed that in the first 23 days of April, train first No,
10, the superior train, had taken siding on 19 occcasions.

Concluseions

This accident was caused by failure of tmain No.
9 to take siding, as required by the meet order with train
Noe. 10, for which Engineman Boone and Conductor Dlackmon
are responsgible,

Under special ingtructions in the current time-
table, all regular northbound trains are superlor to trains
of the same class moving in the opptsite directiony and in
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the absence of instructl-na to the crntrary traln first No.
9 should have headed in at the north switch of the passing
track,It appeared, however, that ror sone time past it

had been the practice to inasd¥ruct the crew of train No.
10to take siding for train H-, 2, and Eng neman Doone rey
have overlooked the fact that on this nccasinn the tine-
table rights of the $wo trains aad not bein reversed.

The evidence further indicated that she conductor
dclegated to tne colored train porter the duty of sounding
tht neeting point signal, and that the conductor contiaued
with nis work of sorting tickets until thw: car in which
he was riding, the fourth car, had passed the switch at
which the train should have crntered the vt.asing track; 1t
was then too late to avert the accident. %ais accident
1s but one of several which have occurred during the past
year in which the colored train porter not only was per—
forming dubies which sheuld nave Deen performed by the
conductor, but in vhich the train porter aprarently was
4CTre lnterested 1n the safe operation of tae train, The
case at hand affords a good 1llustvratlon of the results
of such a sitmatron. Bad Conductor Blackmon been paying
proper attention to the operatina of his train, stationing
himself where he could cbserve what was transpiring, there
18 no reason waAy he could nnt have applied the alr brzkes
by the time the engine reached %the passing track switch,
in wihich event the acciént probably would not have occurred,
For his lack of interest in seei1ay that the nezt order was
properly obeyed, Coaductor Jlaomaon is egualliy responsible
with Englineman Doore for the occurrence of this accidant.

Had an adequate bldéck-signal sysier teen in use
on this line, this accident probably vould not have occurred;
an adequate automatic train stovn or train contrel device
would have prevented 1it.

ALl of the employees involved were experienced men.
At the time of the accident the crew of train firet No. @
had bean on duty about 5% hours, and the crew of train
first No. 10 nearly 3 hours, previcus to which they had
vepn off duty 13 hours or moTe.

Regpectfully submltted,

W. P. DORLAND,
Mirector,



