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Railroad:

Date:

Location:

Kind of accident:
Treins involved:
Train numbers
Engine numbers:
Congist:

Speed:

Operation:

Casualties:

Cause:

SUMMARY
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Jfeetern Pacific

«

Cctober 23, 1940

SiZe collision

Fezgenger : Passenger
12 ¢ 11

&4 : 81

4 2ars : 4 cars

5 ilie pu ile M 10 Ma po h.o

Timetakble and Train orders

Single; tangent; practically level

-+




INTERSTATE COMMERCE COMMISSION

IN THE MAT
UNDZR

A LA

{5 WESTERN PACIFIC RAILRCAD COMEANY

on Cctober 23, 1940,
crior train vher entering
gscured to pro"ﬂce Droper
ailure of superior trein

RETORT OF THE coMMIssIont

PATTERSCN, Commissicner:

On Cctober 23, 194C, there wae a side collision
petween two passenger trains cn the Western Pecific
Railroad at Del Paso, Celif., which resulted in the

injury of four vassengers.
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lunéer authority of section 17 (2) of the Interstate

~
14

Commerce Act the aroﬂ-ontl led proceeding was refer?ed

by the Commission to Commissioner Patterson for consider-

aticn and disposition.
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Thney (cars) must not be left on sidings
or tracks principally used for meeting or pass ing
of trains, when there 1s room for %em on other
tracks; 1f left on sidings or other such tracks
for any reason whatever, except when “erforming
switching at that s'ation, the conductor must
advise the Chief Trein Dispatcher pronptly. *

Westward trains are superior to eagtward trains of the
same class.

The maximum auvthorized epeed for pagsenger trains on this
subdivision 1g 80 miles per hour.

The

fe:tbe
occurred about

r was clear at the time of the accident, which
2:

020 a. m,

No. 12, an east-bound passenger train, with Conductor
Campbell and Engineman Metzger in charge, consisted at the time
of the accident of en@ire 84, one meil car, one haggage car, one
coach and one Puliman sl polnh car, in the orcer named; all cars
were of steel constructlong At Thornton, 29.9 mliles weet of Del
Paso, the cre received copies of train order No. 203, Form 19,
as follows:

No. 11 Eng 81 meet No. 12 Eng 84 at D=1 Paso

]

This train departed from Thornton at 1:45 g. m., according to
the train sheet, 10 minutes lete, departed from Sacramsnto, 5.2
miles west of Del Pasgo, &t 2:43 a. m., 18 minutes late, stopped
at the west switen of the siding at Del Paso a2t 2:52 a. m.,
according to the statements of the crew, and started to enter
the siding. After the train coupled to four cars which were on
the siding, it orocesded, and, while moving at a speed of about
5 miles per hour, ths rear car was struck by No. 1l.

No. 11, a west-bound passenger train, with Conductor Stone
and Engineman Popple in charge, consisted of engine 81, one maill
car, one baggage car, one coach and one Pullman sleeping car, 1in
the order named; all care were of steel construction. At Marys-
ville, 35 miles eagt of Del Paso, the crew received coples of



train order No. 206, Form 31, pre aaly quoted This train cde-
parted from Marysvillie at 2:13 2. L., according to the train
sheet, 8 minutes late, passed Pla2zsasnt Grove, 12.3 milesg east of
Del Paso, at 2: minutes late, passed the fouling point
of the west Ging at Del Paso where it was re-—
quired to gi z 1d, while movinz &t a speed
estimated 1« en and 20 miles )er hour, collided
with Ho. 12.

The pilot besm on *the left cide of engine 81 dsmaged the
left side of tae rear cer of No. 12 a dlstance of about 49 feet;
side posts, side and internmx © eets, the window belt rail
and 20 windows were ik 0% beam and varlious appur-
tenances on the 1ef3 21 were broksn. The first
car in No. 11 wasz sl

prior to the
could see th

tance. Cars

remained¢ for

started

must be

coupled 2) : avout tw gth OW=
ever, el ek sa: v tralin wWe 1T N 9! : car
of his trai truck ety that
his headlight the
vicinity

is obscu uires to
*urnlwb Pa 1 a; Q?“O”'ﬂ train, however, he
did not tle for a flagman to protect
against se order Lo. 2 ed Tne meeting
point at €n ’ that Noa
11 would ol the fouling
po¢h of tCh Also,
he thought 13 d be re-
flected al es ¥ crew of
No. 11 coul i e 821d that
his fireman 1 T side cab—

window as a wa

Firsman Epoon, of I
order No. 206. VWhen Iie t
Paso he saw cars on the sl
that the headlight woul

engineman
The engineman
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replied that sufficient spsa e for their train to ciear
the main track. The fTirema t that when cars wers on
a siding to be used in nmeeti ra if the headlight 1is
obscured by such cars, flag protsction is required before the
train starts to enter the sidinz. The engineman neither sounded
the whist i & flagman to furnish flag protection nor
instruct the € to flag. The fireman sald that after
hie train startsd to enter the siding, he called *to the engine—
man that No. 11 was approaching at a high rate of speed. When
No. 11 was about Tive or six car lengths from his engine the
Tireman lighted rzd fusee gnd held it out the left side-

£t e rrc. At that tine his conductor was giving

n it te lantern about two cars to the rear

Front Brakenan Damaske, of Ho. 12, stated that he opened

the switch for his train %o enter the siding at Del Paso. As
the train started to =snter the siding he boarded the pilot-step
of the engi nd otssrved the ] ‘ne was properly coupled
to cars ng abcut o egst of the derall.
Hig tra the cars 2d of 1%, was moving at a speed
of about r r and had procesced akout three car
lengths t occurred. He estimated the speed of
No. 11 per hour vhen its engine pagsed his
engine. He siat 2 & ot comply with the rule requir-
ing flag o se & minutes wers available for his
train to =& in D2 g s due %o leave Del
Pasc and bsceuse as i to pass the foulilng
point of the wes until 12 was into clear on the
sidinz. Eince h equired nim %o open the gwitch and
line the dzrei 0% think the duty of furnishing flag
protection rec m unless instructed to do so by the
conductor. encd the switch he saw hils con-—
ductor welil t end of the train.

Conductor Camrbell, of No. 12, stated % vhen his train
stopped at the west swit D FPago he alighted end proceeded
to the switch. Wnen he Z at thu itecn he first became
avare ay tha 8 ug allzed that
his tr to se cars zhes lear the main
track. m ime he saw No. 11 appr but thought
there was ample time Tor hi train to clesar the schedule
leaving time of No. 11 and therefore 1t wou caggary to
provide flag proftection in complianc th He under-—
stood the requirements of trail : gcted No.
11 to approach Del Paso under :0p short of
the fouling noint at the west th Rule
5-90. When he saw that MYo. 11 was not teing operated under



control he started to give stop signals and at the same time he
saw his fireman display a lighted red fusee from the left-side
cab-window; No. 11 was then near the cars being shoved by his
train. He did not hear the engine of No. 1l working steam.

He saw fire flying from the wheels of No. 11 and thought the
air brakes were applied in emergency about four car lengths east
of the fouling point of the west switch. The conductor was
standing between the siding and the main track and estimated
that the speed of No. 11 was 35 miles per hour wnen it passed
him. If No. 12 had received advance notice of cars being on .
the siding, he sald he would have provided flag protection before
No. 12 entered the siding. The accident occurred at 2:55 a. m.,
at which time the weather was clear.

‘Flagman Shortt, of No. 12, stated that when his train
stopped at Del Paso he alighted at the rear end to furnish flag
protection and to close the switch when his train was into clear
on the siding. When the rear car passed over the west siding-
switch he lined 1t for the main track but had not locked 1%
when the accident occurred. The marker lights on his train
were burning and he thought that the marker on the north side
of the rear car could have been seen by ths engineman of No. 1l.

Engineman Popple, of No. 11, stated that he made a running
test of the air brakes after his train left Croville and the
brakes functioned properly en route. At Marysville he received
train order No. 206 and understood that his train was required
to stop short of the fouling point at the west siding-switch at
Del Paso 1f No. 12 was not into clear. As his traln approached
Del Paso the epeed was between 50O and 55 miles per hour. AT a
point about 1 mile east of the east siding-sewitch he heard the
meeting-point signal sounded on the train air-signal whistle
and acknowledged it by sounding the proper signal on the engine
whistle. Since the weather was clear and the track tangent, he
‘could see the headlight beam of No. 12 a distance of about 4
milese. When 2is train reached the east siding-switch tThe speed
was reduced to about 30 miles per hour. At a point about 2,000
feet east of the west siding-switch the headlight of No. 12
disappeared from view and he assumed that it was extingulshed
and No. 12 was into clear on the siding. He saw a stop signal
given by a white lantern, which indicated to him that No. 12
was in the clear and some member of the crew of that train was
ziving csignals for it to stop. He 4did not think the stop signal
was mecant for his train as he would not expect to be flagged
with a white lighte He could not see the swltch light of the
west siding-switch but attached no significance to this since
1% 1s not unusual for a eiding switch-light to be extinguished.
When his train was 600 or 700 feet distant he saw cars on the
siding ahead of No. 12 and at the same time he observed that the



rear car of No. 12 was on the main track; at this time the speed
was between 30 and &5 miles per hour. ﬁﬁ immediately applied
the brakes in emergency and closed the throttle, and the train

stopped within a distance of 500 feet. He did not see any
reflection of the headlight over the top of the cars or along
the sides. He did not sse a lighted red fusee dilsplayed from

the engine of the 9p3051ng traln, nor Qld he see a marker 1light
on the rear car. He understood that Fule 8-90 required his
train to stop short of the foullng Qoimt of the switch used by
the inferior train to enter the siding; however, since the head-
light of No. 12 appeared to be cxt¢nbuished and this indicated
that the ftraln wes in © he &id nct think 1t necescary
to stop. He sr‘d that leo prosection been provided by No.
12, he could have stopped his train in time to prevent the
accildent. In onte instance when 1% was necessary for an oppoesing
train to puch cars ahead on a siding get into clear at a
meeting point the brakeman fla asgged him with-a lighted fusee.

Fireman gpeed of his
train was &cbout ed Del Pas
At the east swi reduced and after
his train passe ced., Soon after—
ward the headll ught it was
extingulished an uhen his train
was in tne vici ding he saw a
stop signal gziv A not think that
it was merrt for il 1 eﬁa,ne as about 800 feet
east of the fouling point of the west switch his ftrain was mov—
ing about &0 or &5 miles ner i opeerved that lNo. 12 was
not in the clear and he saw sht which he thought
was a marker 1lght on the 2 led a warning to the
enginemsn, who had alrsady ap kes in emergency but
too late to avert the accid tha occurrence of the

accident the fireman did n red fusee; however,
after the eccident cccurred s and caw a fusee near
the engine of No. 1Z. He unierstooi that his train was required
to stop short of ft roint at the west switch if No. 12
was not into clear nt that Ho. 1“ wee in the clear
and he did not see any nccessity for zstonmping.

Conductor Stone, of No. 11, stated he understood that his
train was redquired to stop short of the fouling point of the west
siding-switch at Del Paco if No. 12 was not in the clear. As
his train approached el Paso he heard the meeting-point whistle
signal sounded. He noticed a reduction in gpeed at the east
switch of the siding. He staticned himself in the left side-
door of the front vestibule of the rear car to identify No. 1Z2.



He saw the headlight beam of that train while it wa
main tracke. ke then sew it enter the g3
disappeared from his view; therefore, he
guished, and this indicatad to him that
AT That time his train was moving at a s

*

o) ; {

hour. He did not again see the headlight of No. 12
1

per i

nis enélnp was opposite the engine of No. 1Z2. He could
neither the marker 11 at the rear of No. 12 nor th

light at the west switche He estimated that ths speed of hi
train was about 10 miles per hour at. the time of the accident.
He understood that 1T the engincman failsd to nrepare to stop
short of the fouling point tha c« st Take actlon fto

r oncductor ou

p the train; howsver, since the speed as being reduced he

ended upon Tle en~¢nﬂmwﬁ to determine 1f No. 12 was clear.
tely whetlier No. 12 was in the

”ﬂm conducior dil

not know definite
clear, but all indicatlons were that 1t was clear of the main
traclk. :

Front EBrakeman : 1 tate undéerstood that
hie train was reoculrsd to st sitort of the fouling point of the
west siding-switeh if X ‘ tne A8 his train
approached the poli sounded the
meeting—voint sign L then ste~—
tioned hineelf on ~d car and

looked & 2.0, o
switch he Telt a heav
reduced the speed

enter the from his view
indicated t confident
that his Train was edge he had
that No. 12 was not Ny rers applled
in emergency. & lighted fusee was disp the engine
cab of No. 12 as his car passed that eng '

M . e £ T e e ~ 1
The shtatsment of PMlagman Carroll, oI

No. 11, added nothing

of importance.

Superintendent Leary statced that Fule S-17 required the
crew of No. 12 to furnieih fleg protection <ha:ﬁst No. 11 bpefore
No. 12 entered the siding occupled by cars which obscured the
headlight, and employees are so lnstructed auring rules in-
struction ola_scs. He said that the cars involved were placed
on the siding at Del Paso after Nos. 21 and 12 had passed points
where messages conveying that information could have been de—

ivered to then.

rrnished by the carr
day of the accident
d

uring the 30—
=} ave
he territory involved was 1

rage dally

é
v
8.2.
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day period prec:
movement of tra



Discussion

According to the evidence, the crew of No. 12 understood
that their train was required to telke siding at Del Paso for
No. 11. [Noe. 12 started to enter the west &iding-switch when
it was found that cars were on the siding. These cars were
placed on the siding after No. 12 had passed the last open
office where a mescags concerning the occupancy of the siding
would have Deen delivsred. TUntil the inferior train had stopped
To enter the switch the engineman did not Ixnow that cars were
on the gilding; hoxevcr, after he observed them he thought
suff101enu gpace remalned for his train to clear vefore No. 11
arrivecd. The rules reguired that fla rotection bte provided
against a superlor train at a point ere cars obscurad the
headlight of ths inferior train. i it was found that the
cars would neve ©To be pushed ahead, thereby obscuring the
heaedlight, e &id not sound the whistle &ignal for a Tlagman
to protect the Tfront of the train because he thought sufficient
¢1ght would be reflected along the cldes of the cars to warn
the engl ncman of the opposing train that No. 12 was not clear.
He depenced also upon No. 11 being operatad rrepared to stop
short of the rouling point of ths west switch. The fireman was

h
ot

L

not instructed to furnish flag protection, but when he saw No.
11 appro 4v“1ng rapldly he lighted a Tusee and dilisplayed 1t from
the left cab-window. However, *this warning wes not given in
time for Lnu crew of No. 11 to talze action to avert tne accli-
dente. The Z“ront brakeman of No. 12 was occupled in atvtending
to the coupling of nls engine to the cars and did not furnigsh
flag Drotuot;on'h“cqu €, uﬂu@” such circumstances, he dGepended
upon recelving inakru0ulon° to flege. The conductor thougn kis
train would b° avle to DUD the cars ahead on the siding and to
clear the main track before the schedule leavinyg time of No.
11, and therefore flag pro*ectlon would not be necessary; now-—

c
ever, ne undersitoold that unwer the circumstances the r@les
required f&ﬁg nrotectlon after the achedule i
No. 11. When he saw No. 11 approacining rapil
train stop signals with a whits lantern. Ha
12 furnished adequate flaz protectlion agains
ly this accicdens would have bean avarted

1

a g

d the crew of o

t 11, undoubhted-

When No. 1L was approaching Del Paso, the meeting-point
whistle—gignal was soundaed as rsquirsd by the rules. The
enginemen reduced speed to abvout I0 miles per hwour at a point
about 3,300 faset east of the west switch. He was maintaining

e it N into cl

ar on tiie siding.
t started to enter
e}i d the cars on
as extinguilshed,
vas clear of the

et e

lookout ahead to e if No. 12 was
He could sce the headlight of that train as
the gidinge. W‘en the headlight 1sappeurmi
the ciding both he and the filreman though
which condition ﬂndlc ted to them that No. 1




main track. At fthe same time both the engineman and the fireman
Sar stop signals being given with a white lantern but thought it
a signal to the engine c~nw of llo. 12 that thelr trawn was clear
mhe enqueman of No. 11 4id not expect to be flagrad with & WﬁlLO
lantern. The rulee required No, 11 to be opsrated vnreparsd 1o
stop short of the fouling point of the west switeh if the ftrain
to be met was not clear. 7To know with certainty that No. 12

was clear, the crew would have %o identify the ftrain by engine
number, by its narkersz, and see that the wain-itrack cwitch ras

-

lined for the main track. The engineman . o“.tJ 11 2id not see
the merkersg, nor could he see qu gwitech 1ight; however, he
attachied no siegnificance %o RJ“;¢EJ to see the switch 1light
as it is not vnusual tc find @ h lighte extinguishea. He did
not see the lighted red Ifucee dilsplayed from the cabd window of
the opposing cine; however, he thought that had the crew of
No. 12 provided proper flag protection he could have stopped his
train in time %o avert the accident. Had the engineman of No.
11 complied with the provisions of the meed order by approaching
the fouling point with caution until he determincd that Ho. 12
was clear, nad he d“finiﬁely daterrinsd that the markers of NO.
12 were cicar of the main track and that the rag lined
for the main track, or had he obeyed the stop signals of The con-
cuctor of %o. 12, this accident would have besn averited. The
conductor and the front brakeman of Jo. 11 had statiored them~
selves win.r ney could identify the opposing Urain when it was
clear ; iG that thelr traln g moving &% a speed which
they consider under control and re confidant that the engine—
man wouli gtep clear of the foullng point 1f Ho. 12 was not
d ) kol N

T‘O 3

0L ing
clear. wn it rent that No. 11 would notb gtop and
that No. 18 was was then too late to toke action
to avert the ac

The evidence indicatec thalt the crew of No. 12 depended
upon Noe. 11 being overated prepared to stop short of the fouling
point of the wasgt siding-switch, and that tbn enngineman of Noe
11 dependsd unon the obscurinz of the headlight as an indication
that the opposing train was clear of the mailn tract. This
situation resulted in each crew placing dependence upon the rule

T

n, rather than upon the

E..J-

affzcting the operation ol the other tra
proper performance of their own dutles.

If an adecvate block gystem had been in use on this line,
it is provable tnis accident would have besen prevented.



Cause
It is found that this accident was caused by failure of
the inferior train when entering a siding with the headlight
obscured to provide proper flag protection, and by failure of
the superior traln to obey a meet order. )

Dated at Washington, D. C., this second day of January,
1941.

By the Commission, Commissioner Pattersone.
J

SEAL W. P. BARTEL,



