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AT HOT LAEF




Railroad:

Date:

Location:

Xind of accident:
Trains involved:
Train aumbers:

Engine numbers:

Q
3

sts:

Ho

ons
Estimated speeds:

Cperation:

Track:

Weatner:
Time:
Casualties:

Cause:

Union Pacific
June 5, 1946
Hot Lake, Oreg.

Head-ené collision

Inv-29086

Passenger : Passenger
108 : 18
Diesel-electric units : 2700-809
5-M-1 end 5-11-2
1% cars : 17 cars
Standing : 18 m. p. h.
|
Timetable, train orcers and !
automatic tlock-sipgnal system |
Single; tangent; 0.02 percent !
ascencing grade eastward
Clear

'l kiiled; 115 injured

Failure properly %o control speed
of train in accorgance witn sig-
nal indications and approacining

meeting point
Lo



INTERSTATE COMMERCE COMIISSION :

INVESTIGATION 0. 2996

IN THE MATTER OF MAXING ACCIDELT INVESTIGATINN REPORTS
UNDER THE ACCIDEIT REPOATS ACT OF KAY 6, 1910.

UNION PACIFIC RAILROAD COMPANY

Accident at Kot Lake Creg., on Jure 5, 1940, caused Dby
failure vronerly to control eneed of train in
accordence -rith sigmal indications and epproechling
a reeting »noint. :

1
RIEQRT OF THE CCIIIISSION

PATTERECH, Comnissionsr:

]

Or. June 5, 1949, tr~re vwas a 12ad-end collision between
two nassenger trains or tne Tnicn Pacific Rellrozd at Hot
Lake, Oreg., wnicn resvited in the death of 1 employee, and
the injury of 104 passengers, & Pullxan emnlovees, and 6
dining-car employsees. This aoc;dent was investlgated in
conjunction with a raepresertative of the Public Utilities

Commissioner of Orezeon.

linder autinority of scction 17 (2) of the Interstate Tom-—
nmerce Act tne above-entitled proceeding was referred by thne
Commission to Commissioner Patserson for consideration and
dispoeitiorn.
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Location of Acciden® and Method of Oneratior

*
{

Tnis accident occurred on that part cf Srne Oregon Divisicn
extending betveen Furntington and Le Grands, Oreg., 98.85 miles,
a2 single-trach 1iﬂv. I, %the vicinlty of tne peoint of accident
treins are onerated by Timetable, 'tralin orders and an automatic
block-sigral system. Av Fot Leite, ©C.4 niles vest cf Hunting-
toii, a siding 4,014 Teet in length parallels the nain track cn
tne nortn. Tre west switecn of thig siding is 1,695 feet westT
of tne svtation. Thne accident occurred on the main track at a
point 31C feet east of thne west siding-switcn. Tae nain track
is Tengent tarougnovt a2 distance of 8.3 mileg imrediately wes
of the point of accilent an® 2,142 feet eest"ard. Tne grade
for east-bLound traine varies bebtwveen C.02% percent and 0.64
percent cescending throvu;yout o distance of 2.88 miles, then
it is 2.02 percent ascending &,258 feet to the vo irt of acci-
dent aad 1.28 miles eastvvrard.

Tne cutonatic block-gignal syotem is arrarged cn tne
absolute-permissive »nrincisle and corsists of cdouble-location
signals riear tre ends of sidings oad internediate signals be-
Tiveen stations. Signels 596,85 rnd 2917 governing west-bound

o
2.7, g
movements, are, resoectivaly, &,454 Tect gas
f the »oint of accident. OSignals L7 n
sst-bound movements ares, resoectively,

v and 691 feat west
1 al

8 1

vest of the poirnt of :sczcent. Sirtaals 2

s D

nd 298.2, governing

.42 miles and €691 feet
3.7 and 297.2 are of
e, and signels 299.3
T

.
e
;
(

b

tne ore-arm lower—qusarant, cmapnore tyne,

and 225.¢ are of the tvo-srm lower-quadrant, semaphore type.
Tnese signals are aprroacrn-lighted. Tne involved night aspects
and the COTPGSPOlenb inficeticons and nanes of tnese signals

arz os fTo.lows:

Signal Asvect Tridicntion VYame

—

-

.
ct i

299.3 Green-over-
vellow

ol

Q

recduce spneed  Anproacn signe

s
4ot

n O
e =) o
&“O'._h
o
mn -t}

N A N AN
S,
5y

297.2 Yellow der to be nable
before nasging

Slgf’ld_‘_ .
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DO

“
SO

298.7 Red Stop. Stop signal.
298.6 Red-over- Stop, thoen proceed at re- Stop and proceed
vellow stricted soeed. Sse signal.

Rule BOCO(R).

Restricted Speed.--Proceed »rcpared to stop

short of train, OD?ETU“thﬂ, or anything thet
may reduire the spced of a train to te reduced.
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14. TNGINE MHISTLE SIGNALS.
¥ o ¥
Tre signals prescribed are 1llustratsa DY ?o?
for short scuncs: " " for longer sounds. # ¥ %
3 % ¥
Sound. indicetion.
* %
(n) o Aporoacning meeting or wait-
ing noints. Arnswer to 186
(1), See dule S-CC.
% 9 W%
1€. CONIUYICLATING SICHALS.
%o ‘
Sound. Tniilcetion.
%o
(1) # % % pomroaching neeting or
wgiting points. See Rule
S-20.
L
17 (B). % % %
Headlignts shoull be cimmed under conditions
cutlined below:
SR
Wnile standin< or main srack awaiting arrival
of an approacninz train thst is to taxe siding,
but not uatil approacning trair dine its neadlight
as & signel for tue standing train to do lilrewise;
CIC
§-71. A train is superior to anciner train by
rignt, class or direction.

Direction is superior as
same class,

betreen

trains of tne



S-72. ¥ %

Trains in the direction specified by tne time-
table are superior to trains of the sane class in
the opposite direction.

5-82. At meeting vpoints, the inferior train
must take the sidlng % % %

The inferior train nust pull into the siding
wnen practicable. # # ¥

5-90. On trains equitped vith communicating
signal system the conductor must give signal 16
(1) to the engineer immediately ofter passing the
last station but nct less than cns mile preceding
a scnedule meeting point with a train of the same
or superior class or a noint where by train order
it is to meet, or has to wait for, an ooposing
train. The engineer will 1nmoélate1y reply with
signal 14 (n). If the englneer fails to answer
by signal 14 (n), the conductor must take immedi-
ate action to ston the train.

® % %
FORIE OF TRAIN ORDERS
W% % %
S-A.
Fixing Meeting Poirts for Opposing ins

(1.) No 1 meet No 2 at B.

Trains receiving these orders vill run with
respect to eacn other to tne desiguated points
and there meet in the manner prescribed by the
rules.

509 (B). Wnen

a trein is stopped by a Stop
ané proceed indication, T

it nay pr ceed~

32, >,

¥ % % at restricted speed througn the entire
block. ¥* % %

* o s
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Time-table special instructions provide that west-bound
trains are superior to ezsst-bound trains of the same class.

The maximum authorized spesed for the east-bound train was
50 miles per hour.

Description cf Accident

At Baker, 43 miles east of Hot Lake, the crew of No. 1095,
a west-bound first-class passenger train, received copies of
train order No. 408 reading as follows:

No. 105 meet o. 18 at Fot Lake.

No. 105 consisted of Diesel-electric vnits 5-M-1 and 5-l- one
baggage car, tnree coacnes, two diring cars, eight Pu11man
sleeving cars and one parlor-lounge car, in the order nemed.
Tnese cars were of 'steel and alvuninur conet:iction. Thls train
departed from Baker at 2:12 a. mn., 7 ninutes late, passed Union
ce

Junction, tne last open o?fi , 3.2 ailes east of Hot Leke, at
2:85 a. m., 1 minvte lave, nassed sicnal 209.3, viricn displayed
approacn, and stooped on uqﬂ rmailn treock petween the siding
switcnes at Hot Lake about 3:C1 a. m., with She front end stand-
ing 691 feet east of signel 263.7, wnick disnlayod stop. Abcut
30 seconds later Mo. 10 was strmick by Fe. 1lo.

At La Grende, 9.2 rilec west of Hot Lale, the crpw of No.
18, an east-bound firsi-class nassengzr train, received cories
of train order Vo. 408. Ilo. 12 consisted of stecm en~ines 27C0
and 8C%, one mall car, one storage- ”all car, five bagzrege cars,
two troop sleeping cars, tare~ coacnes, two Pullran sle-eping
cars, one dining cer ana twe Pullman €leeping care, in tze order
ic

+

named. All cars were of stoel conetructionn. Tnis train de-
parted from La Grandec at 2:21 a. m., 5 minutes late, passzd sig-
nal 297.2, wnich dieplayed aporoach, pessed signal 298.6, whicn
disvlayed stop-tien-proceci-ri-restricted-spe=d, passzd tns west
siding-evitcn at Hot Leke, wnerc it was reguired to enter tne
51d1ng te meet No. 1205, and wnllse moving ot an estimated speed
of 15 mlles per Zour 1T struck No. 105 at a point 610 fect east
of thne west siding-switen

Tne force of the irmazt moved No. 105 backward about 50
feet. The front wneels of trhe front truck and the reeor truck
of tre first Diesel-clectric vnic, ovoth trucks of the second
Piesel-electric unit and the front truck of the first cer of Yo.
108 were derailzd. e front end of Tthe Tirst Dicesel-clectric
unit was badly damaged and tie second vrit 1ras sligntlys demaged
Tne rear truck of the tender of tac firet er-irne cf No. 13 was
derailed. The body ol toe tender was reised and thne cab of the
first engire was crusnec. Tre frent ende of both engcines and
tne rear of th= uend r of The firc? eapine were bvadly demaded,
and tne tentn and the fiftcanta cors were slicntly dawrged‘

The wcather was cleor atbt taz tiriz of the accident, wnich

occurred about 3:01 a. m.
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Tne front brakeman of Wo. 18, wio was on tne first engine,
. was illed,

Engine 2700, the first engine of Mo. 18, is providcd with
two 8-1/2~inch cross-compound air comnressors and Ko. B-ET broke
equipment. The braks-pips feed velve was adjusted to supply €0
pounds brake-pipe pressure. Vent valves are provided on the en-
gine and thne tender of cnging 803, thas second englne of No. 18,
to insure the propsgsticn of emergency application of the brake-
svstem. 21 cars of the train were equipped with contrel valves

da

capavle of cmergency application Tollowing fvll-service applica-

at the west switen, and te remai
Moo 105 ned been net.

tien of te braxes.
Discussion

The crew of each troin neld couies of train order XNo. 408,
whicn established Hot Lake as thne meeting point between No. 105,
a west-bound firset-class train, and No. 18, =n east-bound first-
class Train. lo. 18 -mas inferior by direction, and, under the
rulcs, tris train ves requircd to onter the siding at Hot Lake

n

clear of tne main track until

ack 291 fecet east of signal

Mo. 105 stonned on tre mein Ir
A7 anst of the weset

298.7, fact

siding-switch, in comnliance with the meet order. About &0
seconds later No. 1C3 weos struck by Vo. 18. The acadlignt of
tne first unit of %the Dicrel~-electric engine of No. 105 was
lighted brigntly.

As Ho. 1& wes aporoachning Hot Lake the speed was sbout S0
miles per nour. The naadlisnt of the first engine was lignted
brigntly. The bra%ss of this train, wnich were in the charge
of trne c¢rngineer of the Tirst engine, ned been tested and ned
Tunction«<d »Hronerl; en route. Th. crnginemen of botn engines and
tne front brakemsn, wno woa¢ on the first engine, were maintaining
e looxout ancad. The other mecnbers of the train crew were in
vericus locations thnroupnovt the cars of the train. Thnese em-
Dloyees received train order do. 408 about 20 minutes prior to
tne time the eccident occurred. Toey understood that thneir train
wae required to enter the sidiag at Hot Lnkc ¢t the west switen
to meet "o. 1LCE. Tne conductor ‘sounded the meeting-point signal
on the train signal system, and the engineer of the first engine
soundzd tne acknowledging signal 'on the engine whilstle about 4
miles weet of Hot Lake. The cenginemen of bota cnglnes seaid thney
onegervad tric ryellow ssozet disvlayed by signal 297.2 end the red-
over-yellor acpect displeyed by signal 298.6, and they celled
the indicrtions. Toey und=rstood that the ysllew aspect dis-
pleyed by signel "297.2 roaquired thae speed of their train to be
reduced inmmcdintely and te e not in excess of 20 niles per hour,
and taelr trrin to be oncrated so That it covld e stopped short
of sign~al 288.8. Ths enginecer of tne first cnginc said thet when
nis trein was about 2 miles west of the west siding-switcn he
made en 5-pound breke-vips reduction, whlch wos not releesed,
tnen ne rnoved tns brake valve to 1lov pocition. Whern tae engine
was ebout 4,000 feet vest of signnl 298.6, tiie sneed wes ebout
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45 miles per hour, and e made a Further brakxe-vive reduction of
7 pounds, wnich ne estimi.ted reduced tne speed to about &0 niles
Der rnour.- Hs thought he had the traia vnder proner control and
that aie engine would stop short of sirnel 208.8 and the west
siding-suitci buv, wnen the engine was about 2,000 feet west of
signa* 2€8.8, ne vﬁallzed that the sneed was excesegive. Taen h
noved tne brake valve Yo emergency poolulon and placed the re-
verce lever in position for 010kmaﬂd motion in an attempt to
gstop erort of the signal. However, Uthe train mas not stopped
anc tne sneed was about 15 miles per rour ynen the collision
occurred. After tne acciden ve was no cendition found that
would prevent the propsr an or of thne train brakes. The

) o

engineer of the second engiae, o was regularly assigned to No.
18, Bsaid thiat ne observed by the orvze that tiae initial brake-
pipe redvcticn was 1C oo”nis end no further reduction was made
until thne emergency aosnlicetion occurrad. Tnis engineer said
thet winen nis englne rac about 4,070 fert west of the west
8iding-s=itecl he realized thot the speed was excessive and he
full; =2.opli=d the engine »rnd terder brakes of zis engine and
opvened the sander velve. Altougz ne could nave taken charge

of tne trein-braxe systcocm and made on cmergency application of
tiue brakes, ne taougnt the acztion he took was svfficlent. He
said tnat orélneri‘" in breaking a traln of thne, same cnarecter-
istics & No. 18, a negavier initigl mralre-pipe reduction snould
nave bazn made. The earlineer of tie first exgince is asslgned to
irregular gervice, and nie lrst trip in passcnger service pre-
vicus to thae trip invol-d wae about Two menthe prior to the day
cf the accident. Tre enginss c¢f Jo. 18 were not equipped with

speedometers. Tne cﬂﬁducto" and the flagman of Vo. 18 said that
winen tnc meeting-point sifnal wes ﬂﬂnovlede“d oy tne engineer
trney tnou,nt tne snaed o* unoLr twa;n wovld De proverly con-
trolled. Tnzy were not arere of anrtning beinb wrong until the

- collision occurred.

Cause
It is found thet th:is accident was ccusoa hy failure properly
to control epcad of train in accordance vwitn signal indlcations
and aporoacning 2 meetinr voint.

day of July, l*éﬂ

3y tne Commiccion, Commissioner Patterson.
: moT '.'
I. P. BARTTL,

Secretary.




