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SUMMARY

Railroad: Western Pacific

Date: Cctober 23, 1940

Location: Del Psso, Caglif.

Kind of acciden®: 5ide collision

Trains involved: Fassenger ¢ Passenger

Train numbers 12 ¢ 11

Engine numbers: £4 : &l

Consist: 4 cars : 4 cars

Speed: £ 1. p. L. : 10 m. p. h.

OCperation: Timetable and vrain orders

Track: Single; tangant; practically level

Weather: Ci=ar

Time: £:50 a. 1m.

Casualties: 4 injured

Cause: Accicent caus=zd by failure of inferior
tr:in waen entering siding with
ncedlisht obscured to nrovide prover
flag protection and falliure of superior
train vo obey mact order




IN

INTERSTATE COMIZERCE COMMISSION

INVESTIGATION NO. 2456

THE MATTIZR O MAKING ACCIDENT INVISTIGATION REPORTS
UND=ZR TdZ ACCIDENT REPORTS ACT CF HAY 5, 1910.

THE WESTZPYN PACIFIC RAILROAD COIIPANY

Accident at Del Paso, Calif., on Cctober 23, 1940,

cavced by faillure of infcrior train when entering
5idinz with he2dlight obscured to provide proper
flag protection and by failure of superior train
to ober nmeet order.

REPORT OF THE coM4IssIont

DATTERSCN, Commissicnar:

On Cctober 23, 194G, there wae a glde collision

between two passznger trains on the Western Pacific
Railroad at Del Paso, Cslif., which resulted in the
injury of four passengers.

lynder anthority of section 17 {(2) of the Interstate
Commerce Act the abova-entitled proceeding was referred

by the Commission to Commissioner Patterson for consider-
atlion and disposition.
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Location and Methodld of COperation

This accident occurred on thLat part of the Western Division
designated as the Second Subdivision whlch extends between Oro-
ville and Stockton, Calif., a distance of 111.3 miles. In the
vicinity of tk= »oint of accident this 1is & single-track line
over which trains are operated by timetable and train orders; no
form of blocx system is in use. At Del Paco a siding 3,997 feet
in length parali’els The main track on the couth. A derail 1is
located on the siding 175 feet east of thz west switch. The
accident occurred 1,775 feet “rect of the station at the fouling
point of *the west switch of the eiding. As the point of accident
is approached Trcm either direclion the t‘lCK is tangent; the
grade 1s practicazlly level for several miies,

Rules a“i Fecalertions of the Irgnsportation Department
read in whole or in pert ac follcows:

12.(E) Anr objzct waved violently by anyone
on or near the tracxk 1& a signal to stop.

22 Sipgnals,
nsls mrescr:
ort souncdcs

u) l~'

PD

i2adlight of a train turned
S, er is extlnguished, it is
an indication shat main track is obstructed.
The opposing train must anuroach with caution,
an®, when the head .end of train is clear of
12in track, 1t ray »roceed with caution to the
point whore thne maln track may be obstructed.
Wnsn neceegsary to heed in on cars, %o
meet a train, tnerzby obscuring the headlight,
a flagman nmust »e gent ansad Tirst, as pre-—
scrived by rule 99, until main tracxz is clear.

5-00. AT meeting points, trains must stop
shor% of fouling point of switch to be used

by the train entering the siding.
W oaF %

g9. L )
The front of the train must be protected



in the rcame way, when necessary, by the brakeman;
if not availlable, the fireman.
%

°

840, # % ¥

Tney (cars) must not be left on sidings
or tracks principally used for meeting or passing
of trains, when tnere 1is room for them on other
tracks; 1f left on sidings or other such tracks
for any reason whatever, except when performing
switching at that station, the conductor must
advise the Chief Train Dispatcher pronptly. * * #

Westward trains ere supsrior to eastward trains of the
same class.

%]

The maximum authorized speed for passenger trains on this

subdivision is 60 ril2s per nour.
The weather was cliear at the time of the accidsent, which
occurred about 2:55 2. m.

Descrintion

No. 12, an east-bound passen~<zr train, with Conductor
Campbell and Engineman Metzger in charge, consisted at the time
of the accident of engine 34, one mail car, one baggage car, one
coach ancd one Pullman sleeping car, in the order named; all cars
were of steel construction. At Thornton, 29.9 miles west of Del
Paso, the crew received copies of train order No., 206, Form 19,
as follows:

Nos. 11 Eng Bl meet MNo. 12 Eng &4 at Del Paso

This train departeda fron

Thor
the train sheet, 10 minu e

nton at 1:45 a. m., according to

1ete, Ceparted from Szcramento, 5.2
miles west of Del Paso, abt 2:43 a. m., .8 minutes late, stopped
at the west switeh of tr: sicinzg at Del Paso &t 2:82 a. m.,

according to the statements of tne cret, and ctarted to enter

the siding. Aifter the traln coupled to four cars which were on
the siding, i1t vroceeded, and, while moving at a speed of about .
9 miles per hour, thks rear car was struck by No. 1ll.

No. 11, a west-bound passenger train, with Conductor Stone
and Engineman Fopple in charge, consgisted of engine 81, one mail
car, one baggage car, one coach and one Pullman sleeping car, in
the order named; all cars were of steel construction. At Marys-—
ville, 35 miles east of Del Paso, the crew received copies of



train order No. 206, Form 31, previously quoted. This train de-
parted from Merysville at 2:1% a. ni., according to the train
sheet, 8 minutes lats, passed Plzasant Grove, 12.3 miles east of
Del Paso, at 2:40 a. n., 4 rinuue late, passed the fouling point
of the west switch of the siding at Del Paso where it was re-
quired to stop to mezt Nc. 1z, and, walle moving at a speed
estimated to have been between 10 and 20 milecs per hour, collided
with No. 12.

The pilot beam on ths lelt cide of engine 81 damaged the
left side of the rear csr of lo. 12 a distance of about 49 feet;
side posts, side ani intsrmsdilate cheetz, the window belt rail
and 20 winlows wWere Droken. The pilot bezm and various appur—
Tenances on the “eft side of eangine 81 were broken. The first
car in No. 11 was slizhtly derazed.

Sunrmery of Evidence

Ergineman Xetzzer, of o, 1k, steted tnat at Tiornton he
recelved train orC r 0. 206. Is stopped nis train at the west
switch of the siding at Del Taso oout 2: 2. Ne, & minutes
prior to the 5unecu¢e leaving time of No. 11. At that time he

ﬂ
0
52

could see the n2acdlizat czam or lo. 11 apoproaching in the dis-—
tance. Cars were on the szicing but he thought sufficient space
remained for his train to clear the main track. A4Lfter his train
started to enter the siding 1%t became aprparent that the cars
must be moved so that hisg %rain cculd clear. His eagine was
coupled to the cars and pushed them about two car leagths; how-
ever, before ths rear of hisg train was in%to clear thes rear car
of Ris train -as struck oy No. 11l. Zugineman Metzger seid that

nis hesdlight was Ttursning brizhitly and he did not dim it in the
vicinity of Del Paso. E2 understood thst when the hegdlight
is oobscured by cars on s ciding Rule S-17 reqgulires a train to

furnish flag rrotection azainst an orpoging train, nowever, he
did not sounc the whistle =Zgnal for a flagwaﬁ to protect
against No. 1li1. Eecause srain orcer lio. 206 fixed the meeting
point at Tel Paso between Jos. 21 and 12, he thought that No.
11 would pe undsr conirol oreparec to ¢vop short of the fouling
point of the weet swzten 'L No. 12 vas notv into clear. Also,

he thought sufficient 1i;at Ifrom the neellight rould be re-
flected along tiie sides ol the cars aheasd sc tahat the crew of
No. 11 could sce that 1t was not extinguisired. He said that
his fireman 1izited a red fuses and heid it out the side cab-
window as a warning to the crew of No. 11.

rireman Snocn, of No. 12, stated that he understood train
order No. 20€6. When hie train stopped at the west switch at Del
Paso he saw cars on the sicding. He remarked to the engineman

that the headlight would be okscured ty the cars. The englineman



replied that sufficient space rzmained for *heir train to clear
the main track. The Zireman unde.o,sotood thabt when cars wers on
a siding to be used 1n meeting a train, if the headlight is
obscured by such cers, flag protzction is required before the
train starts to enter tke siding. The engineman neither sounded
the whistle signal for & flagman *o furnish flag protection nor
instructed the tireman to flagr. The fireman caid that after
nie train startel to enter “he siding, he zalled *o *ne engine-
man thet No. 11 wae aoproac“- rng at a nigh rate ol speed. When
No. 11 was about fivs or gix car Jengths from his engine the
Ilraman lighted 2 rczd zusse and neld it out the left sice-—
window of the encinc that time hls conductor was giving
gtop sicnals 11t a Tl 1 T 10 cars to the rear

of his engine.

-4

Front Bralensn Zansg'ie, of Mo, 12, stated *that he opened
tke sultch for e tralin to cntor the gzding at Del Pas As
the train started 5 enter the ciding he Dboarded tle p7¢ot—5uep
of the engine and ok=erved thes *hes en-sine wes properly coupled
to cars on whe ciding ebout orz cor length sast of the oerail.
His train, opuciing toe cers ahend of i%, wa=x moving at & speed
of about 5 miles .2r "or and hac procesdzl atou® three car
lengths when the accilernt sceurred. He eanimated the speed of
No. 11 2% 35 or 40 .lles per hour vhen its engine passnd his
engine. H2 g€iaTel that hz 2314 nnv comnly with the rule requir-
ing flag vrntectlion pecauss & minvies wers aveilable for his
train %o move i1a%o cl:zar p2icrs Ho. 11 wvas due to leave Lel
Paso ano oecsuss Le. 11 wsa reguired nou to mass th: fouling
noint of Tthe west ¢+itell un~wll Jo. 12 wss into clesr on The
sidinz. Siace hie Zutr vrzouired him %o open ine rwitch end
line the derail, Le did anv sSrink ‘he duty ol furnisaing flag
protection rosted vrnon rim unless inztructad to du so Dy the
cenductor. At the time he orencd tiiz switch he saw his con-
ductor weliting torard tic Zvont ena of the Trsin.

Cond-acwor CCmroeﬁ_, o To. 15, steted *that vhen his train
stonped at the west swicen ot Zel Peso e allguted and proceeded
to the svitel.. Wien he er~ived at “he siiven e virst became
avvare thnat zars were guending oa the sii aT arnid reeslizec that
his train wovld neve tn _usn “h2se carc zinead to clear the main
track. At trz seme tTime ne saw No. 11 “ﬂ“oeoﬁiny tut thought
there was ample time 1or his train to clear Leforc the schedule
legving timz of No. 11 and crherslore it would Le urnnecessary to
provide flag provssction in compliance with Rule S-17. He under-—
stood the recuirsments of train order Jo. 206 and expscted No.
11 to approach. 2l Paso unisr coqtrol preparca to ctop short of
the fouling point at the rest switech in commliance with Rule
5—00. Wren he saw that Ic. 11 was not being 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 lhen near the cars being shoved by his
train. He did not hear the ergine of HNo. 11 worxing steam,

de saw fire flying from the wheels of No. 11 and thought the

alr 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
tnat the speed of lic. 11 was 35 miles per hour winen it passed
nim. If No. 12 haé received advance notice of cars being on

the siding, he said 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 Paro he alignted at the rear end to furnish flag
protection and ©To close the switch when his train was into clear

e

1
on the siding. When *he resar car pes-ted over tne west siding-
siritch he lined it for the main tracXk but had not locked it
when the accident occurred. The marker lisghts on his train
were burning and he thought that the marker on the north side

of the rear car could have been seesn by the engingman of No. 11.

Engineman Popple, of No. 11, stated that he made a running
test of the esir brakes after his train left Croville zand 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 wect sicing-switch at
Del Paso 1f No. 12 was not into c¢lear. As his train approached
Del Paso ths esneed was betwecn 50 and 55 miles per hour. At a
point abcut 1 mile east of the east siding-cwitch he heard the
meeting-proint szgnal sounded on the train air-signal whistle
and acknowlecged 1t by sounding the proper eignal on the engine
whistie. BSince the weather was clear and the track tangent, hLe
could see the headlight beam of No. 12 a distance of about 4
miles. When his train rcached the east siding-switch the speed
was reduced to about 30 miles per hour. At a point about 2,000
feet eacst of tne west riding-svitch the headligiat of No. 12
disappeared from view and he acsumed that it was extinguished
and No. 12 was into clear on the siding. He gaw a stop signal
given by a white lantcrrn, which indicated to him that No. 12
was in the clear and some member of the crew of that train was
ziving signals Tor it to stop. He did not think the stop signal
was meant for his train as he would not expect to be flagged
with a white 1light. He coulé not see the switch light of the
west siding-switch but attached no significance to this since
it is not unusual for a eiding switch-light to be extinguished.
When his train was 600 or 700 f=zet distant he saw cars on the
siding ghead 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 35 miles per kour. He immsdiately applied

the brakes in emergsncy and closed the throttle, and the train .
stopred within a distence of 530 feet. He d1d not see any
reflection of the headiizat over the top of Tne cars or along

the sides. He did not see a lighted red Tusee displayed from

the engine of the oprosing train, nor did he see a marker lignt

on the rear car. He understood that Fule S-90 required his

train to stop snort of the fouling point of the switech used by

the inferlor train to enter the siding; however, since the head-
light of No. 12 appeared to be cxtinguisned and this indicated

that the train wes in the clesar, he <id not think 1t neccssary !
to stop. ke saxd that had flag protection been provided by No.

12, he could “ava stvopped his Srain in tims to prevent the

accldent. In one instance when 1t was necessary for an opposing
train to puch csrs ahead on a siding to gel into clear at a
meeting point the brakeman flagged him with a lighted fusee.

Eﬂ

Fireman Vinton, of Mo. 11, steted thet the speed of his
Train was cbout £0 miles ner nour a3 1t anvroached Del Pacso,
At the east switch of the siding the spead was reduced and after
his train passed the switch 1% was further reduced. Soon after-
ward the 1ﬂad11gkt Cisappeasred Irom view; he thought 1t wvas
extinguishea anc tha* No. 12 wnﬂ in 1re clear. When his train
was in tne vicinity of the eas? i%ch of the eiding he saw a
stop slgnel given with a white 1igl: but he did not think that
it was meant for his train. Wien his engine was abnut 800 feet
east of tl.e fouling vpoins of the west svitch his train was mov-
ing about 30 or 35 miles ner nur; he opserved that No. 12 was
not in the clear and he saw a dim green lirht which he thought
was a macker light on the rear car. e called a warning to the
engineman, who ha alrenuy aon ied the brakes in emergency but
too late to avert the accidens, 2Prior to tha occurrence of the
accident the fireman cid not see a lighted red fusee; however,
after the accident occurred s looged bacll and caw a fusee near
the engine of No. 12. He undlerstood that his train was required
to stop short of the fouling »oint at the west swiseh if lo. 12
was not into clear but e thorcht that No. 12 was in the clear
and he did not sce any nccessity for stonping.

Conductor Stone, of No. 11, s*ated lie uaderstood thnat his
Traln was required to stop short of the fouling point of the wes.
siding-switch atv Del Paso if No. 12 was nos in tvhe clear. As
his train approached Del Paso he heard tine meeting-point whistle
signal sounded. He noticed a reduct:on in speed at the east
switech of the siding. He stationed himself 1n the left side-
door of the front vestibule of the rear car to identify No. 12,
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He saw the headlight beam of that train while it was yet on the
main track. Hhe then saw it enter the siding and the headlight
disappeared from his view; therefore, he thought it was extin-
guished, and this indicated to him that No. 12 was in the clear.
At that time his train was moving at a speed of 30 or <b miles
per hour. He did not again see the headlight of No. 12 until
his engine was opposite the engine of No. 12. He could see
neither thes marXker 1*Hnu at the rear of No. 12 nor the switch
light at the west swiich., He estimated that the speed of his
train vas about 10 miles per hour at the time of the accident.
He understood that if bpe engineman falilecd to prepare to stop
short of the fouling point the conductor rmusct take action to
stop the train; however, since the speed was being reauced he
depended upon the engineman to determine if No. 12 was clear.
The concucvor dlc not know cCefinitely whetiher Ho. 12 was in the
clear, but all incicatvions were that i1t was clear of the main
track,

Front Braxeman Poor, of MNo. 11, stai=d he un
his train rac requirsd to sitop short of th: f
west siding-switch 17 No. 12 was not in the c
approachea the point where the accident ozcur
meeting-point signal on tae train air-signal tem, then ste-
tioned himself on the front platform of the third c ar and
looked ahead. Aiter the trein pasecesd over tke =ast siding-
switch he Zelt a heavy application o the air bprakes, which
reduced the speed to 15 or 20 miles »er hour. Hde sauv No. 12
enter the siding; then the headlight disappearing from his view
indicated that the train was in the clear. He Telt confident
that his train was under control. The first knovledge he had
that No. 12 was not in clear was when the brales wers applied
in emergency. A lighted fusee was displayed from the engine
cab of No. 12 as his car passed that engine,

nésrstood that
uling noint of the
ar. As his train
d he sounded the
g
ir

[§3) kD

-

.':;

v

"3’"0 ) I—'O

The stateument of Flagman Carroll, of No. 11, added nothing
of importance.

Superintendent Leary statzd that Rule S-17 required the
crew of Ilo. 12 te furnish flag protectlon against No. 11 before
No. 12 entered the siding occupled by cars which obscured the
headlight, anc cmployees are so instructed during rules in-
struction classezs. He said that the cars ﬁnvol'ed ere placed
on the siding at Del Paso after Nos. 11 and 12 Zhacd passed points
where messages conveying that information could have been de-
livered to them.

Accordinz to date furnished by the carrier, during the 30-
day period preceding the day of the accident the average daily
movement of trains in the territory involved was 18.2.
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Liscussion

According to the evidence, the cI ~ew of No. 12 understood
that their train was recuired to tele siding at Del Paso for
No. 1l. ©Noe. 12 started to enter the west siding-switch when
it was found that cars were on the =siding. ~1hese cars wers
placed on the iding after No. 12 had pacssd the i1ast oren
office wkerzs a mescags concerning thie occuvancy of the siding
would have been uellVJP@d. Until the inferior train hacd stopred
to enter the swisch ftae engineman did not xnow that cars were
on the siding; however, after he observecd tkhem e thought
sufficient space remainosd for ris train to clear befores No. 11
arrived. The rules required tant flag protection be provided
against a supcrior train at a point where cars obscured the
"heaclight of ths infersior train. After it was found that the
cars would nave 7o be pushed zhead, therehy obscuring the
headlight, he did not sound the vhistle signal for a flagman
to protect the front or the train because he thought sufficlent
light would be refrlected along the sides of the cars to warn
the engincman of the opposing train that Noe. 12 was not clear.
He dependsd aiso upsn No. 11 being operated prepared to stop
short of the fouliny point ol the west swiich. The fireman was
not instructed to furnish flag »rotaction, but when ae eaw No.
11 approaciing repicly he lighted a fusec ancd displaycd 1t from
the left cab-wincow. However, this warning was nrnot ziven 1in
time for the crew of No. 11 to take action to avert the acci-
dent. The front braxeman of No. 12 wes occugried in avtending
to the counling of his engine to the cers and did not furnish
flag protection because, under such circumstances, he dependaed
upon receiving instructions to flag. The conductor shought his
train would be able vo push the cars aread on he siding and to
clear the main sraci before ths schedule leaving time of No.
11, and taerefore flag protection would not be necessary; how-
ever, he understood that under the circunstances tihe rules
required fleg mrotsction after the schedule leaving time of
No. 11. Wuien he sar Jo. 11 Mpﬁ“capq_nr rapidly nhe gave that
train stop sisnals writh a white lantern. Had the crew of lo.
12 furnisned aldequate flaz protection aﬁainst No. 11, undoubted-
ly this accildsnt would have bean avarted.

When Mo. 11 was avndroaching Del Paso, the meeting-point
whistle-sifnal wae sounded ss recuired by the rule The ‘
engineman reduced speed to aboui 30 niles per liour at a point
about 3,300 fzet east of the west switch. Ee was maintaining

a lookout chead to see if No. 12 was into clear on the sidinge

Ee could see the headlight of that train as it started to enter
the siding. Wen the hgwdll cht disappear=d behind the cars on

the siding botn ke and the flﬂeman thought it wes extinguished,
which condition indicated to them that No. 12 was clear of the

t

q
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main track. At the same time both the encinerman end the fireman
saw stop signals being given wi*th a wnite Lantarn but thought 1%t
a signal to the engine crew of lo. 12 that their train was clear
The engineman of No. 11 did not expect to be flagged with a white
lantern. The rules recuired No. 11 to be operated mrepared to
stop short of fthe foulinz point of the west switeh if the train
to be met was not clear. To know witn certainty that No., 12

was clear, the crew would have +to identify the train by engine
number, by 1ts merkerg, and ses that the mein-—-rack switch was
lineda for ©The main track. The engineman of No, 11 dia not cee
the markers, nor could he see tne swisch light; however, he
attached no sienificance 5o hic inability co see the switch light
as 1% is not unucuel *o fina switch Lighto extinguished. He did
not see tiue ligrnied rcd Tucee displayed from tae cab window of
the opposing en~.ne; however, he thouzsht that had the crew of
No. 1?2 provicdsd pro J“T flag protection he coulx have stopped his
train in time to avert the accident. Had the eaginemen of lNo.
11 complied with the provisions of the meet order by approaching
the fouling point with caution until he determined that No. 12
was clear, had he definitely determincd that tiie markers of No.
12 were cizar of the meia track and vhat the switch iras lined
for the main truack, or had he obeyed the stop cignals of the con—
ductor of Wo. 12, this accident woald have bean ave~ted. The
conductor ard She front brgkeman cf Jo. 11 khaed s*tasiored them-
selves wnorg tﬂe, could lidentify the opposing orain whe=n 1t was
clear. Both salid thatv thelr train was moving %5 a speed which
they cons.iCersa under control and were conlidznt that the engine-
man would stop clear of the foullng point if Z». 12 was not
clear. Waien it becanic apparcnt that FNo. 11 would nov stop and
that No. 172 was not clear it was then too late to take action

to avert The accidaent.

The evidence indica%es that the crew of No. 12 depended
upon No. 11 being overatzd prepared to s.op short of the foullng
point of the west siding-switch, ena that the engineman of No.
11 depended unon the obscuring of the kheaallight as an indication
that the onposing train was clear of the main track. This

situation resulted in each cre-r placing dependence upon the rule
affecting the operation of the other train, rather than upon the
proper performance of thelir own dutles

If an adecuvate block syct had bezen in use on this line,
it is prooable this accident ould have been vrevented.
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Cause
It is found that this accident was caused by faillure of
the inferior train when entering a siding with the headlight
obscured to provide proper flag protection, and by failure of
the superior train to obey a meet order.

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

By the Commission, Commigsioner Patterson.
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Secretary.




