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IPTER3TATE COMMERCE JOLMISZSICN

RTPORT OF THE DIRECTOR OF THF BUREAU CF 3AFFTY IN RE INVES-
TIGATION OF AN ACCIDENT Tvigd OCUTRRED ON THE LINE
OF THE 30UTHEZIRN PACIFIC COLPAJY AT SPARKS, NEV., ON
OCTOBER 6, 1335.

January 15, 1936.
To the Commission:

On October 6, 1925, there was = head-end collision
tetween a passeneer train and a freleght train on the line
of the Souticrn Pacific Conpany at 3p.rka, Nev., resulting
in the death of two employees ond the injury of nine
passcnegers. Thie accident was anvestlpatsd in conjunction
with representatives 2f the public Service Comrission of
Nevada.

Location and methnd of operation.

Thie accident occurred on the Smrks Subdivision of
the 3alt Lake Division, extendinec between Sparks and Imlay,
Nev., a distance of 137.9 miles. The voint of accident was
within the yard limits, on what 18 known as the P. F. E.
icing track, at a point about 400 feet west of the east
switch of the icing track; this 1s a facing-polnt switch
for weestbound trains snd leads off the main track through a
No. 10 turnout to the left or south. Apnrosching the switch
from the eaat the track 1s tancent for about 2+ miles,while
the erade 1s practically level., The east yard-limit board
ig nearly 1 mile from the east switch of the 1cing track,
while the track circuits of the nutsm=tic block-sienal
system end at a noint nearly 1,700 feet from this switch.
The high switch-stand 1s located on the Tireman's side of a
wegtbound train; night indications are gresn when the switch
1s closed and red when 1t 1s open. The view of this switch
stand 18 unobstructed. One of the duties of the yard ren
at this point is to handle gwitches for inbound and out-
bound trains.

Between Sparke and Vista, 2.9 miles east of Sparks,
there 1s a track known as track 3, which parallels the
main trsack on the north; this 18 not a main track, movements
over 1t being governed by special instructione contained in
the time-table. There 1s a crossover connecting the main
track with track 2, the west switch of this crossover 1s
located on the main track at a point 498.4 feet east of the
east switch of the 1cing track. Under time-table rule 9,
eastbound trains scan not use thig track unlegs authorized
by frain order; westbound trains may use 1% without train-
order authority whenever they can not reach Sparks for a
superior =2astbound train or ahead of a superior westbound
train.
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The weather was clear at “hc *ime of the accident,
which occurred at avout 3.28 pn. m.

Descriptzon

Eastbound freight train sscond Ho. 278 consisted of
55 cars and a caboose, hauled by enzine 23470, snd was 1n
charge of Conductor G. Smith and Enzineman Galvin. After
being iced this train procecded eastward from the 1ce house
nlatform and was brought to a stop on the i1cine track with
the eneine about 40D feet west of th:z east switch, to
await the arrival of train No. £, and while standing at

this point 1ts head end was struck by that traain.

Westbound passenger train No. 5 consisted of one
combination mail and bapgipge car, onr basrage car, one
dining car, one coach, and one sleeping car, in the order
narmed, hauled by enrine 2368, ard was in charegs of Con-
ductor Goates and Engineman ¥, K. Smith. The fairst and
fourth care w21 of steel construction while the remainder
were of wooaen construction. Thig train passed Hafed,

6.9 rmiles east of Sparks, at 8.17 p. m., seven minutes
lata, entered the gast switch of the i1cing track at Sparks,
and collided with train second ¥No. 2378 while traveling at
; speed estimated %o have been betwren 20 and 25 miles an
our.

Both eneines, their tenders, the first car in the
passenger train, and thres of the cars in the freirht
train, were badly damaged; encine 226B cane to rest on
1ts right side, while the first car in train No. 5 Bus-
tained the most damace at the bagrasze compartment end.
The employees killed were the 2rrinersn and fireman of
train No. L.

Surmary of evidence.

After engine 2470 had been couvled to the cars comvos-
ing train sccond No. 378, at the 1cine platform, Ysrdman
Warnock, who was an experienced man but a new employee 1n
the yard at Sparks, walked to the east switch of the 1cing
track, about 1,800 feet distant, and while standing at
this point he saw a westbound freight train arrive, pulling
down on track 2, which track he thoucht was the westbound
main tracs. Shoritly afterwards he saw train second No.278
gtart from the rcing plstform and move eastward toward the
switch, and assumines that 1t wase ready to depart he opened
the switch and then cntered the telephone booth, 11 feet
froin ths switch, as 1t was rather chilly outside., While in
the tooth he angord zome men talking about leaving town,
apparently intending to steal a ride on one of the trains ,
and he care out of the telephone booth and walked eastward
to the crogsover switches to make sure that ,tn~y had not
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been tampered with:; he thaen renained near these switches,
walking back and forih to ¥esnw warri. While so enreged

he saw train sccond lo. 278 stop on the 1cing treck, with
the eneine about 400 feet from the gwitch while the head-
light was then extinpuished: thigs caused him to wonder why
the train did not head out on the marn track. A short time
later he saw the headlieht of train Ne. 5 but at first
thoueht the train was on +rack 2, sti1ll being of the im-
presgssion that this was the westbound mein track, When he
definitely realized that the train was aporcaching on the
other track he started waving violent gtop sienals with
his white lantern; after standing at this noint a short
time, listening for an answer to his signals, he crossed
over to the fireman's side of the track and started running
toward the open switch, but the engine cf +train No. ©
passed him juet before he reached 1t, headed 1n on the
lcing track, and collided with the nead end of trelin second
No. 378, Yardman Warnock statzd that the switch light was
turnine brichtly and plainly displayed a stop indication;
that train No. 5 was at least 1 mile away when he started
Fiving stop sianals; that these signalsg were not
acknowledeed, and that had the ensinenan coecn his stop
sigmals at this time he could have broucht the train to a
stop before reaching the switch.

Yardman Warnochk understood that all main-track
switches should bs 1zft closed unless attended by some ones
he knew thst thisg particular switch was a maln-track
switch, and said that had he remained near the switch
after opening 1t he could have closed 1t in time to have
averted the accident. It further apoeared from his state-
ments, however, that since he had been transferred from
Bakersfield to the yards at Sparks and Reno, which are
adjacent opoints, he worked one day at Reno, two days at
Sparks, two days at Reno, and then again at Sparks on the
day of the accident; his two days' previous service at
Sparks, noweve., nad not bzen atv the end of the yard in
which this accident occurred. ™hen he reported for duty
on the atterncon of the accident, at 3 o'clock, he was
told that he was to act as an engine herder, putting
engines on outbound traing, taking them off inbound trains,
and keeping a 12cord of the time a particular enecine left
the rounchouse, tne time 1t was coupled 4o 1ts train, and
the time the train departed. He sard Le was not told that
track 2 was not a main track, that he had not been furnished
with a time-table, and that in the neighborhood of & p.m,
one of the yardmasters wrote on a slip of paper the times
of inbound and outbound trains. No other imstructions were
given, and not having a time-table he was unaware of the
time-table rule governing the use of track 3 and as the
only westbound freight train seen by him, a3 freight extra,
had arrived on that track he supposed 1t was the westbourd
rnain track and that 1t was the track on which train No. 5
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would arrive. T* ‘urth-r appe-red that durine his tour

of duty he caa rnet routed any westbound *%rain into the

vard with the exception of train No. 353, he ssid he had
thrown one switch fo:r this train, and that he did not recall
on which track 1t n2d arrived.

Engineman Galvin, of train second No. 278, stated
that he extineuished the headlipht on his engine after
coming to a stop n=zar the east switch, at about 8.10 p.m.
Although his train had been standing at this point at
least 15 minutes prior to the arrirol of sr.l. No. B, and
he was looking esstwverd out of the cab window, he did not
notice that the switch was open, bus did zee Yardman
Warnock 1n tne vicinity of the cics over switcnes.
Engineman Galvin saw the headl- *ht of 4ri1n No. 5 as the
train came throush vista, and wetcned the train as 1t ap-
proached; he then saw Yardman Wernoch ziving violent stop
sienals with a lanterr from a moint 1n the vicinity of the
crossover, and then the yardman starced running on the
south side of the track towsrd the swiich, continuing to
Five stop sienals until train llo. 5 passed him. The air
brakes on train No. 5 were appiied 1n emergency just prior
to the accident, fire flying from the wheels as the train
entered the switch. Enegineman Galwin sa1d the headlight on
train No. 5 was burning brightly, and tnat as nearly as hs
could tell in tre ~lere of the headlight train Neo. 5 was
about 4 or 5 car-lengtls from the yardman when the violent
stop signals were given, and about 15 or 18 car-lengths
from his own cngine and that 1n his nplinion had the air
brakes been apnlled 1n enmergency on train No. & when the
stop Bignals wore first given by the yardman, or had the
vard-limit rulec bgsn observed, the accident would not have
occurred. The statements of the fireman and head brakeman
of train second Ho. 378 brought out nothing additional of
importance.

None of the members of" the train crew of train No. 5
was aware of anything wrong until the arr brakes were
applied i1n emergency just before the accident occurred,
apparently about one car-length berore reaching the sw1tch.
Their testimony was to the effect that the =s1r brakes had
been tested and had worked properly, no trouble being ex-
perliencad in making stops en route; that the station
whistle signal had bveen sounded at a point acout one mile
from Sparks; *hat the speed was about 230 or 25 milcs an
hour at the time of the accident, and that after the
accldent the gwitch lieht was curning brightly, plainly
displaying a red indication.
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General Yardmaster Davis stated tlat he did not know
whether or not Yurdman Varnock was wiven ny ifaetruct.ons
wlith resvect to the track arransemesnt at Sparke, or whetnsr
or not he was furnished with a3 curr-nt time-tanlie,
Assistant Yardmaster Devere stated that 1t was his duty to
havz i1nstructed Yardman Warnock in his duties, but Shat
he d41d nz% ei7rz the yardman instructions with resvect to
operation At tie east end of Sparks yard, as Yardmaster
Billinesley gald he had 1ssued the nececssary instructions.

Yardmaster Billingsley stated that Yardman Wernock
worked under his jurisdiciion and at about 4.30 p.m. on
the day of the accident he instructed the yardman as to the
different tracks. He said Yardman Warnock askzd him about
track 2 and he told him that vassencer trains were not run
on 1t and that 1t was not used as double track. FHe did
not know, however, whether or not Yardman Tarnock had been
furnished with a time-table.

At a point about 500 fe=t west of tne 1cing-track
sWitch there 18 a derail switch south of the main track
which normally displays a stop indication; considersgble
tratimony was introduced to show that the light on this
ewitch could easily have been confused with the light at
the 1cineg—track switch. This dersil switch, however, 1s 18
feet south of the center line of th: main track, 1in addi-
tion to baine 500 feet wasl of the 1cing-track switch, and
subsegquant tests snowed that the position of this derailing
gwitch had no bearing on the accident, since the indications
ofhthe two switches could easily be distinguished from each
oth:zr,

Conclusions.

This acciaent was caused Tty an open switch.

There was a discTrevancy in the etatements of Yardmaster
Billinesloy ~ro Y..Jman Warnock as to whether the yardman
nad be=n told that track 2 was not used as double ftrack.
It di16 appear, how»ver, that this was *ne first time the
vardman had worked at this end of the yard and that he dad
not have a time-table within which was the rule poverning
the use of track 2. Having seen a wegtbound freight train
entering the yard on track 2 2 short tims uvreviously he
ga1d ha supvosed thet there were two main tracks and that
the switch he had l=ft open was nn the eastbound track.
Ravine openad this switch, however, 1t was the duty of
Yardman Varnock %o stay in 1ts i1mmediate vicindty and had
he done so he vould have been acle to close 1t 1n time o
have averted the accident.
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The evidence was cle~r that the switch had besn open
for some time prior to the arrival of train No. 5, that
the switch lamp was displaying e red or stop 1ndication,
that the view of tnis indication was unovstructed, and
that Yardman Warnock gave violent stop signals before
train No. b reached the crossover switch 500 feet from tne
open switch, although there 1s a dispute as to the exact
location of train No. 5 at the time these stop silgnals
ware given by Yerdman Warnock. 1t appeaied, however, that
the engineg crew of train No. 5 did not se~ the yaréman's
gtop signals and aomarently di1d not notice that the switch
was open until the train had n2~r>» rrached 1t. Attention
13 also called to tne fact thei unc:r ruile 23 all trains
are reouired to run within yard lim:+ts nvepared to stop
unless the main track 1s seen or known to be clear.

Under these circumstarces, the engine crew, of train Yo, b
are at fault for their fa:lure to maintain a proper lookout
and to observe and be governed bty tho stop sienalg of the
vyardman and also the stcp i1ndication of the switch lamp,
while the engineman i1e also at fault for his failure to
comply with the yard-limit ruls.

There 15 a possibility that the local officials of
the Southern Pacific Company are at faul. for theair failure
to see that Yardman Tarnock was pronmerl instructed. It
was s8tated that he ned been told that track 3 was not used
as double track but there 1s room for doubt on this point,
It also appeared that one of the assistant yardmasters did
not have a cnrrect understanding of the rule, inasmuch as
he testified that both westbound and eastbound trains uscd
thig track when authorized by train order. Thy . rule, the
substance of which has been given previously, places no
such restrictions on the movements of westbound trains.

Had the automatic block sisnal system ~xtended tarough
the yard limits 1t 18 possible the siemal indications would
have bean observed by the engine crew of train No. 5, in
which event the accident might not have cccurred! an ade-
guats auitomatic train stop or train conirol device would
have prevented 1t.

At the time of the accident none of the employees
involved had been on duty in violas:on of any of the pro-
visiens of the hours of service law,

Respectfully submitted,
¥. P. BORLAND,

Director.



