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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED CN
THE WESTERN PACIFIC RAILROAD NEAR SHAFTER, NEV.,
ON JULY 13, 1925,

December 11, 1935,
To the Commission:

On July 13, 1925, there was a derailment of
a passenger, train on the Western Pacific Railway near
Shafter, Nev,, which resulted i1n the i1njury of 14 passen-
gers and 5 dining car employees,

Location and method of operation.

This accident occurred on the Third Sub-
division of the Fastern Division which extends between Elko,
Nev., and Wendover, Utah, a distance of 140.9 miles; 1in the
viecinlty of the point of accident this 18 a single—-track line
cver which trains are cperated by time-table and train orders,
no block~31gnal system being in use, The accident occurred
on a fill, 42 feet 1n depth, within yg®d limits, at a point
5,753.4 feet east of the statlon at Shafter, this point being
about 300 feet west of mile post 767 and Just west of the
east yard-limit board, the track i1s tangent for several
miles 1n each direction from the point of accident, while
the grade at the point of accident 18 0.079 per cent ascend-
ing for eastbound trains.

The track 1se laid with 85-pound rails, 33 feet in
length, with about 18 to 19 untreated ties to the rail-length,
and is single-spiked, the spikes being staggered There were
about 12 inches ef gravel ballast below the ties, with 6
inches of the same material filled in between and level with
the tops of the ties, Four-hole angle bars were in use, but
there were ng tie-plates or rail anchors in the vicinity of
the point of accident

The weather was clear and 1t was hot at the tims
of the accident, which occurred at about 10 38 a, m,

Description

Eastbound passenger train No. 8 cons:isted of one
baggage car, one coach, one Pullman car, one dining car,
three Pullman cars, and one observation car, in the order
named, hauled by engine 99, and was 1n charge of Conductor
gcofield and Engineman Morton, This train arrived at Shafter
about 10 85 a m,, and after completing station work pulled
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down to the coal chute, just east of the station, After
taking on coal the train departed, at about 10 34 a.m,

four minutes 1ate, and an reaching a point about 1 1 mlles
east of the station the third car in the train wag,gerailed
while traveling at a speed estimated to have heenﬁln exXcess
of 20 miles an hour

The third car came to Test astride the south rail,
leaning to the right at an angle of about 45°, the fourth
and fifth cars were on their right sides, south of the track
and at the bottom of the fill, the sixth car was also de-
ralled but remained qn the roadbed leading to the right at
an angle of about 459, while the seventh car remained on the
rai1ls with the exception of the north lead wheel of the east
trTuck, none of the other equipment was either derailed or

damaged
Summary of evidence

Engineman Morton stated that when approaching the
point of accident he was ridyng on his seat box, with his
hand on the brake valve, and- he noticed several section men
standing on either side of the track, apparently having been
engaged 1n renewing ties As the engine passed the section
men the speed was not in excess of 30 miles an hour; ne
noticed no unusual condition or movement of the engine, szuch
as a side thrust, that would throw the track out of align-
ment, and the first knowledge he had of anything wrong was
on feeling the engine jerk, apparently on account of the cars
being derailed and at about the same time some one opcned an
emergency valve 1n one of the cars. After the engine had
stcpped Engineman Morton examined the track and found that
the south rail was torn out, while there was a noticeable
kink in the north rail, this rail being 6 or 8 inches out
of line for about two rail-lengthe, apparently a result of
the derailment, he was not sure whether the kink was to the
north or the south; he also noticed that seven or eight new
ties had beer 12stalled at the point of derailment  His
examination both of track and engine did not develop any
defects which 1n his opinion coculd have caused the accildent.
The statements of Fireman ¥uller corroborated in substanee
thege of Engineman Worton

Conductor Scofield, who was in the third car
at the time of the accident, said the first he knew of
anything wrong was when the accident occurred He after-
wards looked over the track and eguipment but found nothing
that 1n his copinion would have wused the accident, and he
expressed the opinion that the accident might have been
caused by a sun kink, due to hot weather,
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Head Brakeman Birchell was riding in the second
car; he felt a jerk and 1t appeared to him as though the rear
end of the day coach had become derailed, and he therefore
applied the air brakes by opening an emergency valve
Flagman McClothlen vas riding 1n the rear car and the first
intimation he had of anything wrong was when the car came to
a very sudden stop; he immediately went back to tlag, and
when on his way back he logked carefully for wheel marks on
the ties, but sa® nothing of this character. After he was
relieved of flagping he made an examination of the track and
equlpment , about one-half hour after the occurrence of the
accident, but found nothing that in his opinion would have
caused the accident,

Section Foreman QOni, with his crew, was working
at the point of accident when 1%t occurred, having installed
seven new ties, four of them were put 1n at a point Just
west of a rail joint, then two o0ld ties were left 1in the
track at the joint, followang which three new ties were
installed east of the joint, He sard 1t was customary to
put the new ties where the o0ld ties originally rested, unless
they had slewed, that in thie particular case some of the
geven new ties were placed on old beds, while new beds had
been made for others, that these ties had been tamped before
the arrival of train No, 2, dirt had been placed between the
rarls, and that all of the new ties except one had been
gplked. He was standing on the south side of the track,
within 9 or 10 feet of the joint, watching the new ties as
train No 2 started to pass over them, moving at a speed of
about 85 mileg an hour, The engine and first two cars passed
over all right and then he noticed the rails kink toward the
south at the joint where the old ties were located, both rails
moving about 20 inches, and springing back 8 or 9 inches after
the train stopped Immediately after the accident he examin-
ed the track and found the rails to be ovent at the rail joint,
there were no wheel marks on the ties west of the rail joint,
and he did not know what caused the accident,

Trainmaster Curtis said the i1indications were that
the track kinked toward the south, starting at the joint near
where the seven new ties had been installed; both rails
pointed toward the south at an angle of almost 45° The east
truck of the seventh car stood just west of the rail joint,
which was 121 the south rail, and the bend in the rail had 1ts
extreme curvature near the joint. He also stated that there
was no pressure at the joint i1n the north rail when the track
was cut in order to construct a detour around the wreckage

Superintendent Beem examined the derailed egquip-
ment in company with Trainmaster Qurtis, but found no defect



that 1n his opinion vould have cavesd th: accident After
the two rear cars were pulled bact he exanined the track

and found that the south rail had moved out at the rail
Joint, ta%ing with 1t the north rail and six or seven ties,
then the north rail anparently broke lcose and did not move
as far as the south rail, There were ro rndications of wheel
marks on the ties west of the joint at the 1nitial point of
derailment., After making his inspection, following the rails
down under the cars as far as he could, and talking wmth the
section foreman as to the nature of the work being done prior
to thc acecident, 1t seecmed to haim that & sun kink had occurred
at the point wierc tlhe new tics had been i1netalled,

Roadrmaster Barnett had only been i1n charge of the
district on which the accident occurred for a pericd of 13 dave
and sald he had not had an opportunity of thoroughly inspect-
ing the track At the point where the rails were bent to the
south, just east of the seventh car, the south rail appeared
to be bent more then the north rail, but in his opinion this
difference in the amount of bend 1n the two rails was a Te-
gult of the adcident rather than the result of any track con-—
dition existing prior to the accideat He was of the opinion
that the accident was caused by a sun kXink, basing his opinion
on the statements of the section foreman, Rail creeping had
given him some concarn but he Gid not know the mazimum amount
of movement on each side of the point of accident as he had
not had an opportunity of checking 1t. This section of track
was not equipped with anfi-rail creevers and he thought the
only place tie plates were used was at tne top of the hall,
this point being a considerable distance away. In order to
Prevent a recurrence of a similar accident he suggested that
the track in this district be equippe® with tie plates and
rail anchors

Car Foreman McNabb and Master Mechanic Stapp
found noe defects about the equipment that woulld have caused
the accident,

Assistant Engineer Simmons stated that a policy
was being followed of installing rail anchors and fully
tie-plating the track, as much of the work as could be
afforded being done each year and to.t withain the last
four years about 500,000 rail anchors had been installed,
together with an enormous numper of tie.plates. Tie Tenewals
were & part of the regular maintenance program, 12 or 13 per
cent of the ties being renewed yearly, He stated that the
renewdls on the particular section where the accident occur-
red were a little higher 1n 1224, and had been for the past
several years, than the average for the entire division and
in his opinion the track was in very good condition, He also
said that rail creeping had been reduced on track that was
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tie-plated and fully anchorcd, but anparesntly 1t could
not be eliminated.

Inspection of tne track, starting at the west
switch of the detour track around the wreckage and pro-
ceeding westward for a distance of 1,452 feet, to the east
switch at Shafter, developed the fcllowing conditions:

8 ties with the ends broken off at the rail seats, 3 ties
with brokem centers, 75 tics with ends horizontally and
vertically split and checked so that the ties would not

hold spikes, 7 svspended jolnts supported at one end by

1 ti1e, and 31 joints not properly spiked, there being from

1 to 4 spikes missing., In addition 90 spikes were found
with the spike heads 1 inch above the flange of the rail,

59 with spike heads 2 inchee above the flange, and 3 with
epike heads 3 1nches alove the flange, while 5 spikes were
pulled out by hand. In twc cases, each for a distance of
three rail-lengths, the snikes were 5 inch or more above

the flange of the rail, At 6 dAifferent ra1l joints, and at
10 different points between rail joints, the ties were slewed
badly, a r-~sult of the rails creeping toward the east, this
¢reeping amounting to a maximum of 2 inches i1n the north rail
and 5% inches 1n the south rail, thie last measuTement being
observed at a point approximately 5N0 feet west of the point
of accident, An inspection of the track was also made fronm
the east switch at ghafter, westward to the station, a dis-
tance of 3,905 feet, and similar track conditions were dis-
closed, while the base of the ra1l at 14 joints i1n the south
rall was 3 inch oT more above the ties, the spikes being
miessing on from 3 to 5 successive ties at some of these joints,
At a point about 2,600 feet east of the station 1t was ob-
served that the eastward creep 1n the south rail showed a
well-defined moverent of 8 inches, while for a distance of
four rail-lengthe the heads of the spikes were from & 1nch

to 14 inches above the flanges of the rails while the bases

of the rails in several placed were 3 inch or more above the
t1es, this latter condition occasionally existing with several
tles 1n succession,

Exwinaticon nf the track east of the point of
accident also revecaled the presence of similar lrregulari-
ties although they were not so pronounced as between the
proint of accident and the station, It was noted, however,
that the rails had crept toward the w-st, whereas the creep
on the oppésite side of the point of accident had been to-
ward the east; at a point about 1,10C feet east of the point
of accident the creep to the west 1n the case of the north
rall was about Z inches while i1n the case of the south rail
1t was 63 i1nches. At another point, about 4,500 feet distant,
the north rail had crept S5 1nchee and the soath rail a dis-

tance of about 12 inches, the flanpcs of the rails 1n some
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places being worn vright fron centact with the spikes
Within a short distonca cast of th: poiat of accifeat all
the joints i1n the south ra1l were b1cht, apparently berng
under considegrable pressure, whil: at oor ocoint the btase
of the rai1l vas @ 1nchues above the ties an? for seven suc-
cessive ties the base of the rail averwze? 1 inch above
the ties Undoubtedly ost of this creccing was the re-
sult of daily expansion and contraction <u- to the hot
desert sun and the comparetively corl nuigrhts, The creep-
ing of the rails nad resultel 1n 14any zafes 1n practically
destroylng the holcding qualisies of the Ties, wmany of wailch
nere split at the points where the epl<es Radl been driven,
while otliers had been Jamaged by sleving, resulting in the
flanges of the rails cutting into ther yuite deeply,

Examination of the ties which rad oeen 1in the nine
rail-lengths of track damaged ty tne derailaent, aprroxinately
171, showecd that only 79 or about 48 per cent could be classed
as souns ties, Two 0l?d ties had peen leoft 1m the track by the
section forenan at the joint i1n the south rail where the track
kicked out unier srain No. 2. The west tie of tais pair had
1ts lower half entirely decompcsed, this decomposed portion
remaining in the roadbed The scuth end of the urper half of
this tie could not be 1dentified, but the north end of the
tie, which remalned i1n the roadbed, showved 1t to be rail-cat
and devoid of spike helding qualities. The eastward tie of
these two, while not decomvoeed, had last 1ts spige-holding
gualities, was rail-cut and split Loth vertically and heorizon-
tally, Immediately adjacent to an® west of these two old ties
there were four tieg wh.ch had just tcen placed 1n the track
It was plainly evident that one ~f these new ties was neither
tamped or spived and 1t was questi na.le whether or not the
others nad been tamped. 8pikes L2l been started i1n them, but
apparently had net been fully driv., since the spikes on the
outside of the south rail were fourd laving practically their
full length parallel with the length of tne ties after the
raxl had been torn locse from tae ties. The spikes on the
north ends of these three ties had been ¢ériven deeper than
the ones on the south ends of the ties.

The terperature record nmaiantained by the railrcad
agent at Shafter shpwed the temperalure on July 13 to have
been 80° T at 8 an , 923° F at noon; and E6° ¥ at 6 p.r.,
these readings were from a thermometer located i1n the shade,

Conclusions

This accident was causcd by rails Yicking out urder
the truin, due to excessive creeplng.



The weather conditions on the wnorning of the
accident were not 1n any way unusual, and 1t 1g not believed
that 2 sun kink can e held to be the reason for the occur-
rence of this accident, On the other hand, the investigation
indicated that the rails west of the pecint of accident had
been creeping toward the east, vhile the rarls east of the
point of accident had bYeen creeping toward the west; at a
point 500 feet west of the point of accid ent the south rail
had crept toward the east a distance of 5% inches, while at
a point approximately 4,500 feet east of the point of acci-
dent the south rail had crept toward the west a distance of
12 1inches, the north rail had been creeping 1n a similar
manner although not to the same extent, This creeping of
the rails was evidenced by the damaged coadition of ties,
tight rail joints, the elevation of the bases of the rails
unt1l some of them were rmoTe than + 1nch above the ties, and
by worn spots on the flanges of the rails as a result of mov-
ing back and forth under the spike heads. The creeping of
these rails as alove descri ped undoubtedly was responsible
for the creation of a pressure ao great as to cause the
track to kXaick out at a point of least resistance, this being
the point where repairse were teing made, The existence of
such @& condition directe the attention of the engineering
department ot this railway o the necessity for thoroughly
anchoring track where creeping has occurred, orT 18 liable to
occur in the future, and to the advisability of installiing
tie plate.b whenever conditions permit,

The employeee involved 1n tals accident were
experienced men, at the time of the acecident they had been

on duty from 33 to 73 hours, after fror 104 4o 162 hours off
duty.

Respectfully submitted,

W.P BORLAND,

Director.



