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INTERETATE COMMERCE COMMISSTION

REPORT OF THE DIRTCTOR OF THE BUREAU OF SAFETY IN RE
IFVESTIGATION OF aF ACCTDENT WHICH OCCUERED OW THE
VESTIRY PACIFIC RAILROAD AT SUNOL, CALIF., OW NOVEN-
BER 28, 1930,

Decerber 31, 1930.
To the Commission:

Cn November 28, 1930, there was a rear-end collision
between two freight trains on the Western Pacific Railroad
at Sunol, Calzif., which resulsed in the death of four em-
ployees. The investigation of this accident was made 1in
conjunction with a representative of the Rarlroad Cormis-
s1on ¢f Calafornia.

Location and method of operation

This accident occurred on the First Sub-Divisicn of
the Vestern Division, extending between 3tockton and San
Francisco, Calif., a distence of 393.8 miles. In the vicin-
1ty of the poiaut of accident, tnis 1s a single-track liae
over which itrains are operated by time-table and train or-
ders, no block-signal syster veing in use. The point of
accident was 1,600 feet east of the east switch of the passe-
1ng track, this switch being located approximately 133 feet
east of tne station, Approaching tnc point of accident
fron the east, there is tangent track for a distance of
1,930 feet, a 59 curve to the right 1,437.67 feet 1n length,
including spirals, tangent track for a distance of 434.4
feet, and a 5° curve to tne left 811.33 feet 1n length, 1n-
covding spiials, followed by 1,681.89 feet tangent track,
the ccllision cceurring on this latter {iangent at a point
429,72 feet from 1ts eastern end. Tae grade 1s descending
for westbound trains for uscre than 2 miles approaching the
point of accident, the accident occurring on a vertical
c.rve at the bottom of this cdescending grade. The passing
track parallels the maln track on the north., The maxirnm
speed for freight trains permitted by time-table Tules 18
A0y 1n1les per hour and 25 miles per hour between Niles, €.3
miles west of Sunol, and Mile Post 374, Sunol being located
within this territory at Mile Post 3B.

Approaching the point of accident from the east, a
view of the markers on a caboose at that point could be had
from the fireman's side of an engine for a distance of ap-
proxamately 2,000 feet, and an entirely unobstructed view
cruld be had from the fireman's side for a distance of
1,015 feet; a direct view could be had from the engineman's
sicde for a distance of anproximately 568 feet.
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The weather was clear at the time of the accident,
which occurred between 9.43 and 2.45 p.m.

Description

TWestbound second-class freight train No. 61 consisted
of 31 loaded cars and a cabocse, hauled by engine 41, and
was 1n charge of Conductor Risk and Engineman Ferguson.

At Stockton Yard, 58 miles east of Sunol, the crew re-
ceived, among others, a copy of train order ¥o. 37, Form 19,
reading in part as follows:

"No. 4 wait at Niles Junction ten three 1003 pm,
Sunol ten fourteen 1014 pm."

The scheduled time of <train No., 4 at Wiles Junction 1s

9.45 p m,, and at Sunol 13 1s 9,58 p.m. Train No. 6l 18
also due to leave Sunol at ©,568 p.m. having a time-toble
meet at that point wita tr-~1n No. 4. The crew of train No.
81 also received a cleararn.c card calling attention fo the
orders received at this peoint. Train Wo. 61 departed from
Carbona, the last open office, %5.8 miles east of Sunol, at
7.35 p.m., on time, and proceeded to Sunol, where tne head
end of the train was brought to a stop near the east pass-
ing~track switch preparatory %c taking the siding for train
No, 4. After a momentary stop for the purpose of opening
tre switch, train No. Bl proceeded but 1t had moved only
two or three car-lengths when its rear end was struck oy
extra 3&7.

Westbound freight train extra 37 comnsisted of nine
loaded and one empty cars and a caboose, hauled by engine
37, and was 1in charge of Conductor McCully and Engineman
Middleton. The crew received, among others, a copy of
train order No, 37, Form 19, previously mentloned, at
Stockton Yard, together with a clearance card. This train
vassed Carbona at 8,42 p.m. and collided with the rear end
of train No. 61 at Sunol while traveling at a speed estl-
mated by the members ¢f the crew to have been between 1E
and 20 miles per hour.

The caboose of train No. 61 was demolished; the next
caT cam€ to rest on its side down the embankment on the
right or north side of the track, badly damaged, and the
second car from the caboose received slight damage but was
not derailed. The englne, tender and firgt car in extra 37
came to rest on their right sides down the embankment on
wae north side of the track, badly damaged, and the zecond
cor 1in extra 37 received slight damage but was not derriled,
Xore of the remaining equipment of either train was derailed
or damaged. The employeecs killed were the flagman of train
Fo. 61, and the engineman, Tireman and head brakeman, of
extra 37,
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Surnayy & evidence

Conductor Risk, of train No. 61, stated that his train
was belng cperated on scheduled time, and that as 1t was
brovght to a stop at Sunol he looked at his watch and 1t
was then about 9.44 p.m., At this time he was sitting in
the left side of the cupola, while the {lagman was on the
right side. As his train started ahead, he lcoked back and
gaw the reflection of a headlight shining through the trees.
He left the cupcla, picked up & fusee, lighted 1t and
stepped out on the rear platform of the caboosze, swinging
the fusee until the approaching train was on the tangent
treck, he then jumped to the ground, still swinging the
fusee, and when he saw that the approaching train was not
golng to stop he started to run back, but had only gone
about a car-length when the train passed him and the colli-
s1on occurred about one minute after his train stopped, or
2t 9.45 p.m, Conductor Riek said that when he last saw the
flagman he was still in the eupola, that the markers on the
caboose were burning red and in good condition, and that
upon anproaching Sunol no fusee had been thrown ofi. He
was thoroughly fam:liar with the requirements of the Ifleag-
ging and cperating rules, but saild that he did not consider
1t nece€ssary to protect the rear of his train on this occa-
sion, as there were no other scheduled trains due at Sunol,
and, according to tne rules, inferior or extra trains
should be 10 minutes behind his train, and that extra 37
shculd not have departed from Pleasanton, 5.5 miles east
of Sunol, before 9.43 p.m., or 10 minutes after the scned-
ule leaving time of his own train.

The statements of Engineman Ferguson and Fireman Van
Hoorbeke, of train No. 61, suostaniiated those of Conductor
Risk as to the time of their arrival at Sunol, and that
about one minute elapsed between the time the train stopped
and the time 1t started apain preparatory tc entering the
siding. Engineman Ferguson further statecd that had he been
operating extra 37, he would have complied with the rule
Tequlring trains £6 Tun 10 winutes apart arnd would not have
passed Plegsanton until 9.43 n.m., and also would have an-
proached Sunol with his train Lﬁﬂer control, expecting to
find train No. 61 heading into the siding for train Ho. 4.
He would have also eXpec:ed to Tind & barnlng fusec or scme
other form of flag nrotectica rest of Sunol, 1n case train
No. 81 was still on the main - ack. The stakments of Head
Brakeman Smith brought ouv noviing additional of importance.

Conductor McCully, of extra 37, stated that the train
ord®gs receilved at Stockton Yard were delivered to his en-
gincman, a8 well as a train-register check which included
train ¥o. 61. He talked with the engineman as to waere
they would meet train No. 4 and said thai they would make
Nileg Junction for that train at 10.03 p.m. Their first
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gtor was nede at Lavermors, 11.€ miles cast of Sunel, waere
2 oct bax was isken care of, consuwiing about six minutes,
and thev departcd from that point at .28 pem. Condnctor
McBully talked witih ihe enginer an while at Livermore and
saza sonething to the affect tust tuey could not go to
Niles Junction 1or srain Wo. 4 at 10,03 p,m., and the en-
gineman 2grecd with him, Ee did not know at what time they
pasgsed Pleasanton, althouzh he realized thet uuder the

Tules his train shonld a0:s pass that point until 9.45 p.m.
unier the 1l0-minute spacilapg rile. After leaving that voint,
he was riding on the lef? side of the cupola, with the flag-
man on the right side, aarl at a point about 1 mile east of
Sunol he lcokedu at n"s wa*teh and 1t wes then 92.45 T.n., he
remarked to Flagmaa ll1ller that they had only 16 miauies to
go to Niles Junetion for wrain Fo. 4 and sald that they
could not make 1t. TUpon rounding tae curve just eas. of

the tengent truack on whicn the sccident occurred, Conductor
Melilly saw the caboose of traia No, 61, saw the two red
marxers, and tne conduector etanding on the rear platform
holding o {fuseec whica was ptill burning white, not azving
changed to red when e first saw 1t. He sgid tnat apparent-
ly no one on the head end of his train saw the train pread
wefore he did, s aooult the timg he first saw 1t the cengine
must have been entering wne tsngent track, and he felt the
air brales appl.ed 1a emergency after the engine had en-
terec the tongsntv troack. Due to the curve, the engineman
cculd not nave seen the caboese of frain No. 61 unvil he
rcacued the tansent track, while the fireman was practically
a new man and the conductor thought tne head brakeman musi
heve been sitiiag at the feet of the fireman and 86 could
net see ahead. Conductor licCully eaid that he did not think
that the speed limit had been exceeded at any time, the
speed peruisted beins 40 miles per hour up to within 14
miles of Sunol, within which territorv the restricticn 1is

3b miles per hour, and he thouznt that shortly after enter-
1ng, tuat territory tlhe enginewan reduced the speed from 40
ra1les to 25 or 30 miles per rour, and ot the time of cwne
collision he estimated tue speed to have beer between 15

and 20 miles, stating that when tLe engineman applied the
brakes in emergency the engine was lese than 60C feet from
the caboose of +train No, 81. Coadvetor MeCully furtaer
stated that he expected train No. €1 to be at Bunol for
train No. 4, and knew trat his own train did not hive tire
to go beyond that point for $rain No. 4, althcugh he dad
not take any acblon to prevent ihe engineran from operating
the train atbt an excessive rate of speed approaching Sunol,
and he thought that had re had sufficient presence of mind
t0 have applied tue orakes by means of the conductor's
v~lve 1n tne caboouge, whren he firsi saw train No. 61, 11
mecht have lesscned the digastrous results of the cnllision.
Corcuctor McCully alsoc stated that he heard the engineman
sovnd a whistle sigral approaching Sunol, but he could not
sty whetber or not 1t was a Testriction signal or a highway
crossing sigaal.
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Tne statements of ¥isggman Miller, of extre 3%, wFaActi-
cally corroborated thozg of Conductor ileCully. On passing
Pleasanton he looked at his watch and he remembered the time
as 2,38 p.m., and while npe mentioned to the conductor tne
foct that train No., €1 was due by there at 2,33 p.m., he did
not mention to the conductor the further fact that his owm
t.o1n was less than 10 wminutes behind the schedule of train
No. €61, although they discussed the watter of where train
No. 4 was to be met and the conductor stated that 1f they
did not have time to go to Niles Junction they would pull
by and back 1n at Suncl; nothing definite, however, was de-
cided unon., He further stated that train No. 81 was men-
t1oned upon approaching Livermore; Conductor McCully looked
ot the time card and seid that that train was due at Fleoas-
anton at 2,33 p.m., and unon passing Pleasanton, he thought
the conductor said something about the feet that train HNo.
81 wust have been run as an extra from Carbona. Flagman
M1ller further stated that when tane engine entered trhe tan-
gent track and he saw trein No. 81 with the conductor of
that train on the platform with a fusee, he left the cupola,
end as he did so he grabbed a handhold with oné hand 1a or-
der to steady himself, and the brake-valve handle with the
other hand, but found that the air orakes had already bteen
applied. He also said that as his train was approachlng
the 5% curve just east of the point of accident, he saw
Head Brakeman Gostlin standing 1in the gangway cof the engine
on the engineman's side, helding a white lantern.

Train Digpatcher Jorz, of Sacramento, who was handling
the territory on which the accident occurred, stated that
tne first knowledge he had of anything wrong was at 9.43
p.m., when the telephone circuit developed a had hum and
shortly afterwards he was advised by the telegraph operctor
in an adjoining office that all wires were oub west of Sec-
ramento. His telephone did not fail completely but 1t was
a difficult matter to communicate with any one over 1t. At
about 9.50 or 9.55 p.m. Conductor McCully, of extra 37,
called to report the accident.

Conclusions

This accident was due to the fact that the crew of ex-
tra 37 disregarded the schedule of train No, 81 and fol-
lowed ftrain No. 61 100 closely in viclation of the fen-min-
ute spacing rule, Conducter McCully and Engineman Middleton
were 1n charge of extra 37 and they are primarily Tespon-
sible for the occurrence of the accident.

Rule 21, of the Rules and Regulations of the Transpor-
tation Department, provides that unless some form of block
signal 1s used, trains in the same direction must keep 10
minutes apart except in closing up at stations  The evi-
dence indicates that at least Flagman Miller, of extre 37,
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was awarce of tre fact that his train passed pleasantmm,
the 7iret stacsron erst of funol, ot 2,38 n.m,, cnly five
min2tcs behind the schedle of train No. 61. He men.ioned
to she conductor the time of tirain No. 81 at Pleasailon but
did not warn "1r shey wsie violating the lO-minute snacing
rulc; in fact, their principal discuscion seemed to have
colcerned the auestion as to wuether or aot they had time
to meke Wiles Junctiron fo. train Wo. 4. Thig also was the
uzstion discussed by the conduotor with the engineman when
tqe stop was ndade av Livermore {for a hot box, and wh_le
what transpired on the enyine 1s only a matter of conjec-
ture, 1% seems nmore than probaole tnat those employees also
overioogzed the schedule 2I train Fo. &1 and were concerned
principally with going as far as possible for train No. 4.
Jhile 1t can not be d“fi?luelj stated that the speed limits
were not obeyed bty the ciew of extra 37, the high averacge
atteined between various polnts en route makes 2t sppear
that the cstimnies wmade hy the surviving mcembers of the
crew were minlown figures, and 1t 1 more then nropable that
tne limit was Deing excecded as the irain approached Suncl,

Pule 85 authorizes extracs 40 pass and run ahead of second

cless trains, out 1t doed not authorize tneiil crews 5o 1g-
nore schadules or to 1gnore Rule 21.

Fireman Rcilchenbach, of extrae 37, had wade only live

round traips over thinx terrltorv nrior to the time cf -
accident, and 1t is very possible that ne was aot familiar
encugh w1t1 this territory to cstablish his location, which
mty explain his apparent failure to see the markers of
troin No. 61, provided he was on his seat box. Head Brake-
man Gostlin, a nromoted ran with an excellent record, vas
last seen standing 1n the gangway on the engineman's side,
oo extra 37 rounded the gecord 59 curve east of the point
of accident, If he remaiaed oa the enginewan's side then
he would not have been able to see the rear end of train To.
6l uatil 1t also could Te seen by tne engineman.

Rule 99 provides in part that when a trein 1S mOving
undor circumstances in which 1t lay be overtaken by ~nother
train, the flagian wust Tske such action as may be ncces—
sary to 1nsure full protcction, by nlght or by day when
the view 15 oObscured, lichted Fusees st ve thrown off at
proper intervals. UOnductor Risk and Flagman Smith were 1n
vhe cupola of their cabocose wnen train NMo. 81 stopped ore-—
noaratory to taking the siding and no action towards the
protection or tne rear end of the train was taken by either
one ol them. No other schedvled train was due, and the
ciew had a right to expect trat any extra which was follow-
1as, then woula respeot their schedule., On Jhe other hand,
tne view approaching the point of accident was considerably

estricted on account of the curveg just east of that
noint, and the use of a fusce might have prevented tais
accident, or at leact heve mlnialzed 1%ts conscguences.
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All of the employees involved were experienced men,
with the exception of Fireman Reichenbach, who entered :che
service of this railroad on QOctober 16, 1230. DNone of

thern had been on duty in violation of any of the provi-
siocns oi the Hours of Service Law.

Respectiully submitted,
W. P. BORLAND,

Director.



