INTERSTATZ COMMERCE COMMISSION
- WASHINGTON

INVESTIGATION NO. 3233
SOUTHERN PACIFIC COMPANY
REPGRT -IN RE ACCIDENT
NEAR CCSGRAVE, NEV., ON

FCBRUARY 13, 1949
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Southern Pacific

February 13, 19243

Coszrave, Nev,

Rear—-end collision

Freight : Freight

First £71 : Second 571

3882 1 3745

.56 care, caboose : 40 cars,
o caboose

34, o, . : 30 m. p. h.

. Timetakle, train orders and automatic

plock—-sivnal system

Dou=le; tangent; lsvel

2 xilled; 1 injured

train in

Failure to operate followin
a rnal incdications

1 A v
1cecordance with sigzna

o (10
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INVESTIGATICN NC. 3233

IN THE MATTER OF MAXING AJCIDENT INVISTIG
UNDER TEE ACCIDENT REPORTS ACT OF FAY

SOUTHERN PACIFIC CJCMPANY

Accident near Cosgrave, Nev., on February 13, 1942, caused
by failure to operate the following train in accordance
with signal indications.

PATTERSON, Commissioner:

On February 12, 1949, there was a rear-end collision
between two freight troins on the line of the Southern Pacific
Comodny near Cosgrave, Nev., which resulted in the death of
two trein-service employees and the injury of one train-
service employee., Tihis ac :
conjunction with = represen
Commission of HNovaeda,

1dent was investigeted in
ntative of the Public Service

1

Under authority of scction 17 (2) of the Interstate Com-
merce Act the crove-cntitled proceeding was Tfi"“r@d 'y the
Commission to Commissioner Pattcrson for considsration and
disposition.
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Location of Accident and Methed of Cperation

This accident occurred on that part of the Salt Lake
n extending between Carlin and Imlsy, Nev., 130.2
s. In the vicinity of the point of accident this 1is a
ed-track line, over which trains moving with the current
raffic are orermted by timetable, traln orders, and an
c2utomatic Hlocx signal system. Th*s line is JoLn*ly operated
by the Western Pocific Railroad Comnenv and the Southern
Preific Compuny. East-bound trains of both lines use tne
Western Puacific track, and are governed by the Western Pacific
Reillroad operating rules. West—bound trains of both linss
use the Southern Pacific track, and are governed by the Southern
Pacific Compeny operating rules. The accident occurred on the
westward main track at a voint 134.% miles west of Carlin and
nuﬂut 3 miles east of Coscrave. From the east there are, 1in
succession, a tangent about 2.75 miles in length, a compound
curve to the left 3,090 fest, the maximur curvature of vhich

ct = o

is 0°35', and a tengent Z,298 feet to the polnt of sccident
and a considera®rle distance westward. The grade is 0.40
percent descending westward 3,300 fe t, then it 1s level 8

Teet to the polint of nccident "and ~ considorable distance west-
ward,

Automatic signals 4021 and 4001, governing west-Dbound
movements on the westward main track, are, respectively,
2.18 miles and 887 feet east of the point of accident. These
slgnals are of the two-arm, lower-guadrant, semaphore type.
They display three aspects, and are continuously lighted.
The involved night aspects, corresponding indications and
names are as follows:

Signal Agpect Indicotion Name
4021 Green-cver- Proceed prepered Approach
vellow to stop at next
home gignal
4001 Fed-over- Stop, then Stop and
vellow proceed Proceed
The controlling circults of these signals s=re so arranged that
when the blncx of sisnal 4001 1s occupied thie signal indicates
Stop and Proceed and signal 4021 indicztes Approach.
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With Caution--To .run at reduced speed, cno“d&np
to conditions, prepcred to stop short of a trnin, ¥

ot
e

or other obstruction, or beforg reaching a stop slznal,

(YRRKY)
S W W

SIGNALS

11. When 2n un=2ttendsd fusee 1s burning

g on, or
near, a track within block system ¥ * ¥ train may
nrocsed wilthout stopring ; but must run ”lth caution,
not excesding. Flfue n miles per hour for three-fourths

mile,
14, : _ ““INF WHISTLE SIGNaLS

Note--The signals prescribed are illustrated

3es
Tz

"o" for sbort sounds; " ' for longer sounds, ¥ ¥ ¥
SOUND | ~ - INDICATION
%% %
S Flagman may return from
eastv asg prescribed by
Tule 29,
%% %
15. The explosion of cne torpedo is a siznal to
i -

e
stop. * ¥ ¥

The explosion of two torpe So,s ls a signal to
proceed with caution for not less than one mile.

W% 3%
USE OF SIZNALS
35. Ths following signals must bes used by flagman:

o
“-*
afe
-«
3§

Night signals—-A4 red light,
a white light,
torpedoes and
fusees.
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When a trazin stops under circumstances. in which
it may be overtaken by anotber traln, th fl%vman
must go back immediately with f‘1%gma'1 s 81~n°Lﬂ a

sufficient distance to insure protection.

If recalled from a point less than one-half mile
from rear of his train, he must, if safety to train
requires, leave ligh ted fusee at prcper intervals and,
if conditions warrant, also place two torpedoes on
the rail three rail-lengths apart. ¥ ¥ *

When 2 traln is seen or heard approaching when
flagman i1s recalled, or before he has reached
required flagging distance, he must immediately
place one torpede on the rqu anc¢ go townrd the
approaching train, diqo7ay1nc stop signal Lighted
fusee must be ﬁlsplﬂVPd when conditions varrant.

* % %

.

AUTCMATIC ELCCK SYSTEM

505. Automatic block signals govern the use of
the blocks, but unless otherwise provided, do not
supersede the authority of tralins; nor dispense
with the use or the observnnce of other signals
whenever and wherever they may be required.

509 (F). When an automatic block signal indicotes
"stop", train, after stopoing may proceed with caution,
not eyceeding twelve miles per hour, under the following
conditions:

% % %
(1) On double track.

The maximum authorized speed for the trains involved was
50 miles per hour.

Description of Accident

First 571, a west-bound second-glass freight train,
consisting of engine 3662, 36 cars and o caboose, passed
Rose Creek, the l2st open office, at £5:22 a. m., 2 hours
27 minutes late. Because of an overherted Journal, this



train stopped a2about 5:40 =, m., with the ccihoose standing
apout 8.8 miles wost of Rose Oreeck. abosut € a. m., this
Train deperted westward ond after moving 2bout 3CC feoet the
rear end was struck by Szeend 871 at o point 887 f=ct west

of signal 4001;

Second 571, a west-bound second-class frel
conslsting of engine 374%, 40 cers £nd a2 cooor )
Creek at 5:54 &, m., 2 ‘ours 52 minutes lete, passed 21
4021, which indlccted AnLroac;, pﬁo~ed 81£n11 4001, which
1nglcated Stop and Froceed, =and while movinz ot an estimated

veed of 30 m! les rer hovr 1% collided with the renr end of

Fi“st 571,

The engine of Second 571 stonmed on 1ts left side,
parallel to the eastward main trock and ~bout 15 feet south
of it, with the front end absut 272 feot west of the point

of collision. The tender stdpmed uprizght and ecross the main
tracks. Both were considerably drmcz~d. The rear © cars and
the cabooge of First 571 and the firsst 14 cors of Second 571
were derailed, ond obstructed both main tracks. The fourth
and the soventh cars of Second 571 wers deﬂollh;ed. The
remainder of the dernilied cors were considerably damaged.

The fireman and the front brakemern of Second 571 were
killed, and the enginecr of tkis train was injur:d.

It was Toegy and dry was bre:
zccident, which occurred about &:

Engine 2745 1s joke ovldad with No. 5-ET brake equivpment.
The regulating devices wer e adjusted Tor a broke-pipse
pressure of 80 pounds and muin-“\sc:anr nressure of 1i0-128
pounds. This engine was not equipped with a svavd recoracr,

All cars of Second 571 wer: eaulpped with AB-type br"’“
valves, except the third, thir tieth, thirty-first and thirt;
fourth cars, which were equ"pnﬁa with K-2 bravze valves.

Discusgsion

nal on the first cor be .nd

Because of an overhest:d Jjour
the engine, First 571 stc Ted on the westward main ftrack out
5:40 a, m., with the caboose 587 fect west of signal 4001 Tme
engineer scunded a whlstls slgnnl

in gtoprped, the condauctor

4~
v
r the ?lﬂﬂm“n to protecet
ir
TY°“d from the ca noae to

io
the rear of the train. Wh*n tn trin
and the swing brakemsn proc ed wee
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examine the journal end- mrke necesgary repoirs., The
flacnan proceeded ﬁasthrd to provide flag protection. The
flagmﬁn sald that he plecced one torDedo on the rail about
2,500 feet east of the caboose. He -then proceeded eastward
and had reached & point about 4,000 feet east of the cabnose
when he was recalled. He then nlaced two torpesdoes on the
rail and proceeded toward ths cavoose. He left a lighted
10-minute red fusee 2t the point where he hcd placed the
first torpedo., Signal 4001 indicated Stop and Procsed wien
he passed 1t in returning to his cabos se When he “oaohed

the caboose he gave @ signal for his tre to procesd. . The
trein wes started immedint2ly end when th flogman bo~rde

the rear plosform of the caboose he observed the hesdlight

I an approaching train about one mile eastwerd, He immediately
ailighted from the cabonse and planced one torpedo on the rail
ot that point. Then he continued toward the approaching train
anc gave stop signals with a lishted red fusee. These sicnals
were not acknowleéged. The following troin passed him when he
had reached 2 point about 500 feet from the resr of his train.
The conductor of First 571 was near the front end of his train
when he saw the headlight of the ap»rosching tr-oin about one
mile distant. At that time First 871 was moving, but it had
procecded only ahout 300 feet when the rerr end vas struck.

Ags Second 571 was aprmroaching the poaint where the

eccldent occurred the speed wos about 50 miles per hour.

The breskss of thig train had been tested and they had
functioned propcrly when used en route. 3Brake-plpe pressure
of 80 rounds was belng malntained. The r*“dllgnt was lighted
rightly. The front brﬂ&rMﬁn who was riding in the cab of
he engine, and the enginemen were Mintﬂ*qing a lookout
ahead. The enginser scid that signzl 4021 indicated Approach,
and that he made a 6-pcund broke-nize raduction at the signal
to comply with the indicztlion. EHe said thot when his troin
hed proceeded about 3,000 feet westward, he owvserved that the
speed had not been materially reduced. He then placed the
brake valve in the emergency oosition. He said that he saw,
simultaneously, the cspect of signel 4001, which indlcsted
Stop @nd Proceed, a llgb*ed rad Iusee eand the red marker lzmps
of the preceding train when his engine was abecut 2,800 feet
ast of the rear end of tizt train. He scid that his e2ngine
xploded torpedones some distance sast of signal 4001, He
estimated that his trailn wes moving at 2 speed of about 25
milss mer hour when the gccident occurred. He cou“d give no
explenation why the train W“S not stonnzed short of the preceding
train, The fireman end the front brokemsn were xilled. The

[ ot ")‘
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flagman was in the cabooge and he s2id thet he ohserved
a 10epound brake-pipe reduction when the oaboose was ~bout
8,720 feet east of signal 4001, and that the gauges registered
zero when the caboose entered the tangent track abeut 2,400
feet east of signal 4001, The swing brateman ané the flagmen
sald that the caboose pesgeod 2 lighted red fusee =t » point
about 2,500 feet ecast of the point of accldent.

Examination of the undamroed cars of Second 871, <onslst-
ing of the 26 rear cors, discloscd that the piston travrl varled
betwe:n 6-1/2 and 10-1/2 inches. Only one piston hed a travel
of more ‘than 10 inches, All but tkhrees of the cars were
equirped with AB~-type broke valves, and ell brakes were
operative, In tests made after th~ accident the brakes
Tunctioned properly. The cnglnesr who was in charge of the
train into Carlin from ths cast said that the traln zir-broke
systen had functioned proserly cad that he was able to control
thie speed of the train at 2ll points en route. Second 571
consisted of 35 londed ond 5 empty cors. The totszl welght
of the train was 2,423 tons.

The Approach indication of signal 4021 reqaired that
Second &71 be =0 operated that it could be stovned short of
signal 4C01. The block of eignnl 4021 1is 10,629 fe2t in length,
The Stop and Procesd indicetion of sienal 4001 required that
thie traln be storred short of thet signsl, then it was
vermissible for the train to enter tb: next block, which
wes occupiad by First 571, but the rules rcquired that Second
871 be so oneratsd that 1t could be stopned short of a
precading triin, and thet = speed of 12 miles per hour must
not be exceedsd within the block. '

Cangs

It 1s found that tiis sccident wes caused by fai

to orn:rate the following train in aceo rd nce with sie
indications. :

Dated at Washing®on, D. O., this geventh
31

( SEAL) W. P. BARTEL,

Secretary.



