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INTE38T TE CO'TIERCE COI2ISSION

REPORT CF THE DIRECTCR OF THE BUREAU OF SAFETY IN RE ~
INVESTICATION Of AN ACCIDZNT WHICE OCGURRED ON
THE PLOIFTC ELTCTRIC RAILWAY AT RIALTO, CALIF.,
ON JANUARY 14, 1€25,

March 7, 1525.

To the Cor. 1ss1on:

Cn January 14, 1925, there was a rear-end coclli-—
sion betvecn an express train and a freight trzin on the
Pacific Zlectric Railway at Rislte, Calif., resulting
in the dertn of one erployee, and the injury of one
express resscnger and one ernloyee. The invegstigaticon
of this accidient wrs rade in ccnjunction with a repre-
sentative of the Raillroad Corrission of the State of
California,

Location and r ethod of operation

This accident occurred on the San Bernardino line
of the Northern Division, which 18 an electric line,
extending between Los Angeles and San Bernmardino, Calif.,
a distance of 57.78 miles. That portion of the road on
which the accident cccured 18 a Bingle-track line over
which tr=ains are cperated by time-table and train orders,
no block—sipnal system being in use. Tastbound trains
out of Los Angeles are shown 1n the ftire-tsble as ocut-—
bound trains, trains roving westward are shown as 1n-
bocund trains. Train orders are transuitted by telephone,
and are received and copied by trein conductors at
interiredinse gtatione where operaters are not employed.
The accident occurred within the city lirits of Rialto,
where the raillway crosses Palm Street; approaching this
peint fro-1 the wemst the track 1s tangent for a consid-
erable distance, while the grade s generally descend—
ing for eastbound trairns, being 0.25 per cent for 2,300
feet, 1.10 per cent for 400 feet, and then 0.19 per
gent descending to the point of accident, 125 feet dis-

ant.

About 477 feet cast of the point of accident i1s
loctrted o switch leading to the Crestmore braanch line,
and abous 135 feet beyond this switch 1s the telephone
booth and registering office where conduciors report the
arrival of their trains and receive orders fror the dis-
patckher,
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The weather wns clear and a bright ricen was shin-
ing, but owvinz to srudge pots burning in the orchards
on both sides cf the tranck, = dense sroke had settled
in the vicinity, restricting the range of vision to a
distance of less than cne car length. The accident
occurred at 5 a.r.

Description

Before outbound locel freight train extra 1633,
in charge of Conductor Salisbury and Meotorinan Manning,
departed fror Clareront, 20.4 mles weset of the point
of acel.ent, the crew received train order No, 5, read-
ing as follows:

"To Conductor and ilctorran, Motcr 1622,
Clareront.

lfotor 1622 run extra Claremont to San
Bernardino not protecting agarinst out-
bound extras."

Upon arriving at [Rialto at 4.40 a.m,, one car was set

out and rotor 1822 with si1x cars attached proceeded to

Poole station, 1/2 rile distant on the Crestriore line,

leaving the caboose and two loaded freight cars stand-

ing on the rrain track. About 20 riinutes later the cab-
oose was struck by extra 1453.

Outbound express train extra 1453 consisted of
riotor 1453, i1n charge of Conductor Mann and Motorman Dur-
bin., At North Porona the crew received a copy of train
crder ¥o. 5, previously quoted, together with an order
to run extra fror North Porona to Rialto. Extra 1453
departed frorm North Porona at 4.33 a.r., departed from
Upland, 17.2 rmiles from Rialto, at 4.36 a.n., and
ccllided with the caboose of extra 1632 at Rialto while
traveling at a speed estimated to have been fron 15 to
20 riles an hour,

The force of the i1mpact drove the three cars of
extra 1628 forward a distance of about 70 feet, demol-
1shing the rear end of the caboose and crushing the
front vestibule of notor 1453, None of the cars was
%eralled. The employee killed was the motorman of extra

453,
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Surriary of evidence

Conductor BSaligbury, of extra 1822, stated that he
had been in charpe of the lccal freirpght run for several
veeks prior to the drnte of this accident »nd that 1t
had been the pr-actice for the dispatcher to protect the
rear ¢nd of his traain by train order against following
extras 1n order that the flagran raght e utilized 1in
Lhandling the local freight and also 1n assisting 1n
svitching woverients. Conductor Salisbury sald the
weather was clear and the rioon wng shining brightly
between Los Anseles and Willow Avenue siding, the east
switch of vhich is approxirately 670 feet west of the
point of accadent, but at that switch his train en—
countered a very dense s oke fron sriudge pots burning
1n that vicinity, which according to his estinate re-
stricted the range of vision to avout 60 or 70 feet.

He sald his train arrived at Rialto at 4.40 a.r., and
he Terained at that point to attend to the writing of
reports while the 1ctor and six cars went to Poole, on
the Crestrore lins. He wes doing his work & the tele—
phnae booth and repistering office, and was still so
engaged when he herrd the crash of the collision. Con-
duector Salisbury es=1d trpin order No. 5 perriatted his
train to occupy the rain track without protecting agalinst
following extras ancd he considfered that he was entirely
within his rights in leaving a part of his treain on the
main trcoek unprotected while the wotor and train crew
were performang other work, regardless of the obscured
view aB a result cf snoke fror the srudge pots. He ex-
pected that extra 1453 would apyrcach under absolute
control and be able to stop within one-half the range
of vision of the (wotorran. Under the existing condi-
tion he thought the roterman of extra 1453 ghould have
been especially careful, expecting to find his train

1n that vieinity, as had occurred on several previous
occasions, and he also should have been very careful

1n view of the fact thot bhis train was approaching the
junction switch of a divergirg line, vhere 1t was nec-
essary to stcp, line up the switch, register the arrival
of the train, and obtain further orders btefore 1t could
proceed, The staterents of Motorman Manning, of extra
1822, troucht out no additional facts of importance,
except that he thought the srioke extended about 100 feet
back from the rear of his train.

Rear Brakeran Bragien stated that he was riding in
the @abocse approaching Rialto and before lesving 1t to
asa1st 1n the switching rnoverents to be made he noticed
that the markxers were burning and showing red to the
rear, He s21d4 1t di1d not occur %o ham that flag pro—-
tection was necessary on the morning of the accident,
even 1n view of the restricted visibilaty, and he relied
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entircly on tr=in order No. 5 for profection. The state-
rients of other menocers of the erew of extra 1632 brought
out no addrtional facts of irportance.

Conductor lann, of extra 1453, stated that train
orders Nos, 5 and 6 ~rere received at North Pernona and
after he had delaivered the orders to the motorrman, who
read thex berek to him, the riotorran inguired if the dis-
patcher had sard anything about extma 1622 and he in-
formed hirn tnat the dispatcher said extra 1622 had de-
parted from Upland at 3,03 a,n. and should be into clear
at Rialto very soon, he said he last rejorted to the
dispatcher at Upland and that his train left that sta-
tion at 4.36 a.nm., Conducter Mgnn was riding in the Zead
end of the car with the motorman and he said a dense
ericke bank was encountered about the tire the train
reached the esast switch of Willow avenue siding, at which
tine the spe=d was about 20 or 25 miles an hour, The
train wae i1n the eroke before 1ts denelty was realized,
but as the nmotorran at once applied the brakes he
thought aotning of it until he suddenly saw the markers
of a car abcout 30 feet distant; he thought the speed
was about 15 rules an hour at the time, and did not
think there wns any emergency apslication of the brakes.
Concductor llann expressed the opinion that the crew of
extra 1632 were entirely within their rights in leaving
part of the trrin on the main track without protection,
and that he would have done the same thing with an order
similar to train order No. 5. He also thought that had
an emergency apolication of the alr brakes been made
when the srmoke wag firet encountered tne accident might
have been averted. He also made a further statement
that he did not think his train ran more than 200 feet
in the snoke before the collisien occurred, although the
distance fron Willéw Avenue switch to the point of acci-
dent 1g 870 feet.

The staterments of Assistant Superintendent Peaohy,
who accempanied the wrecking trair to ‘the scene of the
accident, and of General Foreran Gilbert of the liechan-—
1c¢al Departrent and Assistant Trainmaster Monrce, the
latter two officials arriving at the scene of the acci-
dent 1n sutomobiles, inaicated that tiae smoke 1n the
vicinity wne of such dcnalty that 1t was prectically
impogeible tc see . «- objects at a greater distance
than 15 or 20 feet.

Digpatcher MeGrath said he talked with both conduc-
tors while their resohective traine were at Upland and
reneg ibered telling Conductor Mann that extra 1622 had
not arrived at Rialto up teo that time. Dispatcner
McGrath stated that he had nc knowledge of the unusual
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condition existing at Rialto on the morning of the awl-
dent; had he known of tne hezavy smoke hc would have
warned thc crew of extra 1453, or have issued a differ -
ent form of {rrin order. Under ordinary conditions he
considered the form and wording of train order Nc. 5 to
be 8afe and propoer, and exprosesed the opinion that the
order abrogated the flagging provieione of the rules amd
mode 1t unneccasary for the crew of extra 1832 to
protect agairst following extras. It was his under~
etanding that the chief dispstcher had iessucd written
ingtructions suthorizing thie metkod of handling local
freight trains by ineluding the "non-protection" clause
in such ordere, but a strict search eubsequently nade c¢f
the files 1n the chief dispatcher's office failed to
disclose such instrucuvions. Chief Dispatcher Miller
dieclnired any knowledge of such instructions having
been 1ssued. Iavestigation of the train-order files dis-
0losed that thie practices had been followed for a peraod
cf about four years.

After rwotor 1453 had been rmoved ito the shops at
San Bernardino the brake pipes were plugged on the dam-
aged end of the car and an air-brzke test made, but
nothing wis found that would indicate any defective con-
dition existed in the air-brake syster prior to the
occurrence ¢f the accident. General Foreman Gilbert,
who conducted thie test, was of the opainion that the air
brakes were not applied i1n emergency prior to the colli-
sion, but that they were applied sutomatically when the
pipes and other connections were broken by the force of
the irmpact.

Concluaions

This accident was caused primarily by the failure
of Motorman Durbin, of extra 1453, to have his train
under proper control when approaching Rialto. A con-
tributing factor was the lesuance of a train order which
authorized the crew of extra 1622 tc occupy the maoin
track without protcction against outbound extra trains.

Rulg 156-A requiree a train to approach Jjunctions,
etc., "under control and prepared to stop unless the
switchee and eignals are right and the track clear,"
while rule 65 defines "under control" ag follows: "To
be sble to stop with service application of brakes
within half the distance trnck 18 Been to Le ¢clear, and
1n no case exceelding a speed ¢f 15 miles per hour." A4Ac-—
cording to the stntement of Conductor Mamm,lotorman
Durbin had rcad train order No. 5 and neirther he nor
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the 110torran know whether or not extra 1822 had arrived
at 1alto. Under there circunsiances and 1n view oi the
rule requirins, traine to ajproach junctions undeTr con-—
tTol, 1t wae the duty of lictorman Durlbin to approach

the junction at Rialto under full contrel. If the dense
sroke extended as far back as thc east switich at Willcw
Avenue siding then Moterman Durbin had opereted his
tTain a distance of 870 fect in the smoke without being
able te seec waether the track was clear, and was still
runnin- at an oxcessive TIate of speed at the tine the
accicent occurred, 1f the smoke did not extend nore

than 200 feet west of the point of accident, as indicat-
ed by one of OQonductor lenn's estirmates, and the spged
was 20 or 25 rniles an hour when the smoke was encounter—
ed, then the train vae rmovin~ at a corparatively high
Tate of speed at a point where 1t should have been under
control »reparatory to stopping short of the junction
switch, 477 feet east of the point of accident. Under
elther estinate as to the extent of the dense smoke,
therefore, 1t seens clear that the speed hsd not been
properly reduced in view of the provisions of train
order No. 5 and tae requirements of rule 156-4. Conduc—
tor Mann was riding i1n the vestibule with the motorran,
was fully aware of the existing conditions, and 1s also
at fault for not seeing to 1t that his train was brought
under proper control.

The rear portion of extra 1822 had been standing
on the rain track for a period of about 2C minutew prior
to the occurrence of the accident, although there was
ariple roor, as well as opoortunity, to place this por-—
tion of the train on a passing track; during all of this
time the very unfavorsvle conditions cgused by the dense
smoke continued to exist. Conductor Szlisbury was
aware of these condit-ons and knew taat exira 1453 often
overtook kis train at this point, and in view of his
long years of experience, ane having been employed 1in
engine gervice on the Chicago, Milwaukee & St. Paul
Rallwey for a pericd of 32 years befere entering the
gervice of the Peacific Electric Railway in 1918, good
Judzment and considerations of safety should have prempt—
ed nam to de sonmething besides rely on train order No.
5 for protection; he could easily have prevented the
occurrence of the accident by placing the rear of hie
train en a paseing track, or by sending a flagnan Dack
bevond the limits of the sroke which was drifting
acroes tne trocks,

The statemente of all concerned indicate that 1t
has been the custom for several years to i1ssue traln
orders sirmilar to train order Ko. 5, this being done feor
the purnoege of enabling the flagnan to assist the other
reribers of the crew in the work to be dene. The effect
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of such an order i1s to nullify the flagging rules and
encourare a disresard fcr all neasures of protection
acainst rcar-end collisions, regerdless of weather con-
ditions, physical characteristics, or otner conditions
affectin~ visibaility. That corplete confidence and
dependence were placedin train crder No. 5 1s shown by
the testiriony of the crew of extra 1622; 1t apparently
never occurred to any neriter of that crew to take the
least additional precaution toward protectinz that part
of their train left standing on the rain track in a
smoke bank of such density that 1t was practically im-
possikle tc see a distance greater than 15 or 20 feet,
Even the conductor of the collidin; train was not cer-
tain that he would have riade any effort to provide pro-
tection for the rear of his train had he been 1n charge
of extra 1528 on the morning of tne sccident The of-
ficials of this read would do ruch toward the establish-
ment of a better estandard of safety 1f the practice were
discontvinued of 1ssuin; train orders enbodying a "with-
out proicction clause for trains operating i1n a terri-
tory not protected by adequate block signals.

Had an adeguate block-signal system been in use
on this line this accident probagbly would not have
ocecurred; an adegquate automatic train ston or train cen-—
trol device would have prevented 1t.

At the ftime of this accident the crew of extra 1623
had been on duty 8 hours and the crew of extra 1453 had
been on duty 2 hours =znd 10 minutes, previcus to which
thdse crews had been off duty nearly 14 and 9 hours,
respectively.

Respectfully submitted,
W. P. BORLAND,

Director.



