INTERSTATE COMMERGCE COMMISSION
WASHINGTON

REPORT NO. 3703

THE ATCHISON, TOPEKA AND SANTA FE
RAILWAY COMPANY

IN RE ACCIDENT
AT ROBINSON, N, MEX., ON
SEPTEMBER 5, 1956




Date:

Rallroad:
Locatlion:

Kind of accldent;
Tralnsg involved:

Traln numbers:

Locomotive numbers:

Conslsets:
Estimated speeds:

Operation,

Track:

Weather:
Time:
Casualtles:

Cauge;

Report No. 3703
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SUMMARY

September 5, 1956
Atchison, Topeka and Santa Fe
Robineon, N. Mex.

Head-end colllslon

Passenger : Passenger
8 + 19
Diesel-electrle * Diesel-electric
units 41, 414, unlts 30C, 3Z0B,
41B, and 41C 304, and 30
E cars : 14 cars
Standing : 63 m. p. h.

Timetable, traln ordersg, and automatle
block-gignal systaem

Single; tangent; 1.08 percent descend-
ing grade eastward

Clear

3:01 a, m,

20 killed; 4 injured

Fireman of traln on a sldling statlonlng
himgelf near maln track switch In
violation of rule and then becomlng

confused and opening the switch lmme-
diately in front of approaching traln
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INTERSTATE COVMERCE COMMISSION

REPORT NO. 3703

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS3
UNDER THE ACCIDENT REPCRTS ACT COF MAY 5, 1910.

THE ATCHISON, TOPEKA AND SANTA FE RAILWAY COMPANY

October 2, 1956

Accldent at Roblnson, N. Mex., on September 5, 1956, caused
by the flreman of a traln on a glding stationing him-
gelf near a maln track swltch in violation of rule and
then becoming confused and ovening the swltch immedi-
ately in front of an aporoaching train.

REPORT OF THE COMMISSIOND
CLARKE, Commlssioner:

On September 5, 1956, there was a head-end colllsion
between a mall and express traln and a passenger train on
the Atchlson, Topeka and Santa Fe Rallway at Robinson,

N. Mex., which resulted 1n the death of 15 dining car and
lounge car employees and 5 train-service employees, and
the in}ury of 1 passenger, 2 dining-car employees, and 1
traln-service employce. This accldent was investigated 1n
conjunction with a representative of the State Corvoration
Commission of New Mexlco.

1
Under suthorlty of section 17 (2) of the Interstate
Commerce Act the above-entitled proceeding wae referred
ty the Commisslon to Commilssloner Clarke for conslideration
and dlsposition,



S_ié,.
7011;\\ d
/ T~
! Tang
/ oot
/ - Ox 5
g o
Sig, f P K
?Oel. -~ / :a-
I \IL-"-..__I c\
! { ~~< 8
1 / -3
[ o
S / / / &
AR
/ I
1 : 1 HE
;’ I / 1°30s
! / I 1,133
] ! " ft,
: l' [ /
| I f P.T,X._.._
r ' |
| ' [ I
4 L €L i
Jf T T 7T *
| | ] |
! | I |
l ! | | o
[ | t Tangent —~
1.50 2,40 3.71 1.20 3
mi, rd, ml, mi. =
I |
i | | | !
t | |
I ’ ‘ | é_ o
l | g|-=-t--sig
i__J_—‘*'_“"—‘1 2 Lt p s,
I | h%i]{?:_P01nt of
| I accident
| Tangent b1
1,343 |
ft. | e
i | J o~
Robinson ----:-__u = g
o~
J o~
|
|
it
1 A
I [4p]
v //

Raton, N, Mex,
39-6 m.,
Springer
6,1 mi,
Robanson
(Point of aceadent)
20.0 m,
Wagon }ound
ldeel m,
Las vega-s: N. MNex.

o
a
o
[:+]
:'-..
3 AN §~a
: RE3
« oz
y od -
= zﬁ:‘.‘m
. t’ O o
d gxg 2t
o K
- = o'0
& o
[17]
. g
& =
=
[4]
Y 5
b



3703
-5 =

Lecatlon of Acecident and Method of Operatlon

Thls acclicent occurred on that part of the New Mexico
Division extending between Lzg Vegas and Raton, N, Mex,,
109.8 miles, a single-track llne, over which tralns are
operated by timetable, train orders, and an automatic block-
slgnal system. At Roblnson, 64.1 mlles east of Las Vegas,

a siding 2,994 feet in length parallels the mein track on
the south. The east siding-switch is 1,243 feet east of

the statlon sign. The accident occurred on the siding at

a point 431 feet west of the east switch., Frcm the .ast on
the main track there are, 1n succession, a taangent ln excess
of 200 mlles 1n length. 2 1*30" curve to the left 1,133 feet,
and & tangent 1,20 miles to the east siding-svitch and a
conelderable distance weegtward, The grade ls 1.0B percent
agcendlng westward at the point of accldent.

There is a No. 14 turnout at the east end of the siding
&t Aoblnson. The swltch stand 1s of the rnorizontsl-throw
intermedlate-stand type and 1ls located about feet north of
the north rall of the maln track, It is provided with a cir-
cular red tarcet 18 inches 1n dlameter and ith reflector
lenses 2t the top of the splndls., %When the swltch 1ls lined
for movement on the maln track the banner is parallel %o
the track and green reflector lenseg are displayed ln the
dlrectlon of approaching trains., When the switch 1s llned
for entry to the slding the banner 1s at richt angles to
the traeck and red reflector lenses are displayed in the
direction of aporoaching trains. The switch 1s provided
with a svitch-point lock which must be released by means of
a treacdle near the base of the switch stend before the swlteh
can be opened, Botn the operating lever and the treadle are
locked with gtandard switch louss.

Automatlc sicnals 7011, 7021, 7031, and 7041, governlng
west-bound movements on the maln track, are located, respec-
tlvely, 3.71 mlles, 2.40 mlles, 1.40 mlles, and 26 feet east
of the east s:ding-swvirch at Robinson., These slgnals are of
the semaphore type and are approach lighted. The control-
ling circults ere arranged »n the overlap principle with
double eanproach signals. Yhen the 2ast slding-switch at
Hoblinson 1s lined for sntry to the siding, signals 701l and
7021 each indlcate Proceed-preparing-to-stop~at-next-slgnal,
and signals 7031 and 7041 eacn lndicate 3top-then-proceed.
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Thie carrier's overating rules read ln part as follows:

104(A). At meeting or passing points, the employe
attending the switch must not unlock derall or maln
track swltch, ncr statlon himself nearer to maln track
swltch than the clearance polnt, and, when safe to do
g0, on ooposlte slde of track, untll expected train
has been met or pasged.

* % 3t

The maximum authorlzed speed for passenger trains 1n
the viclnlty of tne volint of accldent is 72 miles per hour,

Desgscription of Accident

No. B, an east-bound flrst-class mall and express traln,
consisted of Diesel-electric units 41, 41A, 413, and 41C,
counled 1n mul tiple-unit contrel, 11 baggage cars, 1 express
refrigerator car, 1 comblnatlon bagzgage-coach, 1 smoklng car,
and 1 buslness car, in the crder named. At Las Vegas the
members of the crew recelved coples of train order No. 508
reading as follows:

No. 8 Eng. 41 meet No, 19 Eng, 30 at Roblnson
No. 8 take slding

Thls train departed from Las Vegas at 1:23 a. m,, 28 minutes
late, and departed Tr~r Waoon lMeound. 0.0 miles west of Roblin-
son and the tast oven oiflog el 2121 a, ., 17 minutes late.
It entered the sifing at Roblnson snd storped 2t 2:54 a, m,
with the front of the locomotive 431 feet west of the east
slding-switch. Seven mlnutes later 1t was struck by No. 12,

No. 12, a west-bound flrgt-claes passenger traln, con-
slsted of Diesel-electric unlts 30C, 30B, 3CA, and 30, coupled
in multiple-unlt control, one baggace car, one bapgage-dorml tory
car, two slseping cers, cne dining sar, ana dome chalr-lounge
car, one sleeping car, two cheir carsg, one lunch counter dining
car, three chalr cars, and one chalr-stservation car, in the
order named. All cars were of lightwelosht construction. The
Dlegel-electric units, the first slx cares, the eighth car,
the eleventh car, snd the thirteenth car were equinped wlth
controlled slack couplers. The seventh car was eaulpped 'rlth
tightlock colplers. At Raton the memberes of the crew recelved
coplea of train order No. 508, This traln departed from Raton
at 2:20 a, m.,, 7 minutes late, and passed Soringer, 6.1 mlles
eaet of Robinson and the last open office, at 2:55 a. m., 1
minute late. Whlle 1t was moving at a speed of about 63 miles
per hour 1t entered the siding at Robinson and struck No. 8.
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No. 8 was moved westward a distance of about 40 feet
by the force of the impact. The first and second Diesel-
electrie units and the front truck of the third unit were
deralled, Separations occurred between the first and second
Diesel-electric unlts and between the elghth and ninth cars.
The first unlt was turned end for end and stopved uprl ght on
the south slde of the track with the front end opposlte the
rear end of the second unlt. It was demolisghed. The other
anl ts stopped upright and in line with the track. The main
frame of the second unlt was broken, and the unlt was badly
damaged. The third and fourth unlts and the elghth, nlnth,
eleventh, twelfth, and thirteenth cers were somewhat damaged,

The four Dlesel-electrlic units, the flrst slx cars, and
the front truck of the seventh car of No. 1° were d=ralled.
Separations gccurred between each of the Diesel-electric
units =2nd at each end of each of the first five cars. The
first unit vas turned end for end and stopped at an angle
of about 45 degrees to the track. The rear end was against
the rear end of the first unit of No, 8, and the front end
was toward the southeast. It was demolished The second
and thlrd units stopped 1n dilagonal posltions across the
track structure of the siding. The fourth unlt stopped across
the slding and at right angles to 1t, with the rear end on the
tracx structure of the main track. These unilts were badly
damaged. The firat car stopped on 1ts left slde. The front
end was against the side of the fourth Dlesel-electric unit,
and the rear end was toward the southeast., The second car
stopped on 1ts slde. The top of the second car was crushed
agalnst the underside of the first car throughout the length
of the car. None of the other cars overturned. The third
car stopped vith the north end several feet north of the maln
track, and the slde agalnat the underside of the second car.
The fourth car stopped wilth the front end against the south
end c¢f the underslide of the second car, and the rear end on
the track structure of the main trgck, The fifth car stopped
with the frent end agasinst the rear end of the fourth car, and
the rear end on the track structure of the slding. The other
deralled cars stooped approximately in line with the siding.
The first two cars were destroyed, the third and fourth cars
were badly damaged, and the fifth and sixth cars were con-
gslderably damaged,

The engineer of No. 8, the engineer, the fireman, and
the conductor of No. 19, and one employee not on duty who
wag on No. 19 were killed. The front brakeman of Mo. 19

was injured,

The weather was clear and 1t was very dark at the time
of the aceldent, which occurred at 3:01 a, nm.
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Discusslon

The crews of both tralns held coples of ftraln order
No, 508, which establlished Roblnson as the meeting polnt
between these trains and provided that No. 8, the superlor
train by direction, take slding at the meeting polnt, The
surviving members of the crews of both trains so understood.

When No. 8 stopped at the west alding-swltch at Roblnson
the englnemen were on the locomotive, the train porter, who
would ordinarily operate the slding swltch, was in the tenth
car, and the conductor and the flagman were in the thirteenth
car. The flreman alighted and opened the swltch. After the
train entered the slding the flagman closed and locked the
swvitch, The train then proceeded to the east end of the
alding and stopped with the front of the locomotive 431 feet
west of the east swltch. The fireman sald that the englneer
had instructed him that he was to operate the switch, After
the traln stooped, the englneer extlngulshed the headllght.
The fireman then proceeded to the switch and unlocked the
padlock which secures the treadle of the swltch-point lock,
He sald he then crossed the track and took a poeltlion oppo-
glte the switeh stend and about 25 feet south of the track.
After crossing the track he extingulehed his light. He sald
that as No. 19 was approaching he was lookling toward that
train snd that when No. 19 reached a point which he thought
was about 1/4 mile east of the switch he heard the englneer
of No. 8 sound the pneumatic horn several timea. He sald
that prior to this time he had been positive that No. 8 was
on the siding and that the swltch was properly lined for
the movement of No. 19 on the main track, VWhen he heard
the pneumatic horn he became confused and thought that the
englneer intended the sounds as a signal to him to line the
swltch for entry to the siding. At this time No, 19 was
closely aoproaching, The fireman crossed the track and
unlocked and opened the switch. The locomotlve of No, 19
pasged immedlately aftervard. When No. 8 stopped on the
siding at Roblnson the members of the train crew allghted
on the north side of the train. These employees said that
ag No. 19 was approaching they heard a short blast on the
pneumatic horn on the locomotive of No., 8, and several sec-
onds later they heard another short blast, The conductor
and the traln porter sald that the englneer of No., 8 then
lighted the headlight, and the conductor sald that after
being lighted the headllight was extlngulshed., The flagman
sald that he glanced toward the front of the train as No, 19
vas entering the slding and that the headlight of No. 8 was
lighted at that time. Both the conductor and the flagman
sald that the sound of the exhaust from the locomotive of
No. 19 1ndicated that the Diesel englnes were shut down
when the locomotive was in the vicinity of the east slding-
awl tch. The flagman sald that he could see that the brakes
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of No. 19 were applied as the front of that train entered

the slding. MNone of these employees saw the fireman operate
the switch. After the accident occurred the switch was found
to be lined and locked for entry to the slding. The engineer
of No. 8 was killed in the accldent, and hie reason for sound-
Ing the rorn as No. 19 was approaching 1s not Xnown., It is
probable that he was attempting to ca2ll the fireman's atten-
Tion to the fact that he should not remain in the immediate
vicinlty of the awltch.

As No, 19 was approaching Robinson the enginemen were
on the locomotive, the conductor and the front brakeman were
in the vestlbules at the rear ¢f the second car and the front
of the thlrd car, and the flagman was in the rear car. The
headlight was lighted brightly. The front brakeman sald that
the engineer sounded the statlion-approach whistle signal ss
the traln approached Roblnson. The conductor then sounded
the meeting-proint signal on the communicating slgnasl system,
and thls signel was acknowledged by the engineer. The brake-~
man sald that a short time later the conductor, who was look-
ing out the vestlbule door, called a warning and that at
approximately the same time the brakes became applied. The
collision occurred several seconds later, The flagman said
that there was no brake application untll a few seconds be-
fore the collision occurred. He sald that at that time the
brekes became applled 1n emercgency.

The dlning car and lounge car employees who were kllled
were in AT&SF 1382, the second car of No. 1¢. The slde and
roof of this car were demolished. Apparently the first car
of the train was the first to overturn, and after the two
cars were turned at an angle to the track the side and top
of the second car were forced agelnst the underside of the
first car and crushed as the second car overturned.

AT&SF 1382, which was of lightwelght construction, wes
bullt in 1637. At the time 1t was bullt 1t met or exceeded
the strength requirements of the Post Office Department for
rallwey maill cars. Subseguently the current specificatiions
of the Assoclatlon of Americen Railroade wers formulated and
adopted for new pasgsenger cars, and these specifications
provided for certaln strength requirements in excess of
those covered by the speclfications of the Post Office Depart-
ment at the time the car was bullt, The car was shopped 1n
1950, and at that time the underframe, end frame, and colli-
slon posts were reinforced to bring the car lnto conformlty
wlth the current speciflcations of the Association of American

Rallroseds,

When the first Diesgel-electric unit of No. 1% was 1n-
spected after the accldent sccurred 1t was found that the
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handle of the sutometic breke valve was broken off, The
stem, which was bent, was 1n emergency posltion. The throt-
tle vms 1n "stop" posltion. The tape of the speed-recording
device indlcated that at a polnt about 0.8 mlle east of the
point of accldent the speed of No. 19 was 65 mlles per hour.
The portion of the tape indicating the speed between this
pelnt and the polnt of accldent was destroyed. A represen-
tatlve of the carrler estimated that on the ascending grade
east of Robineon the speed of No. 19 would have been reduced
to about 63 mlles per hour at the time the locomotlve reached
the east siding-ewltch.

The signal apparatus in the viclnity of the polint of
aceldent was inspected and tested after the accldent occurred,
It was found that the involved signales functioned properly.

The rulee of thls cerrler provide thatat meeting polnts
the employee attending the swlteh must not station himself
nearer to maln track switch than the clearance point untll
the expected traln hasg been met. The manner in which this
accldent occurred indicates the importance of thls reculre-
ment. The clearance polnt at the east end of the siding
at Roblnson ls apprroximately 295 feet west of the switch.

An interval of time would elapse before an employee at thls
distance from the swltch could reach the swltch, and 1f he
should become confused momentarlly i1t would be lmposslble
for him to operate the swltch on impulse. The fireman of
No. 8 sald that when operating switches at meetlng polnts

he ordlnarlly complled with this rule. He gald that on this
occaslon he first went to the switch to unleck the padlock
which secures the treadle of the swltch-point lock, and that
he could not explaln hls fallure to return to the clearance
polnt before the arrivel of No. 19. The fireman was employed
in this capaclty on the New Mexlco Division in 1942 and was
promoted to the position of englneer in 1947,

Cauge
The accldent was caused by the fireman of & train on
a gldlng stationing himself near a main track switch in
violation of rule and then becoming confused and opening
the swltch lmmedlately in front of an approaching traln,

Dated at Washington, D. C., thls second day
of October, 1956.

By the Commlssion, Commlssloner Clarke,

( SEAL) HAROLD D. McCOY,

Secretary.



