
INTERSTATE COMMERCE COMMISSION 

WASHINGTON 

REPORT NO. 3537 

CHICAGO, BURLINGTON I QUINCY 
RAILROAD COMPANY 

AND 
CHICAGO, ROCK ISLAND AND PACIFIS 

RAILROAD COMPANY 

I N RE ACCIDENT 

AT FAIRFIELD, IOWA, ON 

OCTOBER 5, 1953 



- 2 - Report No. 3537 

SUMMARY 

Date: 
Railroads: 

Location-
Kind of accident: 
Trains Involved: 
Train numbers: 
Engine numbers: 

Consists 
Estimated speeds; 
Operation: 
Tracks: 

Weather: 
Time: 
Casual ties: 
Cause: 

October 5, 1953 

Chicago, Burlington 
& Quinoy 

Chicago, Rock 
Island and 
Pacific 

Fairfield, Iowa 
Side collision 
Freight 

Extra 5631 East 
5631 and 5601 

41 cars, 2 cabooses 
20 m. p. h. 
Interlocking 
Double, taneent, 
practically level 

Clear 
6:20 p. m. 
5 Injured 

Failure to operate Chioago, Rock 
Island and Pacific train in 
accordance with signal indications 

Passenger 

3 
Diesel-electric 
units 547 and 
634B 

10 cars 
20 m. p. h. 

Single; tangent; 
0 T46 percent 
descending grad 
westward 
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INTERSTATE COMMERCE COMMISSION 

REPORT NO, 3537 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910 

CHICAGO, BURLINGTON & QUINCY RAILROAD COMPANY 
AND 

CHICAGO, ROCK ISLAND AND PACIFIC RAILROAD COMPANY 

November 23, 1953 

Acc iden t at F a i r f i e l d , Iowa, on October 5, 1955, caused by 
f a i l u r e to operate the Chicago, Rock Is land and P a c i f i c 
t r a in In accordance wi th s ignal I n d i c a t i o n s , 

1 
REPORT OF THE COMMISSION 

CLARKE, Commissioner: 

On October 5, 1953, there was a s ide c o l l i s i o n between 
a f r e i g h t t r a in on the Chicago, Burl ington & Qulncy Ra i l road 
and a passenger t r a in on the Chicago, Rock Is land and 
P a c i f i c Rai l road at F a i r f i e l d , I o w a , which resu l ted in the 
in jury of three passengers and two t r a i n - s e r v i c e employees. 
This accident was I n v e s t i g a t e d In conjunction with a 
r ep re sen t a t i ve of the Iowa State Commerce Commission, 

1 
Under author i ty of s ec t ion 17 (2 ) of the I n t e r s t a t e Com­

merce Act the a b o v e - e n t i t l e d proceeding was r e f e r r e d by the 
Commission to Commissioner Clarke f o r cons idera t ion and 
d i s p o s i t i o n . 
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L o c a t i o n of A c c i d e n t and Method o f O p e r a t i o n 

This a c c i d e n t o c c u r r e d a t the i n t e r s e c t i o n of the C h i ­
c a g o , B u r l i n g t o n L Quincy R a i l r o a d , h e r e i n a f t e r r e f e r r e d to 
as the C . B . & ~ Q , , and the C h i c a g o , Rock I s l a n d and P a c i f i c 
R a i l r o a d , h e r e i n a f t e r r e f e r r e d to as the C . R . I . & P . , a t 
F a i r f i e l d , I o w a . The c r o s s i n g i s l o c a t e d on t h a t p a r t of 
the Ottumwa and C r e s t o n D i v i s i o n s o f the C .3 .& Q. e x t e n d i n g 
be tween Cttumwa, Iowa , and G a l e s b u r g , 1 1 1 . , 117.39 m i l e s , and 
on tha t p a r t of the Rock I s l a n d D i v i s i o n o f the C .R , I . & P . 
e x t e n d i n g be tween Rock I s l a n d , 111 . , and Eldon Y a r d , I o w a , 
106 .7 m i l e s . The c r o s s i n g i s 23 .92 m i l e s e a s t of Ottumwa and 
0 .47 m i l e s wes t of the C.B.& Q. s t a t i o n a t F a i r f i e l d , and 90 
m i l e s wes t o f Rock I s l a n d and 1,46^ f e e t e a s t o f the C . R . T . & P . 
s t a t i o n a t F a i r f i e l d . I n the v i c i n i t y o f the c r o s s i n g the 
C.S .& Q. e x t e n d s e a s t and w^st and the C . R , I . & P . ex tends 
nor th , and sou th . T i m e t a b l e d i r e c t i o n s on bo th l i n e s a r e e a s t 
and w e s t , and these d i r e c t i o n s a r e used in t n i < 3 r e p o r t The 
l i n e s i n t e r s e c t a t an a n g l e o f 8 3 D 3 ^ ' . An i n t e r l o c k i n g s t a t i o n 
l a - l o c a t e d i n the n o r t h w e s t a n g l e o f the I n t e r s e c t i o n . I n the 
v i c i n i t y o f the -noint o f a c c i d e n t the C.B.& Q. i s a d o u b l e -
t r a c k l i n e , o v e r which t r a i n s a r e o p e r a t e d bv s i g n a l 
i n d i c a t i o n s . The main t r a c k s from nor th to sou th a r e d e s i g n a t e d 
as westward main t r ack and eas tward ir^ln t r a c k , A s i d i n g 
which e x t e n d s o v e r t he c r o s s i n g p a r a l l e l s the wes tward v a i n 
t r ack on the n o r t h in the immedia te v i c i n i t y o f the n o i n t o f 
a c c i d e n t . From the west the train t r a c k s a r e t a n g e n t t h rou^^ou t 
a d i s t a n c e o f 1.84 m i l e s the c r o s s i n g and 1 .06 m i l e s 
e a s t w a r d . The g rade f o r eas t -bound t r a i n s on t h e eas tward 
mam t r a c k v a r i e s between 0 .68 p e r c e n t and 7 .037 p e r c e n t 
a s c e n d i n g th roughout a c o n s i d e r a b l e d i s t a n c e I m m e d i a t e l y wes t 
o f the c r o s s i n g . A t the c r o s s i n g the grade i s p r a c t i c a l l y 
l e v e l . In the v i c i n i t y o f the p o i n t o f a c c i d e n t t r e C . R . I . & P . 
I s a s i n g l e - t r a c k l i n e , o v e r which t r a i n s a r e o p e r a t e d by 
s i g n a l i n d i c a t i o n s From the eas t t h e r e a r e , i n s u c c e s s i o n , 
a t angen t o v e r 2 m i l e s In l e n g t h , a l c 2 0 ' curve to the l e f t 
3 , ° 0 4 f e e t , and a t angen t 1 ,247 f e e t to the p o i n t o f a c c i d e n t 
and a c o n s i d e r a b l e d i s t a n c e w e s t w a r d . Throughout a d i s t a n c e 
o f 1 .72 m i l e s i m m e d i a t e l y eas t o f the p o m t o f a c c i d e n t the 
g rade fo> ' wes t -bound t r a i n s v a r i e s be tween 0 . 5 2 p e r c e n t 
d e s c e n d i n g and 0 .53 p e r c e n t a s c e n d i n g . A t the p o i n t o f a c c i d e n t 
the g rade j s 0 46 p e r c e n t descending; , 

Movements o v e r the c ross ing , a r e gove rned bv i n t e r l o c k i n g 
s i g n a l s . A u t o m a t i c s i g n a l S-258.0 and s e m i - a u t o m a t i c s i g n a l " 
36-37, g o v e r n i n g e a s t - b o i n d movements on the C.B.&. Q. ea s tward 
main t r a c k , a r e " l o c a t e d , r c s p e c t l v e l v , 2 . 1 3 m i l e s and 434 f e e t 
west o f t r e c r o s s i n g S i g n a l 3 -258 .0 i s o f the s e a r c h l i g h t 
t y p e and d i s p l a y s t h r e e a s p e c t s . S i g n a l 36-37 I s of the t w o - u n i t 
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sea rch l igh t type and d i sp lays four aspec ts . Both s igna ls are 
continuously l i g h t e d . Automatic s igna l AH 102 and semi­
automatic s igna l 39-40, governing west-bound movements on the 
C . R . I . & P . , are l o c a t e d , r e s p e c t i v e l y , 1.72 mi les and 402 
f e e t east of the c ross ing . S ignal AR 102 I s of the two-uni t 
sea rch l igh t type and d i sp l ays three aspects . Signal 39-40 
i s of the two-unit c o l o r - l i g h t type and d i sp lays four aspec t s . 
These s igna l s are continuously l i g h t e d . The aspects app l i cab l e 
to th is i n v e s t i g a t i o n and the corresponding ind ica t ions and 
names are as f o l l o w s : 

Signal Aspect 

S-258.0 Y e l l o w 

36-37 Green-over-
red 

I n d i c a t i o n Name 

Approach next s igna l APPROACH 
prepared to s top. 

i 

Proceed, CLEAR 

AR 102 Y e l l o w - o v e r - P r o c e e d , i m m e d i a t e l y APPROACH 
r e d r e d u c i n g to 30 MPH, 

or s l o w e r i f n e c e s s a r y , 
p r e p a r e d to s t o p b e f o r e 
l e a d i n g whee l s p a s s the 
nex t s i g n a l . 

39-40 R e d - o v e r - S t o p . STOP 
r ed 

The c i r c u i t s and the mechan ica l l o c k i n g a re so a r r a n g e d t h a t , 
when the r o u t e i s l i n e d f o r a C .B .& 0. t r a i n t o move o v e r the 
c r o s s i n g , s l c n a l AR 102 i n d i c a t e s Approach and s i g n a l 39-40 
i n d i c a t e s S t o p . I n d i c a t o r s a r e p r o v i d e d i n the i n t e r l o c k i n g 
s t a t i o n to i n d i c a t e when an eas t -bound C.B.& 0 . t r a i n e n t e r s 
the approach c i r c u i t a t a p o i n t 3 .P2 m i l e s v e s t o f the c r o s s i n g 
and when a west -bound C . R . I . & P, t r a i n e n t e r s the approach 
c i r c u i t a t a p o i n t 2 .75 m i l e s eas t o f the c r o s s i n g . A s w i t c h -
p o i n t d e r a i l i s l o c a t e d on the C . R . I . & P, t r a c k 375 f e e t e a s t 
o f the c e n t e r - l i n e o f the C . B t & Q. eas tward main t r a c k . 

O p e r a t i n g r u l e s o f the Cr-K. I .A P. read i n p a r t as f o l l o w s -

3 4 . C a l l i n g o f S i g n a l s . — A l l members o f eng ine and 
t r a i n c rews must, when p r a c t i c a b l e , communicate t o 
each o t h e r bv i t s name the i n d i c a t i o n of each s i g n a l 
a f f e c t i n g the movement o f t h e i r t r a i n o r e n g i n e , 

* * * 

111. * * * 



When * * * passing over railroad crossings * * * 
and other places where safety requires, conductors 
and brakemen must, when practicable, station them­
s e l v e s where they can observe and transmit signals 
and assist In stopping train, If necessary, 

* * * 

327. Where Stop Must Bo Made,—A train or engine 
must s top b e f o r e the l e a d i n g w h e e l s pass a Stop tt * # 

i n d i c a t i o n , * * * 

R u l e s and i n s t r u c t i o n s g o v e r n i n g employes i n the o p e r a ­
t i o n o f t r a i n a i r b r akes and air s i g n a l read in p a r t as 
f o l l o w s : 

4 3 . Emergency Stops—rln an emergenoy, where life o r 
p r o p e r t y I s i n dange r , move the brake v a l v e q u i c k l y to 
emergency p o s i t i o n and l e a v e it t h e r e u n t i l the t r a i n 
s t o p s . * * * 

The maximum a u t h o r i z e d speeds f o r the t r a i n s I n v o l v e d 
i n t h i s a c c i d e n t were 50 m i l e s p e r hour f o r the C.E.& Q. 
t r a i n and 79 m i l e s p e r hour f o r the C . R . I . & P. t r a i n , 
r e s t r i c t e d a t the c r o s s i n g to 20 m i l e s p e r hour and 45 m i l e s 
p e r hpur, r e s p e c t i v e l y . 

D e s c r i p t i o n o f A c c i d e n t 

Ex t r a 5631 E a s t , an eas t -bound C,B,& Q. f r e i g h t t r a i n , con 
s i s t e d o f steam l o c o m o t i v e s 5631 and 5601, 41 c a r s , and 2 
c a b o o s e s . T h i s t r a i n d e p a r t e d from Ottumwa, 2 3 . 9 2 m i l e s west 
o f the p o i n t o f a c c i d e n t and t h e l a s t open o f f i c e , a t 5*50 p . m 
passed s i g n a l S -258 .0 , which i n d i c a t e d Approach , passed s i g n a l 
36-37 , which i n d i c a t e d P r o c e e d , and w h i l e i t was movinp o v e r 
the c r o s s i n g a t an e s t i m a t e d speed o f 20 m i l e s p e r hour the 
t w e n t i e t h car was s t r u c k by C . R . I . & P . No . 3 . 

No . 3 , a wes t -bound f i r s t - c l a s s C . R . I . & P. p a s s e n g e r 
t r a i n , c o n s i s t e d of ' D i e s e l - e l e c t r i c u n i t s 647 and 634E, 
coup led in m u l t i p l e - u n i t c o n t r o l , one baggage c a r , one b a g g a g e -
m a i l c a r , one d o r m i t o r y o a r , two c o a c h e s , one c a f e - l o u n g e 
c a r , one d i n i n g c a r , one l o u n g e c a r , and two s l e e p i n g c a r s , 
i n the o r d e r named. The f i r s t t h r e e c a r s were o f c o n v e n t i o n a l 
a l l - s t e e l c o n s t r u c t i o n , and the o t h e r ca r s were o f l i g h t w e i g h t 
s t e e l c o n s t r u c t i o n . The l o c o m o t i v e u n i t s and a l l c a r s o f the 
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t r a in were equipped wi th t i g h t l o c k couplers . This t r a in 
passed the west s id ing - swi t ch at Otero, 1.65 mi les east of 
the po in t o f acc iden t , about 6:18 p . m., 6 minutes l a t e , 
oassed s i g n a l AH 102, which ind ica ted Approach, and passed 
s ignal 39-40, which ind ica ted Stop. The l o c o m o t i v e , the-
f i r s t three cars , and the f ront truck of the fourth car were 
de ra i l ed at the d e r a i l east of the c ross ing . The de ra i l ed 
equipment continued in l i n e with tho track, and while* moving 
at a speed of about 20 mi les per hour i t struck the twent ie th 
car of Extra 5631 East. 

The nineteenth to the twenty-seventh cars , i n c l u s i v e , of 
Extra 5631 East were d e r a i l e d . The nineteenth car stopped 
upright and in a diagonal p o s i t i o n across the eastward main 
t rack, wi th the f ront end about 345 f e e t east of the- c ross ing . 
The other de ra i l ed care stopped In var ious p o s i t i o n s on or 
near the eastward main t rack, itfith the rear d e r a i l e d car o f f 
i t s trucks on the c ross ing . The de ra i l ed equipment obstructed 
the westward main track. The nineteenth, twen ty - s ix th , and 
twenty-seventh cars were somewhat damaged, and the other de­
r a i l e d cars of this ' t r a i n were badly damaged. 

A separat ion occurred between the D i e s e l - e l e c t r i c uni ts 
of No. 3. The f i r s t D i e s e l - e l e c t r i c unit stopped upright and 
in a diagonal p o s i t i o n , with the f ront end on the C.B.& Q. 
westward main track and at a poin t about 92 f e e t east of the 
c ross ing , and the rear end of the uni t on the s id ing an,d 
about 30 f e e t east of the c e n t e r - l i n e of the C . R . I . & P. track 
at the c ross ing . The f ron t truck of th is unit was d isplaced 
and stopped adjacent to the south r a i l of the C.B.& Q. eastward 
main track and approximately 165 f e e t east of the c ross ing . 
The second D i e s e l - e l e c t r i c unit and the de ra i l ed cars of th i s 
t ra in stopped in l i n e wi th the t rack. The f i r s t Dlese l - re lec -
t r i c unit was considerably damaged, the second D i e s e l - e l e c t r i c 
unit was somewhat damaged, and the f i r s t three cars were 
s l i g h t l y damaged. 

The engineer and the fireman of No. 3 were in jured. 

The weather wj.s c l ea r and i t was dark at the time of 
the aoc lden t , which occurred about 6 20 p . m. 

The locomot ive units and a l l cars of the t r a in of No. 3 
were p rov ided with equipment f o r e lectro-pneumatic opera t ion 
of the brakes. The brake equipment of D i e s e l - e l e c t r i c unit 
647 was of the 24-RL typo with DSE 24-H automatic brake v a l v e 
and S-40-D type Independent brake v a l v e . The regula tory de ­
v i c e s were adjusted to maintain main r e s e r v o i r pressure of 140 
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pounds and b r a k e - p i p e p r e s s u r e o f 110 pounds . A s p r i n g - l o a d e d 
s h i f t e r l e v e r i s p r o v i d e d on the a u t o m a t i c b r a k e v a l v e to 
change the f u n c t i o n i n g o f the v a l v e , as d e s i r e d , be tween c o n ­
v e n t i o n a l a u t o m a t i c o p e r a t i o n and e l e c t r o - p n e u m a t i c o p e r a t i o n . 
T h i s s h i f t e r l e v e r can be moved from one p o s i t i o n to the o t h e r 
o n l y when the handle o f t he b rake v a l v e i s i n a u t o m a t i c runn ing 
p o s i t i o n or in e l e c t r o - p n e u m a t i c r e l e a s e p o s i t i o n . An emergency 
a p p l i c a t i o n o f the b r a k e s may be o b t a i n e d a t any t ime by the 
movement o f the b rake v a l v e handle t o the ex t r eme r i g h t on I t s 
quad ran t . A u t o m a t i c sand ing o f the r a i l s d u r i n g an emergency 
a p p l i c a t i o n o f the b rakes I s p r o v i d e d . This u n i t i s equ ipped 
w i t h a s a f e t y - c o n t r o l f e a t u r e a c t u a t e d by a f o o t - p e d a l . An 
emergency v a l v e connec t ed to the b rake p i p e i s l o c a t e d a d ­
j a c e n t to the f i r e m a n ' s s ea t i n the c o n t r o l compartment . The 
u n i t i s equ ipped w i t h an o s c i l l a t i n g red h e a d l i g h t , the c o n t r o l s 
o f which a r e so a r r a n g e d t ha t i t w i l l be d i s p l a y e d and the c o n ­
v e n t i o n a l h e a d l i g h t w i l l be e x t i n g u i s h e d by an emergency a p p l i c a ­
t i o n o f the b r a k e s . 

D i s c u s s i o n 

A p p r o x i m a t e l y 7 to 9 minutes b e f o r e the a c c i d e n t o c c u r r e d 
the o p e r a t o r l i n e d the r o u t e o f the i n t e r l o c k i n g f o r the move­
ment of Ex t r a 5631 East o v e r t h e c r o s s i n g a t F a i r f i e l d , T h i s 
t r a i n was moving o v e r the c r o s s i n g a t a spe "d o f about 20 m i l e s 
p e r hour when the t w e n t i e t h car was s t ruck by N o . 3 . When the 
o p e r a t o r f i r s t o b s e r v e d N o . 3 a p p r o a c h i n g , the l o c o m o t i v e was 
about 150 f e e t e a s t o f the d e r a i l . The o s c i l l a t i n g red h e a d ­
l i g h t o f the l o c o m o t i v e was l i g h t e d and t h i s i n d i c a t e d t h a t 
the b rakes were a p p l i e d i n emergency . The o p e r a t o r l e f t t he 
i n t e r l o c k i n g s t a t i o n b e f o r e the c o l l i s i o n o c c u r r e d . 

As No . 3 was a p p r o a c h i n g the p o i n t where t h e a c c i d e n t 
o c c u r r e d the speed was about 70 m i l e s p e r hour, as i n d i c a t e d by 
the speed i n d i c a t o r o f the l o c o m o t i v e . The h e a d l i g h t was 
l i g h t e d b r i g h t l y and the o s c i l l a t i n g w h i t e h e a d l i g h t was 
l i g h t e d . The b rakes o f t h i s t r a i n had been t e s t e d in con­
v e n t i o n a l a u t o m a t i c s e r v i c e and in e l e c t r o - p n e u m a t i c o p e r a t i o n 
and had f u n c t i o n e d p r o p e r l y in each , and a l s o when used en 
r o u t e . The s h i f t e r l e v e r o f t h e a u t o m a t i c b rake v a l v e was i n 
p o s i t i o n f o r e l e c t r o - p n e u m a t i c o p e r a t i o n o f the b r a k e s . The 
e n g i n e e r and the f i r eman were m a i n t a i n i n g a l o o k o u t ahead f rom 
the c o n t r o l compartment a t the f r o n t o f the l o c o m o t i v e . The 
conduc to r and t h e brakeman were i n the v e s t i b u l e a t the f r o n t 
end o f the f o u r t h ca r and the f lagman was i n the v e s t i b u l e a t 
the f r o n t end o f the r e a r c a r . S i g n a l AR 102 I n d i c a t e d A p p r o a c h , 
and the i n d i c a t i o n was c a l l e d by the enginemen. The e n g i n e e r 
s a i d t h a t he made a b rake a p p l i c a t i o n when h i s l o c o m o t i v e was 
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about 1,300 feet east of the signal, and that this application 
was not released. ,The speed of the train was reduced to about 
60 miles per hour, and he then became concerned because the rated 
of deceleration did hot seem normal, He then made a full 
application of the brakes and observed that the gauge indicated 
about 60 pounds brake-cylinder pressure. He said that there was 
no appreciable reduction in speed and sooji afterward there was 
a run-in of slack, which apparently resulted from an undeslred 
release of the brakes. Simultaneously the fireman called the 
Stop indication of Signal 39-40. The engineer said that he 
immediately warned the fireman and then moved the brake valve 
to emergency position, released the f&ot-pedal of the safety-
control feature, and applied the independent brake, He 
estimated that the speed was reduced to about 20 miles per 
hour by the•derailment of the locomotive Immediately before 
the collision occurred. The 'fireman said that he opened the 
emergency valve at approximately the same time that the engi­
neer moved the brake valve to emergency position. He thought 
the exhaust from the brake pipe was lesB than normal. He said 
that the emergency application was not effective in reducing 
the speed of the train, He alighted from the locomotive in 
the vicinity of the derail. The conductor and the brakeman said 
that the speed of the train was reduced in the vicinity of 
signal AR 102 by a brake application and later the brakes were 
released. The brakeman said that as the train was moving on 
the curve east of the crossing he looked forward from the 
vestibule on the south side of the car and observed that the white 
headlight of the locomotive was lighted and also that signal 
39-40 Indicated Stop. He called the Indication to the conductor, 
A few seconds later the brakes were applied In emergency. The 
conductor and the brakeman said that because there was no con­
ductor's valve in the front vestibule of the fourth car they 
were Unable to take immediate action to stop the train, The 
flagman said that the brakes were applied in emergency while 
he was inspecting the train from the vestibule at the front end 
of the rear car. He Immediately turned on the oscillating 
signal light at the rear of the train and threw off a lighted 
fusee. After the collision occurred he proceeded eastward to 
provide rear-end protection; he did not observe whether the 
brakes of the rear car were applied. 

Examination of the first Diesel-electric unit after the 
accident-disclosed that the automatic brake valve was in lap 
position, the independent brake valve in release position, 
the throttle in Idle position, the shifter lever In position 
for automatic operation of the brakes, and the emergency valve 
adjacent to the fireman's seat was in closed position. The 
angle cock at the rear of the unit was open. The jumper 
connection was missing from the receptacle of the electrical 
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c o n d u i t a t the r e a r o f the u n i t . The a n g l e cocks were open 
and a l l e l e c t r i c a l c o n n e c t i o n s were In p l a c e on the second 
D i e s ^ l - e l e c t r l c u n i t and the d e r a i l e d c a r s . The b rakes o f 
t he se u n i t s o f the t r a i n were found a p p l i e d when I n s p e c t e d by 
a member o f the m e c h a n i c a l f o r c e o f the c a r r i e r about 4 hours 
45 minutes a f t e r the a c c i d e n t o c c u r r e d . There were no s l i d -
f l a t s p o t s on the w h e e l s o f the D i e s e l - e l e c t r i c u n i t s o r the 
d e r a i l e d c a r s . The b r a k e s o f the second D i e s e l - e l e c t r i c u n i t 
and the d e r a i l e d c a r s f u n c t i o n e d p r o p e r l y when t e s t e d b e f o r e , 
r emova l f rom the scene o f the a c c i d e n t . The c a r s which were 
not d e r a i l e d in the a c c i d e n t had been d i s p a t c h e d westward 
p r i o r to the t ime the I n s p e c t i o n and t e s t s were made, 

The a i r - b r a k e c o n t r o l l i n g appara tus o f D i e s e l - e l e c t r i c 
u n i t 647 was t e s t e d a t S i l v i a , 1 1 1 . , shops a f t e r the a c c i d e n t . 
Broken a i r - b r a k e p i p e s were p l u g g e d , the r e s e r v o i r and b r a k e 
system were charged from an o u t s i d e s o u r c e , and t h e e l e c t r i c a l 
b rake c o n t r o l c i r c u i t s were e n e r g i z e d . The b r a k e s f u n c t i o n e d 
as i n t e n d e d i n a l l t e s t s of the brake v a l v e i n b o t h a u t o m a t i c 
and e l e c t r o - p n e u m a t i c o p e r a t i o n . The emergency v a l v e and the 
s a f e t y - c o n t r o l f e a t u r e f u n c t i o n e d p r o p e r l y when t e s t e d , and 
no d e f e c t i v e c o n d i t i o n was found i n any o f the c o n t r o l l i n g 
a p p a r a t u s . The a i r hose a t the r e a r o f the f i r s t D i e s e l - e l e c ­
t r i c u n i t and a t bo th ends o f the second D i e s e l - e l e c t r i c u n i t 
were removed and examined. No d e f e c t i v e c o n d i t i o n o f the 
hose was found. 

The b rakes o f t h i s t r a i n had f u n c t i o n e d p r o p e r l y i n e l e c t r o -
pneumat ic o p e r a t i o n and had been used to c o n t r o l the speed o f 
the t r a i n be tween Hock I s l a n d and O t e r o , I n the v i c i n i t y o f 
s i g n a l AR 102 eas t o f the c r o s s i n g a t F a i r f i e l d a brake a p p l i c a ­
t i o n r educed the speed o f the t r a i n from about 70 m i l e s p e r hour 
to about 55 m i l e s p e r hour . A c c o r d i n g to the s t a t emen t of the 
e n g i n e e r , an undes i r ed r e l e a s e o f the b r a k e s then o c c u r r e d . An 
emergency a p p l i c a t i o n o f the b rakes became e f f e c t i v e when the 
t r a i n was c l o s e l y a p p r o a c h i n g s i g n a l 39 -40 , and the speed was 
reduced to about 20 m i l e s p e r hour a t the p o i n t o f c o l l i s i o n . 

The r u l e s o f the 0.R.I.St P . r e q u i r e t h a t when a t r a i n 
p a s s e s a s i g n a l which I n d i c a t e s Approach the speed o f the t r a i n 
must be reduoed I m m e d i a t e l y to not e x c e e d i n g 30 m i l e s p e r hour 

^and must be so c o n t r o l l e d tha t the t r a i n can be s topped s h o r t 
• o f the n e x t s i g n a l The l o c o m o t i v e o f t h i s t r a i n was equ ipped 
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with a dual-purpose brake valve for automatic or electro-pneu­
matic operation of the brakes with provision for immediate 
emergency application available at all times. Apparently, 
after It was found that the speed of the train was not being 
properly controlled with the b r a k e s in electro-pneumatic 
operation further action was not taken In time to stop the 
train short of signal 39-40. 

This accident was caused by failure to operate the 
C.R.I.4 P. train In accordance with signal indications. 

Cause 

Dated at Washington, D. C 
day of November, 1953. 

this twenty-third 

By the Commission, Commissioner Clarke. 

( SEAL)' GEORGE W. LAIRD 

Secretary. 


