INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NC. 373L

CHICAGC, ROCK ISLAND AND PACIFIC
RAILRCAD COMPANY

IN RE ACCIDENT
NEAR AULNE, KANS., ON
DECEMBER 6, 1956




Report No. 3734

-2 -
SUMMARY
Date: December 6, 1956
Rellroad: Chicago, Rock Island and Pacific
Loocation: Aulne, Kans.
Kind of acecldent: Collision
Equlpment involved: Locomotive end rear portion of freight
trein
Train number: Extra 134 North
Locomotive number: Digzel-electric units 134A, 135B, and
Consiat: 4O ecars, caboosge
Speeds: Locomotive - ¢t Rear portlon of traln -
undetermined standing
Operation: Signal indications
Traclk: Single; tangent; 0.15 percent sscending
grade northward
Weather: Clear
Time: 6:15 a, m.
Cagualtiles: 1 killed; L injured
Causs: Failure properly to control apeed of

locomotive returning for rear portion
of train
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INTERSTATE COMMIEZRCT COMMISSION

REPORT NO. 373l

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

CHICAGO, ROCK ISLAND AND PACIFIC RAILROCAD COMPANY

Mereh 19, 1957

Accident near Aulne, Kans., on December &, 1956, caused by
fallure properly to control the speed of a locomotive
returning for the rear portion of a train.

REPORT CF THI CONMISSIONl

MURPHY, Commissioner:

On December 6, 1956, there was a colllsion between a
locomotlive and the rear portion of a freight train on the
Chicago, Rock Island and Pacific Railroad near Aulne, Kans.,
which resnlted in the death of one trailn-service employes,
end the injury of four train-service employees.

1

Under authority of sgection 17 {(2) of the Interstate Commerce
Act the above-entitled proceeding was referred by the Commis-
sion to Commlssioner Murphy for consideration and disposition.
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Lecation of Accldent and Method of Operation

This aceldent occurred on that part of the Southern
Divislon extending between Caldwell and Herincton, Kans
122.5 miles, 1In the vicinity of the point of accldent this
is & single-track line, over which trains are opersated by
signal indiecatlons. A%t Aulne, 93.5 miles north of Celdwell,
a siding 1,020 feet in length parallels the main track on
the east. The north siding-switeh is 3,413 feet north of
the stetion sign. The accldent occurred on the main track
at a polnt 1,907 feet north of the north siding-switch.

The main track 1s tangent throughout a distance of more

than 1 mile Immediamtely south of the point of accident and
3,681 feet northward, From the north there are, in succes~
sion, a tangent 1,555 feet Iin length, & 2° curve to the right
713 feet, and the tengent on whiech the accident occurred.

The grade 1s 0.15 percent ascending northward at the point

of aceldent.

Automatic signals 1961 and 1993, governing south-bound
movements, are located, respectively, 3.15 miles north and
307 feet south of the point of acecident. These signals,
which form part of & traffic-control system, are of the
searchlight type. The aspect applicable to this investiga-
tion and the corresponding indicetion and neme areas follows:

Aspect Indication Name
Red-over- Stop, Then Proceed at Low Stop and
number plate Speed through the entire Proceed
block

This carrier's operating rules read in part as follows:
DEFINITIONS

Low Speed.-~A speed that willl permit stopplng short
of train, engine, obstruction or switeh not properly
lined and looking out for broken rail, but not exceed-
Ing 15 miles per hour.

100, Leaving Portion of Tralns.--When an engine
leaves a portion of its train on a main track under
conditions whiech may make it difficult for the return-
ing engineer to locate the standing portion, two tor-
pedoes must be placed not less than 20 car lengths in
advance of the heed end of rear portion to serve as a
warning., # 3 &

o4 3R
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The maximum authorlzed speed for Dlesel-electric road
frelght locomotives when moving backward 1s L0 miles per hour.

Degeription of Accident

Extra 134 North, a north-bound freight train, departed
from Caldwell at 11:40 p. m., December 5, and stopped on the
main track at Aulne about 3:0 a. m., December 6, At the
time the train arrived at Aulne 1t conslsted of Diesel-
electric units 134A, 135B, and L1lA, coupled in multiple-unit
control, 120 cars, and a caboose. During the process of
getting the one hundred and twelfth car onto the siding at
Aulne, the coupler and yoke were pulled out of the south end
of the seventy-ninth car. After thls occurred, the first
seventy-nine cars were taken to Marion, 6.0 miles north of
Aulne, and placed on a siding at thet point. The locomotive
then returned southward, passed signal 1961, which indicated
Stop-then-prcceed-at-low-speed, and while moving at an unde-
termined speed 1t collided with the rear portion of the train.
The acecldent occurred 1,907 feet north of the north siding-
awltech at Aulne.

The locomotive stopped with the south end 118 feet south
of the point of accident. The south truck of Dissel-elsctric
unit [j1A, the unit at the south end, was derailed, This unit
stopped upright and in line with the track, The first five
cars of the rear portlon of the train were deralled and
stopped iIn wvarious positions on or near the track, The first
four of these cars were tank cars loaded with fuel oil. The
end of the body of the first car overrode the underframe of
Diesel-elesctrlic unit 414 and telescoped the nose section of
the unit a distance of epproximately 8 feet. Fire broke out
in the wreckage, and eguipment which had been damaged in the
colllsion was further damaged by fire. The first five cars
Wwere destroyed, Diesel-eslectric unit 1A was badly damaged,
and Diessel-~electric unit 135B and the slxth car were somewhat
damaged.

The flagman of Extra 13} North was killed. The engineer,
the fireman, the front brakeman, and the conductor were in-
Jured,

The weather was cloudy and 1t was dark at the time of
the accldent, which occurred about 6:45 a, m.
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Digcusslon

As Extra 13} North was approaching Aulne the englnemen
and the front brakeman were on the locomotive. The conductor
and the flagman were in the caboose, The conduclor sald that
there was severe glack action In the train when the rear end
was & short distance south of Aulne. He then saw sperks fly-
ing from undernsath a ear near the rear end of the train. He
stopped the train by use of the conductor's valve, and then
found that the ninth car shead of the caboose was off center.
During the process of getting thls car onto the siding two
separations occurred in the traln. After the second separe-
tlon the conductor found that the coupler and yolke were pulled
out of the gouth end of the seventy-ninth car, He Instructed
the flagman to go to the front end of the train and inform
the enginemen and the front brakeman that 1t would be neces-
sary to talte the first seventy-nine cars to Marlon and return
with the locomotive for the raar portion of the traln. All
rembers of the ecrew accompanled this movement.

After the forward portion of the train reached Marion,
the rear portion of the train on the main track at Aulne and
north of Aulne caused all southward signals betwesen Aulne and
Marlon te continue to dilsplay their most restrlctive aspects.
The conductor obtained permission from the train dispatcher
for the locomotive to pass a southwerd absolute signal at the
gouth end of the siding at Marlon to return for the rear por-
tion of the train, and the locomotive then departed south-
bound. The members of the trailn crew were in the control
compartment at the south end of the locomotive, and the englne-
men were 1ln the control compartment at the north end. The
headlight at the south end of the locomotive was lighted
brightly. The engineer said that the southward movement was
made at a speed of from 15 to 20 miles per hour, The members
of the crew saw the aspect displayed by signal 1961. Thsy
knew that thils aspect was displayed because of the rear por-
tion of thelr traln in the block of the signal, and for this
reason they did not stop before passing the signal, The
conductor said that after the locomotive passed the crest
of an aseendling grede about 2,500 feet north of the polint
of acclident the speed appeared to increase slightly. The
front brakeman sajd that he then gave reduce-speed signals
with hla lantern from the door on the east side of the con-
trol compartment, These slgnals were not acted upon, and
the conductor said that he then gave reduce-speed signals
from the door on the opposite side of the control compartment.
There was no response to thege signals, The c¢conductor and
the brakeman thought the signals were given throughout a
distance of about 1,00 feet. They said that the flagman,
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who was seated In the engineer's seat, then said he would
malke an emergency appllcation of the brakes., At approxi-
mately the same time these employees saw the north end of
the rear portion of their traln ahead. The flagman imme-
diately made an emergency appllication of the brakes, and

the conductor and the brakemen alighted from the locomotivs,
They alighted at a point about 160 feet north of the point
of colllsion. The enginemen said that nelther of them saw
slgnals glven by the conductor or the brakeman. The engineer
said that as the locomotlve moved southward he was bothersed
by fumes from the exhaust of the Dlesel sngines and sufferesd
several coughing spells. He thought that possibly 1t was
durlng one of these spells that the signals were glven. He
first became aware that anythling was wrong when the brakes
became applied. The fireman said that he was leaning out
the window and maintaining what he thought was a constant
lookout in the direction of movement. He sald that the air
was sufficiently cold to cause his eyes to water, and he
thought this condltion may have interfered with his vision
to the extent that he fajled to ses the signels, He saw

the conductor alight from the locomotive et approximately
the same time that the brakes became applied. Nelther of
the englnemen saw the rear portion of thelr train before the
collision occurred. None of the surviving members of the
crew could estimate the gpeed of the locomotive at the time
of the eollision.

Under the rules of thils carrler the agpect displayed
by signal 1961 for the movement of the locomotlve of Extra
13h North required that the locomotive stop before passing
the signal and then proceed at low speed through the entire
block. Low gpesd 1s defined in part as a speed that will
pormit stopplng short of an obstruction but not exceeding
15 miles per hour. The rules also provide that when an engine
leaves a portion of its train on a main track under conditlons
which may make it difficult for the returning englneer to lo-
cate the standing portlon, two torpedoes must be placed not
lesa than 20 car lengths In advance of the head end of rear
portion to serve as a warning. In the Ingtant case the con-
ductor of Extra 13l North sald he lmew the location of the
north end of the rear portion of his traln with respect to
the locatlon of aignal 1993, and since he did not anticlpate
any difficulty in locating the rear portlion of the train he
did not consider the use of torpedoes necassary,
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Cause

Thls accldent was caused by fallure properly to control
the speed of & lpcomotive returning for the rear portion of

a train.

(SEAL)

Dated at Washington, D. C., thils nineteenth
day of March, 1957.

By the Commission, Commlssioner Murphy.

HAROLD D. McCOY,

Secretary.



