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SUMMARY

§8§

June 26, 1960

Chicago, Rock Island and Pacific

Pratt, Kans

Derallment

Freight

94

Diesel-electric units 123, 1358, 106B, and 1323
116 cars, 2 dlesel-electric units in tow, caboose
48m p h

Timetable, train arders, autematic bleck slgnal system yard
limits

Single, 0°45" curve, 0 7 percent ascending grade eastward
Clear
300p m

Train moving out of contral and entering turnout at meeting point
at an excessive rate of speed, as a result of fallure ta make re-
quired alr vrake tests

That the Thicage, Rack !sland and Paciflc Railroad Company Im-
mediately make the necessary revislons %o bring 1ts rules and
instructlons governing employees in the aperaticn of train alr
brakes into conformity with rules, standards and instructiens
prescribed by the Power Brake Law of 1958, and the orders of
this Commission relating thereto, and further that this carrier

promptly take necessary steps to obtaln compllance with these
regulations
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INTERSTATE COMMERCE COMMISSION

REPORT NO 3893

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

CHICAGO, ROCK ISLAND AND PACIFTIC RAILROAD COMPANY

December 5, 13R0

Accident at Pratt, Kans , on June 26, 1960, caused by a train moving out of control and
entering a turncut at a meeting point at an excessive rate of speed, as a result of failure to make
required air brake tests

REPORT OF THE COMMISSION!

HUTCHINSON, Commisswoner

On June 26, 1980, at Pratt, Kans , there was a derailment of a freight train on the Chicage
Rock Island and Pacific Railread which resulted 1n vroperty damage of approximately $440,000 00

1Under authorlty of section 17 (2) of the Interstate Commerce Act the cbove-entitled proceeding was

referred by the Cormmession te Commissioner Hutchinson for consideration and disposition
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Location of Accldent and Method of Operation

This accident occurred on that part of the Mhissoun-Kansas Division extending between Li-
neral and Pratt, Kers , .32 6 miles, o single *rac< ire, ~ver which trains are overated by tinetable,
train arders and an auvtomatic slo~k siwgnal svstem At Pratt a siling parallels the main track on the
north  Tre west switct »f this siding 15 1,337 {feet » est of the station and the east siding-switch 1s
‘ocated a considerable distance sast of that point  An auxiliary track designated as the house track
parallels the =1ding on the north end converges witn 1t at a switch located 727 feet west of the
station  The west yard-lir it-aoproach sign and the vard-11 1t sign are located, respectively, 2 11
miles and 1 34 miles west of the west siding-switch  "he accident occurred within vard limits on
the turnout of the west siding-switch Fror, the west the win track 1s tangent throughout 1 consi-
derable distance and then there 15 @ 0°157 curve tothe left 1 05 rules to the west switch of the siding
anc the No 10 turnout on which the gerailment coccurred  The s1ling 15 tangent a considerable dis-
tance 1-mnediatelr zast of the point of acc_dent  Tre grade for eastbound trains in this territary 1s
genemally descending easteard and petween Srralley, 4 6 miles west of Pratt, and the pownt of accl-
dent 1t varies betwesn Q 7 percent descending and O 7 percent ascending and 1s 0 7 percent ascend-
ing at that point

In the vicinity of the point of accilent the mawn track 1s constructed of 115-pound rail  The
turnout at the west erd of the siding 15 provided with a Ne 10 frog

Rules and 1nstructions of the carrier goverring employees 111 the operation of train air brakes
read 1n part as follows

Rule 21 - Preparation of Locomotive for Service

1 Where mmntennance or inspection forces employed, foreman in charge must know
before dispatching locomotives for service the Iollowlng

A Brakes on locomotives are in proper condition for service

* ok ok

2 Enginemen will be responsible tc perform the following

A Enginemen when tcking chargs of locomotlve at terminals must know by visual

inspection that all brakes are 1n operative condition and that brake valves function properly
in all positions

ok
Hule 30 - Hoad Train Air Brake Tests
1 Passenger Trains

* = ok

2 Freight Tram

A Before motive power 1s detached or angle cocks are closed on a freight tramn,
brakes must be applied with not less than a 20 lb broke pipe reduction

B After recoupling and angle cocks are opened, it must be known that brake pipe

air pressure 15 being properly restored as indicated by the cabocse gauge and that brakes on
rear car are releagsad

Applicable provisions of the Power Brake Law of 1958 read wmn part as follows

132 10 General rules, locomotives

* ¥
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(b) It must be known that air brake equipment on locomotives 1s 1n a safe and suilt-
akle condition for service

* ok x

(1) Enginemen when taking charge of locomotives must know that the brakes are 1n
operative condition

L

132 11 Trawinh awr brake system tests

{a) Bupervisors are Jointly responsible with Inspectors, englnemen and tramnmen for
condition of air brake * * * equipment on motive power and cars to the extent that it 1s pos-
sible to detect defective equipment by required alr tests

* o ok

132 12 Initial terminal road train air brake tests
All trauns must be guiven inspection gnd test as specified by paragraphs (a) to {h) of
this section at points (1) Where a traln 1s originally made up {Initlal Terminal)

+* ok A

132 13 Roead train and intermediate terminal tramn oir brake tests

* * o

(d) (1) At g point other than a terminal where one or more cars are added to q train,
and after the troin broke system rs charged to not less than 60 pounds as indlcated by a
gauge at the rear of freight train * * *, tests of air brakes must be made to determine that
brake pipe leakage does not exceed {lve (5) pounds per minute as indicated In the brake pipe
gauge after a 15 pound brake pipe reduction After the leakage test 1s completed, brake pipe
reduction musl be increased to full service, and it must be known that the brakes on each of
these cars and on the rear car of traln apply ond release =« t *

{2) (1) At a termungl # * *

{12) When cars which have not been previously charged and tested as prescribed by
132 12 (o} to {h) are added to a train such cars may either be given inspection and tests in
accordance with 132 12 (a) to {h), or tested as prescribed by subparagraph (1) of this para-
graph prior lo departure * *

LI

The maximum aquthorized speed for freight trains 1n this territory 1s 60 miles per hour but it
15 restricted to 15 miles per hour through turnouts of the type here involved

Description of Accident

No 94, an eastbound second-class freight train, consisted of diesel-electric units 123, 1358,
1062 and 1323, coupled in multiple-unut contrel, 116 cars, 2 diesel-electric units in tow, and a
caboose Diesel-electric unit 1323, a read-switcher type unit, was added at Liberal as the fourth
unit at the rear of the three-unit locomotive which had arrived on the inbound train  The 2 diesel-
electric units in tow were positioned 1n the outbound train as the 5th and the 21st units to the rear
of the locorictive At Liberal members of the crew of No 94 received, among others, coples of
tratn order No 238, reading as follows

NO 84 ENG 123 HAS RIGHT OVER
NO 39 ENG 650 LIBERAL TO PRATT

No 39, a westbound first-class vassenger trawn, 1s due to leave Pratt at 2 39 p m, but was run-
ning soTnewhat late on the day of the accident Mo 94 departed from Liberal at 12 05 p , 5 hours
55 minutes late, without a proper trake test having been made prior to departure This train pro-
ceeded eastward, mwet en route two westbound extra freight trains, each of which had taken siding
and cleared the wain track, and while noving at a speed of about 48 miles per hour 1t was diverted
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to the siding at Pratt and the rear truck of the 6th and all trucks of the 7th to the 53rd units, inclu-
silve, were derdiled ir the vicinity of the turnout of the west siding-switch A separation occurred
at the rear of the diesal-electric unit n tow, which was the sixth unit 1n the train, and the forward
perhior of the train stopped with the front end of the locomotive ahout 1,700 feet east of the point
of accident Other separations occurred at both ends of many of the dermled cars and derailed
equipment stooped at right angles to the track and 1n various other pesitions on ar near the track
structure of the main track and the siding

Of the derailed equiprent, 42 cars were heavily damaged, and 3 cars and | of the diesel-
electric units 1n tow were somewhat damoged Between points about 30 feet west and 510 feet east
of the west siding-switch the main track was demolished The west end of the siding was destroyed
throughout a distance of 878 feet, and the adjacent auxiliary track was badly damaged throughout a
distance of B0 feet 1n the vicimity of switch location where 1t converges with the s:ding The esti-
mated cost of the damages resulting fror this accident was 1in excess of $440,000

The weather was clear at the time of the accident, which occurred about 3 00p m

Diesel-electric units 123, 135B and 106R are rprovided with 24-RL, type brake equipment
Niesel-electric unit 1323, the rear umit of the four-unmit locomotive nvolved, 1s provided with 26-L
type brake equipment with a 26-C hrake valve and 26-F control valve A WMU-2A valve 1s provided,
the function of which 1s to condition 26-1. hrake squpment %o be used in multiple-unit operation
with other 26-L, No 6 and 24-RL equipped locomotive units When arranged 1n trailing position in
a locomotive contrelled from o 24-RL equinped unit, the pointer type handle of the MU-2A valve 1s
required to be positioned 1n Trail 24/ position with the brake pipe cut-off valve 1n cut out posi-
tion and the brake valve handle placed 1n “handle off’ position When so arranged, the auteratic
brake valve of this unit will be inoperative unless the brake valve handle 1s moved to emergency
position, qnd the control of supplying or reducing brake pipe pressure 1s the function of the brake
control apparatus of the lead locorotive umt, from which the brakes of the train are to be controlled,
Requlating devices on freight locomotive units of this carrier are naminally adjusted to maintain
main reservolr pressure of 130 to 140 pounds and brake pipe pressure of 80 pounds The handle of
the angle cock provided at each end of this unit 1s of the spring loaded type

The locorotive and the caboose of No 94, the yurd locomotive at Liberal, the trmin dispat-
cher's office at Liberal and the yard office at Pratt, are provided with radio telephone equipment

Dlscussion

No 94 originates at Tucumecar:, New Mexico, 204 3 miles west of Liberal This 1s the
mmitial station on the line for this train and the point at which 1t 15 required to recelve an nitial
terminal air brake test  Liberal 1s an intermediate terminal and crew change point for No 94 On
the day of the accrdert Mo 94 amved at Liberal at 11 25 a =, 5 hours 45 minutes late, and was
stopped with the cakocse at a point near the train dispatcher’s office At that time the train con-
sisted of diesel-electric units 123, 135B and 106B, coupled 1n multiple-unit centrol, 113 cars, 1
diesel-electric umit 1n tow, and a caboose Immediately after arrival the locorotive was detacned
and proceeded to the fuel station where the three units were serviced Diesel-electric unit 1323 was
moved to the fuel station by a vard locemotive and was coupled to the third unit to forr a four-umit
locemetive for the outbound movement of No 94 While the locomotive of No 94 was detached from
the train, the yard locomrotive removed the first 9 cars and afterward added o block consisting of
13 cars and a diesel-electric unit 1n tow to the head end of the train
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An erployee cof the mechameal department servicad the locorotive urits which arrived on
No G4 He coupled the hose between diesel-electric unit 106B and diesel-electric uut 1323 while
he was refueling the forrer He said that he was sure that ¢ll hose weare properly connected between
these units and tkat he had vroperly positioned the angle cocxs on botn units  The engineren
boarded the loco notive at the fuel station  The shop empioyee said that he had not entered the
control compartrment of diesel-electric umit 1323 but that the fireman had pesitioned the valves of
the brake egquipment 1n the control cor partrient of * at unit

The enqineer of Mo 94 smd that he inspected the {irst three diesel-electric units and then
bearded the locomotive at the fuel station  He said that he did not 1ngpect diesel-electric unit 1323
kut proceeded to the control comnpartment of the first unit to assist in waking a brake test after the
fourth unit was added to the locomotive At that time the independent brake of the locomotive was
applied e said that 11 response to signals for a brake test he released the 1ndependent hrake and
apolied the automatic brauke and repected the test, applying ard releasing both the aqutomatic
and independent brake several times before receiving a signal that the test was corpleted He said
that v hile the brake tests were beimg made the fireman was 1nspecting the locomotive units and the
frent braker-an was 11 the vicinity of the rear of the locorotive  After the tests were completed, the
locomnotive departed from the {uel station and was delayed a short time while the yard locomotive
coTnpleted vork at the head end of the train of No 94 The engineer said that when the locomotive
was coupled to the train he reduced the brake pipe pressure to aveid the wossibility that the loco-
motive brakes might become aprlied in smergency He said that later while he was waiting for a
signal to mnake a brake test that he read the train orders In resoonse to instructions received by
radlo telephons he rade o brake apolication He somd that he d1d net notice any wrreqularity in the
krake valve evhaust when making this application and subsequently received instructions on the
radic for No 94 to release the brakes and proceed He said that he did not want to proceed on these
mstructions and 11 resvonse to his inguiry directed to the caboose of No 94, the previcus caller
identified humself as beingon the vard locomotive, and inforred the engineer that the carman inspec-
ting No 94 was standing near the yard locomotive at that tire and was qiving signals to release
tte krakes The engineer said that he then cormunicated by radio telephore with the conductor and
inguired 1f the train was ready to proceed He said that the conductor inforned him that edditional
train order autbority would be 1ssued to their train en route and instructed him to proceed No 94
then deoarted The front brakeran said that he was 1n the control corpartment with the engineer
at the tiure the brake test wes made He said that he heard the instructions on the radio telephone
ior No 94 to apply the brakes and tec release the brakes, during which a caller 1dentified himself as
being on the yard locorotive and relaying information as to the signals being given by the car in-
spectar

The fireran boarded the locomrotive at the fuel station He said that he assisted the shop-
nan who was servicing the locomotive by checking the umits and he then alighted 1n the vicimty of
or the rear unit The brakes of diesel-electric unit 1323 did not function properly when first tested
ard he again boarded the locomaotive and entered the control corpartrent of this unit  He said that
at this time te positioned the MU-2A valve 1n /Trail 24*' pesition but did not change the cosition
of the cut-off valve and cverlocked the position of the automatic brake valve handle and the inde-
2endent krake valve handle, which he assumed were properly positicned He said that the brakes
of the locorotive were tested before departing from tte fuel station When the locomotive was re-
colnled to the train he alighted to rake g visual inspection of the units and to assist in the brake
test 1f recessary He saud that he did not inspect tl e couplirgs between the umts at this time and
d1d nct observe if the brakes were aoplied before he heard the signa! sounded on the loconotive
horn which indicated that the air brakes had peen released He then vroceeded to the first unrt to
ascertaln 1if the train was ready to depart
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The carran on duty at Liberal smd that he coupled the air hose of equipment which the yard
lecomotive added to the head end of No 94 at that point He then bearded the yard locomotive which
proceeded westward on an ad,acent track and alighted when 1t was stopped at a pownt approximately
200 to 300 feet east of the caboose In the meanwhile the road locomotive had been coupled to the
train The carrran said that he observed tne brdkes on cars releasing as he proceeded toward the
rear end of the train and that the release valve of the cnboose was stuck 1n open position  He mani-
pulated the release rod to close the valve before he boarded the caboose He said tnat the caboose
air braoke gauye 1ndicated 75 pounds brake vipe pressure  He then commrunicated by radio with the
engineer of No 94 and instructed Fim to apply the brakes The carman then alighted fronm the ca-
boose He said that kbecause the release valve had been open le did not expect the brakes of the
caboose to apply, but he observed that the brakes of two cars immediately n front of the caboose
also were not apolied  He continued to walk eastward on the south side of the troim but was unable
to determine 1f the brakes were applied or the next mine cars in the train, all of which were of the
piggyback type, because the brake cylinders were not visible from the south side of this equioment
He said tnat he became concerned and he gave signals to apply the brakes but the train began to
move before hereached the cars which were positioned ahead of the piggyback equitpment in the train
He said that he continued to give signals to apply the brakes until the caboose had passed him and
that he then advised a lead carman and ar assistant master mechanic who werz nearby that No 94
had departed without a oroper krake test According to the carmran, the road locomoetive was coupled
to the train at 11 53 and No 94 departed 12 minutes later

The engineer smd tnat after the train departed frem Liberal the train dispatcher communi-
cataed with tar by radio telephone on two occasions relative ta the location of No 94 and the point
where additional train crder quthonty would be 15sued zn route  The engineer said that when merr-
bers of the crew of a train which No 94 riet en route reported to him by radio that trakes were
sticking 1n the trawmn the fireran !eft tne control compartment to 1nspect the diesel-electric units
and he 1nitiated a 12 to 15 pound service brake pive reduction and then returned the brake valve to
running posltion to effect their release He smd that the brake valve exhaust was not very long
but he thought that the brake application was effective  According to the engineer's statement this
brake application was made when the train was at a point between Bloor and Kingsdown, which are
located, respectively, 51 8 miles and 57 0 miles west of Pratt The engineer esturated the train
was within 8 miles of Pratt when instructions were received via the radic telepheone that to expedite
the move™ent of No 04 the west siding-switch at Fratt would be lined {or entry to the siding

No 94, the infenor train, was requred under the provision of train order No 238, to take
siding at Pratt to rieet No 39 Trawn order autheority also had been 1ssued for No 94 to run ahead
of No 40, an eastbound first-class passenger train, Liberal to Pratt It was intended that after
No 94 entered the siding at Pratt and moved toward the east end of the yard that No 39 would take
siding at that point to meet No 40 To minimize delay to the trains 1nvolved, the operater at Pratt
commrunicated by radio telephone with members of the crew on the locomotive of No 94 and informed
them that the agent at Pratt would operate the west siding-switch for their train to enter the siding
The agent said that he lined the west siding-switch for entry to the siding about 2 55 p m when the
adjacent westward absolute signal indicated that No 94 was closely approaching  He said that at
this tire the asvect of an eastward signal which was visible to him indicated that No 39 was
ocecupying the main track, and warting 1n accordance with instructions previously 1ssued, to take
eiding after No 91 had woved eastward on the siding He estimated that No 94 was moving at a
speed of 50 miles per hour when 1t came into view He said that at this tire he was standing on
the south side of the track opposite the switch When the speed of the train was not reduced as 1t
aporoached he became concerned and crossed to the nerth side of the track when the locomotive was
approximately 800 to 1,000 feet west of the siding-switch He then realized that if the speed of No
94 was not reduced before the locorotive entered the siding, that equipment entering the turndut at



)

a speed of 50 miles per hour probably would become derailed He said that the speed of the irain
was nct reduced and he did not restore the switch to normal position because he did not think No 94
could be stopped before colliding with No 39, which was occupying the marn track at o point east
of the station He ran northward gway from the track immediately hefore the derailment occurred

As No 94 was approaching the peint where the accident occurred the fireman, a qualifieden-
gineer, was operating the locomotive and the engineer and the front brakeman were seated cn the
left-hand side of the contrel compartment The conducter and the flagman were 1n the cabocse The
fireman said that when the locomctive was at a point several hundred feet west of the approach-yard-
limit s1yn at Pratt he made an 1mitial service brake pipe reduction of about 9 pounds and cbserved
that the service exhaust was of short duration The eastward aqutoratic s:gnal 1n this vicinity in-
dicated Approach and the indication was called The fireman said that the locorotive passed this
signal at a speed of about 55 miles per hour He said that when the initial brake pipe reduction
failed to reduce the speed of the train he became concerned and made a further brake pipe reduction
of 8 to 10 peounds and then moved the brake valve to emergency position The engineer ard the front
brakeman said that they then operated the emergency brake valve located adjacent to their postitions
in the control compartment The firerran said that the indicated speed was 48 miles per hour when
he last locked at the speed mmdicator and that it was not materially reduced before the accident
occurred The engineer smd that as the train was moving on the curve west of the siding he observed
the lighted headlight of the locomotive of No 39 at a point east of the station at Pratt and he
attempted to call a warning over the rodio telephone that No 94 was moving out of control  Imme-
diately aiter the locomctive entered the si1ding, there was a marked reduction 1n speed as fcllowing
equipment became derailed on the turnout and separations eccurred in the train resulting in an
effective brake application The forward portion of the train consisting of the locomotive, five cars
and o diesel-electric umit 1n tow, the rear truck of which was derailed, stopped cn the si1ding a con-
siderable distance east of the point where the derailment occurred

The cenductor sa:d that before he boarded the cahoose at Liberal he cbserved that the
brakes were applied Later, after the carman had mnstructed the engineer by radio to wpply the
brakes, the conductor alighted fromr the caboose He said that he then engaged 1n a conversation
with the chief dispatcher and when he returned to the cabocse the brokes were released and the
flagmran infermed him that instructions to release the brokes and proceed had been 1ssued over the
radic but the flagman had not recognized the voice of the person 1ssuing the instructions  Accord-
ing to the conductor’s statement he did not notice 1f the brakes were applied or released while he
was conversing with the chief dispatcher and he did not see the carman giving signals to apply the
brakes as No @4 departed from Liberal As the train passed the station at Kismet, coples of a train
order were delivered to the conductor and members of the crew on the locomotive which contained
instructions that No 94 was to hold the main track and mreet an opposing extra train which was
superior by right at Missler Kismet and Missler are, respectively, 115 5 miles and 98 5 miles west
of Pratt This train order permitted No 94 to proceed and the two oppeosing trains which were met
en route were clear of the main track at the meeting points No 94 was not stopped at any pownt
between Liberal and Pratt Neither the conductor nor the flagman used the radio cemmunication
equiprent en route  The conductor said that approaching Prat. .e heard noises on thisegquipment
but could not distinguish any conversation He estiurated that there was @ reduction of 5to 10
miles 1n the speed when the locomeotive was 1 the vicimty of the upproach-yard-lunt sign
and that the speed of the train was 45 to 5C niles per hour when the cabcose passed the west yard-
limit sign at Pratt He said that he then becamre concerned and left his seat at the desk and pro-
ceeded toward the conductor’s valve but the brakes becaire applied 1n emergency as a result of the
dermilment before he could take acticn to stop the train
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Lxumination of the loconotive of No 94 after the accident occurred disclosed that the angle
cocl at the east, or fo ard end 1n the direction of mavement, of Jiesel-electric umt 1323, the rear
unit of the locomotive, was in closed position  All hose between the units were properly connected
and all other angle cocks were proocerly positioned Examination of the contrel compartment of the
rear locomotive unit disclosed that the automatic brake valve was in releass position, as was the
independent brake valve The trake valve handle had not been removed ifrom either of these brake
valves The cut-off valve was 1n freight position and the MU-2A valve was 1n /' Trail 247 position

The angle cock at the forward end of diesel-electric unit 1323 was in closed position when
this unit was roved by the yaro locomotive and coupled to tle preceding units in the locomotive of
No 94, at the fuel station at Liberal Although connecting hose between this unit and the preceding
unit of the locemotive were then coupled by an employee at the fuel station it 15 evident that the
angle cock which was on the north side of the coupler at the east end of the unit was not properly
positioned at this tume and 1t rerained closed In the control corpartment of diesel-electric unit
1323 the brake pipe cut-off valve was not moved to cut out position as required when this unit 15 to
be operated 1n trmiling position 1 a rultiple-unit locomotive censist, as 1n this case, but inskead,
this valve was left in freight posttion According to the road fereman of equipmrent, the handles
should be removed from the qutomatic and the independent Lrake valves when this type unit 1s opera-
ted 1n trailling position  As arranged 1n this 1nstance, the brakes of the rear diesel-electric unit of
the locomective of No 94 could not be applied or released by manipulation of the automatic brake
valve 1n the contrel comvartment of the first diesel-electric unit  However, the brakes on all umts
would funchion properly when applied or relegsed by manipulation of the independent brake valve
of the first unit It 1s apparent, under these conditions, that when this locomotive was then ccupled
to the train the train brake syster was charged to the setting of the pressure requlating device of
the brake avparatus of the rear diesel-electric unmit of the locomotive Because of the closed angle
cock at the forward end of that umt, brake pipe pressure of the rear unit and following equipment
could not then be reduced or otherwise controlled by manipulation of the automatic brake valve 1n
the control compartment of the first unit of the locomotive As a result, the brakes in that portion
of the frain were not under control of the engineer and cculd be applied manually only by means of
the quteratic brake valve, the erergency brake valve of the rear locomotive unit, or by cperation of
the cenducter’s valve 1n the caboose Tt 15 evident that if a proper and adequate inspection and test
of the locomotive brake equiprent had been rrade at the fuel station, these conditions would have
been tornd and carrected before the locomotive was re-counled te the train It 1s further evident, that
because of these conditions on the locomotive the brakes of the train could not be praperly testor
and No 94 departed fromr Liberal on the day of the accident without the brake test, which 15 requiren
by the Power Brake Law, having been made

The 1nvestigation disclesed that this carrier’s rules and 1nstructions governing employees
in the cperation of train air brakes do not fully conform te the requirements of the Power Brake Law
of 1958 and the orders of this “ommission relating therete  The 1mitial terminal air brake test re-
quirements varv fron those orescribed by law  The [oad Train Air Brake Tests for freight trains
under Rule 30 1T A, of these instructions rejures cnly that before rotive power 15 detached or an-
gle cocks closed on a freight train, brakes must be acplied with net less than o 20 pound brake pipe
reductior  Paragraph B of this section of the rules provides that after re-coupling and angle cocks
are opened, 1t rust be known that brake pipe pressure 1s heing restored as indicated by the caboose
gauge and that brakes on the rear car are relecsed The hbrokes of the cars added to the train at
Liberal were ncot tested or inspected by the carman or any rerber of the crew These rules and
instructions at the present tir & do not require or prescribe the tyre tests which are to be made on
brake egquininent of cars added to o train at @ poiwnt other than mutial terminal  Acceording to me-
chimcal forer en at reants 1n this territery, only verbal instructions are in effect relative to the
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manner :n which brake tests are to be made at intermediate peints Employees invelved were not
familiar with the provisions of the Power Brake Law relating to brake tests It 15 evident that
verbal 1nstructions relative to such tests are not adeguate and that the so-called rear end test in
which only the brakes of the rear car are observed has limuted application under the law, and was
not applicable under the circumstances existing in the instant case Members of the crew on the
vard locometive said that they did not use the radio equipnent on that locomotive to transmit infor-
mation or instructiens relative to the brake test on No 94 However, 1t 1s apparent that there was
iunproper use of radio telephone communication equipment 1n the unautherized 1ssuance of instruc-
tions tc employees to release the brakes and proceed before the car inspector had completed the air
brake test of No 94 at Laberal If the air brake test had been made in a vroper manner at this
point this accident would have been avoided The Comrussion has imitiated appropriate acticn 1n
the viclation of the Power Brake Law of 1958 in this case

Cause

This accident was caused by a train moving out of contrel and entering a turnout at a meet-
ing point at an excessive rate of speed, as a result of failure to make required air brake tests

Recommendation
It 15 reccmmended that the Chicago, Rock Island and Pacific Railroad Company 1mmediately
make the necessary revislons to bring its rules and instructions goverming employees 1n the opero-
tion of train air brakes into conformity with rules, standards and instructions prescribed by the
Power Brake Law of 1958, and the orders of this Commssion relating thereto, and further that this

carrier promptly take necessary steps to obtain corpliance with these requlations

Dated at Washingten, D C , this fifth
day of Decerrber, 1960

By the Commrission, Commissioner Hutchinson

(SEAL) HAROLD D McCOY,

Secretary



