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SULLIARY

Inv-2224
Reilroad: Union PacirTic
Date: Nove.iber 18, 1957.
Location: Brigham, Utaan.
Kind of acciocent: Derailaent
Train involved: Freight
Train number; Ixtra 2811 West
Enzine number: 0511
Consist: 8% cars and caboose
Speed: 8-15 m.on.h.
Track: Tanzent; 0.72 percent

descendine grade.

Weather: S1i_htly fogg

Time: 8:20 a.m,

Casualties: 2 injured

Cause: Break-in-two followed by run-in

of rear portion.
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December 15, 1937.

I'c the Couraission:

on November 1&, 1¢& there was a derailment of a freight
train oun tiie Unioun fuCLIlv nailroad, as & result of a treak-in-
two 2nd s run-ia, at A1ignaw, Utab, wiich resulted in the injury
of two emplcyees.

Location and method of operation

This accildent occurred on the 3iuth Subdivision of the Utah
Division, which extends between Opden, Utai, and i.cCammon, Icaho,
a distance of 112.2 uiles. This is 1 zinzle-track line over wiilch
trains are operated by timeteble, train oraers, and an automatic
block-signal systexn, The av01dhnu cccurred et a noint approxi-
mately 1,250 feet wezt of the station st Bri_hail, waere the track
extends approxinately north snd csoutn; uoyﬂver, timetalle direc-
tions, west and east, are uscd in tnis renort. A siding lies on
the south side and parallel to the main track, the east switch
being 4,204 feet east ol tie station and the west switch 4,081
feet west of tne station =t Bri.ha1. 4 trailiny-point crossover
for west-bound treins from the siding to the malin track is located
onposite the stetlion. Anproescain~ the scene of the accident from
the east switch on the eciaing, the track is tangent for a distance
of 3,420 feet, followed by a 5° curves to the left 688 tfeet in
length and then 200 feet or tangent track to the crossover. Fromn
the crossover westward the rain tracsg 1s tangent 1,250 fest to
the noint of accident ana r'or abcut o,000 feet beyond. The grade
1or west-bouna trains is .70 percent ascending for a distaace of
2,100 feet, then vasre 18 ¢ vertical curve 00 r'eet in leungth,
followed by 7CO feet ot 0.77 percent asceading grade, and a ver-
tical curvs 800 Jeeb in leagtn, then level orack a distance of
S00 rfeet to the crossover. Continuing westward or the main Track
Jrom the crossover, the trach is level 1or a cistance cof 200 feet,
followed by a veruvicdal curve 800 feet in length, and 2,500 feet
ol 0,72 percent desceanuinz grade. The accident occurred on this
grade ot a point wpproximately 270 feet frow its eastern end.

This latter grade is {ollowed by o vertical curve 400 feet in
length and ©C0O feet of (.60 percent descending zreade.

The trasok is lsid with ¢C-pound reils in 33 Toot lengths qQn
18 tles to the riil length. It 1s single-spiked end fully tie-
plated and bellasted with zgravel to a depth of 8 inches under the
ties. The maximum suthorized speed for ireight trains is 30 miles
per hour.

It was slisntly fogsgy ot the time of the acecident, which oc-
curred at 8:20 a.mn,
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Lescription

Extra £ol1l, a west-bound freichnt train, concisting of 83 cuars
and o cabooce, hauled by encine HZll, wes in charge oi’ Conductor
metes and Lu 1nem n Husloae Thils train srrived at Brigham at 3:C0
a.m. tné newded into the cicin,, ot tne east switen to nmeet 1lo. 42.
al'ter the cepuriure of the latver traln, gxtre L311 headed out
uron the main track throu:h the crossover orposite the station.
When the recr of the trein wes o« siort distence west of the sta-
tion, and while runains at o sneed estinated to nave been tetween
8 anc 12 .iiles ner nour, the train narted retween tne ninth and
tentn cers. Tho eascreency epplication of brekes which followed
the brecax-in-two 13:sultied 11 & severe run-.n of the rear portion
cf the train, ancd cauced bLhe derailment of tank car U. T. L. X.
11665, the sixty-taird car in the train.

The rorward and rear portions ol the train stopnped about one
car lengtn apart. Tie reor truck of U, T. L. £, 1lo65 was de-
railed to the rizat wnd tlhe resr end of the car was forced upward
and mounted the platlior.a of the sixty-fourth car, P. X. 76Z213.
The Tifty-eizhty car custained o broken trein line and a broken
oil box, and on tae tenth car, D. & . G. W. 18196, trhe coupler
was brcken through che key-way et the back end of shenk on west
end of car, Tie cabooss was purtially <aocked off center. The
employees injurcd weie the conuuctor und rear brakencan.

Summer; ol evidence

[}
et
L:_

En-ineman dasl stated that nis train consisted of 23 loaded
and 6C 2apty cars, <,o063 tons. A t rninal test of the brakes was
mads at Salt Lake Jity, 7.4 miles cast of Brizham, and this s:aowed
a five-pound lecakage vimich 1s not cXcessive. .i@in-reservoir pres-
sure of 130 pounds anc¢ train-line pressurc of 70 pounds were main-
tained without dirrficulty. Tihe feed valve on the locomotive
operated properly. No dirficulty was exnerienced in starting
the train et Salt Lake Cit: and nothin~ unusazl occurred between
Salt Lake City and 0_den. The train brakes were not used until
making the stor at O den, wherce they oncrated wreperly. At tais
point the enzine was cut off but the make-up 0. the train was not
Gisturbed. Nothing uvnususl occurrcd between Ogcen and Bri_ham, a
distance of <&1.1 siles. 1In .iakin~ the stop at the east switch to
head into the sidiay at Bri_haa for the purpose of ieeting No. 42
he used the troin or.okes. Due to slippery rail and the ascending
grede of cbout 0.7 mercent, the en-ine bllpped somec in entering
the ciding but ¢lthouza the slipping was not excessive he taournt
there was something ctichiny or céragginy in the train. After the
departure of No. 42 he had to take zlack several times to start
the train end the ingline stalled three times due to the slippery
rail and the ascending grade. After the train moved 6 or 8 car
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lengths it proceeded without difficulty as the grade begins to
descend near the station. The train proceeded at a speed of ‘
about & miles per hour and as the engine and forward part of the ‘.
train were on the descending grade he kept the slack bunched by
using the driver brakes. As the caboose neared the crossover he
gased orf on the driver brakes in order to strctch the train a
iittle and to ad,ust the slack. The rear end passed over the
crossover at a spced of about 6 niles per hour and he received
a proceed signual Ifro.l the rear, given with a yellow fusee., He
whistled a proceed signal, hooked up the reverse lever to about
20 percent cut-off, und worked the throttle 1li-.htly. After
moving 12 to 10 car loingtine he thought he had «ll slack out of
the train and about then the brakes were applicd in emergency.
Although he thouzat the application nad been made on the rear
end, he lapped his brake valve and whistled a "broke-in-two"
signal., fhe head brukeman went toward the rear and then returned
to the engine witn the information that there was a broken train
line and a broken drawbar shank on the tenth car. Ingineman
Haslam then went to the rear ané found a Lajor drawbar on car
D. & R. G. W. 18196 with the shank broken next to the yoke rivets
ana through the key-way. This break disclosed a flaw on the top
and another flaw on the right-hand bottom corner; there were also
rusty sand holes resembling an ant bed., Including the sand holes
he cstimeted that ucre than 50 perceut ot the bresk was o0ld. The
carrier iron wos down about one inch below noriiel on the right
side; cne bolt was .nissing, and the other bolts were old and rusty.
On going rurther to the rear ne found three dumaged tank cars in
& group, the sixty-second, sixty-third and sixty-fourth cars. The
Tzar truck of the sixty-tnird cer was derailed; this car and the
sixty-fourth were tclescoped, with the rear end of the former
mounted on the platform of the latter, and the drawbar of the
forner car had punctured the venk of the latter car. Later he
examined the Fifty-eisnth car and I'ound a bad connection at the
angle-cock nipplz oend a hroken oill Lox at the left No. 1 wheel.
After the bad order curs were disposed of, the train proceeded
to Pocatello, Idaho, without experiencing further trouble, the
brakes performine pronerly and taere was no excessive slack.
Engineman Haslam said this was the first break-in-two he had ex-
pcrienced in over three years,

fireman Faul and Head Srakeman Kandt corroborated the state-
ment of hkngineman Haslam relative to the aovement of the train l.
from the siding to the nmain treck; they said the slack was takep
out of the train in an cusy manncer and they observed no jerking
of the train. The head braxcaan was ol lhe opinion that the draw-
bar in the tenth car roceived more strain at the time of pulling
out of the siding than ot the time the train broke in two.
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geur Jrake.ian ..o00y corroboreted the state.ient of Engineman
Haslaw concerning events un to tne time of massing over tne
crossover. He estimated the speed at & miles per nour when he
closed the crossover switc.les and said that after he boarded the
caboose he gave a proceed signa2l witin a yellow fusee at which
time the speed was bpetween 10 and 15 niles per nour. The brakes
were applled in emergency and when the train stophed the caboose
was avout 300 feet west of the station.

Conductor fstes was badly injured in the accident and was
not available 1or questicning.

scting General Car roreman Kreazer stated that he was in
charse of the wreckine cutfit wihlch arrived at Brigham at 1:00
D.ul. e ade 20 inspection ¢f the cdamaged cars ané it was his
opinion that tae breaking of tae ccupler shank on D. & R. G. W.
car 18196, ithe tenta car in tine train, was the initial cause of
the accildeat. MNe sald tunis was & wajor coupler with a 5" by 5"
shenk, cast in 1yll, and that it was the saallest size permitted
in freight car service, e said the broken coupler revealed
about ten percent old break in the top part of the shank and
sone sand holes in thce bottow portion. He corroborated the state-
ment of the engineman concerning thne pcesitions of the sixty-third
and sixty-fourth cars and added that the rear drawbar of the sixty-
second car was on top of the tank platform ol the forward end of
the sixty-tnird car. He found aotning sbout these three cars
that would have caused or contributed to the accident. He stated
that he had not been exper.encinz a great deal of trouble with
free slack in draft gesrs, and tnat repairs were made on system
and foreign cars whenever 1 1/2 inches or more free slack was
found.

Car Inspectors Nielson and Patterson stated thet they made
class M"A"™ insvection of D. & R. G. W. 181%6 about 6:00 v.n1.,
November 17, and zsaid they took no excerptlons. After the acci-
dent they exaanined tue broken saank and in their opinion the
fracture suwowed azbout five percent old break at the bop and said
it would be impossible to see this defect unless the coupler
was rewmcved froin the car.

Observations of the Commission's inspectors

A1l eguipmant involved in the accident had been nmoved before
the errival of the Co.maission's inspectors. The inspection of
the track disclosed nothing that would have ccantributed to the
cause of the accident. The firty-eighth, sixty-second, sixty-
third and sixty-fourtu cars were inspected at Ogden and nothing
was found that woula nhave caused or contributed to the accident.



D & R. G. W, 18190 was inspected at 3alt Lake City and was

found to have an 0l1ld type wejor counler with a 5" by 5" shank
broken off through the key-way. An olu flaw, or partial fracture,
of about ten percent ol the cross section, and numerous sand
holes 1in tune castin., were revealed. These would materially re- .
duce the strenzth ol the shank and were of such nature and so
located tnat they coula not reasonably be expected to be found

by orainary insnection with the coupler in place in the car,

This car 1s a steel sondola built in 1901 and was rebuilt in
December, 1926, 1t is 37 reet o inches in length, had a capacity
of 80,000 pounds, sna weighs 253,300 pounds. It is equipped with
twin sprin, draft gears.

Discussion

The evidence 1s to the effect that the train was moved in
a norumal munner from Salt Lake City to the point of accident.
There was no excessive slack actvicn and no rough handling. There
was no warning of any defect prior to the break-in-two and the
resultant ewmergency application of the brakxes. The train broke
in two between the ninth andé tenth cars and the evidence is to
the effect that the telescoping of the three tank cars, and the
cerailment of one of then, was caused by tihie sudden run-in which
resulted when the brulies were applied in emergency. Not cnly
was the coupler which Talled the minimum in size permitted by
A. A. R. rules, out it was defsctive due to an 0ld partial frac-
ture and sand holes in tne casting., Couplcrs with 5" by 5"
shanks, on cars bullt new after Nove iber 1, 1920, or rebuilt
after July 1, 1928, are not permiftted by A. A. R. rules. This
size of coupler is taerefore obsolete, and the results of this
accident point tc tne neced of eliminatinz such couplers from
service on «ll cars as quickly as possible.

coriclusion

Tiris accident was caused by & break-in-two of the train due
tc the failure of a coupler shank.

ndespectfully submitted,

W. J. PATTSRSON,

Director.



