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SULi.IARY 

Inv-2224 

Union Pacific 

November 18, 1937. 

Brigharu, Utan. 

D e m a Iment 

Freight 

Extra 5311 West 

5311 

85 cars and caboose 

8-15 m.p.h. 

Tangent; 0.72 percent 
descending grade. 

Slijrtly foggy 

8:20 a.m. 

2 injured 

Break-in-two followed by run-in 
of rear portion. 
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Deceraber 15, 1937. 

I1 o the G omii s s ion: 

On November 13, 1937, there was a derailment of a freight 
train on the Union Pacific iLailroad, as a result of a treak-in-
two and s rnn-in, at Biigham, Utah, which resulted in the injury 
o f two emp1cye e s. 

Location and method of operation 

This accident occurred on the Sixth Subdivision of the Utah 
Division, which extends between Ogden, Utah, and mcC amnion, Idaho, 
a distance of 111.2 ,iiles. This is a single-track line over wnich 
trains are operated by timetable, train oraers, and an automatic 
block-signal system. The accident occurred at a point approxi­
mately 1,250 feet west of the station at Bri",ham, wnere the track 
extends approximately north and south; however, timetable direc­
tions, west and east, are used in tnis report. A siding lies on 
the south side and parallel to the main track, the east switch 
being 4,254 feet east oi the station arid the west switch 4,081 
feet west of tne station at Bri.ha.i. A trailin^-point crossover 
for west-bound trains from the siding to the main track is located 
opposite the stetion. Approaching the scene of the accident from 
the east switch on the siding, the track is tangent for a distance 
of 3,430 feet, followed by a 5° curve to the left 686 feet in 
length and then 200 feet of tangent track to the crossover. From 
the crossover westward the /.ain traox is tangent 1,250 feet to 
the point of accident and for about o,000 feet beyond. The grade 
for west-bound trains is 0.70 percent ascending for a distance of 
2,100 feet, then there Is a vertical curve "00 feet in length, 
followed by 7C0 feet oi 0.77 percent ascending grade, and a ver­
tical curve 800 feet in iength, then level track a distance of 
500 feet to the crossover. Continuing westward on the main track 
from the crossover, the trad is level for a distance of 200 feet, 
followed by a vertical curve 800 feet in length, and 2,500 feet 
of 0.72 percent descending grade. The accident occurred on this 
grade at a point approximately 270 feet from its eastern end. 
This latter grade is followed by a vertical curve 400 feet in 
length and 500 feet of 0.50 percent descending grade. 

The traok is laid with i'C-pound rails in 53 foot lengths on 
18 ties to the ruil length, it is single-spiked and fully tie­
plated and ballasted with gravel to a depth of 8 inches under the 
ties. The maximum authorized speed for Ireight trains is 30 miles 
per hour. 

It was slightly foggy at the time of the accident, which oc­
curred at 8:20 a.m. 
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Description 

Extra 5311, a west-bounc freight train, consisting of 83 cars 
and a caboose, n.auled by engine 5311, was in charge of Conductor 
Estes and Sn^inemen Kasla.i. This train arrived at Brigham at 3: CO 
a.m. end Headed into the siding at trie east switch to meet No. 42. 
After the cenurtuie o.r the latter train, E>:tra 5311 headed out 
upon the mo.in track through the crossover opjjosite the station. 
When the rear of the train was a snort distance west of the sta­
tion, and while running at a speed estimated to have been between 
8 and 15 miles per hour, the train parted between the ninth and 
tentn cars. The emergency application of brakes which followed 
the break-iri-two i-.sj.3ted in a severe run-in of the rear portion 
of the train, and caused the derailment of ifcank car U. T. L. X. 
11665, the sixty-tnird car in the train. 

The forward and rear portions of the train stopped about one 
car lengtn apart. The rear truck of U. T. L. X. Ilb65 was de­
railed to the right w.nd the rear end of the car was forced upward 
and mounted the platform of the sixty-fourth car, P. X. 76213. 
The fifty-eighth car sustained a broken train line and a broken 
oil box, and on tne tenth car, D. & R. G. W. 10196, the coupler 
was broken through ohe key-way at the back end of shank on west 
end of car. Tne caboose v/as partially Knocked off center. The 
employees injured vvere the conuuetor and rear brakeman. 

Summarg of evidence 

Engineman Haslam stated that his train consisted of 23 loaded 
and 60 empty c bbo tons. A t< rminai test of the brakes was 
made at Salt Lake City, 57.4 miles east of Brigham, and this snowed 
a five-pound leakage which is not excessive, main-reservoir pres­
sure of 130 pounds and train-line pressure of 70 pounds were main­
tained without difficulty. The feed valve on the locomotive 
operated properly. No difficulty "./as experienced in starting 
the train at Salt Lake Cit; and nothing unusual occurred between 
Salt Lake Cit^* and O^den. The train brakes were not used until 
making the stog at 0 ,den, whore they operated properly. At this 
point the engine ,\ras cut off but, the make-up of the train was not 
disturbed. Nothing unusual occurred between Ogden and Brigham, a 
distance of 21.1 iiiles. In making the stop at the east switch to 
head into the siding at Brigham for the purpose of meeting No. 42 
he used ohe tx'oin br.. kes. Due to slippery rail and the ascending 
gr-^de of tbout 0.75 percent, the engine slipped some in entering 
the siding but rlthough the slipping was not excessive he thought 
there was something sticking or dragging in the train. After the 
departure of No. 42 he had to take slack several times to start 
the train and the engine stalled three times due to the slippery 
ra\l 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 3 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 
eased off on the driver brakes m order to stretch the train a 
little and to adjust the slack. The rear end passed over the 
crossover at a speed of about b miles per hour and he received 
a proceed signal from the rear, given with a yellow fusee. He 
whistled a proceed signal, hooked up the reverse lever to about 
25 percent cut-off, ^nd worked the throttle lightly. After 
moving 12 to 15 car lengths he thought he had all slack out of 
the train and about then the brakes were applied in emergency. 
Although he thougnt the application had been made on the rear 
end, he lapped his brake valve and whistled a "broke-in-two" 
signal. The head br^keman went toward the rear and then returned 
to the engine with the information that there was a broken train 
line and a broken drawbar shank on the tenth car. Engineman 
Haslam then went to the rear and found a Llajor drawbar on car 
D. & R. G. W. 1819b with the shank broken next to the yoke rivets 
and 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 estimated that mare than 50 percent of the break was old. The 
carrier iron was down about one inch below normal on the right 
side; one bolt was missing, and the other bolts were old and rusty. 
On going further to the rear he found three damaged tank cars in 
a group, the sixty-second, sixty-third and sixty-fourth cars. The 
rear truck of the sixty-third csr was derailed; this car and the 
sixty-fourth were telescoped, with the rear end of the former 
mounted on the platform of the latter, and the drawbar of the 
former car had punctured the tank of the latter car. Later he 
examined the fifty-eignth car and found a bad connection at the 
angle-cock nipple d i d a broken oil box ax, the left No. 1 wheel. 
After the bad order cars were disposed of, the train proceeded 
to Pocatello, Idaho, without experiencing further trouble, the 
brakes performing properly a n d tnere was no excessive slack. 
Engineman Haslam said this was the first break-in-two he had ex­
perienced in over three years. 

Fireman Raul c i n d Head Brakeman Kandt corroborated the state­
ment of Engineman haslam relative to the movement of the train 
from the siding to the main track; they said the slack was taken 
out of the train in an easy manner and they observed no jerking 
of the train. The head brakeman was of the opinion that the draw­
bar in the tenth car received more strain at the time of pulling 
out of the siding ihan at the time the train broke in two. 
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i-iear Jrakenan bloody corroborated tbe statement of Engineman 
lias lam concerning events up to the time of passing over the 
crossover. He estimated the speed at 8 miles per hour when he 
closed the crossover switches and said that after he boarded the 
caboose he gave a proceed signal with a yellow fusee at which 
time the speed was between 10 and 15 miles per hour. The brakes 
were applied in emergency and when tho train stopped the caboose 
was aoout 300 feet west of the station. 

Conductor Estes was badly injured in the accident and was 
not available for questioning. 

Acting General Gar i-oremari Kreger stated that he was in 
charge of the wrecking outfit which arrived at Brigham at 1:00 
p.m. He made an inspection of the damaged cars and it was his 
opinion that tne breaking of tne coupler shank on D. & R. G. W. 
car 1819b, the tenth car in the train, was the initial cause of 
the accident, he said tuis was a 1.1ajor coupler with a 5" by 5" 
shank, cast in 1911, and that it was the smallest size permitted 
m freight car service. He said the broken coupler revealed 
about ten percent old break in the top part of the shank and 
some sand holes in tho bottom portion. He corroborated the state­
ment of the engineman concerning tne positions 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 of the forward end of 
the sixty-third car. He found nothing about these three cars 
that would have caused or contributed to the accident. He stated 
that he had not been experiencing a great deal of trouble with 
free slack in draft gears, and that 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 that they made 
class "A" inspection of D. & R. G. W. 18196 about 6:00 p. 11., 
November 17, and said they took no exceptions. After the acci­
dent they examined the broken snank and in their opinion the 
fracture showed about five percent old break at the top and said 
it "would be impossible to see this defect unless the coupler 
was removed from the car. 

Observations of the Commission's inspectors 

All equipmant involved in the accident had been moved before 
the arrival of the Commission's inspectors. The inspection of 
the track disclosed nothing that would have contributed to the 
cause of the accident. The fifty-eighth, sixty-second, sixty-
third and sixty-fourtu cars were inspected at Ogden and nothing 
was found that would have caused or contributed to the accident. 
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L). & R. G. W. 1819D was inspected at Salt Lake City and was 
found to have an old type Major counler with a 5" by 5" shank 
broken off through the key-way. An olci flaw, or partial fracture, 
of about ten percent of the cross section, and numerous sand 
holes m tne casting, were revealed. These would materially re­
duce the strength oi the shank and were of such nature and so 
located that they could not reasonably be expected to be found 
by ordinary inspection with the coupler in place in the car. 
This car is a steel gondola built in 1901 and was rebuilt in 
December, 1926. It is 37 feet b inches in length, had a capacity 
of 80,000 pounds, ana weighs 53,300 pounds. It is equipped with 
twin sprin 0 draft gears. 

Discussion 

The evidence is to the effect that the train was moved in 
a normal manner from Salt Lake City to the point of accident. 
There was no excessive slack action and no rough handling. There 
was no warning of any defect prior to the break-in-two and the 
resultant emergency application of the brakes. The train broke 
in two between the ninth and tenth cars and the evidence is to 
the effect that the telescoping of the three tank cars, and the 
derailment of one of them, was caused by the sudden run-in which 
resulted when the brakes were applied in emergency. Not only 
was the coupler which failed the minimum in size permitted by 
A. A. R. rules, but it was defective due to an old partial frac­
ture and sand holes in the casting. Couplers with 5" by 5" 
shanks, on cars built new after Nove iber 1, 1920, or rebuilt 
after July 1, 1928, are not permitted by A. A. R. rules. This 
size of coupler is tnerefore obsolete, and the results of this 
accident point tc tne need of eliminating such couplers from 
service on all cars as quickly as possible. 

Conclusion 

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

Respectfully submitted, 

tf. J. PATTERSON, 

Direc tor . 
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