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REPORTS JNJOER THE LOCOMOTIVE INSPECTION ACT

IN THE MA?EER OF MAKING ACCIDENT INVESTIGATION
OF

SBRUARY 17, 1911, s8 AMEWDED

UNION PACIFIC RAILROAD

October 6, 1950

Acclcéent at Chere-re, Wyo., on August 3, 1950, caused by a
runaway locorgtive.
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REPORT OF THE ~OMMISSIONL
PATTERSON, Commisijoner:

On August 3,/ 1950, about 9:2Z cv.m., at Cheyenne, Wyo.,
Union Pacific Radlroad locomctive 820 while running light,
unattended, at an{éstimated speed of 70 miles per hour,
collided with a/D}ecel-electric locomotive which was moving
slowly in switcki z service. An endsineer, filreman, and a
switchman were 'killed and a switchman vas seriously injured.
All casualties wepe members of the switching crew.

—ed)

lunder author ity pf sectlon 17 (2) of the Interstate Commerce
Act thie abovg-entitled proceeding was referred by the Commission
to Commlissioler Pptterson for consideration snd dlsposition.
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VRS ety e bt DESCRIPTION OF ACCIDENT
FHIN FIRE PUNE MRS BRI *"{ z
i““““”?nion“?a ific Reilroad locomotive 820
iqqp# yo yjat 5:85 p.m., August 3, 19&0
fron elpef on a westbound vassenger tr
SRBEL S of miles from Cheyenne, where
frowuﬁ@ﬂ frain,} turned around, and roturned
"west of Cheyennu, arilving a
9:00 psm. ~The movements to this time were w
unusual incident. At Borie, the locomotive
eastbound track of the main line, unattendcq
left to respond to a telephone message in th
flreman went back to flag. After a short ti
mated from & to 10 minutes, the lcconotive s
ward and continued to increcase speed on the
until 1% struck the rcar end of Union Pacifi
locomotive unit 1149 whille running at a spee
70 miles per hour. The Dicsel unit was push
eastward 1into the roundhouse lcad of 014 Yar
the time it was strucke.

s called to leave
and was used as
in to the top of
t was detached
ight to BRorie,
approximately
thout any known
as left on the
when the enzineer
Tower and the
e, variously csti-
arted to move for-
escending main line
Diesel~-electric
of approximately
ng a cut of cars
in Cheyenne at

The collision occurrcd on a double~arch
proximately 1/2 mile west of Cheyenne statlo
switching unit, which was practically demnoll
on its left side on the southeast bridge abufment with front
end near the bottom of the bank. Loccmotive 820 came to recst
on 1ts left side nearly crosswisc of the tradke at the cast end
of tne bridge with 1ts front end wedged against the cad of the
Diesel., It was elso badly damaged. The tenQer wes torn avay
and was lying on its left gide on the bridgcsy 'Extensive dumage
to the track on and off the bridge and to tha'freiJut cars and
lading also resulted.

stone bridse ap-
» The Diesel
hed, came to rost

At Borie, Uyo., where the locomotlve wa stOppcd and left

unattended, the elevation was 6560 fcet, tb* ack was tanpgunt,
eand Tthe grade eastward was 1.3 percent desce From Borie
eastward to the point of collislon, ppproxinggcly 9 miles, the
grades were descending, varying from a maxim f 1l.55 percent

to 0,076 percent, At point of the collision, {tae track was
tangent, the grade 0.1137 pcercent descending, nd t1c elevation
6061 fcet.

The crushed bodles of the engine.r and fﬁreman of the
Diesel unit were found in the cab of the unitand the body of
onc switchman, who had been at a switch n=zur e tridge, was
found at the foot of the fill at southwest corhncr pf the bridgc.
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Another switchman, who was on the lead car of the cut being
switched, 1incurred g broken left arm and brulses on his face
and head. He was rdmoved to a hospital,

DHSCRIPTION OF LCCOQLOTIVZ

Locomotive 8204 type 4-8-4, was built by the Amerlcan Loco-
motive Company in Adgust, 1989, cylinders wure 25 X 32 lnches;
diameter of driving wheels with full tires 80 inches; weignt of
locomotive in working ordsr 478,€40 vounds; weclizht on driving
wheels 265,520 pounds; tractive effort €3,800 pounds. All loco-
motive and tender wHecls wcre equipped with Timken roller ocar-
ings. Locomotive wds equipped with Yalschaert velve geer,
Franklin Type E revgrse gear, Nathan S-inch non-1ifting injector
on right sice and Sellcrs improved exhaust feed weter heater in-
Jector on left side vpc E superhecateor, front end multiple
throttle, Franklin &ypc E redial buffer, Wcestinghouse Moe B-ET
locomotive brake equlprert, threc-indication USS coded cab sig-
nals, end Chicazo ppeumstic 120-KPH specd rocorder. Tender:
0il capacity €,000 gallons; water capacity 25,500 gallorns; locded
welght of tender 41?,960 pounds.

¢

DESCRIPTION OF PARTS INVCLVED

Locomotive 820 was equipped vith roller tearings on all
driving and truck axlcs. The throttle weas multiple front end
type, witn vertical throttle lever connceted by rods and linkage
along right side of voiler to cam shaft lcver on smoke DoX.
Quadrent hnd a hole end pin to sccure lever in closeld position.
Reverse lever and quadrent controlling ths Franklin Type E alr
rcverse gear were mounted on right back corner of bLoller ghead
of cngincer'!s cab geat. CP specd indicator end reccorder was
mountcd ahetd of engincer's seat and to 1¢ft of indepcndacnt
breke valvs. Heudlight switch was mounted on inside of cab above
right side window§y 3r.ke equipmcnt wes Westinghouse No. 8-ET,
consisting of I~8{PA braks valves with sutomustic and independent
portions mounted #n a pedestel in the cab together with F-3 re-
ducling velve and B-4 feed valve, 8-A distributing valve with E7
safely valve undch right back corner of cab, actuctins a New York
B-relay valve whigh supplled air to driver and trecilar brakes.
The distributing §alve supplied air directly to tender brake
cylinders only. ¢§ndependent broke valve handle was 30 inches
ahead of back re to engincer's gseat. There were two driver
broke cylinders, Pwo troiler broake eylindors, ond seven tender
brake cylinders wiith clasp type brekes on trailer and tender
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wheels, A driver and trall:r brake cutout |gcock was locatzd on
right inside wall of c¢b under the windows |ohead of engincor's
sect. Locomotive had two 9-1/2 irch cross compound nir com-
pressors mounted at front end of locomotive sbove frome. IIain
alr rescervolr was cast intorrsl vwith locordtive bed.

%«—»

EXAMINATION OF PARTS INVOLVED Al
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ical supcrintendent in charge of stecn powd medc on <Xfxlarstlion
of locomotive 220 and found the controls ing thes fo llow¢n nosi-
tions:

Within 50 minutes oftsr the collislon,j rrrl r's nechon-
I
<

1
Throttle lever closed ¢nd letched, buté pin out of place.

Reversce lever 12 teeth for-rard of blonked portion noer
center, (blank extonding, fron center tq 38 percent cut-
off,)

Automatlc breke velve in running position.

Independent brake valve half-way betwedn lap and slow
cpplicertion position. |

Engine brake cutout cock opin. :
Stcom operatcd cyvlindor cocks closed.

Both injector stecrm valves closed.
')

Tires werm from running, but breale shops cool,.

CP speed recorder hand et 120, ﬁue to l omotive lying

on its left side.

Wren thke locomotive wi s exanined on Au'u T u, alter rirht-
ing, the above positions were substantially o§ reported cxeopt
specd rccorder hend wis at zero indicr tion an front rendlivht
switch wos in "dim" position. All onder br: ke cutout cocls
were open, and re2r (. ngle cock end signal 1ing cock werce closed.
Throttle luver letch end un(dranu tevu% We re & good condlzticn,
and leten spring wes OXC»DulOﬁﬂllV stiff, luding cny nossi-
bility of scciderntsl throttlec oprning. Lchri ~8 in closcc posi-

tion, end locking pin could eﬂsily be inserted if desircd.
Boiler pressure wi.g reised to 10C pounds by dircet steenin: sys—
tem to makce @ check of throttle lC°A““e. h-t pressurc no

—04-.

€ m———

—~——


http://shoe.lt

s

leakage could be detected at opcn cylinder cocks or relief
valves, Because of strained condltlion of boiler and damaged
steam headers and pipes steam pressure was not raised further.
Throttle was dismantlcd and valves were removed. All valve
scats, guidcs, end cems appecared to be in good condition, and
throttle rigging opereted frecly. It was considered inadvis-
able to opcn throttle under steam pressure, because of the
demaged condition of cylinders, valve motion, and foundation
brake equipment.

Reverse lever, quadrant and latch were in good condition,
Six teeth on quadrant just ahead of center had been experimen-
tally blanked by bronze welding to prevent overheating of rod
pins and bushings as result of excessively short steam cutoff.
When reverse lever is latched back of the welded portion of
quadrant, valve motion is supposed to be on center, and when
latched ahead of welded portion, at 33 percent cutoff. The
setting of reverse gear could not be chccked because of the
damege to the Walschaert valve gear.

Specd recorder tape, which was rcmoved during investigetion,
showecd the locomotive hed been traveling at 45 MPH after moving
one mile from Borie, 55 MPH after two milcs, over 60 MPH after
threc miles, the specd then increased very slowly to & maximum
of 74 MPH, six milcs from Borle, end wes melntained to point of
collision. The specd recorder wes recroved from dbracket in ceb
end tcsted on CP Spced Recorder Calibreting Mechine of Chicego
Pneunatic Tool Company. Slight crrors were found which showed
corrccted speed at time of collision was probably slightly above
70 MPH.,

The brekc equipment was tested after several rcpalrs were
made. Brake plipe, broke cylinder pipe, and signel pipe, which
werc broken when the tender broke away, were plugged at rear end
of locomotive. Brake pipe and signal line were plugged above
right cylinder becausc cntire front end of locomotive had been
crushed. Supply pipe flange at distributing valve which had
pulled loose &nd was distorted wes rcnewed. Loose controlled
emergency portion which had one stud sheared off was reapplicd.
The centire distributing valve and its brackets had been forced
down ¢t the back 5 degreces out of level, thus straining all con-
nections. lein rescrvoir pipec and brake pipe connections under
brake valve pedestal werc leaking. After necessary repalrs to
plpes had been mede the independent breke valve was used to set
the brakes. It was noted they did not set up until independent
brakc valve handle wes moved nmore than halfway from lap to slow



application position: Breake cylinder pressure held at between

43 to 45 pounds when independent brake valve was in application
position but when the valve was moved to lap position the driver
brakes leaked off completely in 2 minutes 15 seconds. A4n alr

leak was found at the top center stud which secured the valve
portion of distributing valve, to the pilpe bracket portion. ‘hen
this stud was tightened a whole turn or more, considerably tighter
than normal on this class of work, the leak nearly stopped, and in
independent lap the driver brake pressure fell from 43 to 23 pounds
in 5 minutes, This leakare seemed to be principally at the safety
valve ports. Then, to test maintaining feature of distributing
valve, a considerable leak was made in brake cylinder pipe by
opening the trailer brake cylinder cutout valve and exhausting
through the severed armored hose whlch formerly connected to the
traller truck brake system. Independent lap then showed a pres-
sure reductlion in brake cylindcers from 45 to 25 pounds in 5 min-
utese During all these tests, the automatlc brake valve handle
was left in running position, as found after the collision and as
the cnglnecer stated he placcd 1t.

After further tests with approximatcly the same results, the
brake equipment was removed from the locomotive and check<.d on
Westinghouse test raciks. The 8-4 distributing valve passed all
tests easily, except ons pertalning to the equsllizing portion,
which had no effect on indcpendent brake valve operation. The
E~7 distributing valve sufety valve, howcver, was found to be
leaking cxcessively and to be very crretic. When dismantled the
spring appeared to blnd on the valve stem In several placcs.

The valvc seat seemed slightly dirty and hsd marks across 1t as
though a reseating tool had chattercd while refinishing the seat.
The valve and seat were cleaned, lubricated, and lightly rubbed
together., Then the safoty valve was reassembled and tested with
approximately identical rcsults.

The 1-8 PA brake valves were tested on a 4-B test rack; the
automatlc brake valve passed all tests easlly; the independent
brake valve passed all but Test No. 12, which required that ap-
plication chamber pressure rise from O to 40 pounds in & to 9
seconds in slow application position. When the handle was held
by hand eagainst the shoulder on brake valve quadrant correspond-—
ing to slow application position, the test was passed, but the
quick appllcatlon return spring was so strong that when the

handle was released after having been moved to slow eppliceation, “‘
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the spring returned the handle toward lap sufficiently. to in-
crease charging time to between 12 and 15 seconds. When moved
to quick application end suddenly released, the spring did not
throw the hendle entirely to lap positlon, but the nandle re-
mained close enough to slow application positlon to keep appli-
catlon chamber pressure supplied.

The F-3 reducing valve and F-4 feed valve passed the rack
test successfully, as did the NMew York glr brake B-relay valve.

When the valve portion of distributing valve was removed
from pipe bracket portion for testing, the cause of the serious
leak around the center top stud was discovcred. The gasket was
in good condition, but the facc of the pipe bracket portion had
a core plug with a 3zroove around 1ts edze 1/32 inch deep and
3/64 inch wide at largest part. This plug was just et the top
edge of the application plston end chamber A and near the top
center stud, an¢ the groove wes so delp that the two beads on
the gasket would not fill it, resulting in a direct psssage
back of the gasket from ons side of the r~pplication plston to
the stud opening end then to atmasphere under nut at end of
stud, which did not make an air tight Joint on foce of casting.
Thls lcakage wasted application chamber 2ir, and due to the
small volume of 258 cubic inches, even slight leckage would be
serious if indcependent brrke valve were in lep position, under
which condition epplicetion chamber pressure would not be main-
tained by reducing vulves, A drop in eppllication chember pres-
sure would autometically throw the distributing valve to release
position and bleed off brike cylinder pressure when automatic
brake velve was in running position. In the No. 8-ET equlpment,
the distributing valve safcty valve is also connected to appli-
catlon chamber and limits its pressure except in eutomatic ser-
vice lap; hence leekage at safety valve must be supplicd from
gpplication chamber £nd would result in cerly rcduction in
brake cylinder pressure 1f the independent brake valve were

epped whlle rutomatic brake valve was in running position. The
safety valve leak o2nd the leak sround the stud both came from the
small epplicetion chember.

To explore the possibility that thc gosket on face of pipe
bracket portion leaked due to blow or shock &t time of collision,
the distributing vrlve was rerscembled on locomotive 820 with a
new gaskel by an experiencced mechanic, #nd the studs were tight-
ened as usuel, The safety valve was removed and the opening was
plugged so that leakage from thet source would be evoided. When



en incependent application of brakes was made, the same middle

top stud lesked, and when the independent brake valve was lapped,

bra<e cylinder pressure lecked off as follows:

Test No. 1l: 40 1lb. to 10 1lb. in 2 min. 43 secc.
n n 2 45 " L} 10 n f 2 L4 57 n
f o3 45 * vt 310 v wo M 23
f n 4 45 ] ] 5 ! n 4 n 2 f
f ] 51 45 ] m 10 ] L) f 50 1]

Tests 3, 4, and & were made with a tcst gnge which showed low

pressures more accurately. It wes noted that it required 4-pound
o2ir pressure tao move driver broke plstons egeinst release springs.

In order to duplicate &s nearly as posslblc the conditions

cxisting when locomotive 820 moved off at Borie, anothcr locomo~-
tive of the same class wes used in order to determlne brake pres—
sure a2t which locomotive movement would occur. On August 8, loco~

motlive 830 helped a possenger trein to top of Shermen Hill. On
return trip to Cheyenne, the locomotive stopped at Borle and

spotted with ceb ot Borie interlocking tower platform, throttle
closed and 2ll steom released from cylindere. Throttle loecakege
wes negligible. Cylinder cocks were closcd and brake cyllinder
pressure was slowly rcduced to 10 pounde when locomotive moved
approximately 18 inches, then stopp:d &nd started moving agein.
Locomotive was stopped and becked to srme starting point to re-
peat the test. Brake cylinder pressure was reduced to 3 pounds
and loconotive started to move, but due to misunderstanding was
stopped by applicetion of brnkes mede by rosd foreman. Locomo-

tive was then backed up to same sterting poilnt and breke cylinder

pressure reduced to 12 pounds, but locomoiive did not move with

this pressure; then pressure was reduced to 10 pounds, end after
walting 10 to 15 seconds locomotive started moving and continued

to increase speed grodually. Independent brake valve was then
placed in running position, relersing air from braxe cylinders,
and speed of 45 MPH wes attained in 4 minutes from stert. When
locomotive attained a speed of 45 MPH, briakes were applled and
locomotive stopped. (UP epeed limit for locomotive running
light on this grade is 40 LiPY). From this point to Cheyenne,

UP officials mede tests with reverse lever in differcnt positlons
to determine what effect the position of the reverse lever would

have in retarding ¢ locomotive on the grrde. Results were as
follows: Reverse lever was pleced on center, brakes were re-

leasecd, and locomotive started moving slowly and gradually plcke
up speed to &7 MPH in 4 nlinutes 10 scconds; then brakes were ap-

®

plied and locomotive stoppsd nfter wihlch reverse lever was placed

12 notches back of center, brrecs releesed and locomotlve sterte
moving slowly and gredually ottrined speed of 30 MPH in & minute

a
s

10 seconds. Without stopping locomotive, reverse lever was e€low-

ly moved to full back-up position and locomotive stopped in one-
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fourth mile plus two pole lengths in 2 minutes S0 seconds,
After locomotive hed come to stop, due to compression in cyl-
inders, it moved backward up grede approximctely 20 feet. On
arrival &t Cheyenne, the speed recorder tape wos removed. It

‘ showed that UP 830 otteined 35 MPH within one mile from a
standing start ot Borie, and a speed of 45 MPH at & polint 1.9
miles from Borie. Higher speeds could not be checked due to
speed restrictions.

INSPECTION AND REPAIR REPORTS

Last cleassified repairs were made at Omaha, Nebr., on
July 1, 1950. At this time locomotive recelved class 2
repalrs, which included new firebox., No monthly inspection
had been made from that date to time of acclident, Auzust 3.
Mileage since clagsified repeirs, 13,5€8 miles,.

Dzaily inspcetion end repalr reports from all points at
which the locomotive hed been inegpected since July 1 were ex—
amined at Chcyenne. The following list includes 2ll items
which might heve a bearing on this accildent. All items were
signed off as repalred except es noted otherwise:

Ju1¥ 1, Council Bluffs, Iowr, englneer reported:

Throttle works very hard. Both air pumps squcaling.”
Inspector rcported: "Take up tonk brakc plston
travel. Adjust driver and traller brekes." Report
approved by forenan,

July 2, Grand Islend, Nebr., engineer reportcd: "Moin
throttle works herd."  Inspector reported: "Oil
choke stopped up-air end R sir punmp." Report epproved
by foreman.

culy 2, North Plrtte, Nebr., engineer reported: "Main
throttle tzkes both hands to move." Inspector ro-
ported: "Adjust dr. brekc plston travel." Rcport
approved by foremean.

July 3, Cheyennhe, Wyo., inspector reported: "Adjust
driver brakes. 011 air pumps." Recport spproved by
. forcman.



July 4, Green River, Wyo., engineer reported: "Tarottle
works very herd. Reversing gear works very hord."
Inspector reported: M"Adjust dr. and tenx brakcs.”
Report approved by foremsn.

July 6, Cheyenne, Wyo., englneer roportcd: M"Mein
throttle works very herd." Inspcector reported:
"0il air pumps." Report spproved by foreusn,

July 7, Ogden, Uteh, engineer reported: "Take out some
tension of letch spring in main throttle works too
hard." Report approved by foreman.

July 8, Denver, Colo., enginecr reported:; "Throttle
works very h-rd." Inspector rcported: "Throttle
lever operctes hard, Tani: broke plston travel
lonz." "Report spproved by foroerane

July 9, Green River, Wyo., enrlnecr reported: M"Lubricete
throttle cen hardly nove it." Inspcctor rcporbted:
"Adjust driver ond tenk brixes. Tichten peciing nuts
on air pumps." Report soproved by foremqn.

July 10, Checyenne, Wyo., encinecr reported: "Throttle
heandles hord. Spring too hecvy in throttle letch."
Report approved by forencn.

July 12, Ogden, Utsh, enginecr reported: M"3rease throt-
tle shaft." Report rpproved by foreman,

July 15, Green River, Vyo., cnglncer reported: "Specd
recorder hand keeps junping. Throttle very stiff."
Inspector reported: "Adjust dr. »nd tank brakcs."
Report rpprovzd by forcrion. ‘

JulX 13, Salt Lzke City, Utah, cngincer reported:
Throttle vcry stiff." Report opproved by foremsn.

July 13, Pocetello, Idaho, engincer reported: "Toke up
driver and treller piston trrvels" One inspcctor
reported: "Peck air end of air pump." Another
inspector reported: "O0il rir pumps." Report approved
by foremun.

July 17, Pocrtello, Idcho, engincer rcported: "Throttle

very hard to operntc." Inspector reported: "Adjust
dr. ond tank brakes." Report epproved by forcman,
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July 18, Cheyenne, Wyo., engineer reported: "Throttle
hard to open." "Throttle leaking." (Repairs for
last item not signed for.) Inspector reported:
"0il eir pumps. AdJust trailer brakes." Report
approved by foremen.

July 19, Council Bluffs, Iowa, inspcctor reported:
"Adjust tank, driver, ond treiler brake travel,
Tighten packing nuts to pistons of ~ir pumps."
Report approved by foreman.

July 19, Cheyenne, liyo., inspector reported: "Adjust
driving brake piston travel." Report epproved by
forenan.,

July 20, Council Bluffs, Iown, inspector reported:
"Adjust tonk, dr. and trailer brokes." Report ep-
proved by foremen.

July 21, Cheycenne, Wyo., englneer reported: "Speed
recorder not working. Adjust driver brokes,.
Tighten packing nuts to air punp pistons." Report
approved by forenan.

July 22, Green River, Wyo., cehginecr reported: "Throttle

end reverse lever work very hard." Inspector reported:
"Ad just dr. end tani brekes." Report approved by fore—
man,

July 23, Ogden, Utah, cngineer raported: "Throttle lever
works too stiff." Report approved by foreman.

July 24, Cheyenne, Vyo., engineer reported: "Oil air
punps. Tighten packing nuts to a&ir pump pistons."
Report approved by foremen,

July 25, Green River, Uyo., ilnspector reported: "Adjust
dr. and tenk brekes." Report approved by forcran.

July 27, Cheyenne, Wyo., inspector reported: "Pack R
alr pump." "Check for rir leaks." (Repairs for lest
iten not signed for.) Report approved by foremen.

July 28, Council Bluffs, Iowr, engilnecr reported:
"Alenite main throttle beerings." Inspector reported:
"AdJust tank, driver and trailer brake travel." Re-
port approved by forcman,
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July 31, Green River, Wyo., engineer rcported: "Throttle
very stiff." Inspector reported: "Throttle leaks."
"AdJust driver and tank brakos." (Repalrs to first
two items were not signed for.) Report epproved by
foreman,

Aug. 1, Ogden, Utah, enginecr reported: "Packing nut
gone off low pressurc end of right #ir pumpe" Report
approved by foreman.

Aug. 3, Grend Island, Nebr., enszineer reported: "Speed
recorder £ MPH slow, hand vibhprates too much.” (Rcpairs
not signed for, but notation "In extended scrvice" was
sicned by forenan.) Report approved by foremen.

Aug. 3, Cheyenne, Wyo., road foreran reportcd: '"Main
throttle herd to unlateh #lso hard to handle eilther

shutting off or pullin~ ocut." (Repeirs not signed
for and rcport not epproved.) Enzineer reported:
"Throttle valves work too hrrd." (llo rcpairs shown.

Notetion "Throttle exenined and found eafe for sur-
vice" signed by forcran.) Inspzctor raported: "O01il
and pack eoir pumps." Enginecr's ~nd lnspector's
reports epproved by forcrian.

SUMIIARY OF EVIDENCE

The engincer stated hc wes celled to leave Cheyenne at
6:55 pem., August 3, on loconotive 820, the helper loconotive
of westbound pessenger train 1st No. 5, :nd the trein rcached
Shernen, Wyo., ot the top of Sherman Fill oand 81 milcs west
¢f Cheyenne, without incident. The ~ir brakes were used at
least three times and found nornel in operation. The locoro-
Tive was cut off the train at Shermrn, turned on the wye, and
started the return trip light to Cneyenne e% approxinctely
8:15 pem. DBrakes were used internitiently as required to pre-
vent the speed from exceeding the speed limit of 40 MPE, ond
no irreguleritics were noted. Throttle wae opened to get the
loconotive noving at Sheri.en, then closed and left closed until
arrival at Borile, 21.5 nlles east. Cylindcr cocks were opened
gseveral tines whlle drifting eestward and a normesl amount of
steam noted efter which they were then closed. Air conprcssors
held main reservolr pressure at 130 pounds, and brake pipc pres-
surc was 110 pounds.



At Borle, the engilneer stopped at a red signal a short
distance above the tower. In a few minutes, he was told that
the dlspatcher at Cheyenne wished to talk to him by telephone,
and ho moved the locomotive to the tower and stopped with gang-
way at tower platform at gbout 9:00 p.m. He set 1independent
brake valve in slow application position, left the wutomzatlc
brake valve in running position, and had throttle in closed
position but not plnned. Cylinder cocks were left in closed
position and reverse lever remsined somewhat forward of cen-
ter. Locomotive had brake cylinder pressure of 47 pounds,
boiler pressure 270 to 280 pounds, two-thirds glass of water,
and a spot fire. After stoppingz, the fireman went back to flax
as raqulred by operating rulies, and the engineer climbed up to
the second floor of tower tc the telephone. He had difflcuity
1n conversing with dispatcher, due to oversenslitlve button on
telephonc hand set, and held his hand over his other car to
subdue locomotive noilses from the open wvindow. After about o
minutes, the operater notified him thoat locomotive £20 was
moving. He raced down the 20 steps and attempted To catch the
loconotive. He got withln about 20 steps of tender when 1n
the darkness he stumbled and fell over the interlockings rods
at side of tracks. On regeining his feet, the locomotlve was
beyond rcach so he returned to tower to notify dispatcher of
the cmergency, but operator had szlready done so. Thoen he and
the Tireman went to & nearby hlghway, hoping to flec o pessing
eutomobile. 8Sincc none was in sight, the operator's wife hauled
them down at high specd in her cutomobile to Tower A near
Cheyennc. They hopod to rcach tie tower in time to c¢teh or
derail the runaway locomotive, but on errilval were advisel it
had already passed.

The engincor was questioned with regord to possibility
that he brushed egeinst indepecndent brake velvs handle, which
was 30 inches ahead of scet becek rest, when leaving scet on
rizgzht sidc of ceb;, but he secmed positive thet hanlle was left
in slow application position and steted he was wearins no bulxy
outer clothes or gloves.

The fireman's stetement agreed in substance with that of
the engineer. After stop at Borie tower, he took flagrins cquip-
ment and wrlked back rlong the tracks, placing a lightcd rcd
fusee 100 fect from thc tender. As he continued he met a crew
member of the work train which was stending on the pessing
track who sald that locomotive 820 appeared to be movinz. The
two men ran vack to the fusee and extinguisehed 1t to aiford
better vision. By theot time they saw that the locoriotlve had
moved from the tower. When they reached the tower they saw tne
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engineer returning from his unsuccessful chase. He then looked

at his watch and noted that the time was 5:04 p.m. He accon-

panled the engineer to Tower A, west of Cheyenne, and estimated .
they arrived there at 2:20 p.m.

The operator at Borle estimsted that locomotive 820 was
stopped at the tower at 8:%6 or 8:57 p.m. While the engineer
was telephoning, he noted that locomotive 620 was moving slowly;
it relled 6 to 7 feet, then stopped. In a few scconds, he
noticed the locomotive mov.d a fcot or more and stopped, then
moved sllghtly and s%opped azain. When 1t started agalin and kept
moving, he realized something was wionge. He called twice to the
engineer at thc telephone without coetting a response, then touched
him on the arm to draw his attention. Ths engincer then did his
utmost to catel the lccowmotive., FHe (operator) lmmediately called
the dispatcher at Cheyenn~., e estimated thet movement occurred
between 9:0% and 9;07 p,m.

The englne foremen, in charge of Dilescl-electric switching
unit 1149 in Cheyenne on the evenlns of August 5, stated the
Bwitlcher, headcd east and Landlinz 7 cars at the front end, had
backed out of freisht house¢ track, across westbound main line
and up on eastbound main. Then switch was lined to third maln
and from there to roundiouse lcad., The switcher znd cars had
moved eastward only & short distzuce when he noticed tue runaway
locomotive approacning. In a few seconds the cullision occurred,

The swlitchmen who was injured steted he wes riding on the
right side of lead car as thc swltcher wws pushing cars costward
into enginchouse lead. He saw the headlisht of UP 820 a short
time before the collislon and agein a second or two before the
acclident, and rcalized then that its speed was excessive and
that the switcher crew and equipment would be involved, but had
no opportunity to get in the clear. He was unconscious for a
few minutes after the accldent and was soon removed to thc hos-
pltale He sczmed quite ccrtaln the headlight was dim.

DISCUSSION

This sccident primarily reegulted from a defective core
plug in the valve portion of the distributing valve. The plug
was chaumfered and formed a clrcumferential groove with the .
-valve body which was not filled by the gasket and permitted
the loss of alr pressure in the application chamber to extent
that the distributing: valve moved to releese position, bled
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the brake cylinder pressure with the automatic brake valve in
running position, released the brekes on the locomotive and
thus initiated the chein of events which culmin=ated in the col-
lision.
CAUSE OF ACCIDENT

It is founéd that this accident was primarily caused by
a hidden defect in a distributing valve which resulted in
releace of brakes on an unattended locomotive that wos stand-
ing on descending main line track.

Dated at Washlngton, D. C., this ©th day
of October, 1950,

By the Commiscslon, Commlesioner Patterson.

SEAL W. P. SARTZL,

Secretary.
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