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Date:

Railroad:

Location:

Kind of accident:
Equipment involved:
Engine number:
Consist:

Estimatedl speeds:

Operation:

Track:

Weather:
Time:
Casualties:

Cause:

April 11, 194C
Union Pacific

Granham, Orez.

inv-3246

Collision
Yard engine : Cut of cars
1023 :

¢ 7 cars, caboose
15 m. p. h. ! 2 m. p. he

Timetable, train orders, and sutomatic
block-signal and train-control

systems; yard limits

Single; 3° curve; 0.895 percent
descending grade westward

Clear
About 1:35 p. m.

1 killed; 1 injured

Failure properly to control speed cf
vard engine moving within yard limits




INTEKSTATE COMi-ERCE COMIAISSION

INVESTIGATICN NG, 3246

IN THE MATTZR OF MAKING ACCIDENT INVESTICGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910,

UNION PACIFIC RAILROAD CCMPLNY

Accident at Grgham, Oreg., on April 11, 1549, caused by
failure properly to control the spzed of a yard
engine moving within yard limits,

1
REPORT OF THE COMMIS3ION

PATTERSCHN, Commlissioner:

Cn April 11, 1949, there was a collision between a yard
engine and a cut of runaway cars on the Union Pacific Rallroad
at Graham, Oreg., which resulted in the death of one employee
and the injury of one employee. This accident was investlgated
in conjunction with a representative of the Public Utilities

- Commissioner of Oregon,

-
4.

Under authority of section 17 (2) of tie Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commission to Commissioner Patterson for consideration and
disposition.
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Location of Accident and Method of Onération

This accident occurred on that part of the Oregon
Division extending between Fortland and The Dalles, Ow Cs
0.8 miles, a SLnr‘e track line, over which tralns are
operated by timeuab’e, train orders, and automatic blocii-
Slgﬂa7 and traln-control systems, At Graham, 4,4 miles
east of Portland, a siding 1,863 feet in length para"lclﬂ
the main track on the north., The Portland-Albina switchin
district extends from hlb;ﬂd, 5 miles west of Greaham, to
a point 2.52 miles east of Grahem, The accident occurred
within yura limits on the main track at a point 0,008 feet
west of the west siding-switch at Graham. From the east
there is a tangent o,ua& feet in length, then a compound
curve to the ﬂight having a maximum curvature of 30l 5!
2,p71 feet to the DOlnt of accildent and 707 feet westward.
The curvature is 3001.5' at the point of ascecident., Westwird
from the eest switci of the siding at Graham the grade varies
between 0.4Z2 percent and 0.£95 pe;cbnt deSC?ndlng 4,872
fect to the poinu of accident, where i1t is 0,895 perccnt.

¢ rules road In part os follows:

This corricr's operatin

- D

M

FINITIONS,

Restricted Specd.-~Proceed prepared to stop short
of %train, obstruction, or anything that mey reduire
the speed of a frain to be reduced.

93, Within yard limits the msin tracik nay
be used, protecting ageinst flr8t~01488 treins.
%

S -

ofe
e

All treins eond engines must move witiin yard
limite prupﬂred to stop unless the track 1s seen
or known to be clear. ¥ ® ¥

% S %
TRAIN AND YARD SERVICE,

gC8. Whon cars are left on any track, sufficlent
Lend breokes must be set to prevent cars moving; if
" the track 1s on a grade snd hand brokes are nod
sufficiont, wheels must 2lso be nlocked or chalned
ond, when practicable, cars must be coupled together.

Whern necessary to hold or stop cars by the use
of hand brekes, i1t must be known that such brakes
arc in good ordew before cutting off cars.
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807, When doing work at stations where the grade
is such that cars will stert if brakes are rcleased,
a trainman must be left in charge of the train while
work 1is being done unless slack 1s bunched end train
secured by hand brekes. ‘

Before Dnglnos ~re detached LPOm a train on a grade,
either on main track or siding, a sufficient number of
hand brekes must be appliced on the low end of trrin to
hold trein; the air brakes must be released 2nd the
slack closed in.against cars on which the hand braokes
are applied.

U L

Decacription of accident

Dicsel-electric yard engine 1023, headed eastward but
moving westward, pushing four cars and a caboose, arrived at
Granam about 12:50 p, m, and entercd the siding at the east
siding-switch. The westerly car wess coupled to a cut of three
cars on the siding. About 30 minutes later end after the
alr-breke system of each unit had been charged, these cars
were placed on the main track and the engine was uncoupled
and it returned to the siding, About 10 minutes later a

ember of the crew observed Bthet the cars which had been
pluced on the main track were moving westward out of control
on the descending grade. The engine was immediately moved
from the siding $o the main track through the east switch of
the siding, then it proceeded westward in pursuit of the
runawsy cers, Soon afterward engine 1023, moving at a speed
of about 15 miles per hour, collided with the runaway cars,
which were moving at a speced of about 2 miles per hour, at
a point 4,872 feet west of the enst siding-switch at ur“h“ﬂo

The engine stopped 120 feet west of the point of accldent.

The east end of the caboosc superstructure was demollshed,
The west end of the caboose and the car ahead of 1t were
separated a distance of 81 feet as a result of the impact.
The rear end of the engine was considerably damaged. Tne

caboose was badly damaged and the east end of the car aheod
of the caboose was slightly damaged. None of the equLpnent
was derailed.

The yard conductor was kllled, and a yard brokenan was .
injured.

The weather was clear at the time of the accident,
which occurred about 1:35 p. m.

Engine 1023 was 2 1,000 horse—poﬁer,Diesel—electric
switeiiing engine, It weighed 248,400 pounds in working
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order, and 1t was provided with No. 14 EL brake equipment.,

The valves controlling the driver-brake cylinder, broxe-~

pinc, and mnin-reservolr pressures were adjusted, respectively,
to &5 pounds, 70 pounds and 130 pounds. When: the automatic
broiie valve was placed in enmergency position the driver-brake
cylinder vpressure increacsed to a maximum of 53 pounds. This
enslne was not equipped with a speed recorder or an automatic
Troin-control device,

- The caboose was of wooden superstructure and steel-
widerframe construction, built in 1207. It was given general
repairs and converted into a standard box-car caboose in 1943,
It was provided at each end with top-operated couplers with
coupler-relense mechenisms of the push-down type. The coupler
at the 3-end was a type-D having a 9-inch knuckle face. The
coupler 2t thne A-end was a type-E having a2 S-inch face type-D
kruckles ’

5

Digeugsion

vard linits provide thot the nein tracks may vpe used, but
proteection must be furnished against first-class trains,
all trains and engines nust move within yerd limits prepered
to stop unlesg the tracl is scen or known to be clear. VWhen
carg arc left on any trock, sufficlent hand brakes must be
set to prevent movenent of cars. If the cars are on a grade
and hand brakes are not sufficient to hold them, wheels must
we blocked or chiained, VWhen work is being done at stations
where the grade 1s such that cars will start if the brakes
are released, a trainmen must be left in charge of the trailn
unlcss the sleck is bunched and the train 1s secured by

hand brakes,

The rules of this carrier governing operation within
4 i

Yard engine 1023, pulling 31 cars and a cabcose, with
engine 1014 coupled behind the caboose as a helper, departed
from Albina about 9:10 =z, m. The air brakes had been tested
annd they had furictioned properly when used en route, The
helper engine was detached 2t Bruun, 2.5 miles west of Grahanm.
Engine 1023 then proceeded eastward and performed switching
service between East Portland nnd iontavilla, located,
respectively, 3.9 miles west and 1 nile east of Graham. Engine
1323, pushing 4 cars and a cnbocose, departed westward fron
Montnvilla about 12145 p. me At Grahan 3 cars on the

sldirg were odded to this novement, which then consisted,

from the west to east, of 7 cars, = caboose and engine 1023,
headsd eastwerd. About 35 minutes later, during which tlme

the nir brake systen was charged, thesc cars were moved to

the maln track through the enst siding-switch, and then

were moved westwerd on the main track west of the clearance
point of the siding, This rovement was stopped by use of

the independent brale., The engine thien was uncoupled and it




returned to the siding for the purpose oI running ~»round
these cars. Hand-brokes were not spplied on r~ny of the cers,
- Immedliately before this movement was stopped on the main track,
a brusn Tlre wes observed norti of the east siding-switch,
"The attention of the members of the crew wss concentrated on '
‘this fire, and some of them attempted to oxt1n5u1u“ ite A
few minutes lnter the yord braleman who attended the switch
obscrved that the cars vhich ned been left on the maln track
were moving woth%”@ out of control on the deccending grode.
At that time the cars were in the viclnity of the west siding-
switch. Ee impediately called a warning to the other menbers
of the crew and the engine was noved to the main treck through
the east siding-switch, then it proceeded westward in pursuit
of the runaway cars. At this time the cars were moving out of
sight on a curve to the right about &,000 feet distant. The
enginemen and = vmrd brakeman were ¢h *he cab of the engline
and were rmaintolning a lookout westword. The yard condaotor
was on the west plﬁtform of the engine, and the other gord
bralleman was on tne wessd POOuDOdrd of the engline. One
brakeman wes left at the scene of the fire. As engine 1025
approached the curve on which the accident occurred the speed
was about 35 miles per hour. The engineer controlled the
speed of the engine on the des ccnding grade Dy applications
mde with the 1ndependc 't brake valive, and tie speed nhad
been reduced to about 25 miles per kour when the engine
entered the curve, After the engine entered the curve the
runaway cers agnin were observed by the crew about 400 feet
distent. At that time the speed of the cors was estlmated
to be between 7 ~nd 15 niles per hour. When the engine was
about 100 feet from the crrs the engineer obscrved that tiie
speed of the cars wns decressing rawidly, end he lmuaediately
placed the automnatic brake valve in “mﬂwvency pOuiulOﬂ, but
the distance was insufficient in which to stop'short of the
runaway cars. The ongincer said he thought the spesed of trie
ngine was about & miles per hour and that the cars were moving
.oout 2 niles per hour when the collision occurred. Tne
fireran said that the engine wds novinz about 25 miles per
hour when he Tirst observed the runaway cars abcut 4C0
fect distant. He thought the speed of the englire was
being contrclled propbrlu and when the englne was 2bout
100 feet from the cars he observed that the speced of the
runcway cars was beling reduced at a much nore rapld rate

than that of the engine, then the engineer placed the brak
valve in emergency poutlon and the col1 ision occurred .
immediately thercafter. The yord brekeman who was in the

cao of the engine said the englneer applied the brake in
eriergency cbout 100 feet before the collision occurred,
and thought the runaway cars wére still nmoving at the tine
of the colllulon. The yard conductor was k;lled The yord
brakerian who wes on the footboard of the engine was so0
seriously injured that h\ could not be gquestioned during the
*nvoativqtiou;' '
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After the accident tests were made of the brakes of all
the cars, except the caboose, the air-brake system of which
wng deneged. It wes found that the air braies and the hond
bralies on ecach car were in proper operriting condlition,
Apprrently the air-brokes on the runaway core became applied
because of broke-pipe lesknge, =ond they practically were
uuupDL& wien the collision occurred

The investigntion disclosed that o yard brokensn inrdl

been assigned to this particular movermend for the puroo"ﬁ
of securing the cars properly wallc they were standing ou
a descendinx grade ond Urevantlng unauu:or*zph persons fron
releasing *hc hand breles, or tanpering with the train In

such o mananer tont the cars mizht nmove out of control on o

Jescending grede. However, the cars were not secured wien

they were ploced on the malin track. The collislon occurred

within yard limits, =»nd if the speed of engine 1020 had be:n

nontrolled prope*ly in the pursuit of these cars, this
accldent woulld not hove occurred.

LEUSEe
It is found thet thisz accident was caused by fallure
properly to control the sneced of o yard engine noving witaln

yard limits,

Dated at Washington, D, C,, this tenth day
of Junc, 1946,

By the Commiscicn, Commlssloner Patterson.




