INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 3462

UTAH PAILWAY COMPANY
IN EE ACCIDENT

AT JACOBS, UTAH, ON
APRIL 23, 1952




Date:

Rallroad:

Location:

Kind of accldent:
Equlpment involved:
Engine number:
Conslst:

Estimated speed:
Operatlon:

Track:

Wea ther:
Time:
Casvglties:

Causea:

Recommenda tion:

-2 - Report No, 3462

SUMMARY

April 23, 1952

Utah

Jacobsg, Utah

Derallment

Locomotlive with cars
Dlesel=electric unit 301

7 cars

50 m, p. h,

Timetable and train orders

Single; 12° curve; 2,75 percent
descending grade westward

Clear
9:10 p, m,
1 killed; 1 injJurec

Excesslve speed of locomotive with
cars moving out of control on curve
on heavy descending grade, as a
result of the brakes on the cars
belng inoperative because of a
closed anzle cock between the
locomotive and the first car

That the Utah Rallway Company promptly.
take necessary stcps to obtaln
compllance with exlsting rules
governing the operatlon of tralns
on grades
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REPORT NO, 3462

IN THE MATTER OF MAKING ACCIDERT INVESTIGATION REPORTS
UNDER THE ACCIDENT REFORTS ACT OF MAY 6, 1910,

UTAH RAILWAY COMPANY

June 17, 1962

W it~ —

Accldent at Jacobs, Utah, on April 23, 1952, caused by
excesslve speed of a locomotive with cars moving
out ¢f control on a curve on a heavy descending
grade, as a result of the brakes on the cars belng
inoperative because of a closed angle cock between
the locomotive and the first car,

1
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

On April 23, 1952, therc was a derallment of a
locomotive with cars on the Utah Rallway at Jacobs, Utah,
which resulted in the death of onc employee, and the lnjury

Eal

ol one employee.

1l
Under authority of section 17 (2) of the Interstatc Com-
merce Act the above=entitled proceeding was referrcd by the
Commlssion to Commlesioner Patterson for conslderation and
dispositlion.,
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Location of Accident and Method of Operation

This accident occurred on the Spring Canyon Branch,
which extends between Standardville and Jacobs, Utah, 3.6
miles, In the vlcinlty of the point of accldent this 1is
a single-track line, over which trains are operated by
timctable and train orders, There 18 no block system 1ln use.
At Jacobs this line forms a Junctlon with that part of the
rallroad extending between Mohrland and Utah Ry. Junctlon,
The station sign at Jacobs is located 242 feet east of the
Junction switch., At Peerless, 1.5 miles west of Standardville,
an auxlllary track, where loaded coal cars are assembled
after being welghed, parallels the main track on the north,
The accldent occurred on the main track at a polnt 339 feet
east of the stntion slgn at Jacobs. From the east there are,
in succession, a series of short curves and tangents throughout
a dilstance of 1.4 miles, a tangent 456 feet in length, an 8°
curve to the right 790 feet, a tangent 560 feet and a 12°
curve to the left 151 feet to the point of accident and 398
feet westward, Throughout a distance of 1.65 miles immediately
east of the point of accident the grade varies between 2,75
percent and 3,70 percent descending westward, and 1t averages
3.33 percent., At the polnt of accident the grade 1s 2,75 percent
descending westward,

In the vicinlty of the point of accildent the track
structure consists of 90-pound rall, 33 feet in length,
lald in 1921 on an average of 18 treated ties to the rail
length, It is fully tleplated, double~spiked and is pro=
vided with 4~hole 24-inch Jjolnt bars and four rall anchors
per rall, It 1s ballasted wlth earth. At the point of
accldent the specified curvature is 12¢, the superelevatlon
1s 3-1/2 inches and the gage ls 4 feet 9 1nches.

This carrier's operating rules read in part as follows!

113. Enginemen, flremen, conductors and tralnmen
must thoroughly familliarize themselves with instructions
relating to operation of alr brakes and be preparcd at
all times to comply with same, particularly on descending
grades.

The carrier's air brake rules read in part as follows:

8. Before charging the traln, trainmen # #* # yil1]
see that all hose are goupled, and angle cocks are
open, except at rear end; that retaining valve handles
are down, hand brakes released, ¥ # % that all brakes
are cut 1n, and inspectlon made for all vislble
defects * #
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8~C, Each trailn must have the alr brakes on all cars
in effcetive oger‘ating condltion, except in case of .
emergency % #

O9=~3, * # ¥ tegtg of the traln brake system must be
made as follows:

After the brnke system on a frelght train 1s

charged to not less then § pounds below the standard
pressure ror that train,-* * * o fifteen pound
service reauction muit Ye made upon proper request

. or signal, brake plpe leaknge noted as lndicated by the
brake 1p° fFeuze (which must nnt exceed 5 pounds per
minute) afber which the reduction must be lncreaged
to 20 poundsg, Then an examirazation of the traln brokes
must be made to determine 1f brakes are ~pplied in
service application on each car., When this examinaticn
has been compl~tcd, proprr relcase sipnal must be
glven and each brcke examined to se=e that 1t releases
pronerly.

9~C, VWhen one or more cars are added to a trzin at
any point gubsgequent to a terminal test, the cars added,
when in the position where they are to be hauled in the
train, must be tested as presecribed in Rule 9-3, * # ¥

56~A, OCreant care must be exerclsed by conductors in
agsembling of trains at mlines and loadlng points con
grades to know that full protection is given by hond
brakes, or by blocking the cars, until alr brnkes are
geuted adjusted, chrrged and made safe to handle the
rains,

The maximum authorlizcd speed for west~bound trains
was 12 rniles per hour,

Description of Accident

Extra 301 East, an east~bound freight train, was engaged
in mine=run service. Thlis train arrived at PLCPlPSS ahout
8:20 p. n., with Dlesel-electric unit 301 pushing o caboose ‘
and 11 empty cars. The caboose was detached on the mnin track,
and the empty cars werc placed on quxilinry trocks in the
vicinlty of a coal-mine tipple, Diedel-electric unit 301
headed ecast, entered an auxi’iary track where 1t was coupicd
to the wcst end of a cut of scveh loaded conl cars, which
were to be added to the train for westword movement About

TN
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20 minutes after the locomotive entered the auxiliary trrck,
the cars were moved westward to assemble the traln on the
mnln trrck, Before the rear end of the cut of cars had
clanred +ho aouxllinry track the flogman dlscovered that thove
was no olr pressure in the reservoirs of the sixth car, and
he rave slgnals to stop the movement, Effortas to stop the
movement of tue locomotive and the cut of cars on the
descending grade were not effective, The movement contirucd
out of control, 2nd whille moving ot an estimuted spoed of

50 miles per hour the Digsel-clectrlec unit and the cut of
cars were dersiled to the north in the vicinity of the
statlon sign at Jacobs.

Tiie Dlesel-~electric unit stonped upright, with the rear
end of the unlt ncross the track of the Mohrland-Utah Ry,
Junction line and 2bout 140 feet west of the point where 1t
was deralled, The seven cars stopped in varlous positions
nortt of the track, The first car was about 112 feet north
of the track and the rear end of the seventh car was abovt
% fect north of the track, The Diesel-clcctric unit was
somewna.t damaged, and 211 of the deralled cars were badly
damaged,

Thé front brakeman wns kllled, and the englneer was
injured,

Thc wenther wns clear at the time of the accldent, which
occurred nbout 9:10 p. m,

Dlesel=eclectric unit 301 is of the 0-6-5«0 ronde-swltcher
type., It is 55 feet 11-3/4 inches long between the pulling
faces of the couplers, nnd welghs 325,000 pounds. This unlt
1s provided wlth 24~RL ~nd dynamle brake equipment, Maln
reservolr pressure of 130 pounds and broke-pipe pressurce c¢f €0
pounds are melntailned, Two alr compressors are provided, one
of which l1s connected to the main englie shaft, The other
1s powered Ly a separate Diesel *n»ine and is hioused in the
rear compartment of the unit. It 18 used to supplement the

.alr supply to the main rescrvolr when trains are being handled
on grades., A dynamlc brake interlock 1s provided, which
prevent, an automntic application of the locomnt1Ve brakes
while the dynamlc brrxe is 2pplied, The dynamlc braking cction
1s automatically nullified by nn emerzency nppllcation of the
alr brakes, Operation of the independent branke velve to
apply or release the braokes of the locemotive 1s not alffected
by “he dynawmle brake interlock,
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Digcusslon

Under the rules of this carrler employees are requlred .
to famlllzrize themselwves wlth instructicns relating to the
operotion of alr brakes. Alr-brake tests must be made in the
pregeribed manner, and alr brakes on all cars of a train must
be in effectlve operating condifion, Conductors must e:xerclse
care. 1n assembling tralns ot mines and loading polnts on rrades
to know thLat full orotection is given untll ailr brakes arc
tested and charged and made safe to handle the train.

xtra 501 Enast arrlved at Peerless about 8:20 p. m.

The caboose was detnched and left on the main track and the

cars in the traln were placed on two auxillary tracks in the
vicinity of a coal-mine tipple. After switching operations

at the mine tipple were completed, Diesel-electric unit 30CL
entered the auxiliary track, where loaded cars which were to
be added to the traln for west-bound movement.had been
assembled., The locomotive was coupled to the west end of a

cut of seven cars loaded with coal, All of thnese curs were
equlpped with AB brakes. The fireman, a qualified enginecr,

was onerating the locomotive, and the engineer was OOCUpjlng
the filreman!g usual position in the control compartment,
Because of track curvature, signals glven by the members

of the traln crew were visible only from the 1e¢Tt side of

the control compartment of the locomotive, The flreman sald
that after the locomotive was coupled to the cut of cars

the front brakeman coupled the alr hose between .the locomotlve
and the first car and apparently opened the angle cock at

the front end of the locomotive, as the brakes of the locomotive
were applled in emergency., The fireman sald that he then
moved the brake valve to lap position and held 1t in that .
posltion for a period of about 30 seconds, and then moved 1%

to running position after belng 1informed by the englneer

that a signal had been recelved to charge the broke systerm.

The conductor sald that he checked the numbers of the four
westerly cars on the auxiliary track and observed that the
front brakeman and the flagman were releasing hand brokes
and moving the retaining valves of the cars to holding position,
He sald that when he was in the vicinlty of the fourth car
of the cut he heard the sound of alr moving through the zlr-brake
syslem, Ke obtalned the numbers of the other three cars fron '
the fllagman and returned to the caboose., The flagman gald

that he closed the angle cock at the rear end of the cut of
cars, proceeded towsard the locomotive, coupled the alr hose
between the sixth and seventh cars and the fifth and sixth

cars, and moved the handles of the retalning valves of the

cars to heavy~holding poslition, Although the fireman sald
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that the braoke valve was in lap position, the flagman sald
that when he coupled the hose between the rifth and eixth
cars he heard the sound of alr moving through the connections,
The flagman sald that he met the front brakeman at the fifth
car, and the front brakeman informed him that the front end
of the cut of cars was all right, Then the front brakoman
gave a slgnal to the engineer to start charging the brake
system of the cars. The fireman soild that about 20 minutes
after the locomotive had been coupled to the cut of cars, he
observed that the alrebrake gauge indlicated 90 pounds brake-
pipe pressure, and he considered sufficlent time had elapscd
for the reservolrs of the cars to become fully charged., Heo
made a service brake-plpe reduction of about 10 pounds and
sounded a short blast on tke locomotive horn to indlcate

to the members of the troln crew that the alr brakes werce
applied, The englnemen sald they thought the exhaust from
the breke valve was normal, About 30 seconds later the englacer
informed the fircman' that the signal to relense brokes had been
glven, the brnkes were relensed, nnd the westward movement

to assemble the traln on the nain trock wns started. When
the movement had proceeded westward about 400 feet and the
locomotive was in the vicinity of the maln-track swltch,

the engineer observed o member of the traln crew glving

stop signals from the vicinlty of the clearance point of the
auxllliary track, oand warned the fireman, The front brakenman
had allghted from the locomotive at the maln-track switch

and when he observed that stop signals were being glven he
boarded the cars to apply hand brakes The flagman sald

that he did not make an inspection of the air brnkes after

the slghal was sounded on the horn of the locomotive to
indicate that the brakes had been applied. After the movement
had started, he pulled the release rod on the sixth car and
discovered that there was no air in its reservoirs. He sald
that he moved away from the side of the cars to give stop
slgnals and then attempted to board the rear car to apply
hand brokes but he was unable to overtake the movement, The
fireman sald that when the movement was approaching the west
end of the auxliliary track he made & service application of
the alr brakes and intended to apply the dynamic brake,
However, when the speed of the movement was not reduced lLe moved
the brake valve to emergency posltion and sounded the signal
on the locomotive horn to apply hand brrkes. The grade

on the main track in the vicinity of the swiltch -of the
auxlliary track 1s 3.63 percent descendin~ westward, When
the speed of the movement continued to increase after the
emergency appllcatlon of the brakes had been made, the
enginemen realized that 1t was out of control, The engineer
left the control compartment and attempted to apply the hand
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brake of the first car. Because of the speed, he was unable
to apply the hand brake and returned to the front end of the
locomotive before the derallment occurred. The flreman snld
that after the brakes wers applled in emergency he reduced
the brake-cylinder pressure to about 50 pounds to prevent
sliding of the locomotive wheels. When he last observed the
speed Indicator, a few seconds before the accident occurred,
1t indicated a speed of sllghtly less than 50 mlles per hour.
The fireman remained in the control compartment until the
locomotive stopped.

Examination of the locomotive after the accldent
occurred dlsclosed that the throttle wes closed and the reverse
lever was in position for btackward movement, The automatic
brake valve was in emergency position and the lndependent
brake valve was in application poslticn. The rotalr valve
was in position for passenger service, The angle cock at
each end of the locomotive was closed,

The deralled cars were damaged to the extent that an
alr-broke test could riot be made. The angle cocks at the
rear end of the seventh car and at the rear end of the
sixth car were found 1n closed position, Several retoining
valves were found in heavy-holding position, but the retaining
valve of the first car was found in release posltion, The
wheels and the brake shoes of the sixth cuar bore indlcations
of excessive heating as a result of heavy braking., Apperently
the hand brake of this car was applied ty the front brakeman,

It ic apparent that, after the locomotlve was coupled
to the cars which were to be added tc the train, the
angle cock at the east end of the englne was opened by
the front brakeman, and this actlon caused an automatic
application of the brakes on the locomotive, The air Lose
on the cut of seven cars had not been coupled at that time,
and 1t is possible that the front brnkemnn closed the angle
cock on the east end of the locomotive as 2 result of hilg
hearing oir escope at the rear end of the first car, and
that 1t was not re-opencd before the movement started, The
four survlving members of the crew sald that they did nct
operate the angle cock on the encine adjacent to the
flret car, Although the fireman initiated n scrvice
appllcation of the brakes and sounded a2 signal on the horn
of the locomotive to indicate that brakes were applicd, no
Inspection was made to determine that the brakes ware
functioning properly, It could not be determined who gave
the signal to release the hrakes. Asg a result of the fallure
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to mcke the alr-brake test in the proper manner, none of

the members of the crew was aware that the reservolrs of the
cars had not been charged and that the air brakes were
inoperative until the locomotive and cut of cars were on the
descending grade and the movement was out of control,.

The investigation disclosed that a number of the rules
of the carrier whlch are egsentlal to the safe operation of
trains on grades were not complied with in preparing the
train for movement from Peerless, In adaition, the prcscrlbed
test was not made of the brakes of Extra 301 East before 1t
left 1ts initial station, This nou-compliance with the
requirements of the carrier's rules indicates a laxness 1ln
proper enforcement,

Cause

It ig found that this accident was caused by excesrive
speed of a locoimotive with cars moving out of control on a
curve on a heavy descending grade, as a resvlt of the broxes
on the cars being inopecrative becavse of a closed angle cock
betwecel. thne locamotive and the first car.

Recommendation

It 1s recommended that the Utah Rallway Company prommtly
take necessary steps 1o obbaln complionce with exlsting
rules governing the operatlon of trains on grades,

Dated at Washington, D, C., this sevecnteenth
day of Junc, 19562,

By the Commlssion, Commissioner Patterson,

( SEAL) W. P. BARTEL,

Secretary.



