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REPORT OF THE DI RECTCR CF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON
THE UNICN PACIFIC RAILROAD AT RAWLINS, WYCMING,

ON SEPTEMBER 13, 19233.
Cctober 15, 1923.

To the Commission:

On September 12, 1923, there was a collision
between a freignt train and a switch engine on tne Union
Pacific Railroad at Rawlins, Wyoming, which resulted 1in
the death of one employee and the injury of taoree em-

ployees.
Location and metned of operation.

This accident occurred on the Seventh Subdivision
Western Division, extending between Rawlins and Green River,
Wyoming, a distance of 134.2 miles, this being a double-
track line over wihich trains are operated by time-table,
traln crders, and an automatic block-signal system. The
point of accident wag 8J0 feet east of the station at Raw-
lins; approachirng this point from the west, the track is
tangent for about 3,000 feet, wnlie the grade is generally
level or descending for a distance of approximately 7 mileg
the maximm being 0 82 per cent. The weather was clear at
the time of the accident, which occurrea at abcut 6:15 &.r.

Description.

Eastbouna freight train extra 5003 had tied up

at Eadseil, 7 mles from Rawlins, on &ccount of the 16-hoar
law, and a relief crew took charge of the train at 3:30
aé.m to bring 1t 1nte Rawlins, Conductor Maher and Engine-
man Stroud being in charge. Extre 5003, wnich consisted of
45 cars and o« caboose, was then stvanding on an ascending

raoe of Q.77 per cent. Tae train could not be started,
and after socme delay 1t was discovered that the supply of
ccal was getting low, the loosening of & slide im the stok-
er having alloyed about 1} tons of coal to sift.through to
the ground. It was decided to cut off the engine for the
purpose of shoV¥eling this cocal back into the tender and
Conductor Meher went to tne rear of the engine and closed
the angle cock on the head car, but was unable tc operate
the undoupling lever on that car. He said he then recpensd
the angle cock, witnout trying the uncoupling lever on the
tender, went to the rear of the first car, closea both angle
cocks and parted the train at that point. The engine and
first car were then moved to shere the coal had come ocut on
the ground, 1t was snoveled 1nto the tender, and the engine
and car recoupled to the train. Soon afterwards another
train nas flagped and assisted extra 5003 in starting, but
without any test of the air brakes having been made. At
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Ferris, 3.8 miles from Hadsell, & running air-brake test is
required and 1t was when Engineman Svroud made this test,
at & speed of about 25 miles an hour, that he discovered
the brakes were not working through the train and realized
that the train was not under control. It centimued toward
Rawlins and while traveling at a speed of 35 or 40 miles
an hour collided with switch engine 4464, which was haul-
ing 35 cars out on the main track at the crogsover at that

point.

Both engines were deralled but remained upright,
consiaerably damaged. Fifteen cars in tne train of extra
S003 were derailed, s1x being practically demolished, one
of the cars being handled by switch engine 4464 was de-
molished and several others damaged. Tae employee killed
was head brakeman of extra 5003.

Sumnary of Evidence.

Engineman Hynes, who had cperated the train into
Hadsell, said it had handled about as well as the average
coal train o far as the 21r brakes were conecerned, and tne
evidence shows tnat the air wae working through the train
up to the time the engine and first car were cut off.
Ergineman dynes again boarded tne engine after 1t had been
recoupled to the train and on asking Eugineman Stroud 1if
the air had been cut in, Engineman Stroud said he thought
3t had and then got off and went back to exanine the angle
cocks. Engineman Stroud noiticed nothing wrong between the
tender and first car, and tonen examined the air hose be-
tween the first and second carg, he saia he partly broke
the coupling, found the air wdrking through 1t, and then
returned to the engine. Enginemsn Stroud's reasorn for get-
ting off to examine the angle cocks was n1s remembrance of
instructions he nad received about being very careful when
new brakemen were in the crew. Engineman Stroud also saiaq
that he was sitting on the seat oox, with the brake valve
in lap position, when the conductor coupled the cars, and
that the train line pressure dropped back practically to
zero, he then moved the brake valve to the full release
position until the train line had been charged t0 80 pounds
pressure. LEngineman Stroud further stated that 15 to 20
mimites before leaving Hadsell he had noticed two men about
10 or 15 cars beck from the engine whe apparently had
crossed over from one side to the other, and ne expressec
the opinion that some unauthorized person had closed an
angle cock.

Conductor Maher was positive that he opened the
angle cocks between the tender ana first car ard also be-
tween the first and second cars, but admitted that no tes+
was made nor oid he look at the air gauge in the caboose
until the train reached the point at which the running test
1s rejuired. Flagman Anderson also bhad not locked at the



[}

cabocse gauge until this time and Le then saw that tnere
was no train line pressure, 2nd it w¥2s &t about this time
that the conauctor realized thkat the air brekes were not
working through the train and wenl out on the train and
began to apply tne hand orakes.

After the accident, examinatiocn of the angle
cock on the head end of the first car showed that the
handle had peen turned sufficiently to snut off the passage
of air, but Car Foreman Sandeen ard Master Mechanic James,
who discovered this shortly after the occurrence of the ac-
cident, were of the opilnion that this positicn of the han-
dle was & result of tne accident, the angle cocks between
the first and second cars were not located. Car Foreman
Sandeen inspected the rear 35 cars about 40 mimutes after
the occurrence of the accident, fcund none of the brakes
cut out and also found no indications of any air in the
cylinders. Master Mechanic James reached the scene about
s1x miIutes after the accident occurrea, looked at the
first 10 cars pback 6f those derailed, and found none of
the pistons cut or any marks of overheating on the wheels
to 1ndicate that the brakes had besn applied. 4 test of
the undamaged eguipment, with the exception of three cars
which were moved forwerd 1in ancother train, showed taat the
brakes of cne car would not apply, the brakes on all the
others were in good condition, the piston travel varying
betaeen 4 and 8 inches.

Engineman Hynes said he was riding on the engize,
together with his fireman, that he did not notice when
Engineman Stroud made the first application of the car
brakee bui tnat he ncticed a second application, that the
short exhaust indicated that the air was not working throug.
more than six or eight cars, and that he ana nls fireman,
together with the neaa brakeman, started tack over the
train to set nand brakes, but they did not succeed in bring-
ing the train under control.

Engineman Cmelia, i1n charge of gwitch engine 4464,
sal1d he heara the whistles sounded by the engineman of
extra 5003 when that train was about cgne-half mile distant,
and afterwards saw mer jumping from the engine. He real-
1zed that the train was running away, reversed his own en-
gine and endeavored to back 1nto clear, but st1ll had 24
cars on the main track when the accident occurred. He
estimated that his engine was backing at the rate of 8
miles an hour and that the speea of extra 5003 was about
30 miles an hour.
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Conclusions.

This accident was savsed by extra 5003 running
4vay on & descending grade on account of the air brakes
not being in operation throughcut the train, for whach
Conductor Maher and Engineman Stroua are responsibie.

An examination of the ailr brakes on the undamage.
portion of the train showed that tiiey had not been 1n use,
further evidence to this effect being *he statements of
the conductor and flagmen that tas gauge 1n the caboose
did not sho¥ any train line pressure wien tney first no-
ticed 1t, and 1t seems probaole tnet this condaition Was due
to the failure of Conductor Maher 1o open one of the angle

Jocks-

Rule 1017, relating to the testing cf air brakes
on freight trains, reaas i1n part as follows:

"At any place where trwin 1s switched or engine
changed or prake pipe parted after train 1s placed
together and stanuard pressure obtalned, the engi-
neer will apply brakes with autometic brake valve
making a 10 pound reductioa and will then signal by
one blast of steam whistle. Redar m&n wi1ll note 1f
brakes have set on last car, 1f so he will make &
further reduction from angle cock, Wien engineer 1is
satlsfied by falling of brake pipe hand on air gauge,
ae will give two blasts of gteam wnistle, the rear
man w11l cleose cock slowly, signel t0 release brake
in nanner prescribed and the train can then proceed.
If brakes do not release promptly, 1t indicates somxe
obstruction which prevents tne air from flowing
back through the air pipe. This muist be remedied
oef@re train starts."

Both Conductor Maher and Enginenan Stroud stated 1t was uot
cusvomary t¢ comply with this rule and Engineman Hynes
practically corroborated them by saying that while a test
Was supposed to be made, he did rot always make 1t unless
there happened to be a doubt 1n hig mind as to whether tre
a1r brakes were working throughout the trazin  The rule
a3 1t 1s woroed raxes no exceptlons, a test 1s required
#hsnever the train line has been parted. Haa this rule
been obeyed in this instance, the fact that the train line
was r.ot open throughout the train would nhave been discov= g.¢
ered 1n tims to have averted the accident Ir 1t 18 cus-
tumary to 1gnore tne reyuirements of Rule 1017, as stated
by Enginemen Stroud and Hynes, a dangerous conaltion eXists
on this division, for wnich the operating officers are re-
SEDDSIEle’ and which tney snould take i1mmediate steps to
Irrect.


http://unda.nB.ge

—5=

Coraucter Maher made nis first trip as a conduc-
tor in Aupgust, 1933, while Engineman Stroud had been em-
ployed as an engineman during tne full rush in 1930 and
1931, as traveling faireman 1n 1922, and again as an en-
gineman beglnnlng with August, 1933, each of them had had
several years! previous experience. At the time of the
accident, the orew of extra 5003 had been on duty less toan
3 hours, after from 14 to 78 hours off duty, the crew of
sWitch engine 4464 had been on duty neariy 8 nours, after
18 hours off duty.

Respectfully submtted,
W. P. Berland

Directore.
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