INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 2458
DULUTH, SOUTH SHORE & ATLANTIC RATLROAD COMPANY]
N RE ACCIDENT
AT LYANSE, MICH,, ON
DECTMBER 14, 1951




Date:
Rallroad:

Location:

Kind of accident:

Train Involved:
Train number:

Engine numbers:

Consigt:
Speed:
Operation:

Track:

Weather:
Time:
Casualties:

Cause:

Reconmendation:

-2 - Report No, 3456

SUMMARY

December 14, 1951

Duluth, South Shore & Atlantlc
L'Anse, Mich,

Derallment

Frelght

32

Diesel~electric unlt 204 and steau
engine 717

22 cars, caboose
Undetermined
Timetable and train orders

Single; 7°. curve; 2,80 percent
descending grade westward

Clear; temperature, zero

About 10:48 p. m,

2 kkilled; 2 injured

Excessive speed of traln on a curve
out of control on grade due to lack
of coordinated action of crew as
required by rules of carrvier
governing operation of tralns on
graces

It is recommended that the Dul.th, .
South Shore & Atlantic Railrocad

Company promptly take necessary steps

to obtain compliance with exlsting

rules poverning the operatioa of

trains on grades, since 1t apnears

that the rules are adequate but tnat
they were neither observed by the
employees nor enforced by thc carrler
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INTERSTATE COMMERCE COMMISSION

REPCRT NO, 5466\

IN THJE MATTER OF MAXING ACCIDENT IYVESTIGATION REPOITO
UNDER THE ACCIDENT REPORTS ACT OF MAY &, 1210,

DULUTH, SOUTE SHORE & ATLANTIC RAILROAD COMPANE

ay 12, 13E&2

Accident at L'Anse, Mlch., ¢ December 14, 1951, canced
by excessive speed of a tralan on a curve out of control
on a grade, due to lock of coordinated actlon of the
crew as reoulred by the rules of the carrier governing
tne operation of traing on grades,

1
KEPORT OF THE COMMISSIOR

PATTERSON, Commisgsioner:

Cn Dccember 14, 1251, there was a derallment of a
freicht train on the Duluth South Shore & Atlantic Railrond
% L%Ansc Mich,, which rosultud in the dcath of two
emp;o"ees, and t e Injury of two employevs,

q
Under autlhiority of =eetion 17 (2) of the Intcrstate Con
merce Act tho above-entitled nroceecding was referred by the
Cormission to Commissioner Patterson for consiuem1 on and

digposition,
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¢
Location of Accident and Method of Operation

This accident occurred on that part of the rallroad
extendlns Letween Calunmet and Jdesgtorla, Mich,, ©62.2 miles,
a sin-loetiock line, over which trains are operated by
timetable 2néd trezln orders, There 1s no block system ln use,
The accldent occurred on the maln track at a polnt 45,54
miles east of Calumet and 1,784 feet east of the statlon at
L'Anse., From the east there are, 1n successlon, a serics of
curves and tangents throughout a distance of 4,82 mlles, a
tangent 2,13 miles in length, and a 7° curve to the left 175
feet to the point of accident and 512 feet westward, Throuri-
out a distance of 6.95 miles immediatcely east of the polnt of
accident the prade varies between 0.19 percent and 3,40 percent
descending westward, and 1t averages 2,48 percent., At the
point of accident the grade 1s £.80 percent descending
westrard,

In the vicinity of the noint of accident the track
gtructure coanslsts of 80-pound rall, &3 feet in length, lald
in 1911 on an average of 18 treated hardwood ties to the reil
length, It is fully tleplated, double-splked on curves, and
is provided with 4~liole 24-inch joint barvs, and seven rall
anchers »ner rail., It 1s hallasted with sand to a depti-of
12 inches below tine bottoms or the ties, At the point of
accldent the curvature ls 7° and the superelevation 1s 3wl /2
inches,

This carrier's operating rules read in part as follovs:
14, ENGINE WHISTLE SIGNALS.

L

&

The signals prescribed are illugtrated by "o" for
siort sounds; "__" for longer sounds, ¥ * *

* W %
Sound., Indicatlon,.
* * %
(p) _ Release brakes, Proceced,
% % %
(z) 0o — O Transfer o¥ alr bra-e

co:ntrol,
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84, A train must not start until the propecr signal
ls given.

507, % % %

Berore engines are detached from a traln on a ~radce,
# % % 5 gufficleat number of hand brakes must be applied
on the low end of train ts hold train; the alr brakes
must e relecsed and the sluack closed In against carg
on which the hand brakes are applled,

When engine ls recouvplcd to ftrain, hand brakesg must
not ve released until air brake system is fully
recharged,

LU A

Alr brake rules read in part as follows!

2s A terminal test of alr brakes on all trains
* % ¥ nust be made by car inspectors or trainmen
pefore leaving terminal, % * #

8, After brake syctem on a 1reight traln is
charged to not less than & pounds below the
standard pressure for that train, ¥* % ¥ g
15~pound service reductlion nust be made upon
request or proper slgnal, brake pipe leakage
noted (which must not exceed 7 pounds per
minute) as indicated by the brakec pipe gauge,
aiter whilch the reductinon must be increased
to 20 pounds. If a road test, then an examination
of the train brakes must be made to determine if
bralkes are appllied in service application on euch
car, If o terminal test, the examination should
deseruine piston trevel to be correct {nominally
8 inclies, and not less than 7 inches or more than
9 inchesj and that brake rig-ing does not bind or
foul,

When elther test has becn completed, proper release
signal must be given and cach brale examined to sce
that it releascs propsrly.
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12, When more than onc cnglne is used on or in
a train, the zir brakes will be controlled from
the leading englne, * * *

, Under no clrcumstances shall the brake valve on
any other engine in the train be cut in, elther
standing or running, except to apply brakes in
cnse of emcrgency.

23. VWhenever the enginc handling the traln 1s
to be detached from train on a grade, the alr
brokes must be recleased, and a sufficilent number
of hand brakes must be set to insure holding the
train before engine or cars are cut off, Follow~
ing the recoupling of engine, the rand brakes must
not bc relensed until 1t ie known that the alr broke
system has been fully recharged.

Instructions for operating and malntaining alr brake
and alr signal apparatus read in part as follows:

Holding on Grades:

* % *

How long applied automatic brakes will hold cannot
be known. They must not be depended upon, even 1in
part, to hold a standing car, cars or train for even
a short time on 2 crade., Instead, such must be neld
alone by hand brake 'or by the independent englne
brakes * * #* and not with the latter unless the traln
brakes are kept charged and ready for use, * % #

L

¥ # % Yhere there 1s a helper or a pusher engine in

L)

the train, the independent brakes on such must also pe
used to ald in holding the traln while standing.

%* W% o

Always keep the independent brakes fully applied * # ¥
vhen holding a train on a grade, % * ¥

' * ¥ ¥

The maximum authorized speed for freight trains was
40 miles per hour,



Descripticn of Acgldent

lo. 32, an east-bound second~class rrelght train
consdsting of Diecel=~electric un*t 204, 22 cars and a cabcoge,
departed from East Houphton, 14.2 miles east of Calumet, at

6:30 pe mey, S hourg late, Swit,“AnJ was performed and carsg

train arrived at L'Anse at 3:25 p. m., with 29 cars and a
cabooses. Several cars were set off at L'Anse 1n order to
reduce the weight of the trazin, helper cngine 717 was coupled
behind the caboose, and the traln departed at 9:35 p. n., 2
houra 45 minutes late The traln consisted of 14 loads, &
empties and a caboosp and the grcss weipht, exclusive of the
locomosives and the caboose, wag 1,210 tons. At 5 point 7.32
miles east of the station at L'Ansc the driving wheels of the
Dieselw=clzctric unit slipped sufficiently to causc the train
to stall. After the train stopped, the engineer of the
Diesel=clectric unit made a servlce bﬂﬂke—pipe reduction of
20 pounds, The Diesel-electric unit then was detached from

the train and moved forward about 1,880 feet for the purpose

of sanding the rails throughout this distance, When the
Diesel—clectric unit was recoupled to the train the ensineed
releaced the brakes preparatory to starting the train forward,
After the brakes were released and before the traln could

be started forward, 1t started to move backward on the
descending gra ie. Efforts to stop the traln were not effcctlve
and w!hj_l@ moving at a speed variously eatimoted by members

of the crew to Hdve been between 30 and 70 miles per hour The
entire train was derailed at a point 1,784 feet east of tie

-7

gstatlion at L'Anse.

Engine 717 overturned to the north and stopped on L7s
top and about 300 fect west of the point at which it
overturned and 28 fec~t north of the track. The tender
remained coupled to the enzine. The deralled cars stopped
in various positlons on or north of the track., The mos¥t
westerly car stopped 140 feet west of tle tender of englne
717, Diesel=~electric unit 204 stopned unright and in line
wlth the track. The Diescl-clectric unit and the flrst car
were sllghtly damaged, the scventh and the sixteenth cars

and the caboose were demollshed, and the other cars and engine

717 and its tonder were hadly damaged,

The flacman of « C
engine were killed, The eng
heiper cngine were injurecd

2 and the fireman of the
incer and the flagman of the
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The westher was clear and the tempera.urc was atout zoro
at the time of the accident, which occurired about 10:48 n, i,

Enwine 717 1is of the 2-8-~0C type. It is equipned with
6-ET bralc eguipment, he weleht on the driving wheels ig
203,580 poundsg, and the total welght of the encine in werlinz
ordecr 1ls £350,140 pounds, The specified diameters of the
engine~truck whecels and the driving wheels are, respcctively,
35 lnchieg and 55 inches. The driving wheeclbage 1s 1€ Tect long,
the total uvheelbase is 24 fect B iaches long, and the total
length of the eneclne and tender, coupled, 1s 70 feet E-1/4
inches, Tle tender is rectangular in snape and 1ls ecuilvpred
with ftwo four-wheel trucks. ts capacity is 9,000 gallons
of vater and 14 tons of coal. The total weilcht when fully
loaced 1g 175,660 pounds. The wheclbase is 20 Teet & laclics
long, and the overall leasth 1s 29 fcet 9-5/8 inches loag.
The last class repairs of eacine 717 were completed Aucust
10, 195C, Tnc accumulated milcagce since class repalrs was
37,007, The last trip inspection and repalirs were made at
L'Anse on the day of the accident.

Dicsel—-electric unit 204 is of the 0-6-8-0 road switScher
type. It ig 56 feet in length. The welsht 1a vorking order
ls 326,200 pounds, It is powered by a 1800-horsepower Divcgel
englne, and all vheels of each truck are cdrlving wheels, The
specified alameter of thne wheels is 42 inches, It 1s provided
with 6-~8L brake egulpment,

Neltlier locomotive wos provided witl: a speed indicating
or gpeed recording devicze,

£

scussion

3

No. 32, consisting of Diesel-electric ualt 204, 29 cerc
and a caboose, arrived at L'Anse at 8:25 p. m. In crder %o
reduce tonnaze, the seventeenth, eighteenth and niaeteenth cars,
the fourteenth car, and the sixth, seventh and eighth cars,
were detached from the traln, in that order. Illembers of
the crew sald that the train brakes vere used Curing these
operations and that they functioned properly, They also
gald that after the traln was reassembled all anzle cocis
were 1n proper position and the brake-plpe pressure gace in
the caboose indicated about 70 pounds. After relper engize
717 was coupled to fthe rear end of the traln the alr hose
between tre caboose and the helner engine were coupled, tne
angle cocks were opened and the double-heading cock under the
automasle brake valve of engine 717 was closed, The front
brakenan sald that he inspected the south side of tre train
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while the hrakes weire applied ond betrcre the helper cnoine

was attached to the rear of the train and that he dld not
obsset e any innperative brekes. The engincer of the helper
englne sald that after thwat engline was coupled to the roa

of the traln 1ts brales were releas~d fimm the Dlerel-clectrlc
unit,

o, 32 depart.d from L'Anse at 9:35 p. m,, with 14 loads,
8 cmptles and e cabooge, The eneineer and the fireman wewc
in the control compartment of tire Dicsel-clectrice unlt, “he
conductor, the front brakeman, the swing brakeman and the
flarman of No. 32 aud the flarman of relner engine 717 -rore
In thie camoosce, The encinecr and tle.fireman of helper
encine 717 wero in the cab of the eusine,

About 6 miles eonct of L'Ansc winile the traln was moving
very rlowly, 1t was observed that the brrkes ol the caboose
and tiio resr car wore aebtleking, Tacy wer: released hy
manipulatlion of the release valves, About 1 mile farth.r
eantword the speed of the train wer reduced when tne drolving
wheels of the Diesel~clectric unit beean to sllp. There vas
a licht coverius of srnow on tiie raile at several places ol
the ascendlag srade., The wheels countinuzd to slip inter—
mittently until the %rain etslled a% a point 7.22 miles
easgt of LYAuse. The grade was &.1 percent ascendiny wherc
the front of the train stopped and 3.3 percent ageeadins
where the rvear of the troin stopped, The train stopped on a
2-degree curve to the left, The engineer sald that after
the traln stoppred he usude a 20-pound trale-pipe redvction aon
then instruct:.d the fireman to detach the Dlesel-electric vnit

from the train., Tnhc fireman enld that he zloscd the ancle cocks

on the rcar of the Diesel=electric unit and the front of thc
first car before thc alr hoge were vncoupled and trat there
was no backward movernent of the traln whien the englne was
detoaciied, The englneer tlen, witiwout giving any sicnals to
the reor, moved the Dicsel=electric unlt eastward about

1,800 feet to clear and sand the ralls % a point wiiere

the track was tancent and the grade more favorable. Soon
at'ter the traln stalled, the rI'ireman of the lielper engine
obeecrved that the Diesrl-electric unlt was detached from the
train and moving esstward., The engineer of the npelper eagine
sald that the sutomatic bralkes were apnlied arter the trein
stopped and that he then applied the independent broke, moved
the reveorsc lever to full forr=rd position snd fully opened
the throttle. The cornductor said that immedlately after the
train stopped he started towsrd the front of the train to
determine why the train had stopped. Trhe swing brakeman and
the front brakeman said that they left the caboose soon aflter
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the conductor and started toward the froat of the train., The
flagman of Nn, 32 and the flagman of the helper englne reunained
on or n2ar the caboose, The conductor and the two brakemen
were on tlie north side of the traln as they walked eastwaird
and they were not aware that the Dlesel=clectric unlt had

been detached from the train and had moved forward untlil they
approcched the front of the train, The two brakemen sald

that as they proceeded toward the front end they inspected the
train and observcd the position of rectainer-valve handles and
the condition of hand brakes and that no retalner-valve
handles were found in retaining positlon and no hand brakes
were found applled, They said the air brakes on the caboose
were opplled after the truln stopped and, altiiough they did
not inspect the air brakes on all of the cars, they dld not
observe any inoperative brikes,

The conductor arrived at the front of the traln as the
Dlesele~electric unlt was closely approaching and, after 1t was
coupled GTo the traln, he coupled the alr hose and opened the
angle coclt on the first car and the fireman opened the angle
cocX on the Dleselwclectric unit, They then entered the
control compartment and the condustor was informed by the
engineer that the train stalled hecanse the driving wheels
had been sllpping and that the Diesel-electric unlt had been
detached to sand the rails. The front brekeman and the swing
brakeman vere alongside the train, from four to eleht or nine
cars from the engine, when the traln brakes started to releane
and they trhen proceeded to the forward end of the tresin and
entered the control compartment of the Diesel-electric unit,
Both brakemen sald that, although they had not recelved auy
instructlions from the conductor as tc what action was to De
taken as a result of the traln stalling, they thought it woald
be necessary to take a portion of the train up the hill
and then come back for the remainder of the train, but
that they did not turn any angle cock in the trsin nor
draln the alr from the reservoir of any of the cars,

The cengincer of the Dicseleelectric unit said that
after the Diesel-electric unlt was coupled to the trailn
he apolied the independent brake, placed the reverse lever
11 neutral positlion and opened the tiwrottle to increase the
speed of the air compressor. The statements relative to the
perlod of time during which the Dicseleclectrlic unit was
coupled to the train before an atterpt was made to start the
train werc conflicting. The engineer and the flreman of the
Dlesel=eclectric unit saild that fthe bralie system was belng
recharged during a period of from 10 to 15 minutes before the
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traln started to move backward., The engineer and the flagman
of the hclper engine sald that the train started to move
wlthin 2 or 3 minutes after the Diesel-electric unit was
coupled to the traln., The front brakeman sald that the traln
started to move soon after he entered the control compartment,

The englneer of the Diesel-electric unit sald that
the gages in the control compartment indicated 70 pounds
brake-pine pressure and 140 pounds maln reservoir pressure,
He thought the brake system of the traln was properly charged
although he did not lap the brake valve to check brake=plpe
pressure, After the front brakeman entered the control
compartment, the englneer sounded the procced signal, released
the independent brake and attempted to start the train in
forword motlon., The traln, however, started to move back-
ward down the grade, The enzineer saild that he closed the
throttle, placed the reverse lever in reverse position and
madc a 15 or l2-pound brake-pipe reduction. He sald that
even beforc the exhsust at the brake valve was completed he
was aware that the brake application was not going to be
effective, and he therefore moved the brake valve to emergency
poslition, He sald the exhaust at the brake valve appeared to
be normal and soon after initlating the emergency applicatlon
he observed that the gage indicated no pressure in the braoke-
plpe. He sald the traln continued to accelerate down the
grade and he told the other members of the crew who were in
the control compartment that the brakes were not effectlve and
to epply hand brakes, What thls englneer did afterwerd is
not clear because in his first statcment he sald that he
attempted to recharge the broke system by placling the brake
valve in running positlon and, after obtalning 70 pounds
pressurc ln the brake plpe, as indicated by the gage in the
control compartment, he agaln placed the brake valve in
emergency posltion before closing the double~heading cock
under his brake valve, Later he stated that after meking the
filrst emergency application he closed the double-headlng cock
80 as to leave any further actlon up to the Judgment of the
engineer of the helper engine,

The conductor and the two brakemen sald that after
being informed by the engineer that the brakes were not
effective they went out of the control compartment for the
purpose of applyilng hand brakes on the cars in the train.
They found that the first car in the traln was a flat car
loaded with lumber and that because of the speed of the
train they could not climb over the lumber. They then
returned to the control compartment and remained there until
the Dlesel-electric unit came to a stop after the accident,
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The engineer of the helper englne stated that the Diesel-
electric unlt was detached from the train for about 10 minutes.
About 2 or 3 minutes after he heard 1t couple to the traln
there was a heavy run~in agelnst hils englne, and althougnh he
had the lndependent brake applied, the reverse lever in full
forwsrd position and the throttle open, this caused his enclne
to move backward down the grade. He sald tlhiat he had the slde
windows of the cab open but did not hear any slgnals. However,
from the manner in which the train moved against his englne
he gained the lmpression that 1t was the iIntention of those
on the head end to move down the hill to a more favorable
polnt ror starting the train, and he then closed the throttle,
reverged the engine and released the independent brake.

He sald that he d1d not feel any appllication of the brokes

Anf hion mwn‘lnn Aurins +ha -F"l-n + m3ile Af +the Waalrvoerd moven ani’
Gl nlo engine auring Gne ITiyrst miie oI Tne vaciward no

and that the train contlnued to nccelerate and, after moving
about one=lw21f mile down the grade, attalned a Speed which
made him feel that something had gone wrong at the front end,
He sald that when the traln had moved about one mlle down

the prade his bruke-pipe game indicated about 80 pounds
pressure. He then opened the double-heading cock to his brake
valve, placed the brake valve ln full release position and
adJusted the feed-valve for 90 pounds pressure, He sald that
he walted until the gage indicated 20 pounds brake-pipe
pressure and then placed the brake valve in ewergency posltion
but felt no effective retardation., FHe also saild that he made
two more atiempts to recnarge the brake system and to cpply
the brakes but these applications were not effective., He
eatimeted that only O or 6 minutes clapsed during the backward
movement of about 7 miles and that the train attained a gpeed
of about 70 mlles per hour. He sald that he observed sparks
coming from the wheels near the middle or the front end of

the traln durlng the runaway movement down the grade,

The Tlagman of the hclper engine saild that soon after
the Diescl~electric unit wos coupled to the head end of dhe
train Le observed that the caboose gage indlcated about 73
pounds broke-plipe pregsure and he heard the release of the
caboose broke., He said he immedlately went out on the back
pletform of the caboose to listen for and to reluy any
slgnals from the front end of the train but that he did not
hear cny. He sald the t.alns slowly moved the helper engine
backward nbout the length of the englne and then the engineer
apparently reversed the engine and released the independent
brake as the englne and train began to accelerate, He sald
that after the Train moved backward about 100 feet there was
a severe runout of glack and the traln almost btoppbd then
he again looked at the zage inside the caboose and ohqerved
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that 1t indicated no brake-plpe pressure, He sald the traln
then besan to accelerate, and he started forward on the traln
to apply hand brakes. He turnced up the handle on the retalner
velve and applied the hand brake cn the rear car but, although
he wos able to work forwurd to the fifth car from the rcear,

he wos 20t oble to apply any rore hand brakes because of

the excessive speed of the trailn, He sald he saw sprrks
comine from the wheels along the traln durlng the movement
UOWIl ollC (JI'alt,

After the accldent occurred the throttle of the Diescle
electric unit was found in closwd positinon, the cutomatic
bralte valve vos in holding positlion, the independent brake
valve in applied positlon, the double-headlng cock was
closed and the angle cocks at the front and renr were
closed, The englneer eald that after the accldent occurred
he opened the double-heading cock and loter closed& the angle
cock at the rear of the Diesel-e¢lectric unlt bscause hie heard
alr escoping through the broken alr hose, All wheels and
braoke shoes of the Diesel-elecctric unlt bore indications of
excesclve heating as a result of heavy braking,

The throttle of helper engilne 717 was found closed, " 7~
the reverse lever was in about the middle posltion and the
douhle-heading cock was open. The handles of the brake valves
were loose and thelr positions at the time of the occident
could not be determined. The brake shoes of both the englne
and the tender bore indlcationg of cxcegsive heatlns and the
tlres on all driving wheels on the left slde and on two of
the driving wheels on the right slde werce loose as a result

O

of overheating.

A1l of the cars in the train were deralled and damoged
to the extent thot ar eir-brake test could not be made, The
whecls and brake shoes on about 30 of the car trucks were
examined after the acecildent and no indications of slid=-rlat
spots o1 overhcating were found,

Trere were no indications that helper eaglne 717 or
1te tonder were deralled before they overturned., The
calculated overturning spred for cengine 717 on the curve
where thc accident occurred 1s 70 mijes per hour,

The rulecs of thls carrier provide that whenever the .
engine handling a train 1s to be de¢tached from the traln

on a grade a su.’iclent npmber of hand brokes must be set

to insurc holding the traln and the air brakes must be

released belore englne or cars asre cut off. Also, that

following the recoupling of engine, the hnnd brakes nust not
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be released until 1t 1s known that the alr-brake system has
been fully recharged. The inveatigation dlsclosed that tralns
frequently become s%talied on the ascendlng grade between L'Anse
and Summit and from the statements of an officer and several
employees 1t 1s apparent that 1t has been a common practice

to detach the leading engine to sand the rails, and to hold

the tralin with a service application of the traln brakes

and the independent brake of the helper engine and without
applying hand brakes, The investigation disclosed that 1%

has been the practice for the engineer of the leadlng cnglne

to sound the proceed signal in such cases and to start the
train even though no signal 1s recelved from the rear, In

this case no slgnal was recelved from the rear of the traln

before an attempt was made to start the traln,

Vi L\

The brakes of this traln apparently functloned properly
up to the time the traln stalled, although a terminal test
of the air brakes, as required by the rules of this carrler,
was not made before the train left the terminal, All of
the cars in this train ond the caboose were equipped with
AB brakes, The englneer of the Diesel-electrlic unlt sald that
although he dld not make a leakage test 1t appeared that
there was very little brake-pilpe leakage in the traln,
According to statements introduced at the investigation, the
brake-plpe was open throughout the train and charged to about
70 pounds pressure as the traln proceeded eastward up the
grade, After the traln stalled near milepgst 10, a 20-pound
brake=plpe reducticn was made. This shoulg have resulted in
approximate equalization of pressure ln the brake cylinders
and the auxiliary regervolirs of about 50 pounds, The
emergency reservolrs would retaln pressure of about 70
pounds, The Diesel-electric unit was detached from the traln
for a perlod of time varlously estimated to be from 3 %o 10
minutes, After the engine was recoupled to the traln the alr
hose between the engine and first car were coupled, and the
angle cocks were opened, The brake-pilpe was recharged to
about 70 pounds pressure as indlcated by the gage in the
Diesel=electric unit and employees at both the head and rear
ends of the train heard the brakes starting to release, As
alr from the emergency reservoirs of AB brake equipment 1ls
pernltted to flow )Jnto the auxlliary reservoirs during release,
1t would appear that an equalization pr¢ssure of not less
than 55 pounds should have been obtalned in the reservolirs
of all cars not having excessive leakage, It 1s probable
that wlth thlis short train the brake-plpe pressure was
lncreased at a sufflclent rate to cause all AB valves to
move to retarded-recharge position, and there would have been



only a slight increase in reservolir pressure if the automatlc
brake valve of the leading engine immedlately afterward

was placed in application position. With brake-plpe pressure
of 70 pounds and auxiliary reservels pressure of about 55 '
pounds a service-rate redustion of 2B pounds or less would

not cause a brake application. The englneer of the Diesel~
electric unit sald that he placed the brake valve in

emergency posltion immediately after making a 10 or

12-pound reduction and that the exhouset at the brake valve

was normal and the brake-pipe gage indlicated no pressure,

While this would lndlcate that emergency operation was
obtained, full emergency brske cylinder pressure could not

be secured under these ciroumetances. With auxillary and
emergency rescrvolr pressure of about 55 pounds, approxlmutcly
47 pounds brake cylinder pressure, er practically a fulle
service application of the brakes, should have been obtained,
However, because of the 3-stage build=-up of brake cylinder
pressure from an emergency application, 1t would requlre from

8 to. 10 seconds to obtain the maximum brake-cylinder pressure
after the valves moved to emergency pasition, With a rcservolr
pressure of 55 pounds the veént velvesa would probably remaln
open for a perlod of from 47 to 55 seconds, It would appecar
that, wlith a train conslsting of 22 cars and a caboose, about
1,210 tons excluding the caboose, unless the rate of speed
already was excessive, a brake application resulting in about
45 pounds brake-cylinder pressure and being held in effect for
a period of from 45 to 55 seconds should have had an effectlve
retardation on the traln, Apparently the double-heading

cocks of the brake valves of both engines were open throughout
the second mile of the runaway movement down the grade and
actlion taken to obtain brake appllications at one end of the
train was no doubt nullified by the action at the other end

of the traln, The attempts which apparently were made to
recharge and apply the brakes in rapld successlon were
ineffective and resulted only in further depleting the
effective reservolr pressure,

~

The investigation dlsclosed that a number of rules wnich
are essentlal to the safe operatlon of trains on grades uvere
not complled with, The prescribed termlnal test of the
brakes was not made at the initial terminal; a proper test
of the train brake system was not made at L'Anse where the
conslst of the train was changed; hand brakes were not applled '
to hold the train on the grade when the Diesel~electric unlt
was detached from the traln; proper measures were not taken
to insure that the train brake system was fully recharged
before attempting to proceed after the Dlesel-electric unit
was recoupled to the traln, and the prescribed signal was not
glven for transfer of alr brake control from the Diesel=~electric
unlt to the helper engine at the rear of the train,
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Cause

. It 1o found that thls ncsident was coused by excessive
snced of o train on a curve cut of contiol on o grade, due
to lock of coordinnted nction cf the crew ns vrequired by the
rules of the carrler governing the operatlon of tralns on

FRe, i | -
grofes,

Recomaendation

It ic recommended that the Dulutk, South Shore & aAllantlc
Rallrond Company promptly take necescnry steps to obtain
complicrnce with existing rules governing the operation of
treins oo ~rades, since 1t appears that the rules are adacuaie
but thut they were nelther observed by the employees nor
enforced Lty the carrier,

Dated at Washingtoa, D, C., thls twelfth
day of May, 19572,

oy the Commisslon, Commissloner Pacterson,

( SEAL) ¥. P, BARTEL,

Secretary.



