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e 8 Nartional Transportation Safety Board determines that the probable sause

of this actident was (1) the disengagement of a worn air hose soupling when the train
asead over a luw track Joint which Initiated an emargeney application of thy train brakes,
2) an excessive buff force within the traln resulting from the fallure of the person at the
locomotive cantrols to respond properly ‘o the brake application, and (3) the placement of
empty cars noar the head of the train betwaey heavily loaded cars. \Contributing to the
cause of the acoident were the impairment of the engineer's facultidx by aironhol and his
sbaxicnment of the locomotive eontrols to an unauthorized and u lifie¢ person, and
the failure of Minols Central Guif to supervise train operations end operating persoanel
adequatsly, ns well as to inspect and to maintaln adequately its Hammoend- Distriet main
track. Contributing to the contamination of the envircnment was tank damege resuit
from the lack of shelf couplers o some tank cors and the inadequately protseted bottom
outlet valves ont a number of other tank cara.
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BRRAILMENT OF ILLINOIS CENTRAL GULF RAILROAD
- PREIGHT TRAIN RXTRA 9628 RAST ((3-2-28)
" AND EELEASE OF HAZARDOUS MATERIALS
' AT LIVINGETON, LOUBIANA
BRPTEMBREY 28, 108%

SYNOPRS

~ About §112 s, o.dt., on Beptemboer 28, 1982, Mlinois Central Gulf Eailroad (ICG)
freight train Extra £629 Eapt (0O8-4-28) derailed 43 cars on the single main track of the
Hammond Distriet in Livingston, louisiens. Of the decailed cars, 36 were tank cars; 27 of
thess curs contained various regulated hazardous or toxie chemical commodities, &
contained nonregulated hazardoius materials, and & contained flammable petrolaurn
products. A total of 20 tank cars were punctured or bresched in the derailment. Fires
broke out in the wrockage, and smoke and toxic gnsss were releaved into the 8’ mosphara,
Thermally-induced explosions of two tank wars that had not been punctured cawsed them
to roclicet viclently, About 3,40 persons living within o 5-mile radiug of the derailment
site were evacuated for as long as 2 weeks. Nineteen residences and other buildings in
JAvingwton were destroyed or soverely damaged. More than 200,000 gallons of toxie
chemieal produet wera wpilled and absorbed into the ground, requiring extensive
excivation of sontaminated soil end its transportation to a distant dump site. This has
resulted in long-term olosure of the railroad line and an adjacent highway. Property
damege has been astimated to i+ in excess of $14 million.

The Nationsl Transportation Safety Board determines that the probable eause of this
accident was (1) the disengagement of a worn alr hose eoupling when the teain passed ovar
& low track joint which fnitiated an emergency application of the train brakes, (2) an
srcassive buff forca within thy irwhy resuiting from the failure of the person &t the
locomotive controls ¢ respond properily to the brake application, an¢ (3) the placement of
empty cars near the head of the train between heavily loaded cers. Contributing to the
onves of the aceident were the Impairment of the engineer's faculties by niecohol snd his

~abandonment of the locomotive controls to an unauthorized and ungaelifisd person, and

the failure of Kinols Centval Gull to supervise train operations and operating personnel
adequately, as wall an to inspect and to malntain adequately its Hammond Distriet meadn
track. Contributing to the contaminetion of the environment was tank damage resulting
from the lack of shelf couplers on some tank cars and the inadequately protected bottom
outlst valves on & numbepr of other tank ears.

INVESTMIATION
e Mg

At 4:10 a.m., on Heptember 18, 1982, eastbound Miinois Central Guif (ICC) frafght
frain Bxtra 9628 Bast, consisting of 3 locomotive units, 100 ¢ave, und & caboose, departed
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Baton Rouge Junstion, Loulsiann, Loy MeComb, Mississipnt. The engineer, head brakeman,
arst an off-duty ICG cperator-alerk were in the lead locomotive unit. The conductor and
resr brakeman were in the esboose, The engineor operated the train untll it regohed the
visinlty of g defeative equipmint detector at Lockhart, 17.2 miles sam of Baton Rouge
Jinotion. At this point, he turnsd the aontrols over to the eperator-clerk and sat down in

one of the seats on the left side of the operator compartinent with the head brakeman,

~ Acoording to the operator-clerk, she was stil opevating the lscamotive when the
train reached Livingston, 8.6 miles eant of the Loakhart doteetor, 1/ The locomotive wag
ruinning in full throttle, and, secording to the operator-oierk, the needle of the spead
indicator was "bumping 40." 'Micee or four seconsts after bassing over the orossing of a
lane leading to the Livingsion Parigh School Bosrd Building, she falt the locomotive
momentarily rock and dip. The operator-clerk desorloed the event as "vottoming out."
She glanced over 1o the other side of the eab and saw the enginesr and head brakemay.
rectiniiyg in thelr scats in a relaxed position. There was no reaction from the engineer and
nothing was sald, so the operutor-cleri did not change any of the sonirol settings. As the
locomotive approached a private erossing loeated wbout 1,200 feet east of the School
Board orossing, it again "ottomed out." Aocording to the operator-clork, the train went
lnto emergency braking 2 to 3 seconds later, as evidenced by the Power Contrel Switeh
indieator light on the cottrol stand becoming lighted and by the sound of air escaping
from the brake stard. She reacted first by placing the automatic hrake handle in the
emergeney posttion, and then by plaeing the throttle in ™dle" position. Aceording to the
operates-slerk, "within a minute” afier the emergency brake application, t™a engineer
came over to the controls and pluced his hand on her's 83 she movad the throttle handle,
She then pulled the rdlspendent brake hsndle around to the appileation position, after
whieh the enginesr took hold of it. The operator-clerk stuted that she dd not know what
the enghicer did with the independent brake hendle, slthough she remnined n the
operator’s seat throughout the stopping sequence and for some time nfterward,

During the seqaence of events betwaen the time the train went into emergency and
the time the forward part of the train came to a stop, there was no noticesble sisck
action 4/ on the lesd locomotive unit. After the heud end stopnoed, the operator~clerk
tooked to the rear and saw o simall fire which suddsnly appearad to become a huge
frebell. At 5:12:64, the condu~tor reported soaing an enplosion and instructed the
engineer by radio to report it 1o the dispatehor, After making three unsuccessful
atlempts to contnei the ICGY Mays Yard at New rleans, the engineer radioed the
Bammond District dispatoher at 5:14:56 that "Ihe whole world's on fire." (See
appendix D.) At ficst, he wan only able to tell the clispatcher that the train was
somewhere betwaoen Hammond and Baton Rouge. Afier consulting with the opervator-
clerk, thi: engineser informed the dispatohor, "We're at Doyle, Miswivsippi. Doyle, Miss ~. |
mean Doyle, Louistana." 3/ (See appendix 1)

177l viay eoriaboratad by the engineor and head brakemsn in statements given to the
Lou 'siana State Police.

2/ Black setion rosults wher one part of & train moves faster or slower than an sdjacent
part of the train, After the nvsilable sinok has elther run in or run ott, the adjacent parts
of the train must rapidly attain uniformity in fpeed resulting In potentially damuging
shoek forees. Compressive forward slack action or running in is referrac’ to as buff force;
slack cunning out as draft forea, Huck action in groatly affeeted by a number of fnctors,
ineluding the thne hsecval betwoen tihe applieation or release of the beakoy at the ends of
a train; differences in brakirg ratis of empty veraus loaded ears; lergth, weight, and
makeup of tenins; and ehanges in grade and curvatupe, ,

3/ Doyile, & eopinunity which is now a part of Livingston, was stili carried g8 a station
loeation in the “Iammond Distriet timetable. Livingston was not shown fir the timetable,
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The 18th through the 58th head cara of Extra 9620 Eeat had derailed along the main
track for a distance of about 760 feet at milepost 26.8. (See figurs 1.} The maximum
distance of luteral divergence of derailed cars from the track wes 75 feet to the north and
86 feet to the south. Highway 180, which parallels the railrosd to the south, was
snercached upon by one of the deralled cars and was completely blocked by a tree thet
i:ad beon toppled by tha: same car. The 26th through 32nd head cars were tark cars loaded
with vinyl chloride, a flammable gas. Two of these cars were breached in the derailment,
wd gas oscaping from the aurs quickly ignited ereating the firebell which the trainerew
hed reported seeing. The fiveball extended about 400 feet from the south margin of
Highway 180, across the derailment site, and through & grove of tall pine trees to a
renidenice Incated about 250 feet north of the track. An explosion blew fin the brick front
of the dwelling, and the fireball enveloped the entire structure in flames. The lone
ocoupant escaped by jumping through a window snd running to safety. A smsll storage
shed about 100 feat south of the highway also was set afire and numerous fires broke out

in the derailment wreckage.

| The Livingston fire chief was alerted to the necident by the sounds of derailing cars
followad, within what he described as "less than a minute,” by a "tremendous explosion.”

- He then saw & fireball through the window of his home. The fire chief arrived at the

derailinent site between 5115 and 5:20 a.m., and observed one of his units already
vesponding to the burning shed south of the highway. At the time, he also noticed what
appeared to be low-intensity ground fires in the train wreckage. After determining that
the residence north of the highway was beyond saving and that occupants of this and
nearby dwellings had already fled, the fire chief diracted that highway traffie be detoured
around the derailtnent slite. |

By 5:30 a.m, it wes spparent to the fire chief that & pressure fire waus developing
rapidly in the wreckage. hasmuch as his units lacked the proper foam equipment needed
to fight such a fire, and the train's head brakeman had told him the train eonteined a car
loaded with chlorine, the fire chief and his men begaen a systematie house-by-house
evacuation of Livingston's 1,260 residents. Similar action had also been init'ated by the
town's mayor after he learned the train contained hazardous commodities. Ultimately,
the ioulsiana State Poiice undertcok the control and coordination of the response and
expanded the evacuation to include an estimated 2,700 persons from within a 5-mile
radius of the darailment site.

Enjuries to Porsomy

Highway Livingston
Injuries | ICG Employeos ‘Travelers Rosidents

Fatal 0 ] 0
Nonfatal 8
None 5 1,264%

#Estimate based on 1980 Census.

Train hiormation

At the time of the aceident, Extra 9629 Esst consisted of 3 locomotive units, 84
Ihaded cars, 16 empty ears, and a caboose. The train had a trailing vielght of 11,022 tons
ana was slightly more than & mile lorg. The locomotive was about 200 feet long, weighed
381 tons, and was rated at 8,000 kp. Al three locomotive units were General Metors
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four-axle type with the lead unit being a model GP38-2 and the trailing units model GP40,
The lead locom.otive unit had the short, low-prefile hood forward and contrals on the
right, or south side. The unit was equipped with a dual sealsd-beam headlight, & radio, a
speed {ndicator, type 26L brake equipment, and an emergency brake valve on the left side
of the cab. It was not quipped with a speed recorder, deadman pedal, or ¢rew alerter
device. The unit’s power control switch (PCS) did not have a time-delay feature. 4/ The
locomotive units were inspected and imade available for service early in the afternoon of
Septembei 27 by a-qualified mechinfst at ICG's Buton Rouge diesel shop. According to the
machinist, he inspscted the air hoses of all three units and took no exception to them.

Most of the 18 empty cars in Extra 9629 EFast were scattered throughout the rear
helf of the train with 4 of them just aheud of the caboose. (S2e figure 2.) The bth, 6th,
19th, unrd 20th cars were the only empty cars in the forward hal? of the train. These
welghed 30 to 33 tons each whereas the 12 loaded cars between the two pairs of empty
cars veried in weight from 115 to 131 tons each. Most of the 33 loaded cars behind ihe
18th and 20th head cars weighed 130 tong or more.

The rear 62 cars and caboose of FExtra 9629 East were assembled at the ICG's
(elsmar, Loulsiana yard, and were moved to Baton fouge as the rear portion of train
Bxtea %05% torth. ‘These cars had been ¢lassified, or arranged, in blscks for final 1CG
destinations. The forward block consisted of long-haul cars destined for Chicago and
bayond, while the rear block songisted of short-haul cars to be taken off the train at
MaComb. Pefore leaving Gefsmar, Extra 8099 North was given the required predeparture
inspaction and brake test by a qualified car foreman and a carman. The forward 38 cars
of Extra 9629 East were assembled at North Baton Rouge Yard. They wers grouped in
two bloeks, with the lead 9 ears routed to MeComb and the vear 29 cars routed to Fulton,
Kentueky, for reclassification. Each of the two blocks contained two empty cars coupled
together. The finul destination for the two empty cars routed to Fulton wes Chieago.
The North Baton Rouge cars were inspected and tested by two fualified carmen shortly
before Extra 8099 North arrlved at 3:45 a.m., on September 28. As at Geismar, the
sarmen took no exception to the cars at North Baton Rouge Yard, and they were plscod
shead of tho cars from Ceismar by the locomotive and crew of Extra 9629 Fast. The
preseribed leakege test was mede, and the conductor obrerved the brakes properly apply
and roloase at the rear before the train departed.

Before coupling the two portions of the trein together, the engineer of Extra 9628
Rast coupled the locomotive to the narth end of the 38-car Baton Rouge fill. The
brakepipe air hoses betwuen the tralling locomotive unit (ICG 3022 and the lead car were
soupled togather by the head brakeman of the crew, which wa. then taken by the genersl
ynrdimastaor to another part of the yard. After the engineor began shoving the fill towerd
the deaft of cars brought In by Extra 898¢ North, the air hoses between the locomotive
and first car became uncoupled and caused the brakes to apply In emergency. It was
neceseary for the engineer to recoupie the air hoses before the braxes eould be relzased
and movement resumed. '

4/ The power comrol switeh acts to idle the diesel engines of the locomotive units when
an emergency breks application ocours. Not all major railroad systems have locomotives
aquipped with the device. Several large systems have adopted a modified PCS which
delays power autoff for approximately 20 seconds alter the emergency application occurs,
This works to recduce severe buff force in heavy trains vesulting from rapid deceleration of
the locomotive before all of the train's brakes have appied.
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Shortly after the locomotive and the head 15 cars left Livingston following the
acoident, the air hoses between the trailing unit and lead car again became uncoupled.
Both uncouplings had occurred while the train was moving on the main track.

nformation.--There were 75 tank cars in the train, 7 of which were empty

and 68 of which were loaded. A total of 55 tank cars were placarded as follows:

Placard Derailed Not Depailed

Chiorine

Flammable Cas

Flammable Liquid

Flamnmable Solid

Poisen

Corrosive 1 14

Of the 36 derailed tank cavs, eight had conventional vouplers and ¢id not have head
shields or invulated tanks; one car had conventlional couplers and head shiclds, but was not
insulated; 8 cars had conventional couplers, head shields, and jacketed insulation; and §
cars had shelf couplers but no head shields or insulation. The remaining 1% cars had shelf
couplers, head shields, and insulation. The nine derailed flammable gas and flamnable
solid cars were among the last group, and of these, five were Department of
Transportation (DOT) specification 105A300W and one was a DOT 112J340W. These six
cars had jacketed ingulation; none was punctured or breached during the derallment. The
other three cars were DOT specification 112T340W with coated insul:tion: the two vinyl
chloride cars that were breached in the derailment were among these.

‘The following describes the performance of the tank cars involved in the derallment:

Cars with Shell Punctured “ars Not
Protection ....or Breashed Punctured Total

e riErCT

A)  Noninsulated without head
shields or shelf couplers
B) Noninsulasted wivh head
shields and conventional
couplers
C)  Jacketed insulation,
head shields, conventional
couplers
Noninsulated with shelf
couplers; no head shields
Jacketed insulation,
head shields, shelf
cauplers
Coated insulation,
head shields, shelf
couplers
Totals
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Ciy one derailnd tank car sustained » coupler-inflicted head puncture which was
caused by the car's own coupler baing forced upward into the head, This car was & nonin-
sulted DOT 111 A100W car without head shiclds and shelf couplers.

Thirty three derafled tenk ears which were loaded actually separated from their
trwwokss 22 had bottom outlet extensions and, of these, 15 had extensions shesred off or
otherwise damaged in the derailment. In eight instances, the valve itself remained closed
and no product was lost through the outlet. In seven cases, all or Part of the lading was
released as a cosult of damage to the outlet. Eight of thie deralled cars had semi-
receised, low-profile outlet valve extensions; one of these alsc had skids protecting the
outlet velve. Another car had a conventional bottom outlet with skid proteeticn. Three
of the cars equipped with low-profile outlets were among those which had product
released through damaged extensions. One of these was the car that also had skids.

Damage

The forewardmost cors to derail, the 16th through 18th head cars. were 68-foof
"jumbo" covered hoppers loaded with plastic pellets. These came to rest north of and in
line with the track, with the 18th ear completely overturned and the others on thefr north
sides. (See figure 3.) The trucks of tha 18th car had foreced the north rail out of
alignment, esusing the three cars to tip over and fali from the track structure. Thore was
very little forward movement of these cars sfter they turned over. The cars were not
subgtantially damaged, and most of their contents was salvaged.

The 19th gnd 20th hend cars were empty 57-foot, high-side gondolas uged tu
transport coil steel. Both were detached from theip trucks but remained upright. The
lead gondola was struck in the northwest corner by the lead end of the trailing gondola
and jactknifed horizontally to the south about 135° counterclockwise. It stopped on a
southeast-northwest axis with the head end still on the track alignment partially propped

up on the car's forward truck., After jackknifing vertically, the trailing gondola (EJ&E
4712) 1'¢d also jackknifed horizontally to the south and had moved about 140° elockwise
before coming to a stop on a southwest-northeast axis. What had been the lead end came
to rest on the shoulder of Highway 180. 'This end had a vertical erease the full height of
the car where it had struck the corner of the gondola ahead of it. (See fi~uiv 4.7 The car

-

had also taken a heavy strike in what had been the south gide.

The 21st through the 23d cars, tank cars loaded with petroleum products, had also
Jackknifed horizontally to the south, with the 21st car coming to a stop between the two
gondola oars. All three cars were Separated from their trucks and heavily damaged. The
A3d car was breached and lost much of its cargo of lubricating ofl.

The 24th through 38th head cars were separated from thelr trucks and came to rest
perpondieular to the track alignment. These ears were tightly buhched together, more or
less side by side. This group consisted of 13 lcaded tank aars, including sev an vinyl
chloride cars, and two "jumbo" coverer. coppers luaded with plastie pellets. All were
damaged bayond economical repalr, and vi;e eontents of all but four cars were lost,

The 39th through 56th cars were tank cars, ail but one of which were loaded with
ahemical products. Therc caps stopped in various attitudes, with most of them stopped
disgonally to the track alipnment. AN were heavily dumaged, and, except for the 56th
car, all the loaded cars weore punctured or breached and lnst all or most of their contents.
The 67th and 58th cars were chemical-laden tank cars whieh remafned coupled together
and In line with the track. They sustained only minor damage and did not lose any of the
product they contained.
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A fiveball ignited ofl L king froin ihe 220 and 234 cars, and plastic peliets spilled
from the 37th and 38th cars.  Vinyl ohloride ges venting from tha 30th and 31at cars
burned, a3 well as styrene monomer and toluone dlisocyanate leaking from the 524 and
G4th cars, respactivaly, These fires produced large ¢lovds of black, acrid smoke whish
often obsoured much of the Jareilment sitc. (Mee figure 5.) 'Mhe fires fed by plastie
pelleta and vingl ehloridn grew progremsively lavger and intter apd impinged on the cars
odjoining them:  As a renuli, the 27th, 28th, and 3%d cars, si! vinyl chloride cars, bagan to
vent and bursi at the dormes. ‘e pullet fire beecame o intense that the 36th car, Joaded
with motor fuel anti-knuek compound (tetra~Ethyl lead), explodad about 19 hours after cha
derailment. Tiie shell.of the car was propslled into the pine grove north of the derailment
. eand the south tank head landed south of Highway 190. A second thermelly-induced
explosion occurred on Ooetober 4, 82 hiours following the dersilment.. 'This thvolved the
28th oar, which was loaded. with vinyl chloride. In this inttance, the south tank head was
propelled about 226 feot soirth antl struek an unoceupled quadraplex dwelling, Most of the.
tub portion of the tank rucketed approximately 425 fect wecth thtough the pine grove.
Lerge sections of the steel outer insulating jackot ¢ame to rest on buth sides pf Highway
190, (See figure 8.) Alrbome fragments are believed to have set fire to a B%-loot mobile
home and an adjoining outbuilding sbout 500 feat south of the derailment site, Other
parts traveled as far ag 1,500 foet south. - . - - -

Coneern over the stubility of the burning styrene moncmer car prompted emergeney
forves to extirywish the Pire on Cotober 4, any then to demolish the car with explosive
charges the next day. ‘The six remaining vinyl chloride cars were detonated on
Qatolser 11, to dispose f the unvented product still remaining in thers. I all, 36 vars
were destroyed either hy crushing impaots during the derailment or by postascident fives,
explogions, and demolition. About 600 feet of tracic were destroyed.

The contents of 30 ears wore oither totdﬂy or paitially lost. Tank car chemleal
producis lost were approximatad «e foltows: | |

Commodity  Gulions - Pounds
Vinyl ehloride 163,04% 1,241,000
Styrene monomer | 23,148 176,000
Motor fual anti-knock compound 5,066 78,000
Toluene diisocyanaie ~ 2,289 23,000
Phosphorie seld - 148,552 2,100,000
Kydrofiuosilicie acid ‘ 16,780 - 200,000

Saxdtium hydroxide _ 15,363 196,000
Perchloroethylsne | 14,028 - 180,000
Ethylena glveol - 20,840 | 184,000

The first four commodities listed wire consumed by fire, the remainder were spilled
and absorbed 1 the ground environment, ineluding abont 183,000 gallons of the corrosives
phosphorie ucid, hydrolluosilie acld, end sodium hydroxide.  Eihylene glycol end
perchloroethylene are not DO regulated commoditios and were not ¢lassed us hazardous
substances or materials. Ir the eerly response to the dernilment, the perchlorcethylene
spiilage was not considered to be a problem. However, it was later loarned that the
chemical can be highly toxie, even in ininute coneentrations. | :

Much of the chemical product relessed was recoverse frotn catoh basing and diked
deainage ditohes. More than 100 truokloads of recovered and neltrafized shemicals were
transported to designated dump sites.  However, the Loulsiana Department of
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Figure 6.--The derzailment site on Jotober 4, 1882, viewed facing south.
Parts of the vinyi chloride tank cer which rocketed are on and just
south of the highwsay. Buiidings that werse destroyed or 2everely damsged
are shown in the upper left corner.




Tgtura) Resowrces dirsoted the excavation of more than 60,000 cubjs yarde of soll from
the dernilment site that were determined to Me tox'vally contamingted by
parchiorvethylene, The soll has been trucked to a duiro site about 159 miles from
Livingsteon. The work is still in progress, and excavating is being done to o depth of 22
faet aver su ares of seversl acres on botn sides of Highway 180, (For furthoer dizatssion
oft perahiorosthylons, see p. 28.) ‘Tie railroad has not bsen rebuili through the derailment
glée,y wad threugh sorvise over the Hammond Distrlat has not been restored. -

| A dwolling, a mobile home, throe outbuildings and about 5 peres of loblnlly pine
treos were destroved by five. Two residences novtheast of the decallment site and 20
residential mnd commercial buildings south of Highway 199 sustained blust Jdamego, These
. included. Livingston's high school, gourthouss, and firehouse. There was extensive fire
‘2 :eca*?ll\ingta%'_t trees, ornamental plants, and lawns within & 1,000-foot radiug of the
- Gearailmont site. . - o g o '

Damage wag estimatod as tollowsr

Trnin Byulpment $ 1,500,000
Train Luding - 1,013,000
Sa\liv'age and W;:eckmg ' 92%, ggg
Misvellaneous® 11,948

Total  $14,%62,000

*Aceording to ICG, this includes rel mbursement of evicuation costs, personal
Injury and property damsge clalm payments, as well as exponsos neurred in
eir, soll, ond water treatinent, And the excavation and shipment of
eontaminated soil as of April 7, 1983,

The crew of Extra 9629 consisted of a conductor, an enginaer, and two brakeiven.
All were qualified under IC:C operating rules without restrictions. (See appendix B.) The
conductor and brekemen were regulorly assigned to train GS-2 ard its westbovind
counterpart, MG-8, operating betweon MeComb, Mississippi, and Baton Rouge, Louisiana.
The engineer was assigned to the exira Hst 3/ and was filling a temparary vaeancy on the
crew. MeComb was the home terminul for all the crewmembers,

At the time of the aceident, the crew had been on vontinuous duty for 1 hour
42 minutes and on " regated” or interrupted duty for a total of § hours 22

mimtes, 8/ They had originally reported for duty at MoComb at 7:00 Petsy 0N
September 27, and arrived with train MG-5-27 at Baton Rouge at 10:10 p.m. The grew

§/ e exira list, or extra board, consists of engineers not regularly assigned who ave
used to man oxtra trains, or to fill temporavy vacancies (n regular crows.

8/ Federal regulations (4% CFRt Part 228) parmit broken or Interrupted on-duty service by
train and engine service employees aggrayating a total of 12 hours providing the
employea(s) are given an Interim pest period at & designuted termiral of not logs then 4
hours. The total of the duty perlods before &nd afier the rest period may not exceed 12
hours. Haton Rouge was a designated ICG terminal ss provided for in the law, and It wes
a common practice to have MeComb-based crews piaced on interim rest there betweon
runs.




vient off duty at 10340 p.m., and altor an interim rest period of 4 hours 50 minutes, they
went Back on duty ot 3:30 a.m., when they vieee oalled for Extra 9629 Rast ((8-2-48),
Prioe to reporting for duty at MaComb, the engineer had been oft duty for 24 hours} 1he
other orewmembers for 3¢ hours, _ | S
Dvirlng thelr Interlm vest peilod at Paton Rouge, the crewmombers were providnad
with individual rooms at the Prince Murst Motor hn. They wers transportad there by the
- motel's van and registersd for the rooms at 10147 p.m. The conduetar and reer bralteman
stated that they went directly te their rooms and slept until called by the ICA operstor-
callor on duty at North Baten Rouye Yard about 2130 a.m. Abort 11:30 p.iv., the epgnoer
and head brakeman went Inte the Jounge of the Princa Murat. ‘The waltrews and burteader
in the lourge fdentified the men as having been served two mixed \iquor deltiks spiace, ong
of which they consumed In the lounge and the other thay carried clit in plestie deinking
glasses, ‘The bartender recallec that the second drink served to sach of e mon was &
"double." Buoth the engineer and head brakeman stated they had ons drivk In the lounge
and were sorved anvther to carry out. | | . B

About 11108 p.m., bafore golng to the lounge, the head brakeman teiephoned en off-
duty ICG operator-elerk, a close friend of the engineer, und suggonted that atie visit them
at the motsl. 5he agreed and drove the approximately 18 miles feor her home fo the

motel.  Arviving shortly after midnight, she found the brakeman and engineer in the
brakeman's room and notieed two plastic drinking glasses containing "melted ice” on a
night stend, ‘The operator-clerk agreed to take the men out to find gomathing to drink,
after they assured her that they had been told they would not be eallad to return fo duty
before 6 a.m. They found an open convenlence store about a mile from the wotel where
the engineer bought a fifth of 8¢-proof Bourbon liguor and & 2-Nter bottle of soft. drink.
After returning to the brakeman’s room, the men bogan deinking tiguor mixed with the
soft drink. Having learned from the uperator-eslier &% North Baton Rouge Yerd that they
were to go back on duty at 3130 a.m., the men askec the operator-clerkk to drive them to
the ICG roundhouse and to ride with them to MeComb. She agread to do this after
ascertaining that she was not going to bie called In to work on the rmorning shitt. 'Mhe
operator-clerk stated that they left the motel about 3:10 a.m. and drave directly to the
roundhouse with the brakeman earrying the lguor bottle in his grip. ¥/ ‘The condiutor an
rear brakarian were tuken to the North Baton Rouge yard office by the motel pourtesy
van. They had no direct contnot with the engineer and head brakeman untll somefime
after thwy had gone buek on duty.

The operator-clerk testified that after parking her car at the roundhouse, she and
the engineer and brakemen went directly to the locomotive and boarded it They
encountered only a roundhouse laborer who was in the locomotiva's vab and who later
stated that he observed her entor the cab. He also siated that the brakeman tautioned
him not to say anything about it to the brakeman's brothse-in-law, wis¢ was aiployed st
the rouncihouse. ﬁefom leaving Batoni Rouge, the anginesr bought & pack of cigarevtes
from the gene.al yardmaster at the yard office. Shortly afterward, the yardmastsr
transported the conductor and both brakemen In his plokup truck to the south snd of the
yard. The engineer aiso conversed by radic with the engineer of apather train before
leaving Baton Rouge. Ataording to the operator-clerk, by this tims the engineer was
having trouble talkfng. "Ho wesn't talking right. 1 was concarned that ha deankt oo much,
He wus slurring his speach.” Bha wald that the head brakemsn told him, “Por God sake,
Payton, stay off the radio." |

7/ The piiréhase of the Mquor end taking the bottle on the train was corruborated by both
the engineer and hend brakemas. According to the angineer, he continucd to deink from
his glase while on route from the motet to the roundhouse. | |




In Her swoen test'mony, the opernitor-plark stateu that the two men drerd half the

botthy of Houok, with the enginear drinking more than the brekeman, while they were still
at the motel. 8/ The operator-elerl recalled that the brekeiman had only ona drink from
the llguor buttle aftar the sraw went back on duty. However, she stated that the engineay
reswmed deliking after Extra Y629 Fast left Daton Rouge ana continwed to do go until the
derallent opourred. She stated that following the accident, the engineer attempted to
dispase of his plastie ghws by throwing it out a window of the locomotive cab. The
wiidow wau closed, howaever, and the contents of the {inss were splashed inside the cab
and on the fackot the enyindoe was wesring, Acaording to the operntor-lerk, "ahout
-1/ to 4 {nchas® of liquor remainied In the bottle at the time. After tha locomntive
stoppad,’ the brakeman throw the bottle into the brush adjacent. to the ivack. As far ns
the Safety Board vould determine, the bottie was not recovered aftor fhe aosident.

- Aceording ti the operator-olerk, the head brakeman was "pratly well put together”
after tha accident owenrrad, but deseribed the engineer at this time as "very upsst,”
"disjointed," and "airly inccherent.” She testified that he had difficulty repeating the
$~wori, radio-transmitted train order about 49 minutes after the ancident, ‘hough she
wrote it down as It was trinsmitted and coached him as he repaated it. . ater, the
diepatoher instructed the engineor to leave the locomotive and to flag down traffic on the
adjaoont highway, snd the engineer replied that he would do so. However, the
operator-clerk testifiod thadt she got fusees from the middle locomotive unit and flagyed
the highway hergelf in order that the engineer could stay out of sight, on the Incomotive.

~ ‘The operator-elerk mtated that the engineer and head brakeman Doth ehewed
tobacco In en effort to maak the amell of liquor. $he desceribed the smell of alechol in the
lueomotive cab as "overpowering,” and she said they lit a fusee in an effory to expunge the
odor. About 7:00 a.m., shortly before the operator-clerk was picked up by & friend, 9/ she
suw the engineer talking to the senkor division treinmaster nosr the locomotive. She was
worried that, "I anyone got within ten faet of liim, they would fire him, put him in jair."
She deseribed him as befuddied ¢nd quite inebriated. "He was visibly having profiens,
Hia eyes were red and watery. He was dishevelod. He smalled like aleohol." By ¢his
tiine, the aperator-clurl was wearing the engineer’s jneket which both she and her frlend
safd reeked of alcohol. Aceording to the operator-clerk; she Gid not see the trainmaster
or anyone else board the locomotiva before she left the scene of the accident.

Abaut 81006 a.m., the locomotive and head 15 cars of the teain left Livingston with
the full arew and proceadad 1o MeComb. The erewmembers wers reportedly interviewed
by @ tralnmuster and the division transportation superintendent at Hammond, but were

8/ In his statement to the State Police, the enginwer estimated that he and the head
Erakeman drenk about one-third of the botile at the motel and ke recalled thai he drank
the equivalant of "about 2 bar drfuks" on the train. ‘he engineer also confirmed the
operator-clerk's statement that she refrained from drinking liquor at the motel anu
afterward. Noth the engineer and head brakeman admitted that. the operator-clerk was
operating the train whan the devaiiment occurrad. Awcording to the head brakeman, he
had nothirg to deink from the bottle, but ho admitted throwing the bottle off the
locomotive aftar the derafiment ocourrod,

8/ Pollowing the aceldent, the operstor-clerk had the head brakemsn telephone a friend,
who wes also hep nicmmr in an wleohiol rehabllitation program, and ask her to come to
Livingston to piak hor up.  The friond responded nnd deove the operator-clerk back to
Boton Mevze DTuring the telp, the operetor-clerk related what had aecurred before and
after the <‘wrailment, The friend lutor corroborated the operator-clerk's recolloction of
the soaversation, as well as much of hov testimony glvon to the Safety Board,




never subjected to a !areath&lyeuer test or n toxicological. emmination. On Catober 14,
1984, the engineer, haad brakemean, and the operator-clerk were arrestod by Loulsiana
Stuta Follce gnd ehari;ed with violation of & Louisiana statut> pmhibitlnﬁf the negligent
trensportaiion of hazavdous materlals.  All were sibpocnaed to tedtlf at the Safety
Bosrd's publle heuring into the accident conducted on November 15-1 1882, but all
declined to testify at that tline op the grounds of possible selﬂnei*iminati.on.. Hawever,
the operator-clerk wolunterily gave har sworn testimony to the Safety Board on
December 4, 1982, (See appendix A.) To date, the engineer and head brakeman have not

zivon a statement to the Safety Board, although they have given formnal statemants to the

Jtate Palice. I June 1983, the eng!neer was Indletad in Livingston Parish for negligent
transportation of hazardous materials, with the head brakeman and the operator-clerk
ameim to tcs.stlfy on behulf of the Stute.

: The condiuctor, angmwr, rear brakerman, and head brakeman had been employed by
 Miinols Central Gulf and its predecessor, Nlinols Central, singe 1941, 1969, 1903, and 1969,
vaspectively. All were quelified without restrietion except for the eonduetor and head
brekemar, who were required to wauar .eyeglasses while on duty. The conductor was
promoted from brakeman in 1953, and the englnesr had changed status feom brakeman to
ficeman in 1872, He was promoted to engineer in 1973 after completing an ascelorated
engineer training program in less than 6 months. The operator-elerk had held various
aoparating department clericsl assignments since being hired by ICG in 1979, She testified
that she had worked from time to time as a yardmastsr at ICG's Geismar, Louisiana Yard.

All of the crewmembers of Extra 9628 East and the operator-clerk were discharged
by xm l’ohlmrxing the Livingston socident. With the exceptlon of the rear brakeman, all
had been provicusly discharged for rule violations and were subsequently rshired on a
laniency basis on at least one occasion. The conductor had been discharged ng s:1 unsafe
- arnployee in 1968 on the basis of his having been injured on-duty 20 timaes. During 1978,
he wat fermally reprimanded for a violation of & hasardous materials handling rule and fm'
a viclution of a speed restriotion. The evgineer hud heen arvested and julled for eriminal
misshief and disturbing the peace in a tavern while subject to duty in 1874, As & rasult,
IC'G igcharged him for violations of rules prohibiting the usy of iutoxicants, breaking the
law, and being absent from duty. The engineer was also discharged in 1879 for repestedly
failing' to report for work, From 1873 to the time of the Livingston derailinent, the
angineer was also reprimanded five times and suspended six times, for a total of 143 days,
for various rules violations, ineludirg running at excessive speed; failure to comply with
stop signals, wllowing an unauthorized and unqualified person to operate his locomotive,
running through a switch, fallure to properly inspect his locomotive, failure {o respond to
flag 4nd h:md signals resulting in collisions, and for reépoataedly failing to report for work.

The head bmkemem had been discharged twice, in 1974 for violation of the ICG's
rule profibiting the use of drugs, and In 1975 for having been convioted of three counts of
sellirg drugs to undercover agents. The 1B-year penitentiary sentence he received was
suspindad in Heu of probation and he was rehired by ICA in 1878. In 1977, the head
. brakeman was suspended ?or 5 days for failing to report knowledge of an injury o another
empidyee. ‘The rear brakeman had been reprimanded four times for minor rules
infravtions, but hed nover been suspended or dischargad. For about 10 yeais pr-ior to the
Livitgcion dernilment, he had worked on an irregular hasis, frequently laying oft and beixig
gran red extended Jeavey of absence. The opers --clerk had been discharged I February
1087 for unauthorized absonce from duty, but sii¢ was reinstated by ICG 8 months later.




Teack Bfoemotion

ICG's Hammond District is a single track secondary line which traverses a flat, low-
ying ares. At the aceident location, the gradient was virtually level 10/ and the
elevation above sea lovel was 47 feut. ‘Batween the Bation Rouge yard limit at
milepost 8.7 and Hammond, thera is oniy one curve, which {0 1° in curvature. The curve is
located about 3 1/2 milas west of the acoident locstion. | |

~ 'The Hammond District track was maintained to meet or exceed Federal Raliiroad

Administration (FRA) track safety standards for Class 3 track. 11/ The entire line was
- lafd with 112~ 2 115-pound RE section 1 { eutinuous welded rail (CWR) exaept for about
1.4 miles between mileposts 26.4 and 27. &t lvingston. This saction, whivh inciudes the
derailment site, was lald with 115-pound jointed 89-foot ralls rolled in 1950 and 1981 and
relaid in 1672. The rails were joiried with d6-lnch, G-hole joint bars fully bolted, and
rested on double-shouldered 10 7/8 i 7 8/18-inch tie plates with some single-shouldered
10 3/8 x 7 1/2-inch plates intermingled. ‘The treated 8- and 8 1/2-foot erossties wera
nominally laid on 18-in¢h canters with the rails fastened by two reil-holding spikes per tie
Plate. Every third tie had been hox-anchored to prevent longitudinal rail movement.
Numerous anchors wore missing, but no apprecinble rell movement was ovident. Ballast
consisted of a mixture of crushed stone, crushad slag, and gravel of varying Jdopth which
was econtaminated In places by mnd.

Ties were last renewed in the jointed rail seetion in April 1976 at the rate of sbout
800 ties per mile. At that ilme, the track was also surfaced and aligned with sufficient
ballast added to fili the tie eribs. Prior to the derailment, IC3 had last testad the redls in
the jointed-rail seciton for internel defeets in June 1982. 'The testing rovesled a v-lich
bolt hole break in 4 rail at milepest. 27.8. The defactive rafl was replaced at the time of
the inspection. A FRA track geometry car was operated over the Hammond Distriet on
Mareh 27, 1981, ana detected e wide gauge condition just west of the derallment site.
Although the gauge condition was well within FRA% allowable limits for Class 3 traok, it
had been corrected. Postaceidant mensurements over diste ces of §58 feet west and 507
feet oast of the derailiment site indicsted a maximum gauge one-ialf inch wider than
standard gauge, whereas the Federal track standards allow 1.7 -ineh wide gauge in Clags
3 track.

The Hammond Districot was inspected for Federal truek standards compliance by &
Louisiana Department of Transportation track inspactor on May 24, 1982. 13/ ‘The
inspector found three center-uracked joint bars in the jeinted section at Livingston at
mileposts 26.4, 26,7, and 27.3. ‘The defective bars were replaced in June 1982. Durlny the
wreckage-clearing operations; a piece of rail was found in the 37th head car at the culvert
at milepost 28.8. The two joint bars, {ransversely senter-fractured at the rail ands, wore
still bolted to what was established ag having been the west end of the rail. The rafl hegd
was battered ! Inch vertically and 3 1/4 inches horizontally along the top of the rall.
Subsequently, the adfoining west rail was found with tha matching halves of the joint bars

10/ Between mileposts 26,1 and 24.8, the gradient was 0,05 percent ascending esstbound,
a rise in vertical elevation of about 2 1/2 faet per mile. The grade was level for ehout .8
mile west of milepost 26.1 and for about .3 mile east of milepost 26.8.

11/ 42 CFR Part 213.9, "Clusses of Track," preseribes maximum allowable eperating
speeds of 80 mph for passenger trains and 40 mph for freight tenins over Class 3 track,

12/ Rail nominally weighing 112 or 118 pounds to the Linowr yard and of a standurd types
recommended for use by the American Raliway Engineering Asscelation.

13/ Louistann purticipates in the investigation and surveillance activities concerning
Federal railroad safety laws, as provided for in 49 CFR 212,108,
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still bolted 1o what had been the east end of the rail. This rail hesd was battered to a
depth of one-fourth inch vertically and tive-eighths inch horizontally. In both cases, the
pattern of damage was relatively uniform aoross the ball of the rail, Neither rafl had
flange marks op c;thear avhdenca to indlicute derailment might have o«curmd at this
lw&fiﬂﬂa FE

| Vermsnllsr-pumplng jcnint comcli\‘iom; ware found at mllep&sts 26.45, 26. 66, 26.96,
26.99, and 27.1.  All but the first o! these were near grade crossings. None of the
pumping joints waere boyond the limits of the track standards, but the bars in the ‘joint at
milepost 27.1 fraotured on & transverse plane under a work tralt following the acecldent.
The 1fmotum\s wers: similar m thmse fn the bars found In the wmekage at milepost 28,8,
(Bee figure ?., 3 | | |

| Followl‘ng he a\coident, tha flaftety Board leamed that the track at m!lepost 26.8 hm!
been on a fill soross a cast-iron or ateel culvert at about the point where the rail with -
broken joint birs was found. The euivert carried a deainage diteh under the raiiroad. ’Ihis
diteh, or gully, had originslly been crossed by a pile trestle. According to a resident of
one of the houses north of the derailinent sita, the culvert hnd been installed and the
trestle filled muny:years sgo. The treutle had been left in place. According to the
resident, the culvert location had been the site of a chronic pumpinu: joint condition prior
to the aceideant., ,

An ICG teaek inspeetor had last inspected the track through Livingsion on
Beptember 21 and %3, 1982, The section foreman and two trackman had also inspected the
track on September 24 and 27. Both the track inspector and the section foremsan were
designated by ICU as qualified under Pedersl track regulations. Neither man noted any
track ifrregularitiss between mileposts 26 and 27. Both stated that they were unaware
that there was a ¢ulvert under the track at milepost 26.8, and no record could be found to
indieste when a culvert inspection was last performed at this location,

Method of Operation

The accident octurred on the ICG Hummond Distriet which extends 43.7 miles cast
and wast between Baton Ilouge and Hammond, Louisiana, Trains are operated over the
single main track by timetuble and train orders. There are no wayside block signals.
Before the accident, two through fraight trains were operated daily in each direction
between Baton Rouge, Hammond, and McComb, Mississippi, a distanice of 94 miles. In
addition to the Himmaond Distriet, these trains used the double-track MeComb Distriet
main track betwean Hummond and MeComb. Before s train can pass from the one district
to the other at Fiamiond, the train raust be stopped and & member of the erew must
operate a switeh by hand. Similarly, after the train has cleared the switeh, it must again
be stopped so that the switeh can be realigned for mainline movement.

| Trains leaving Baton Rouge at night are furnished clearance and train orders for
movement through to McComb, gince there {8 no operator on duty at Hammond at that
time. Train orders and mevsages are routinely transmitted by radio to the crews of trains
en route, 1CQ rules require that a membey of the eraw copy and proporly repeat radio
train orders befors they can be shown complete. ‘The dispatcher for the Hammond
Distriet Is looated at Chicago, Minols, and he comimunicates with erewmembers and
oporators through a microwave radio system. These communications are taped. The
larger radios on IC<I' looomotives und cabooses usually transmit a signal strong enough to
be ploked up and tapad by the microwave systemsg the s;nzuau walkie {alkie radlos lssued to
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the crews usually do not. A hotbox and deagging equipment detector is located at
milepost 17.16, near Lockhart on the Hammond Distriet. This is not equipped with a
wayside indicator, but the dispatcher s required to ingpeet the machine's readout tape,
and to contact the trainerew if the tape indicates the {rain has an overheated journai or
dragging equipment. If no defect is indicated, the crew is not contacted and they
continue on the assumption that there is no problem with their train. The detector tape
for Extrs 9629 East did not indieate a defect in the train, and there was no
communication between the dispatcher and the trainerew,

Maximum speed for freight trains on the Hammond District is 40 mph. However,
there are only two sections totalling 9.1 miles in length where this speed is actually
permitted by the timetable. Between milepost 0.0 at Baton Rouge Junction and
milepost 4.8, speed is restricted to 10 mph, and beyond that point to the yard limit at
milepost 8.7, speed is restricted by ICG Rule 93 to that which would permit stopping
within one-half the range of vision up to & maximum of 20 mph. (See eppendix C) East
of milepost 8.7, speed Is restricted to 25 mph to milepost 1.1} 40 mph between mileposts
21.1 and 25.7; and 3% mph between mileposts 25.7 and 27.4, where the accident occurred.
At the time of the aceident, the timetable and a general order further restricted speed to
10 mph over three highway grade crossings between mileposts 4.9 and 8.7, ‘

ICG operating Rule G prohibits the possession and use of intoxicants and narcotles
by employees while on duty, as well as their use by employees subject to duty. {See
appendix C.) There are also ICG rules that prohibit engineers from allowing unguthorized
persons to operate or ride on their locomotives. (See appendix C.) ICG Rute 99 requires
that when a train is stopped and may be overtaken by another train, a member of the
train's crew must provide flag protection, including plaeing torpedoes and burning fusees
at specified distances from the rear end of the train. Extra 9628 East had been given a
traln order relleving the crew of this responsibility, as is customary on the Hammond
District. However, about 35 minutes after the accident, the operator-caller at North
Baton Rouge Yard transmitted a one-sentence, five-word train order to the engineer
which annulled the relieving order. (See appendix D.) This, in effect, required that the
crew comply with Rule 89. The order was inaccurately repeated by the engineer, and he
did not advise the conductor or rear brakeman of its contents, During the investigation,
the Safety Board determined that the crew did not comply with the rule.

ICG'% Air Brake and Train Handling Rules state, (1) "Frobably no element of braking
can create shoek conditions more severe than the improper use of the independent brake;"
(2) when the independent, or locormotive brake handle s depressed while it is In the Appli-
catlon Zone, locomaotive brake pressure will be reduced to the pressure corresponding to
the position of the hendle; (3) in a siack-stretched condition, the engineer must prevent
the locomotive brake from applying to reduce buff force at the head end; (4) the
locomotive brake handle must be depressed for at lcast 4 seconds per unit in the
locomotive consist to prevent the locomotive brake from applying during an automatie
brake application. The timetable In effect for the Hammond Distriet and ICG's other
operations in Louisiana and Mississippi at the time of the aceident contained
comprehensive special instruetions for the guidance of teaincrews involved in hazardous
materials accidents and ineldents. (See appendix C.) 'These instructions included the
required response and notification procedures with pertinent telephone rumbers,
information on special hazards and precautions, and detailed instructions for providing on-
scene emergency personnel with the emergency response dats printed on the consist,
hazardous materials waybills, and the hazardous materials guidebook kept in the cabuose.
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_ Outbound conductors and rear braltemen report at the Worth Baton Rouge Yard
office, whereas the engineers and head brakemen report directly to the diesel shop at
Baton Rouge Junction, about a mile away. There was no supervisor assigned to work at
night at the diesel shop, and the engineer and head brakeman were not required to register
upon reporting for duty. A general yardmaster worked out of the yard office at night. He
had a pickap truck which he used to transport crews and to move about the terminal as his
duties required. An operator-aaller was on duty at the yard office. His duties includad
calling crews to report, arranging transportation for erews, and recelving and copying
orders and messages for the crews.

ICG's traln operations at Baton Rouge and over the three operating districts
radiating from that city were supervised by a terminal supe*intendent, two trainmasters,
three assistant trainmasters, and a trainmaster-traveling engineer. The trainmasters
were hoadquartered in a building adjacent to the North Baton Rouge Yard office. One
worked the day shift, the other at night. According to the night trainmaster, his
responsibilities included supervisicn of the trainerews at Baton Rouge and on the
Hummond District. He testified that he was required to perform 20 to 25 efficiency
checks monthly, including train speed deierminations, and that he additionally tried to be
on hand at least once a night when a orew reported for work. The traihnmaster recalled
that he had lust ridden a train on the Hammond District about 6 months before ths
accident. He estimated that the best running time that could be made by & through
freight train between Baton Rouge and MeComb, observing the allowsble speeds, would be
about 2 hours 56 minutes, and that anything less than that would require violating the
speed restrictions. The trainmaster alsc testified that submission by ICG train service
employoes to a toxicological examination is not mandatory, even in cases where a serious
accident has ocourred and/or the employees' condition may ba suspect.

Although the trainmaster was on duty the night the acsident ocourred, he had no
contact with any member of the crew of Extre 0629 East until after the accident
ocourrad. On April 8, 1982, the trainmaster conducted a radar speed check of a train
being operated over the Hammond Distriet by the engineer involved in the Livingston
accldent. According to the trainmaster, the check established that the train had been
running faster then the allowable speed. However, the train was not stopped and the
e:;glneer was not exanined., He subsequently was disciplined on the basis of his admission
of fault.

The general yardmaster at Baton Rouvge, the transportation superintendent, the
senjor division tralumaster, and the trainmaster at MeComb all testified that they had
face-to-face contact with the englneer und head brakeman of Extra 9620 Kast on the
night of the aceldent and found no fault with their condition. None of the suparvisors
asked thie engineer and head brakeman to submit to a toxicological examination. Two
Livingston Parish deputy sheriffs olsc testified that, sfier the accident, they had talked
with a person who sald he was a member of the trainorew. Both stated they took no
gxc'?ptlon to the condition of the man, who, from their deseription, probably was the head

rakeman.

t cal Informati

At 452 a.m., September 28, 1882, the National Weather Service station at Buton
Rouge, 27 miles west of Livingston, recorded clear skies with fog, and ground visibility of
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2 miles, a temperature of 57° F, and northeasterly winds at 4 mph. Witnesses reported
that thera was no atmospherie restriotion to ground visibility in the Livingston area at the
‘time of the accident. |

- During the ramainder of Saptember 28, the Baton. Rouge weather station recorded
light southeasterly winds and temperatures ranging between 58° and 84° F. The fog had
cleared and visibility had improved to 7 miles by 9552 a.m. During the next ¥ day'sa the
weather was relativaly utable in the area with daily temperatures ranging between 860° and
80° 7. Winds remained light and easterly. The only appreciable precipitation during this
period osourred on Oectober 2, when there was light to moderate rainfall at Livingston
throughout the afternoon.,

Response to the Emergency

When the conductor of Extra 9629 East first boarded the vaboose, he came into
possession of the waybills and a consist list for the 63 cars of his train that had originated
at Gelsmar. These docurients had been left there by the conductor of Extra 8098 North.
Earlier, the general yardmaster had given him the waybills und two copies of & consist list
for the 38 cars that had been assembled in North Baton Rouge Yard. The consist lists for
both portions of the train were of the "one-line" variety (all of the Informution given for
euch sar was contained on a single line) with the cars listed by number from head to rear.
The information included an mlphabetical designation of the car type and its status as
loaded or emp;:(y; a commodity code; and abbreviated consignee, destination, and routing
information. & oar contained a dangerous placarded commodity, the commodity ¢ode
ineluded the letter "D." However, the commodity and its "UN" code number 14/ were not
named, and there was no placard or emergency procedure information as is provided in the
complete '"nine-line" consist, whioch, In this ocase, was prepared later for teletype
tranmission and would have been provided to crews handling the train beyond Mc¢Comb.
The waybills in the conductors possession ineluded the names of the hezardous
commodities and their shippers, the "UN" numbers, and the placard information.
Additionally, the conductor had access to a hazardous materials guidebook kept in a
sealed container mounted above his desk in the caboose. 18/

The investigation developed that only the conductor and rear brakeman had acoess
to the waybills, consist lists, and the hazardous materials guidebook, Although a rule in
the timetabla required the conduetor to advize the engineer of the location of all
 placarded cars in the train, this was not done before or after the accident. Another
timetable rule required the traincrew to immediately notify the dispateher of the
accident and to inform him of any hazardous materials that were involved. In addition,
the eordugtor was required to advisa emergency forces of the contents of hazardous
mater . 6 cars and to provide tham with appror ate response deta. .

Following the accident, the conductor did not inforra the engineer ovr the dispatcher
of the location of the placarded ears in his train. Insteed, he disconnected the caboose
radio from its fixed antenna, locked the caboose doors, and started waliking east with

14/ The 4~diglt "UN" number identifies an individual or class of hazardous material. The
numbers are prominently Jdisplayed in place of the commodity names on tank car placards.
18/ Association of Amdorican Railroads Bureau of Uxplosives guidebook "Emergency
Handling of Uazardous Materials in Surface Transportation," 1977 edition. It Includes
emergency response informution for the varlous hazardous commodities transported by
rail but does not include the "UN" numbers inasmuch as this edition predated the
development of that identification system. |
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the. rear brakeman to determine the oxtent of the emergency. He could no tonger
communicate with the dispateher through the micrownve system, but he could use the
radio to talk with the hoad-end crewmembers. He had the waybills and the consist lists
with him, but had left the hazardous materials guidebaok in the caboose. 'The conductor
later used a public telephone to inform the dispsicher of the hazardous meterials in the

darailment.,

Bhortly after the derailmeat acourred, an ofi-duty Livingston policeman drove to
the accident nite and reported the deraflment and fire to the parish sheriffs dispatoher.
About 5:20 a.m., he encountered the conduetor and rear braizeman and drove them to the
west end of the derallment where they were able to determine the number of the
westernmost derailed car, In the meantime, the head brakeman had been driven to the
enast end of the derailment and had established the number of the easternmost derailed
car. He radioed this to the conductor who then advised the policeman that vinyl chloride
and other hazardous materials were In the derailment. The policeman relayad the
information to the sheriff's dispateher and requested that Highway 180 be closed through
Livingston. The information was &l80 passed on to the mayor of Livingston, who, at about
§:30 a.m., ordered the pglice chief to immediately begin evacuating the town's residents,
The evacuation was essentially completad by about 6130 a.m. o

Table 1.~-Chronology of events folowing derailment of
' Train Extra 9629 East.

September 28

. . B2 aim. : Extra 9629 Enst derails at Iivingston. Livingston's fire

- - chief sees fireball, dispatches two fire units, and proceeds
to scene.  Livingston Parish Sheriff's dispatoher in
courthouse hears the deraflment and notes brief loss of
- eleetrie power.

5113 a.m, An  off-duty Livingston policeman advises sheriff's
dispatcher that a train has derailed end is on fire.

8:18 a.m. Engincer of Extra 9620 East informs ICGs Hammond
Distriet dispatcher of the derailment and its location.

5:20 a.m. Livingston policeman encounters eonductor, takes him to
derailment area, and they identify westernmost derafled
car. Head brakeman radios conductor idemtification of
easternmost derailed car.

5125 a.m. Sheriff's dispateher notifies Loulsiana State Police (LSP)
dispatcher at Baton Rouge that an emergency exists af
Livingston.

5130 a.m. Fite chief decides to close Highway 190 and to begin
evacuation of southesstern section of Livingston,
Conduetor informs mayor of Livingston that viny1 chlorida
and other hazardous materials cars are derailed. Mayor
instruets police chief to evacuate the town.
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5134 a.m.

B:44 a.me

5156 a.m.

8:00 a.m.

6:28 a.m.

8130 a.m.

| 8:30 a.m.

11430 a.m.

8100 p.m.
September 29

12:6 a.m.

71060 a.m.

9:30 a.m,
12100 noon
2445 a.m.

Saptomber 20

2:00 pi.m.

sl

‘Stata Police dispatober l:aegins uotiitying Lsp hazzavdous
~meterials unit parsome!.

LSP !iotif’!es State’s Oftice of Emergcmcy Prepamdne'&s.

Mayor of I..Mngntom sets up temporary coramand post. !mf
couﬂhmme. »

L8P nazerdous materiars specialists, the eonductor, and
ICG supervisnrs meot at courthouse snd begin tabulation
of hazardous materisls cars in deraflment.

L8P  notities Nationa} Response  Canter at

ISP speciulists and ICG supervisors begin contaating
shippers end requesting thelr onsite assistance. I8
tactioal unit with mobfle command post and holicopter
arrive at Livingston‘

wmmand@r of LBP designated as commander of overail
response to the emergency; main command post
established at Intersection of 1-12 and State Route 63
south of Livingston.

Iisutenant Governior, aoting In Governor's absence,
declares Livingston a disaster area. Court empowers L8P
and other experienced enforcement agencies power 0
ramove residents from evacuation area.

Evacuation zone enlarged to 8-mile radlus of Livingston.

Tank car containing motor fuel anti-knoek eompound
explodes and rockets.

ISP extends evacuation ares northwest of Livingston.

Initial teamn entars derallment site to assess situation and
identify car locations.

Louisiana Governor David Treen arrives at site io
wersonelly nsseas the situation.

ICG rellef traln removes "emainlng' tmdarailed cars (16)
from west end of derailm@nt site.

As fires intensify, vinyl chloride cars begin vemting
intermittently through their relief valves.
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Dotober 1
3100 pun.

22 pam.
Qotober 2

Qotober 3

Qctober 4

9300 pom.

Oatober §
12120 aum.

3134 a.m.

l. .ﬂo pmmo

Cotober 8
Qutober 10

6435 p.m.

Qetober 11

-26-

LSP establishes ground observation or forward command
post on U.S, 180 about 2,060 fect east of cerailment site.

e facllity included a decontamination/washdown
station. o

Obsarvers note changes In venting pattern of vinyl
chioride cars and evacuate forward commaii post.

Yinyl ehloride car explodes and rociets.

Forward command poét re—-established, Broken watcr
main  closed. Collection and removal of
chemicel-contaminated water started.

Assessment teum draws sample from styrene car to
determine stability of the chemical.

ICG begins vacuum transfer of pellets from ccvered
hopper cars on east end and reralling tank cars on west
end. -

Styrene monomer re-ignites while car is being lifted for
movement. Workers flee, but firefighters extinguish fire.

Styrene vapors obssrved and it is decided to re-ignite the
aar.

LSP detonates styrene car after evacuating forward
command post.

last of styrene burns off and forwerd command post is
re-established.

Fivefighters extinguish burning oil cars, and salvage work
is resumed.

ICQ begins rereiling cars on east end.

L&P detonates six remaining vinyl chioride cars to vent
and burn off remaining cheraleal.

ISP again detonates three vinyl chloride cars stiil
burning.

Evacuation area reduced to within 2-block radius of
derailment site.




Qetohepd2 - ~ Remaining Livingston residents allowed to retutn to
e ~ - tholr homaos, | - -

Q;;EE!!Q!LM. ” o 1CG romoves last deratled cars from wcldeﬁt site.

‘The meyor set up» » command post et the Livingston courthouse at about 5:65 a.m.
and began working with the conductor o identify the derailed hazardous materials cars
and thedr shippers. They were loined by & Louisiena State Police trooper wh had a
guidetiook with the "UN" numbers. Two State Police haverdous materials specialists were
immediutely sent to the command post, and by 8:3¢ a.m., they had begun contacting
shippers and requesting their onsite assistense. At about this time, also, the State Police
tactical upit arrived with a helicopter and & mobile command post with sophisticated
acanmunications equipment.. The command post was get up at the Interseation of
Iaterstate highway 12 and State Route 63, about 2 miles south of the
- deraflment. 18/ Rarly response by the State Pollce slso included the setting up of road
blocks by enforecement units, and the notification of appropriate State, Federal, and
industry sgencies. By 8:30 a.m., the State Police had assurned the overall coordinativn of
the response effort, and by 11:30 a.m., the Lieutenant Governor of Loulsisna had issued &
proclamation designating Livingston as e disuster area. The evacuation was expanded by
8100 p.m., on September 28, to include e total of about 2,700 persons within a 24-
square-miile arca around Livingston. |

- Om September 29, the State Police sot vp & temporary forward comimand post on
U.8, 190 about 2,000 feot east of the derailment site. Working from this loeation and
using the helicopter and an armored vehivle, the State Police maintained alose-in
videotaped surveillance at the deraflment site In an effort to idantify the locations of the
most critiesl hazardous materials oxrs and to mondtor the fires. Dense smoke and fire
damege to the cars made this difficult. It was also uncertain as to what wus sotually
feeding the fires. For these reasons and because of the rocketing of cars on Septernber 29
and Oetober 1, it was necessary to delay efforts to bring the fires under control sand to
contain chemieals escaping from damaged cars.

The location of a highly-reactive metallic sodium car was not firmly estubtished
until October 3. By this time, the vinyl chloride and plastic pellet fires had begun to cool
down and ICG had begun car unloading end rerafling operations at the outer ends of the
deraiiment aren. After the fire in the styrene monomer car had been extinguish~d and
holes in its tank had been plugged on Ootober £, an effort was made to Mft the car for
reralilngs when & leak recurred and the fire re-ignited, the sffort was abandoned. The car
was detonated the next day. Similarly, the six vinyl ehloride cars still in the wreckage
were determined to be too badly damaged to transfer their loads and they were dotoneted
on October 10. After the last of the viny! chloride had burned off, the residents of
Livingston were allowed to return to the town at 8:00 a.m. oa October 12. _

Livingsten had no contingenoy plan for the evacuatlon of the town In cuse of an
accident such as this. In his testimony at the Safety Bosrds publie hearing, the town's
mayor acknowledged that the aceident graphically illustrated the need for such & plan,

18/ This served 4s Lieadquarters for the response forces throughout the emarguncy. The
site was considered to be & safe distanoe from the derailment area and it permitted quick
access to end from the State Capital and the petrochemical companies at Baton Rouge.
The location also permitted maximum control over access to the emergency ares, had
acdequate mpace for vehiele parking, and was adiacent to an opsn area saitable for use as a
heliport.




and he poinited out that hed the deraliment ocourred !ater in the mmming after the school
had apened, sericus complications could have reculted. 'The Lovislana State Polige had »

Hanardous Materials Awarencss Program whioh addressed the evacuation problems that a
hazapdous materials train deraliment sould aveate if It occurred in heavily populiited op
congestad areas, or in the vieinity of schools, lospitals, and other bulldings housing large
numbers of people. This program, for the most part, fosused o wben press,

. More than 14,000 gallons of perchlorcethylene, or tetrachloroethylane, a
conuentrated cloaning solvent, were spilled and absorbed into the grounct from a tank cur
that oustalned shell punctures and bottom outlet damoge in  the devuilment.
Chairs dtavistically, perchloroethylene does not readily bind to the soll and tends o move
rapidly thnough the sofl atrata. Reportedly, it has been in production for about 16 years,
and in 1961 was nominated for oytogerie and carcingpanie testing in the Nattonal
Toxicol gical Plan on the basls of animal test datn. It Is not regulated by the Department
of Ter.asportation's Matarlals Transportation Bureau {MTB) as a hazardotus tubstance, and
the tank cur carrying the chemical was not required to ke placarded. The siipment's
waybill did not include any produot or emergsncy response information. The Safety Board
has learned that the Envivonmental Proteotion Agency (EPA) has completed toxieological
testing of perehlorcethylens and will insue s notice of proposed rulemaking to establish a
minimum spill quentity for mandatory reporting purposes. 'The Safety Buard has also been
informed that MTB will assign a hazardous materials classification to porehloroethylene
for tranpportation purposes, if and when EPA lssues & final rule. |

About two weeks foliowing the dersilinent, after wreeking and clexring oporations
had hieen started by ICG and the restdents of Livingston had been allowed to return to
their homes, the Louislana Dopartinent of Nutural Resources (DNR) deteoted
Rereblorcethylone in concentrations of 2% parts per million {ppm) in the soil at the
derafiment site. It also discovered that the chemical had migrated well beyond the
losation whers it had been spillad. Faetlitating this migration was the spreading of the
contaminated soil over the general deraflment area by twlldozers. Hoavy raine and
flooding, perticularly during April 1983, heve sinee aggravated the problem with the
contaminated srea now encompassing ebout 19 aores along ond on both sides of the
reilroad and Highway 199,

| Most of Livingston% drinking water is ubtained from wells tapping a deep aquifer,
but there ere & numbar of shallow wells in the area, and DNR decided that precautions
neadad %o be taken to prevent the contamination of ground water by perchloroathylene.
DNR established 9.3 ppm of perchlorcethiylene as its criteria for maximum safe level of
contamination by the chemical. Rueavation of the relesse site was begun in Oetober
1882, with 35,000 cuble yards of contaminated soil being removed from a pit 22 feet Jdeep,
66 feet wide, and 140 feet long. (See figure 8.) More than 256,000 cuble yards of soil have
sinoe been excavated from two addicional pits, and it has been estimated that ultinateiy
it will be necessary to remove ar additional 40,000 eubia yards of sofl contaminated by
perchlovoethylers.

Tusts yod Rowserch

Besed on the caloulation that Extre 9629 East was 5,281 feot long and the feot that
the teals required 91.8 peconds to pass over the hotbox and dragging oquipment detecior
at Lockhurt, the trein's speed averaged 39.22 mph as it passed over the deteotor.
Followly; the aceident, the ICG calibrated the speed indicator on locomotive Unit 9529
and found that indicated speed was 1.5 mph faster than actual speed at 20 mph; 2 mph
fastor at 40 mph; and 4 mph faster at 8¢ mph,
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Pigure 8.--Aerial view of derailment site taken on November 4, 198,
after the excavaticn of perchioroethylene-contaminated soif had baguz,
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. The locomotive eonsist of Extra 862y East was not ohanged after it arrived at
" WeoeComb, and it wag mibsequently dispatohed to Memphis, Tonnessee.  Theve, on
fleptember 20, 1982, a FRA Motive Power and Equipment inspector thoroughiy inspected
the Yocomotive units and the car that had twen immediately behind the lecomotive before
and efter the secident, The inapretor found that the ale hose coupling on the trailing end
of the trailing unit (Unit 3022) way badly worn and battered, with about onie~third of the
‘coupling: flange worn away on the lower side. “According lo the Inwpeoctor, the wear

appsrently resvited from the coupling dragging over the track steucture, grade cronsings,
- aud so forth, when 1t wan not moupled 10 the alr hose of another locomotive or car. The
hose was on the designated front end of the unit, and, acoording to the inspector, there
- W43 o support bracket to hold the ale hose when it was not in use. The invesiigration
developed that prior to belny msiyned to Bxtra 9629 East, Unit 3022 had last baen used as
the load locomotive unit on ¢ train and that the alr hoge on the front end had probably not
_baen vsed during that telp, = " . o . f -

~ According to the FRA inspector, 1ICQ upplled a hose support brasket to the fron: end
-t Unit 302% after his inspaction. The alr hoses from the facing ends of Unit 3022 and the
huad cur of Extra 9829 East were removed and exhibited ot the Selety Bosrd's hearing
Iito the Livingston aceident. While testifying, the FRA inspeetor demonstrated thet the
twe ale hoses could easily be pulled apart by hund. According to the inspector, hs did not
-tbserve any other defaative condition in the locomotive aonmuist during his inspection.

The Sefety Hoard had the two air hoses tested at the Westinghouse Air Brake
Company's laboratory in Wilmerding, Poansylvanie. In testing, the ecoupling on the Unit
3022 air hose would hot arcept the Associntion of American Railroads (AAR) gage used to
determine whather or not a soupling will align properiy with the corresponding mating
surface of another coupling. (See figure 9.) Tests also Indicated that it requirad less
vertical travel and vertical lift foroe to separats the air hoses taken from Unit 3022 and
the car noxt to it than was required to scparate new air hose couplings. Examination of
the hose from the locomnotive unit also revealed that the ooupling was not attached ts the
Unit 3422 hose in conformance with the AAR recommended practice. (See appendix k.)

During the wreckage clearing perations, it was discovered that there was a 7-ineh
remnant of the center pin lodged ir: the bolster of what had been the trailing truck of the
20th car, gondola RJI&E 4712. Examination of the underside of this car revealad wheel
strike marks as well as Jongitudinal abrasions acvoss the trailing body bolater and the first
and third orovsbearers nhead of the bolster. The diraction of the marks Indicated that
they were made when the carbody waes woving north or the trailing truok was moving
south. There was no thermal evidence to indicate that prolonged contaet and overheatin
had oceurred. Nefthor the male nor female centur plate castings showed evidenss o
foreed override, and there was no mark cn the femsle centor Jate to indicate that the
upper remnant of tho center pin had been dragged acrous it. (See figure 10.) The uppor
remnont of the pin was not found at the derallment site,

In a preliminnry report dated Ontober a7, 1982, 17/ a metallurgist retained by the
ICG stated that the wheel marks on the underside of EJ&E 4712 indieated that the truck
had been oft center and its wheels had been in contact with the car for a "eonsiderable
period of time Immediately before the derailment.® The report alse stated that grinding
of the wheely against the ecar had oaused heating of the opposing surfaces to
approximately 6060°F. The metallurgist concluded theat contact had cacurred over g
distance of one~fourth 1o ona-half mile before the sar derailed,

17/ Prellminary Weport No. 48064, Taussig Associates to 1CG, October 27, 1962.




Figure 9.--AAR gage applied to air hose éoupiling from ICQ Unit 3022.
The gage could not be fully or properly applied.

'The trailing truck's belster and wheels were subsequently taken to the metallurgist's
leboratory. It was necessary to saw the belster into two places in order to remove the
genter pin remnant which was bent and had been heavily mushrcomed at the fracture
foce. (Bee figure 11). In his finel report, 18/ the metallurgist stated that the
mughroorning of the lower center pin remnant resulted from repeated battering by the
upper remnani. over a long period of time. This was subsequently confirmed upon
sxamination of the pin by the Bafety Board's metallurgists. The wheels were radially
gectioned, ground, ard etched to reveal their microstructure und heat pattern. Nona of
the wheels revealed any abnormal heat pattern, but the ICC's metallurglst coricluded that
intense heat generated by the rocketing and detonation of the vinly ehloride cars had
obliterated thermul eviderce,

5] Teport No. 48064-B, Tuussig Assoclates to ICG, Janvery 27, 1983,




Figure 10.--Center plate of trailing truck bolster, gondola EJ&E 47112,
with lower remnant of center pin lodged in the bolster.

ey

Eyewitnesses driving west on Highway 180 at the time of the derailment statad that
they saw sparks under a car in Extrs 9629 East just before the derailment occurred. At

the time, they were apparantly in the vieinity of the culvert and pulled off the road at the
Sehool Hoard ¢rossing, abott 1,200 feet west of the culvert.

The fractured joint bars were examined by ICGS metallurgisy and the Safety Board's
metallurgist on December 31, 1982. ‘Mhe¢ bar on the gauge side of the rafl exhibited
characteristies of fatigue cracking in two reglons. The larger of these two regions was in
the head with Initiation from numerous places along the interface with the rail. Fatigue
propagation was downward to a depth uf about 1 1/4 Inches. The second fatigue area was
in the toe with upward propagation of about 1 inch. Approximntely 30 pereent of the
fractured cross seetion of this joiit bar was cracked by slow growth fatigue. Most of the

fracture between the two fatigue regions was typieal of fast propagation stemming
upward from the toe.
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Examination of the field side joint bar disclosed a fatigue erack in the toe region

with upward propagation to a depth of about one-half inch. Rapid fracture stemrming
upwerd from the fatigue region was indicated.
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Figure 11.--Center pin romnant removed from truck bolster of RJI&E 4712,
Fracture face mushroomed by battering {rom upper remnant over a prolonged period.

Acgording to the Safety Board's metallurgist, the deformation of the rail heads at
.the joint appesred to have been caused by repeated pounding by wheels moving in both
- directions. The extent of batter, or deformation, was considered o be consistent only
with the ralls being separated either vertically or horizontally as a result of complete
fractures of both joint bars.

Following the acuident, the ICG performed a series of simulatlons on its Train
Dynamies Analyzer (TDA) based on the physieal features of the Hammond District, the
characteristics of Extra 9629 East, and whnt was then known of the handling of the train.
A trip was simulated during which alt of the spead restrictions between Baton Rouge and
Livingston were strictly complied with. The elapsed running time for the trip was ) hour
and 27 minutes, and the average speed uttained was 27.26 mph. In a secund test, an effort
was made to duplicate the actual performance of Extra 9629 East, using the times that
the train left Baton Rouge, passed over the Lockhart defective equipment detector, and
derailed at Livingston. Also talcen into ascount was the statement made by the engineer
that the locomotive was operated In full throtile between Lockhart and Livingston, and
the calculution that the train had passed over the detector at a speed of between 39 and
40 mph. 'the simulated run reached the detector moving at 38.4 mph, 46 minutes after
leaving Bator: Rouge. When it reached the derallment site 12 1/2 minutes later, the speed
had reached 51 mph.
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' Numerous TDA simulations were made to establish the dynamic forees that probably
coeurred in Bxtra 862€ East following the emergency brake application and derailmert.
To gain the broadest possible spectrum of test results, the locomotive’s location in the
general derallment aree was varled slightly from test to test. Emergency application of
the brakes was initiated from the locomotive In some tests and from the heuad ear in other
tests. Speeds at the time the emergency application oceurred ranged from 41 to 53 mph.
When the locomotive brake was not allowed to apply, or was "bailed off," 18/ when the
brakes went into amergency, nc remarkable buff forees occurred within the train, In
every simulation whare the locornotive brake was allowed to apply, extramely severe buff
forces ocourred in the forward portion of the train. The computer resorded these forces
48 ranging from 207,000 to 526,000 nounds. (See table 2.) Aceording to ICG and AAR
train dynamies specinlists, buff foree in exoess of 240,000 pounds is sufficient to jackknife
and derail cars in motion. In all but one simulation, maximum buff force was reglstered
between the 12th and 23d head cars of the train. Typically, maximum buff force occurred
about 18 seconds after the ¢mergency application with the train having traveled about
1,100 feet in the interim. o

According to the ICGI TDA Simulation report, "bailing off," or releasing the
locomotive brake 15 to 30 seconds after the emergency application, produced essentially
the same results as were noted in the "no release™ tesis. Also, simulation with the
emergency application initiated at the 15th head car with the locomotive brake allowed to
apply resulted in an indieation of 345,000 pounds meaximum buff force at the 23d head car,
17 seconds after the brakes applied. o :

In her testimony to the Safety Board, the opera tor-clerk stated that she made a 7-
pourd application of the train brakes approaching a bridge west of Livingston. From her
testimony, .it was established that this bridge was 4.1 miles west of the derailment site.
The operator-clerk said that the train travelled about & mile before she released the
brakes, by which time indicated spead had dropped to 30 to 35 mph. Simulations taking
such & brake application into account established a speed of sbout 45 mph at the
derailment site and & stopping distance of about 1,700 feet. With the emergency brake
application initiated at the culvert, the loestion of the simulated stop was milepost 27,22,
The operator-clerk was urable to identify the location where the locomotive came to a
stop, but she stated that after stopping she moved the locomotive ahend about 15 to 20
oar lengths (750 to 1,000 feet) and that the locomotive was then about 15 car lengths west
of the Doyle woodyard (milepost 27.5). She also stated that shortly afterward the
engineer attempted to back the locomotive. Following the aceldent, light wheel burn
marics were found on the rails west of the woodyard at sbout milepost 27,47,

Othar Information
G Mensgement,

According to the railroad's vice-president of operations, ICG manegsment gave
employet and publioc safety the highest possible priority. He said that since 1978, ICG had
suzceeded in subsiantlally reducing the incidence of roportable employee injuries, ss well
as train dorailments. He added that ICG had a staff-level manager for its safety program
who reported directly to him and that there were four assistant superintendents of safety
In the field. 'The division transportation superintendent stoted that the agsistant

E"“ﬁailing off" 14 the term commonly used to describe the engineer's depressing of the
ocumotive, or independent brake handls, to prevent t“: locomotive brakes from applying
during the application of the train brakes.




Tablé 2.--ICG Train Dynamics Analyzer (TDA) Simulations
Train Extra 9629 East at Livingston.
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superintendent of safety assigned to his division had a broad background as a
transportation supervisor. He described his duties as including the sonducting of staff and
emplovee ssfety meetings over a large four-state territory.  According to the
superintendesit, the safety officer did not ordinarily become involved in train operation
safety and dit not participate in rules training classes or supervisory efficiency checks.

ICG had a hazardous materials specialist headquartered in Chicago who condunted
hazardous materials training classes for employees and was responsible for maintaining
liaiscn with local emergency forces. The investigation developed that neither the general
yardmastor at North Baton Rouge nor the conductor and rear brakeman of Extra 9628
East had recaived hazardous materials training. According to Livingston's fire chief, his
department had never been contaeted or assisted by ICG hazardous materials personnel.

The {ransportation superintendent stated that there wers 35 trainmasters and
traveling engineers on his division. He algo stated that, in additicn to Baton Rouge, there
were four terminal locations where such supervisnrs were regularly assigned a nighttime
tour of futy, and that there wera several locations with a single supervisor whose tour of
duty intluded some of the night shift. The superintendent desaribed the division's
operations as split about evenly between night and day, 7 days a week.

LT AT s & b P e oud T O TR T B e T R R R O R e

The ICQ vice-president of operations stated that he had no idea of the extent of
slevhollsm amongst the railroad's train service amployees, but he testified that ICG had
an active employee rehabilitation program to deal with the problem. According to the
transportation superintendent, a number of employees on his division were anrolled in the
program which was administered locally oy a company counselor. He stated that any
employee discharged for violation of Rule "(" would have to go through the rehablilitation
program before he would be considered for rehiring. Recommendations for rehiring,
nccording to the transportation superintendent, were originated at his level of the ICG
organization and had to be approved by the division managar.

"Good Semaritan™ Legislatiop

Shortly after the accident, ICG supervisors and State Police hazardous materials
experts Legan contacting the shippers of thic hazardous materials involved in the
derailment requesting their onsite ausisterce. Ten uvitemical companies sent emergency
response ieams to Livingston to provide the expertise and special equipment to assist the
emergenay forces, in spite of the fact that Louisiana has no "Good Samaritan" law to
protect them from claims that might arise from their participation. On the first dey
following the accident, the State Police coordinator of the overall emergency response
announced that he would make all decisions regarding actions to be taken during the
emergency and would assume full responsibility for those decisions, He stated that he
would need input from the chemical company teams regarding potential chemical behavior
and the formulation of the best courses of action. On this basis, most of the chemical
;raompang representatives provided valuable assistance throughout ihe operations that
ollowed.
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S8ome form of "Good Samaritan" legislation has besn enacted in 12 states, but there
is little uniformity in what these laws provide in tre way of liability protection to
individuals and companies. According to the Chemica)l Manufacturers Assoclation (CMA),
a party to the Safety Board's investigation of this accident, there ie no legal responsibility
on the part of chemical companies to respond to an emergenay, even If & commodity they
manufectured and loaded in a car i3 involved. The transportation carrier essumaes the full
responsibility for safely transporting the commodity. Nevertheless, the c¢hemical
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cumpanies have responded in the past to hazardous materinls emergencies because they
alone have in-depth knowledge of the commodities and the best means of desling with
them. According to CMA, there has been a growing reluctance on the pert of the
chemical companids to assist in emergencies in states where no protective laws exist and
thus to expose themselves to potential liability. ' B

ANALYSIS
Makeup of Extra 9629 East

Extra 0629 East was the September 28, 1982, Nlinois Central Gulf through freight
train C(8-%Z. Operated every night, GS-2 wes made up for the most part of the produets of
the Baton RRouge~-New Orleans petrochemical complex and invariably included a variety of
hazardous and volctile commodities heuled in tank cars -~ chlorine, flammable
compress2d gasses, flammable liquids and solids, poisons, ¢ombustibles, and corrosives.
Routinely included in the train were as many as 75 to 100 or more loaded tank cars
destined for locations scattered across the Midwest and Northeast. Everyone on the
railroad whe hed a role in the train's makeup, inspection, handling, and supervision, as well
as & broad spectrum of people not actually engaged directly in train movements, including
top ICG management responsible for making poliey and communicating it to division-level
menegement, those who directed ICQG's safety and training programs, and the division
engineers and tracitmen respensible for keeping the Hammond Distriet and the rest of ihe
ICC: safe for the operation of heavy hazard materials trains, should have eclearly
understood the potentlal risks involve! should the train derail. The movement of
hezardous materials in rail transportation requires great dedication to safe train operation
and a high degree of professionalism throughout the organization. The Safety Board found
Jittle evidenie of these high standards in the ICG organization. .

As a matter of standard practice, the cars n G8-2 were classified, or assembled, in
destination blocks. As a result, the two forward bloeks, which had been added at Baton
Rouge, each contained a pair of empty cars. From a train dynamies standpoint, these ears
were In extremely vulnerable locations should an emergency application of the brakes
occur with the slack stretched. 20/ It would have been simple, even desirable from an
operations standpoint, to have corrected the mituation at Baton Rouge. The lead block,
destined for MeComb, could have been consolidiated with the MeComb block on the rear of
the train. Bimilarly, placing the two empty gondola cars, that were in the second Baton
Rouge blook, behind the Chicago block out of Gelsmar would have expedited their
movement by eliminating the need to switch these cars farther up the line. More
importantly, these changes would have resulted in no empty car being nearer then the
44th car from the head end, consequently reducing substantially the visk of a car boing
jackknifed by excessive buff forces.

The general yardmaster, who was responsible for switching operations and the
assembly of Extra 9629 East at Baton Rouge, was not required to determine whether a
train's profile was safe, nor was he reguired to perform the switehing to make it so. He
could have contacted the night trainmaster for guidance in a questionable case, but he had
not received the training {n train dynamies or hazardous materials that ICG had provided
to some of its amployees. Hance, the general yardmaster was not likely to have perceived
the danger inherent in a train such as Extra 8629 East. “

20/ This Is based on the tonnage of the traln, its power, and the level terraln it was to
operate over. This vulnerability would exist even when slowing or stopping, as ICG-train-
handling rules reguired the use of the train brakes and/or dynamic braking In such a
gituation. The locomotive of Extra 9829 East was not equipped with the dynamie braking
feature.
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The Iack of & holding bracket had allowed the trailing locomotive unit's front end rir
hose to strike obstructions betwnen the rails whenever this unit had been used to lead a
locomative consist and the hose was not in use. The sir hose coupling was battered and
worn to the extent that it would beconie uncoupled when subjected to severe vertical lift
or force. The oritical degree of wear might have been reached when the unit brought a
train into Baton Rouge on September 27. The unit was inspected while laying over during
tha day at the diesol shop, but the lack of a bracket and the worn coupling cpparently
wont wanoticed. The air Lose became uncouplied shortly after it was charged, and the
locomotive began moving to couple the two parts of Exira 9829 Bast together at North
Baton Rouge Yerd. No troubla with the hose was encountered on the welded track
between Paton Rouge and Livingston, but the hoses again parted after the derallment
when the locomotive and head-end cars were leaving Livingston for MeComb. The
testimony of the operator-c¢lerk that the train had gone into emergency braking '2 to 3
seconds” after the lead unit '"bottomed out" severely at the derailment site suggests
strongly that the air hoses had aiso parted at that time.

The "botioming out" probably occtirred at the joint with the broken bars at or close
to the cuivert at milepost 26.8. The location was a chronie soft spot, with visibly pumping
mud at the joint, which had required regular attention over the years. The bars were worn
and bleeding rust from center cracks indicated fatigue and service abuse. For some
reason which ICA eoukl not explain during the investigation, ICG had relaid 1.4 miles of
the main track at Livingston with jointed rail while relaying most of the rest of the
Hammond Distriet with welded rail. Pumping joints and center—-cracked and broken joint
bars were a chronie problem in the jointed section. As recently as 5 months before the
derailment, a Louisiana Department or Transportation track inspector had found three
center-cracked joint bars in the seetion. The ICG track inspector and section foreman
should have been on the lockout for thig type of failure, particularly at pumping joinis.
Although they mede four inspections of the jointed track during the week preceding the
accldent, they falled to deteet and replace the c¢racked bars at the culvert. This is an
indication that ICA inspectors have boen conditioned to accept defects or that they do not
make thorough encugh inspactions to discover them.

After the joint bars fafled, the opposing rails would no longer stay in vertical
alignment as the wheels of a train passed from the one rall to the other. The pattern of
batter deformation of the two rail heads Indicated that trains had passed over the joint in
both directions safter the bars had separated. The lust westbound train to pass the
location was MG-5-27 on the evening of September 27, manned by the same crew that was
cn board Extera 9629 Hast. 'The eaboose of MU5-27 "bottomed out" at th. joint. That this
actually happened was corifirmed by the conductor in an early statement that he later
retracted. However, after Extra 9629 East went into emergency braking st Livingston,
the eonductor was recorded on tha mierowave radio tape referring to ". . .one of them bad
holes," (See uppendix D.) The conductor should have reported the incident to the
dispateher or to someone in authority at Baton Rouge on the previous trip. Falling this,
he should have at least instructed the engineer on the return trip to approach the location
prepared tc stop. Had there been automatic block signals on the Hammond District, the
signals might have been shunted by the joint bar separation and would have displayed
"stop" aspects approaching the location from both directions. The lack of such protection
made it all the more imperative that the conductor respond to the potential dangar of the
"bad hole" at Livingston,
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Parformance of Main Creymembers

MG-5-27 had coverad the 94 miles from MeComb to Baton Rouge in 2 hours and 40
minutes, a "very good run" in the words of the Haton Rouge night tralnmaster, end one
that ¢ould not have been made without viclating the speed restrictions. Statements made
by the engineer and the oparator-cleric indicatad that from the tima it left Bator Rouge,
Extra 9629 Eust was niso operated at speeds significantly greater than were guthorized.
The train should have taken 1 hour and 27 minutes to reach Livingston, but it arvived at
Livingston in 1 hour, moving at an everage speed of % to 10 mph faster than was
permitted. Normal running titne to the detector at Lookhart was about 87 minutes, but
Extra 9€28 East made the trip in 46 minutes, and was running more than 14 mph over the
allowable speed at the detector. The train's remarkable prograss should have bean evident
to the dispatcher who kriew the time the train left Baton Rouge and the time it resched
the detector. Even though he knew that this was a haxardous materials train, he made no
effort to contaot the erew. ‘

After the aceldent, the conductor stated that he knew that he was In charge of the
train ard was responsible for its safety. Howevar, his passive role in the operstion of the
truin on the night of the accident contradicted his subsequent acknowledgement of
responsibility. Moreover, aside from his failure to report the "bad hole," he apparently
took no exception to the way the englneer had handled train MG-4-27. He certainly
should have reslized that the train was operated much fauter than it should have been, but
he made no effort to caution the engineer about the trein's speed. The conductor had a
timetable with a speed table on fts cover and he had a wateh, but he did not check timae
against the mileposts to determine how fast the train was moving. Earlier on the night of
September 27-28, the conductor falled to tell the engineer about the "ad hole" at
Livingstun, and he failed to inform him that the erew was to be called buck to duty about
3110 a.m. When it was time to leave the mote), the conductor was not concerred about
the whoreabouts of his engineer and head brakeman, although he later stated that the
crew always left for the train yard together. He did not reeall giving the engineer his
copy of the train orders, and he did not discuss the orders with him as required. Purther,
the conductor failed to inform the englneer of the locations of placarded cars In the train.

Once the nceident occurred, the conductor faiied to follow the detailed and
comprehensive hazardous materials emergency instructions in the timetable. Although he
was required to notify the dispatcher immadiately, and could have at least informed him
of the havardous materials that were in his train, he disconnected his redio from the
antenna and left the caboose. Ih the process, he cut off his only direct means of
communicating with the dispatcher. He also left behind the only emergency response
Information available to him. Since the eonductor had the waybills, the dispatcher now
had no way to quickly determine whet was in the train. Further, the conductor had no
wey of providing response information to responding emergency personnel. Although the
conductor said he had been examinod on the timeteble and rules in 1982, his reccrd
indicated that he had last been examined in 1953, ICG's excellent timetable instruetions
for hazardous materials incidents are of little value unless the conductors are given
training and know the procedures to follow In an emergency. However, attendanoe at
ICG's hazardous materials classes was not mandatory, and the conduator had not received
this training.

The engineer's performance on and off the job on the night of the ascident was
predietable, based on his past record. (See appendix B.) He had haen dismissed previously
for consuming alcohol while subjeet to duty. He had allowed an unsuthorized and




unqualified employee to operate his locomotive, resulting in & side collision, He had a
record of falling to obaerve speed rosteictions, failing to stop In compliance with wayside
signal aspects end hand signals, and repeatedly failing to report for hig assignments. In
all; he had been dismissed twioce and suspended six times in his less than 10 yeors as an
angineer. In some instances, he admitted his failures in order to avoid formal hearings
and possible discharge, but In every such wcase, he included o disclaimer of total
rasponsibility and recited the reasons why it had bsen necessary for him to break the
rules, The temporary loas of his job and earnings seems to have had little or no effect on
the engineer and the way he did his job, for he continued to perform in the same manner
when raehired.

While it was apparently true that the engineer had bLeen told little, if anything,
about the makeup of Extra 9629 Enst, hazsrdous materials in tank cars constituted a large
part of ICQ's traffic out of Baton Rouge, and the engineer certainly should have expected
suoch ears to be in the train., He and the head brakeman were the only crewmembers to
have raceived ICG hazardous materials training, and they both should have known of the
possibla consequences of a derallment involving any number of volatile and toxie
substances regularly hauled in thelr trains. Also, the engineer knew that he had & long and
heavy train and that any of & number of conditions could occur within the automatic air
brake system which would csuse the train brakes to go into emergency braking. He had
twice attended ICQG train dynamics training courses and had seen TDA simulations of
dynamic forces at work in a train. In his statement to the police, he had desaribed the
necessity of keeping the slack stratehed when emergency brakl.,, occurred by "balling off®
the locomotive brake in order to prevent a deraiiment.

Crowmembers' Use of Alechol

The operator-clerk said that the engineer told hor he understood he would have the
full 8 hours rest at Baton Rouge; this may have been true since ha was not a regulay
member f the crew and since the conductor had failed to tell him otherwise. However,
the engineer continued drinking after he learned that he was going to have to report back
on short rest. His apparent lack of concern for the possibility that he might be caught
was well fllustrated by his own statements that he continued to drink while en route to the
diesel shop and after the train left Baton Rouge. He was publicly quoted as saying that he
eould " ..drink with the best of them; I can drink more than most,” 21/ and his
postaceident bragging to fellow employees that he had a bottle on the train illustrated, as
well, his disregard for the opinions of others. The enginear's statement to the operstor-
¢lerk that "you can't let it bother you," provides an indication of & poor attitude toward
responsibility.

On the basis of testimony teken by the Safety Board, the engineer consumed at loast
14 to 16 ounces of 86-proof Bourbon liquor during the % 1/2 hours preceding the accident.
Moreover, he had apparently gone without eating or resting for at least 10 hours prior to
the accident. On the basis of his having ecnsumed 14 ounces of liquor, the englneer would
have had a blood aleohol levei (BAL) when the derafliment oceurred of approximately .19
percent, 22/ o nearly twice what I3 considered to be logal intoxication in most States. At
this level, according to the National Safety Counell Committee on Aleohol and Drugs, he
typieally wouid be between the “excitement" and "eonfusion” stages of aleoholic Influence
and would potentially experience Increased reswetion time, lack of muscular ccordination,

41/ Baton Rouge State Times, Ociober 15, 1982,
823/ Caloulated on the "Alco-Crloulator," Journal of Studies on Aleohol, Ine., Rutgers
University, Center of Aleohol Studies, 1972,




glurred speech, disorlentation, mental confusion, loss of eritical judgment, lmpatrment of
mamory and comprehension, and decreasad Inhibitions. Acecording to the operator-alerk,
the ﬁng:lneer displayad a number of these symptoms both before and after the train
dersiled.

Foliowing the accident, the engineer was "befuddled, inebriated, and disjointed,"
according to the operator-clerk. In addition tc this statement, other evidence
substantiates that the engineer was impairéd by alechol. He did not know his lovation
after passing through one of the only two towns of any size on the Hammond Distriet. His
initial efforis to raise the New Orleans Yard by radio instead of the Hammond District
dispatcher or the Haton Rouge operator are further evidence of mental confusion and
Jdisorientation. He should have instinetively attempted to contact the dispatcher, but he
had to be told to do so by the conductor. His Inavility to properly repeat & simple train
order, although the operator-clork wrote it down for him and 2oacher him as he repeated
it, and his falure to relsy the order to the conductor sttest to impairment of
comprehension and memory. Before the train left Baton Rouge, the engineer's speach was
shurred to the point that he was told by the head brakeman to “stay off" the rndio.
Following the accident, the engineer responded to radio inquirles from the transporistion
superintendent. by addressing the man as "JHimmie." This language and obscene terms he
used over tha radio at a time it was certaln to be monitored by officials were
unmistakable signs that the engineer had become less than normally inhibited. ‘The
engineer's turning tha oparation of the locomotive over to the operstor-clork, although he
knew she was not qualified to replace hira, also was an act refleating inpaired judgment.

The hsad brakeman admitted being served two drinks at the motel loung?, and
aithough he denied drinking any part of the fifth of liquor, both the engineer and the
operator-clerk stafod that he had drunk from it at the motel. The cperator-clerk further
stated that the head brakeman had alse taken o drink from the bottle on the trein. On the
basis of available testimony and doeumentation, the Safety Bosrd believos that the hesd
brakeman consumed at: least 9 oinees of 86-proof lquor during the § 1/2 hours preceding
the accldent and had an estimated blood aloohol level (BAL) of .06, 23/ when the aceident
cccurred.  Although this is below the level considerad to constitute legal intoxication in
most states, it is likely that the head brakeran might have had impsired slertness,
judgment, and inhibitions as a result,

‘“the Bufety Board has long been concerned about the adverse impact on the safety of
traln operations resulting from aleohol-induced impalrment of train orewmember:. This
conearr: has beer heightened by what appears to be sn alarming Increase during -ecent
years in the humber of eleohol-related accidents and incidents cccureing on the railroads.

Historically, the raflrouds have forbidden the use of alcohol by employees who are
on duty or who are "subject to duty," through their virtually universal adoption of "Rule
G." Howwever, namerous Safaty Board investigations of raflrond accidents/incidents have
shown thet over-the-road train crewmembers are rarely cheoked for fitness at reporting
points and raselve only minimal supervision while they are en routa. The "subject to duty"
provision ¢f Rule G has nover specified & mandatory period of abstinence from alochol use
prior to gcing on duty. Hence, there are no guidslines for einployees to follow, nor is
there any practical method of anforeing the prowision. Following a 1973 ecllision between
two Bouthern Paelfie Transportation Company trains near Indfo, California, resulting from
the frilure of an alcohol-impaired engineer to control his train, 24/ the Safoty Board

23/ ia. -

44/ Bse Ralircad Accident Repost—-"Reur-end Collision of Two Southern Paeific
'I‘mn;pmrta.tion Company Preight Trains, Indio, Californin, June 25, 1873" (NTSB-RAR-
74"‘1 ¢




In 1§74 recommended that the FRA promulgate regulations prohibiting the uge of
intoxicants and narootics by ralirosed employees for & specific period prior to thelr duty
tours, and while they are on duty. Although the FRA subsequently began gathering daty
on avejdents where the use of aiyohol and)zr narcotics was a causal factor, and supportad

an industry program to rehabilitate problem drinkers on the railroads, the FRA never took
the regulatory action the Safety Board had recommendad,

The position of the Safety Board has continued to be that there needs to he a
Federal regulation, with appropriate penalties, which prohibits the use of aleohol by train
crewmembers on the job and preseribes a specitio period of abstinence before
srewmembers report to work. Less than a week after the derailment at Livingston, s
Missouri Pacific Railroad freight train collided with another freight train near Possum
Grape, Arkansas. 26/ The Safety Board's preliminary findings indicated that aleohol was
involved. As a result of these accidents, the Safety Board on March 7, 1983, made the
following recommendations:

—40 the Association of American Railroads:

In conjunction with the Railway Labor Exeoutives Assoclation, assist the
Federal Railroad Administration in developing a requirement that timely
toxicological tests sre performed on all operating employees involved in
& railroad aceident which involves a fatality, a passenger train, releases
of hazerdous meterials, an injury, or substantial property damage.
(Cless I, Pricrity Action) (R-83-28)

In conjunction with the Railway Labor Executives Association, assist the
Pederal Reilroad Administration (n developing regulations and
procedures to require that aleohol/drug  involvement related
accidents/incidents be fully reported to the FRA so that a data base can
be developed for devising and implementing effective safety
countrrmeasures to eliminate or minimize accidents involving
aleohol/drug abuse. (Class 11, Priority Action) (R-83-28)

~to the Federal Railroad Administration:

Immediately promulgate a specific regulation with appropriate penalties
prohibiting the use of aleohol and drugs by employees for a specified
period belfore reporting for duty and while on duty. (Class II, Priority
Action) (R-83-30)

With the assistance of the Associstion of American Raflroads and the
Railway Labor Executives Association, develop and promulgate effective
procedures to ensure that timely toxicological tests are performed on all
employees responsible for the operation of the train after a railroad
accident whish involves a fatality, a passenger train, rcleases of
hazardous materials, an injury, or substantial property damage. ‘Class It,
Priority Action) (R-83-~31)

28/ Bee Hallroad Accldent Report—"Side Collision of Two Missour] Pacific Railroad
Company Freight Trains at Glaise Junction, Near Possum Grape, Arkensas, October 3,
1982" (NTSB/RAR-83/086).




With the assistance of the Assooiation of American Kailronds and the
Raliway Labor Exeocutives Association, develop and promulgate a
requiremont that aloohol/drug sbusa involvement accidents/ineidents be
fully repurted to tha FRA. (Class II, Priority Action) (R-#3-32)

-$0 the Rallway labor lixesutives Assoclations

In conjunction with the Association of American Rafirosds, assist the
Foderal Railroad Administration in developing a requirement that timely
toxjeologleal tests are performed on all operating employees involved in
a rallrosd aceldent whioh involves a fatality, s passenger tra., reloases
of hazardous materials, an injury, or substantial propevty damege.
(Clags II, Priority Aotion) (R-83-33)

In conjunction with the Association of American Railronds, assist the
Federal Railroad Administration in developing regulstions and
progedures to require that alechol/deug involvement related
accidents/inaidents ba fully reported to the FRA so that a data base ean
be developsd for devising and implomenting effective safety
countermeasures to eliminete or minimize accldents involving
aloohol/drug mbuse. (Class II, Priority Action) (R-83-34)

The Safety Board is nwaiting specific responses to these recommendations.

in & Pebruary 14, 1033, incident at the Washington, D.C. Uuion Station, an
intoxioatsd engineer was removed from a Maryland Department of Transportation
commuter train, operated by the Baltimore and Ohio Railroad (BX0), a few minutes
before its departure, after a passenger observed the englneer's condition and reported it
to Washington Terminal Company (WT'C) officials. Although a texicological test revealed
the erngineer hnd a blood alecohol level of .222 percent, bz engineer stated that he
belleved he was fit and thought he had stopped drinking eariy enough for the alcohol in his
system to "waar off” before he went to work.

As & result of its investigation of the Union Statlon fneident. the Safety Board issued
the following recommendations on Aprit 29, 19848.

-0 the Baltimore and Ghio Railroad Company:!
Increase the level of periodic supervisory road checks on the commuter
assenger route between Brunswick, Maryland, and Washington, D.C.
Class II, I'riovity Action) (R~83-35)
Expand {ts educational program for operating traincrews to instruet
them about the effects of alcohol on parformance of dutiss. (Class 1,
Priority Action) (R-83-38)

~t0 the Washington Terminal Company:

Irnmediately institute supervisory cheoks of traincrews reporting for
daty, (Class 11, Peiority Action) (R~83-37)
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~40 the Unitad Transportation Union:

Actively support the development and implementation of more
meaningfu} aleohiol abuse rules and procedures to curb use of aleohol by
railrond operating smployess during a specific period before they report
for duty and while they are on duty. (Class 1, Priority Action) (R-83-38)

Disseminate to ity loeal unions the facts and circumstances of the
inefdent that oceurred at Union Station in Washington, D.C. on
Faebruary 14, 1923, and emphasize the dangers posed by alechol abuse and
the means suggested by the United Transportation Uniocn for preventing
auch incidents. (Class II, Priority Action) (R-83~39)

-t0 the Brotherhood of Locomotive Englineers:

Actively support the development and implementation of more
maaningful aleohol abuse rules and procedures to eurb use of sivohol by
rallroad operating employees during a speeifie period before they report
for duty or while they are on duty. (Class II, Priority Action} (R-83-40)

Disseminate to its local unions the facts and circumstances of the
incident that occurred at the Union Station In Washington, D.C. on
Faebruary 14, 1983, and emphasize tho dangers posed by aleohoi and drug
abuse and the means suggested by the Brotherhood of Locomotive
{l‘?ms‘g‘netzra; for preventing such incidents. (Class II, Peiority Action)
R““ 3"' :1

The Safety Board is awaiting responses to these recommendations.

Operation by Unquaiified Employee

As she later admitted, the operator-clerk also exercised very poor judgment in
agreeing to ride the locomotive with the head-end erewmembers knowing it was against
the rules. At [ookhart, the engineer told her to sit in the operator's seat, and when she
nsked what he wanted her to do, she recalled that he said, "You haven't got to do
anything, just blow for the crossings. That is all you got to do. Vi are all set.”

The operator-clerk was not quaiified or authorized to operate a locomotive. In her
work, she was routinely involved in the operation of trains ané she had a working
knowledge of the Hammond Distri¢t. She had been regularly used as an extra yardmaster,
and in that job would, from time to time, need to be on locomotives in the yard. She had
wanted to become an engineer snd had tried to learn how to operate a locomotive
whenever the opportunity presented itself. Many railroad supervisors who were not
former engineers have learned how to operate a locomotive in just such a rnanner.
However, what tha operator-clerk viad learned did not adequately prepare her for the
emergency brake application at Livingston, and when the application oecurred, she did
exactly the opposite of what tha situation demarclied reiative to the locomotive brake.

'The operator-clerk's first reaction, placing the throttle in the idle position and the
automatie brake handle in the emergency position, was exactly as praseribed by ICQ's
train hondling rules. (See appendix C.) But, she also moved the locomotive brake handle
from release to the full application pusition. This was Inappropriate, since the proper
method of operation is to prevent the locomotive brakes from applying to prevent




ropid deceleration of the forward part of the train. When the engineer got over to the
econtrols, he may have depressed the handle in order to "bail-off" the locomotive brakes.
Even if this was done, either bheforo or after the operator-clerk pluced the handle in the
full application positicn, there still would have been a full-service application of the
locomotive brakes unless the handle was moved back to ralease position. (See appendix
C.) In his impaired condition, the engineer might have failed to immediately recognize
the position of the brake handle. The operatur-clerk's testimony indleated that the
engineer was relatively slow in responding to the emergency brake application, getting to
his feet, and coming over to the controls. As demonstrated in the simulations, timing was
extremely critical, even in "bailing off" with the handie In release position. Even if the
engineer did ultimately place the loconmtive brake handle in release position, it is
probable that he did not do so soon enough to prevent critical deceleration of the forward
part of the train.

Dynamie Forces in the Traln

The postaceident simulations cenfirmed what a tralned engineer would
understand -- failure to keep the locomotive brake from applying until the brakes on the
rest of the train wera fuliy applied, ecould ereate buff forces great enough to derail \\.z
train. The combination of immediate power loss due to the unit being equipped with
power cut-off without time delay and heavy braking apparently decelerated the
locomotive and the cars immmediately behind it. This action occurred while the slack was
still stretched throughout most of the traln and before the brakes were fully applied on
the rear portion. The derailment configuration clearly indicated that the forces of the
still largely unrestrained momentum from the rear caught up with the decelerating
forward portion of the train & the two empty gondola ears, the 18th and 20th cars behind
the lecomotive. In 15 postaceident simulations where compressive buff force reached or
exceeded the 240,000 pounds needed to jackknife, maximum force always vccurred at or
near the location of these curs,

The rearmost of these two gondola cars (EJ&E 4712) could not resist the
compressive buff force, nor could it transmit the foree forward inagmuch as the slack had
alrendy bunched in the cars ahead. Consequently, the rear of the ear jackknifed
vevtically, allowing the immediate vertical separation of the bolster center plates. As
indicated by the marks on the car's underside, once the centerplates separated, the rear
truck moved forward. This was an indication that the brakes had already been npplied on
the car. In the horizontal jackknifing that followed, the car struck the corner of the
gondola ahead of it and sterted that car in a horizontal jmekknifing configuration of its
own. As the two cars moved out of normal east-west alignment, they began destroying
the track structure, which caused the derailment of the cars ahead and behind them.

There was no evidence of overheating to indicate there was prolonged contact
between the whaeels and the underside of gondola EJ&E 4712. In his preliminary report,
the 1CC's metallurgist contended that heating of the opposing surfaces to 800° F had
occurred, hut this contention was not supported by subsequent testing of the car wheels.
Moreover, evidence was not provided to support his statement that the initial derailment
occurred at the joint with the broken bars before the brakes were applied. While there
was no guestion that the center pin of EJ&E 4712's trailing truck had been broken before
the date of the nccident, it was obvious that the car had been in long-haul service for
months or even years in that condition. The male~-foemale fitting of the bolster center
platez was designed to prevent the plates from separating under normal service
conditions.
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Astion by ICG Supervision

Following the accident, the enginesr managed to avoid contact with other people by
staying on the locomotive. When the dispatcher instructed him to flag the highway, the
engineer had the operator-clerk do it for him. The head brakeman, however, had to leave
the locomotive to go back and uncouple from derailed cers, if ne¢cessary, and he did come
into contact with two deputy sheriffs and the Livingston fire chief. Althcugh none of
these men recalled detecting the smell of sleohol on the brakeman, the five chief said
that the odor of oil smoke was so strong that it was not possitde to simell anything else.

Almost 2 hours passed before the first ICG supervisor, the senior trainmeaster,
srrived at the head end of the train, which was a considerable distance upwind from the
derallment area. The operator-clerk stated that as she watched the trainmaster talk to
the enginaer, she was certain that the engineer would be "fired or even jailed," for she
eould not understand how anyone could get within 10 feet of him without perceiving his
condition. Nevertheless, the tralnmaster allowed the erew to proceed to MeComb with
the remaining forward part of thair train, which included a tank car loaded with
flammsble compressed gas.” The trainmaster did not have a supervisor accompany the
arew. The transportation superintendent, who said ne interviewed the crewmembers at
Hommond, did not asik the crewmembers to submit to a toxicological examination.
Considering the engiiver's record as a habitual rule violator, the superintendent surely
shonld have beon aler! to the possibility that his condition might be impaired. Moraover,
although the transportation superintendent iestified that he was not personally arquainted
with the engineer and his background, the microwave radio tape indicated that the two
men were on & "first name" basls. {Eaea appendix D.) In view of what the engineer
admitted he had to drink that morning, and considering the operator-clerk's testimony in
that regard, the Safety Board belioves that it should have besn apparent to the supervisors
that the engineer was intoxicated, The superviso's were experienced and should have
realized that toxicological examinations, if they turned out to he negative, would have
roemoved all doubt as to whether the engineer and brakeman were intoxicated.

RBeaponse to Emergrency

The accldent impact on the town of Livingston was swift, potentially devastating,
and totally unanticipated. Firemen and policemen: living in Livingston and the surrounding
area were quick to respond. The fire chief quickly recognized that a pressure fire was
building in the wreckage and that he did not bave the capability to attack it. Instead of
jeopardizing the safety of his men in a senseloss exercise; he wlisely used them to reroute
highway traffic and to begin an immediste end rapid evacuation of the residents.
Fortunately, inost of the town's residents were still at home aslgep or getting ready to go
to work, the school had not yet opened, and there was little traffic on the streets and
roads. Therefore, it was possible to quiockly evacuate the residents by canvassing the town
on a house-by-house basis. However, Livingston had not been included in the State Police
pregraem to develop awarengss of evacuation problems that could occur as a result of a
hazardous materials train derailment. No contingeney plan to cope with such problems
had been developed for the town. As pointed cut by the mayor, evacuation later in the
day would have been far more difficult.

In another part of the town, the mayor quickly set up a command post and directed
the poliee to begin evacuation on the basis of information the train conduetor was able to
give him, which was not much more than the identification of the commodities which
were In the derailment, as shown on the waybills, Neither the waybills nor the one-line
aonsist the aonductor had been given Included any response information. 'The eonductor
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had left the hazardous materials guidebook locked up in the cabucse. Even though the
guidebook was obsolete and lacked the "UN" commodity code numbers that. appeared on
the waybliils and the ear placards, it did include response informstion for many of the
hazardous materials in the deraliment. Fortunately, an off-duty loulsiana State Pnlice
officer came to Livingston and had with him an up-to-date guidebook with both "UN"
numbers and appropriate response inforrnation. As a result, personnel at the eommand
post were able to obtain fairly accurate information on the characteristics and dangers of
the chemiocals in the derailment.

The Louisiana State Police, which undertook overall management and ecordination
of the response, site sccess and surveillance, area evacuation, and communications,
displayed great professionalism and competence throughout the emergency. The quality
of the State Police response, as well as that of Livingston's mayor, sheriff, firemen, and
police, was largely responsible for the absence of casualties during the emergency.

The Louisiana Department of Natural Resources has effectively directed the effort
to contain and remove chemical pollution resulting from the derailment. In the iong term,
the principal problem has been perchloroethylene, a nonregulated chemical which is
nondegradable and may have nonreversible tloxiec effeets in humans. Excavation of
contaminated soil may continue to» midyear 1983 and beyond, with eontinuing impact on
the community and the railroad.

The manufacturer and shipper of the perchloroethylene which was released at the
derailment site had representatives assisting the Louisiana State Police in their response
to the emergency. Nearly 2 weeks passed, however, before cleanup crews began clearing
the wreckage. Nevertheless, a conisiderable amount of perchloroethylene- contaminated
soil was moved around the derailment site before the chemical's potential toxicity, its
ability ‘o move rapldly through secil strata, and ity resistance to thermal, chemical, and
biological action were understood and efforts were undertaken to contain its further
migration. Perchloroethylene is not a new produet, and its characteristics and toxieity
should have been understood by the manufacturer and EPA; yet perchloroethylene hay
never been classified as hazardous by MTB. Apparently, such actlon on the part of MTB
will only follow proposed rulemaking on the part of EPA, which ecould be as much as a year
away. Although the perchloroethylene spill at Livingston has become the most serlous
result of the deraliment from the standpoint of long-term environmental and potential
public health impact, MTB has neither classified the chemical as hazardous nor notified
the transporters of its properties and potential public health hazard.

The Safety Board belleves that unfortunately perchloroethylene is only one of many
chemiosals which are not regulated and the release of which may pose serious pubtie health
considere:tions. On the basis of what has been learned at Livingston, there should be no
further delay on the part of MTB in classifying perchloroethylene as hazardous and
requiring its transportation In tank cars which have tank head protection and do not have
vulnerably exposed bottom outlets. Other chemicals which pose a hazard to public health
also should be identified and regulated without detay.

The need for MTB to respcnd to the lessons of the Livingston accident and to take
appropriate action Is evidenced by a second perchloroethylene spill in Louisiana. On
Aprik 20, 1983, a bottom outlet extension on a tank ear coatalning the chemical was
damaged ay the car was moving in & Southern Pacifle Transportation Company (SP) train
through the city of Lake Charles. Approximately 8,000 gallons of the chemical was
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relegsed before the leak could be contained. Although the SP personnel immediately
involved knew nothing of the toxicity of perchloroethylene, they did notify iie shipper and
the Lounisizna Department of Natural Resources. Dikes were built to contain the spiil, but
in & days the chemival had penetrated to a depth of 11 feet. As a result, DNR has ordered
excavation of the contaminated soil as it did at Livingaton.

Tank Car Kentification

Although emergency response personrel knew what hazardous materials were
involved In the derailment, their exact loeation in the wreckage was not known. Many
tank car placards were torn off in the derailment. Car numbers and placards that were
still in piace were often obscured by fire, smoke, and wreckage. Despite close-in
videotaped aerial and ground surveillance by the State Police, the exact location of
several potentially dangerous cars could not be determined for 2 1/2 days. ‘These cars
were close to two covered hopper cars filled with burning plastic pellets that were
generating the most intensive fire and heat radiation in the wrecksge. Had it been
possible to quickly identify the car loaded with metallic sodium, which was highly reactive
to water, the pellet fire might have been attacked to reduce the fire and heat
impingement on the vinyl chloride cars.

For many years, tank cars used to transport hydroeyanic aecid, ome of the mare
hazardous commodities shipped by rail, have had a special color scheme - red stripes on
the otherwise all-white tank. This ides, adopted by the chemical industry to make these
cars particularly easy to identify in car handling, train placement, and derailment
situations, has been eminently successful. The identification problems encountered at
Livingston, and at an earlier hazardous materials derailment at Colonial Heights,
Vieginia, 28/ suggest that the chemical industry should give serious consideration to
expanding the color-coding idea to other highly-dangerous commodities. According to the
Agsociation of American Failroads, more than 75 percent of tank cars used to transport
hazardous materials are dedicated to single-commodity service. Thus, in the
transportation of many hazardous materials, unique color coding would be no less

. practicable than has proven to be the case with hydroeyanic acid.

In response to the suggestion that the color-coding principle be expanded to include
other hazardous materialy, the Chemical Manufacturers Association (CMA) pointed out
that there are hundreds of hazardous echemieals shipped in tank cars and that expension of
color coding might be unworkable. This would be particularly true, according to CMA, if
coding wag done on a generie basis because of tha varying response actions required for
individual chemicals within a generic classification. CMA also saw potential difficulties
with color coding for specifie chemicals sinee a large number of color combinations would
be required and the faet that not all tank cars are dedicated to hauling a specific
commodity. Nevertheless, the Safety Board believes that the car identification problems
experienced et Livinguton Indicates that the merits of extending color-coding
Identification of tank cars to particularly high-risk commodities should be elosely
examined und that CMA has the capability to undertake the task.

20/ Sze National Transportation Safety Board Railrond Accident Report, “Derailment of
Seaboard Coast Line Rallroad Train No. 120, Colonial Heights, Virginia, May 31, 1982
(NTSB~-RAR-83-4),
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Tank Car Performance

Although the wreckage configuration suggested that extraordinary dynamic forees
were present during the derailment, there was no Instance of an overriding coupler
puncturing a tank head. All eight of the eritical Class 105 and 112 pressure cars had shelf
couplers, and it. was evident that no vertical coupler separation occurred while these cars
were Still in line. A block of 20 Class 111 tank cars at the reer of the deraliment included
12 without shelf couplers, 5 of whiech were at the head of the block. Head shields on some
of these cars prevented coupler-inflicted punctures, but the cars with conventional
couplers appeared to have been eesily separated from each other and had far more lateral
movement than the cars ahead which had shelf couplers. As a result, most of the cars in
the rear block received arushing shell and head strikes from the heads, couplers, and stub
sills of following cars. Even jacket-insuiated cars in this group were breached. Only
three cars at the extreme rear of this block stayed in line and did not lose all or most of
their contents.

The Livingston derailment paralleled earlier experience insofar as the performance
of shelf couplers is concerned. It also confirmed the Safety Board's observation following
a special investigation of tank car performance in a 1978 derailment near Paxton,
Texas, 27/ that when tank cars Are not verticully restrained by shelf couplers, their
performance bacomes difficult to prediet. What happened to such cars at Livingston
strongly suggests that had they been equipped with shelf couplers, they would have
sustained fewer punctures and breaches. During the Safety Board's public hearing, the
director of the joint Rail Progress Institute (RP) - Association of American Railroads
(AAR) Tank Car Project testified that the conversion to shelf couplers on tank cars has
proven to be unquestionably cost-effactive. Nevertheless, a relatively large number of
unequipped tenk cars continue to be in service carrying hazardous meterials. While the
tank car owners are not required by Federal regulation to complete the shelf coupler
retrofit until 1985, the success of the protection in this and other accidents suggests that
the voluntary acceleration of the retrofit program would significantly improve overall
tank car performance in future derailments.

Out of 22 tank cars equipped with bottom outlet extensions, 15 had the extensions
damaged, and of these, 7 lost part or all of their contents as a result. Only 9 of the cars
had the partly-recessed "low profile" extensions and/or skids protecting the bottom outlet,
Two cars with "low profile” extensions and the ear with a skid lost their contents through
damaged extensions. In the 1880 tank car performance study, 28/ the Safety Board
recommended to the Department of Transportation (DOT) that some form of effactive
bottom outlet protection be required, but DOT has neveér acted on the recommen :«*ion.
The experience at Livingston suggests that partial recessing and skids are only partly
effective in preventing product loss through damaged bottom outlets. The Safety Board
believes that this remains & serious problers and that, perhaps, the elimination of the
outlets or total recessing remain as the only effective means of dealing with the problem.

Porformance of the thermal tank insulation on the eight pressure cars In preventing
superheating of the gases they contained greatly exceaded the required 100 minutes in an
all-enveloping fire and 30 minutes in a torch fire, However, it was noted that there
appeared to be a significant difference between the jacketed cars and the thermally-
coated cars In thelr ability to resist mechanical forces during the derailment sequence.

277 Sen Special Investigation Report—"The Aceident Performance of Tank Car
Safeguards" (NTSB-HZM~-80-1),
28/ bid.
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Although heavily damaged, the outer jackets provided enough protection to prevent
puncture of the shells of the five jacketed pressure cars. However, two of the three
nonjacketed Class 112T thermglly-coatad carc were punctured in the derailment.

ICG's Training, Oversight, and Rehiring Practices

As part of its trairing program, ICG offers courses in elements of train dynamics
and hazardous materials to its employees. The engineer had taken courses in both fields.
Although they worked on the puart of the ICG system with the highest coneentration of
haznrdous, materials traffie, neither the general yardmaster nor the conduetor had
recelved such training, probably because it was not mandatory. Had he known more about
train dynamics, the general yardmaster might have put together an E«tra 9629 East that
was less vulnerable to Internal compressive forces. The conductor might have been more
concerned about the way his train was being operated had he been given a better
understanding of some of the commodities in his train.
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‘ The last major accident on the ICG preceding the Livingston derailment was an
Amtrak passenger train derailment at Springfield, Nlinois, on October 30, 1880. 28/ In its
| " report of that accident, the Safety Board cited the many major train aceldents which had

occurred on the ICG since 1869, It noted that there were recurrent findings of
inadequacies in ICG's training and safety programs, which led to the conclusion that
safety was not being given sufficient emphasis in all aspects of the railroad’s operations.
The Safety Board found that the same fundamental weakness in ICG's approach to safety

» was still evident and was a contributing fector in the Springfield aceident. Although ICG

retponded that it had intensified its efforts to achieve greater rules compliance, the

i Livingston accident is another indication that ICQG has yet to significantly mcdify its

programs to achieve safer train operations systemwide. The testimony of ICG's vice

. president of operations left little doubt that management still equutes safety largely with

- | the redu~tion of employee personal injuries. While preventing reportable injuries is

importan: work, and while not & single employee injury resulted from the Livingston

derailment, it should be noted that n~ rail aceident has occurred in recent years which had
greater economic impact or potentia. for tragedy.

g The ICG division involved In ihis aceident had a safety supervisor with a broad
background in train operations, yet he had very few respensibilities relevant to train
operations safoty, or operating rules tralning and enforcement. The trainmaster who had
direct responsibility for the safety of Extra 9628 East, its crew, and operations at Baton
Rouge and over the Hammond Distriet was preoccupied on the night of the accident with
an injured emplaoyee. Although he tustified that he tried to be on hand at least once a
night when a crew reported for duty, the vperator-clerk stated that it was rare to see a
: supervisor on the graveyard shift at Baton Rouge. She said that she worked 75 parcent of
- ; her duty tours on that shift at Baton Rouge and that she worked where the crews

" : reported, just a few feet fromn the trainmaster's office. ‘The trainmaster recalled that he
had last ridden a train over the Hammond Distriet about 6 months before the accldent.

. 5 The three most recent major accidents on the ICG system all oceurred at night and
involved employee fallures. According to the transportation superintendent, operations
are conducted 24 hours a day with about as many trains being operated at night as are

29/ See Rallroad Aceident Report, "Derallment of Amtrak Passenger Train No. 21 on the
Minois Central Gulf Railroad, Springfield, Nlinois, October 30, 1980" (NTSB~RAR-81~5),
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operated during the day. The transportation superintendent had a large force of operating
supervisors, but only a few had nssigned hours at night. This inequity beiween nighttime
and daylight supervision is by no means peculiar to ICG. Many rallroads are unsble to
effectively supervise nighttime operations because few supervisors work at night. In its
1980 report of a collision invelving a train being operated by & conductor who was under
the influence of marijuana, 30/ the Safety Board said:

AR o e ol BT Skl B e PP TR 1 4 g e o

As with numerous recent train accidents investigated by the Safety
Board, the crewmembets. . . .reported for duty at night, and there was
no supervisor working at the reporting point at night. Similarly, it does
not appear that, .. .supervisors ride with erews or board trains enroute !
with any regularity. Crewmembers are not going to be concerned about
their own fitness, much less the fitness of the men they work with when
there is Jittle probability that they will encounter a supervisor where i
they report for work, or on the job. As long s mainline operations are
conduected 24 hours & day, supervision of train crews should be provided ‘
on a 24-hour basis. No supervisory program of testing for rules

compliance can be effective If it is conducted on a part-time basis.

. . :
Although the engineer had a history of violating rules and restrictions, division~level :

ranagement repeatedly restored the engineer to duty and allowed him to stay on & job in '

which his performsance could impact seriously on other persons. The decision to restore an

employee to a position of trust and responsibility after he has been dischurged for serious

rules Infractions should be entrusted only to management above the division level. This

r seems particularly vital in the case of employees who are given the responsibility for

~ operating trains end who are normelly subject to only minimal supervision. The Bafoty

Board elieves that it is an unacceptable risk to other employees and the publie to permit

an employee with serious deficiencies, such as the engineer of Extra 9629 East, to operate

trains carrying hazardous materials or passengers.

The responsibility for monitoring the engineer's performance was left to the line
supervisors, not all of whom might have been familiar with his past performance. Ihsofar
as violations of Rule G are concerned, it is probable that such supervisors will not be on
the lookout for them and may even look the other way as long as submission to a
toxicological examination remains voluntary. Line supervisors, who are primarily
concerned with the expeditious movement of trains, are not likely to enforce this
important rule In marginal cases where it Is virtually impossible for them to obtaln the
hard evidence they need. This accident again demonstrated that there is very little
likelihcod that crewmembers can or will exercise their responsibility to prevent an
impaired fellow crewman from going to work. The conductor was nominally in ¢harge of

the crew, yet he never was in actual contaet with the engineer at any time prior to the
accident.

"Good Samaritan® lation

Although Louislana has no "Good Samaritan" law to protect individuals and
companies who voluntarily' provide assistance in a hazardous materials emergency,
chemical company response teams provided timely and Invaluable technical assistance
throughout the Livingston emergeney. In this instance, the compeanies probably decided to

30/ See Rallroad Aceldent Report, "Rear-end Collislon of Consolidated Rail Corporation
Freight Trains ALPG-2 and APJ-2 near Royersford, Pennsylvania, October 1, 1979"
(NT3B-RAR~80-2).
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participate because of their close proximity to the derailment location and because the
State's emergency coordinator assumed full responsibility ior deecisions that were made.
The Safety Board Is concerned that growing fear of claims will Increasingly discourage
timely assistance by those familiar with hezerdous materials proparties in accidents that
occur where "Good Samaritan" laws do not exist. The transporters who have the
responsibility for dealing with the commodities In an accident must necesaarily rely on
voluntary expert assistance. During the Safety Board's publie hearing, the Chemical
Manufacturers Association introduced as an exhibit proposed model legislation (see
appendix F) which would provide uniform protection in all States to those whe voluntarily
assist In hazardous materlals emergencies. The proposed laivility protection does not
extend to persons under hire or to instances where gross negligence or intentional
miseonduet are involved. While the Safety Board does not necessarily endorse the model
legislation, it believes that a dialogue between the chemlcal companies and the States
should be undertaken in an effort to establish the need for equitable and uniform
legislative proteotion. *

CONCLUSIONS

1.  Since Extra §629 Epst included & large number of hazardous materials tank
cars, the train should have received thoughtful and expert makeup, inspection,
and hendling. -

2. Two pairs of empty cars were placed near the head end of the train where they
were extremely vulnerable to buff force, inspite of the fact that a minimum
amount of switching would have been required to relocate these cars to safer
locations in the train.

3. The general yardmaster at Baton Rouge supervised the makeup of Extra 9629
Last. He was not required to determine that the train's profile was safe, nor
had he received training In train dynamics which many other Ilinois Central
Gulf employees had been provided.

4.  The trailing locomotive unit of Extra 9629 East lacked a holding bracket for
the front end air hose. As a result, the air hose coupling was demeaged by
contact with the track and was battered and worn to the point that it would
uncouple from the air hose of the head car of the train whenever subjected to
severe vertical lift or force.

5. Although the locomotive assigned to Extra 9629 Fast was inspected at the
Baton Kouge diesel shop, neither the missing bracket nor the air hose with the
worn coupling was replaced.

6.  There were a number of "pumping" joints in the jointed track section at
Iivingston, which were a chronic problem, often resulting in cracked or broken
joint bars.

7. Although Dlinols Central Gulf trackmen inspected the Hammond Distelct track
four times weekly, they did not discover fatigue eracks in the Joint bars at the
derailment location.

i




i

‘
ey S

. .
.. \ : e
¥ & 10.

11,

12,

13,

14.

15.

18,

17.

~ Although the dispatcher knew that Extra 9629 East reached the Logkhart

s SR it Al bt latial el iR bl i St

ey 1o 7oL ed Tl D SR -1"'-'. ’ e e '-‘-'_"'7“'{" i B ST : e TR ) - L o )
R 10 AT R A MRt At .1 BN AN O 10 0 AR RN B 6 S0 A e s TNV AR M I o A 0

~53-

As a result of his drinking, the engineer had an estimated blood aleohol level
of about .19 percent at the time of the aceident, and his ability to function as
an engineer was impalired significantly.

The head brakeman had been drinking with the engineer while they were off
cduty and reportedly also took a drink on the train, However, he had eon-
siderably less to drink and was less functionally impaired than the engineer.

The conduetor had no face-to-face contaet with the engineer and head
brekeman after they arrived at Baton Rouge on the evening of September 27.
He failed to discuss the train orders with the englneer and did not inform him
of the location of placarded cars in their train, as required. The general
yardmaster was briefly in contact with tha engineer but caid he perceived
nothing wrong with the engineer's condition.

When Extra 9629 East reached the Lockhart defective equipment detector,
about 10 milec from Livingston, the engineer turned the operation of the
Jocomotive over to an off-duty Dlinols Central Gulf operator-clerk whom he
had invited to ride on the locomotive at Baton Rouge, both actions being in
violation of the rules, Whlle the operator-clerk had not eonsumed any
intoxicants, she was not qualified to nperate the locomotive.

detector about 20 minutes sooner than it should have, he took no exception and
made no effort to contact the traincrew.

Aithough the conductor was in charge of the train and was responsitile for its
safety, and although he should have known that the traiu's speed for the return
run from Baton Rouge was in excess of that authorized, he made no effort to
caution the engineer about the train's speed.

The operator-clerk was at the locomotive's controls when the train went into
emergency braking at Livingston. At the time, the train was probably moving
at a speed of about 40 to 45 mph, or 5 to 10 mph greater than was permitied.

The worn air hose coupling on the trailing locomotive unit becarne uncoupled
while the train was moving over jointed track at Baton Rouge before the
acecident and at Livingston after the aceident. Basad on this and the testimony
of the operator-clerk, the air hose coupling probably became uncoupled at the
defective Joint and caused the train to go into emergeney braking.

When the brakes went into emergency, the operator-clerk incorrectly placed
the locomotive brake handle in the full application position. When the
engineer came over to the operator's side, he may have "bailled off" the
lovomotive brakes by depressing the handle. But in his impaired state, he
probably did not realize that the brake had been applied manually.

As a result of the immediate reduction of lncomotive power due to the action
of the power control switeh and the fallure to prevent the locomotive brakes
from applying, severe buff foree sufficient 1o jackknife and derail the train
oc'c{urred in the vieinity of the empty gondola cars in the forward part of the
train,
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The rearmost of these gondolas, EJXE 4712, first jackknifed vertically,
separating the rear truck bolster center plates. With its car body off center,
the gondola went into a horizontal jackinifing sequence, derelled, and caused
the derailmant of the wondols ahead of it. ‘The general derailment followsd as
a result of track darsage causad by the gondola cars.

Shortly after the derailment, eseaping vinyl chloride gas ignited end the
resultant blast and fireball damaged nearby buildings and started fires In the
wrackege. Although the Livingston fire department responded quickly to the
emorgency, the fire chief recognized that he did not have the equipment to
attacic the burning vinyl chloride cars and he elected instead to bagin
evacuating the town. Coupled with similar getion on the part of the town's

mayor, this decision probably prevented injuries to firemen and residents of
the town.

Since the conductor had not been given an expanded "d-line® consist list and he
had left the hazardous materials guidebook in the caboose, he was unable to

provide the pertinent emergency response information for the vartous
chemieals that were in the derailment.

Difficulty in identifying potentially dangerous cars and their locations in the
wreckage materially delayed attacking the prineipal source of fire end intense
heat. As & result, this source continued to superheat two cers which

ultimately exploded and rocketed. ‘These incidents materially added to the
damage to property.

Tank head protection in the form of shelf couplers and head shields was
effective in preventing coupler-inflicted head punctures. However, the lack of
shelf couplers on many tank ears in the rear half of the derallment permitted
wide lateral divergence of these cars and consequent strikes from following
cars. As a result, much of the contents of these cars was spilled.

Adding to the spiliage of chemicals from derailed cars was dernage to bottom
outiets of & number of cars. Partial recessing of outlets and/or skid protection

on some of these cavs did not appear to cifectively prevent bottom outlet
damage.

The jacketed insulation on the eight cars loaded with ecommodities under
pressure greatly exceeded the pequired retardation of overheating in ali-
enveloping and torceh fire situations. However, the coated insulation on the
retrofitted Depsrtment of Transportation 112T cars was inferior to the
Jacketed insulation in resisting mechanical damage in the derailiment sequence.

According to the operator-clerk, sbout 35 minutes after the accidents, the
engineer was unable to properly repeat a simple train order, aithough the
operator-clerk wrote ft down for him and coached him as he attempted to

repeat It. The engineer never relayed the contents of the order to the
conductor, as was required.

The tralnmaster, the transportation superintendent, and another tralumaster
who Interviewed the crew en route did not request that the crewmembers
submit to toxicological examinations.
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The enginesr had a iong recor: of violating rules and restrietions. He hed been
disciplined in the past for infrsctions similar to those on the night of the
accident. He had been frequently dismissed or suspenced only to be reinstated
on a lenlensy basis. FHo was never restricted from road service, and the
record; did not indicate that ha was given any specinl training or attention.

The Nlinois Central Gulf had it line transportation supervisors assigned to the
division involved in this aceldent, and train operations were as frequent at
night as they were durlng the day, but only a few of these supervisors had
regularly assigned hours at night.

Although the night trainmaster at Baton Rouge was on duty, he had no contact
with the crew of Bxtra 9629 BHast on the night of the aceident. He was, for
much of tha night, at a Jocal haspital with an injured employee. He did not
regularly ride with tralnerews on the Hammond Distriet, although this was
part of hie assigned territory.

The prinaipal thrust of the Illinois Central Gulf's safety program appears to be
the prevention of reportable employee injuries. At least on the division
involved in thig accident, the Mlinois Cantral Cuif Safety Department did not
beccine involved in train operations safety, operating rules training, and
operntional efficiency checks.

Because of timely action by Livingston’s mayor and fire chief, rapid
evacuation of the town was completed In & relatively short time without
complications.  However, as no contingency evacuation plen had been
formulated, an evacuation later in the day !night have encountered serious
difficulties and would have taken much longer.

The State of Louisiana should encourage and assist small commmunities with
hazerdous materials train exposure similar to Livingston's to prepare adequate
contingency plans for avacuation.

The Louisiana State Police effectively ccoordinated the overail response to the
emergency and were instrumental in securing the timely assistance of response
teams from the area's chemical companias.

The principsl long-term problem to the community and the railroad has been
large-scale absorption of the toxiec chemical perchloroethylene into the sofl.
Thie resulted parily from delayed recognition of the chamical's toxicity and
the movement of contaminated soll over n large area during wrecking and
clearing operations.

Since it was necessary to delay wrecking and clearing nperations significantly,
there was adeguete time to recognize the toxicity of perchloroethylene. This
was particularly @0 inasmuch as experts from the ocompany which
manufactured the chemical were on hand during this period.

‘The Dapartment of Transportation's Materials ‘Transportation Bureau has never
classified perchloroathylene ss a hazardous commodity and has never required
that it be shipped in tank cary that have tank head or bottom outlet
protaction.
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37.  ‘The Materiels Transportation Bureau needs to identify commodities such as
perchloroethylene which may pose a significant long-term threat to local
environments, and to regulate their transportation accordingly.

38,  The lack of "Good Samaritan® legislation in Louisiana and many other States
has lead to relictance on the part of chemical companies to render timely and
urgently-needed technical assistance in hazardous materials emergencies. The
need for some form of uniform protection under the law to assure that such
assistance will be forthcoming in future emergencies should be studied.

Probable Causs

The Natlonal Transportation Safety Board determines that the probable cause of thig
accident was (1) the disengagement of a worn air hose coupling when the train passad over
a low track joint which initlated an emergency application of the train brakes, (2) an
excessive buff force within the train resulting from the failure of the person at the
locomotive controls to respond properly to the brake application, and (3) the placement of
empty cars near the head of the train between heavily loaded cars. Contributing to the
cause of the accident were the impairment of the engineer's faculties by aleohol and his
abandonment of the locomotive controls to an unauthorized and unqualified person, and
the fallure of Nlinois Central Guif to supervise train operations and operating personnel
adequately, as well as to inspect and to maintain adequately its Hammond Distriet main
track. Contributing to the contamination of the environment was tank damage resulting
from the lack of shelf couplers on some tank cars and the inadequately protected bottom
outlet valves on a number of other tank cars.

RECOMMENDATIONS

Bunsed on its investigation of this accident and others, the National Transportation
Safety Board on March 7, 1983, made the following recommendations to the Asscelation
of American Railroads:

In conjunction with the Railway Labor Executives Associatiun, assist the
Federal Railroad Administration in developing a requiremnent that timely
toxicological tests are performed on all operating employees involved in
a railroad accident which involves a fatality, a passenger train, releases
of hazardons naterials, an injury, or substantial property damage.
(Class I, Priority Action) (R~82~28)

In conjunction with the Railway Labor Executives Association, assist the
Federal Rallroad Administration In developing regulations and
procedures to require that aleohol/drug involvement related
accidents/ineidents be fully reported to the FRA so that e data base aen
be developed for devising and implementing effective safety
countermeasures to eliminate or minimize accidents involving
aleohol/drug abuse. (Class II, Priority Actlon) (R-83-29)

--to the Federal Rallroad Administration:

Immediately promulgate a specific regulation with appropriate penalties
prohibiting the use of aleohol and drugs by employees for a specified
period before reporting for duty and while on duty. (Class I, Priority
Actlon) (R~-83-30)




With the assistance of the Assocliation of American Railrcads and the
Raflway Lator Exsoutives Association, develop and promulgate effective
procedures to ensure that timely toxicologieal tests are performed on all
employees responsible for the cperation of the train after & railroad
accident which involves a fatality, a passengor train, releases of
hazardous materials, an injury, or substantial property damage. {(Class !I,
Priority Action) (R-8%-31)

With the assistance of the Assoclationr of American Railroads and the
Railway Llabor Executives Association, develop and promulgate a
requirement that aleohol/drug abuse involvement aceidents/incidents be
tully roported to the FRA, (Class II, Priority Action) (R-83-32)

-=%0 the Rallway Labor Executives Association:

In conjunation with the Associstion of Amertean Railroads, sssist the
Federal Raliroad Administration in developing a requirement that timely
‘oxicological tests are performed on all operating employees involved in
a railroad aceident which involves a fatality, e passenger trsin, releases
of hazardous materials, an injury, or substantial proporty damage.
(Class II, Priority Actlons (R-83-33)

In conjunction with the Association of American Railroads, assist the
Federal Railroad Administration in developing regulations and
procedures to require that aleohol/drug involvement related
acidents/incidents be fully reported to the FRRA so that a data base can
be developed for devising and implementing effective safety
countermeasures to eliminate or minimize accidents involving
aleohol/drug ebuse. (Class II, Priority Action) (R-83-34)

As a result of its completed investigation of this accident, the National
Transportation Safety Board made the following additional recommendations:

~-=to the llinois Central Qulf Railroad:

Provide intensive supervision of night train operations and include in its
precribed supervisory efficiency checks, periodic unannounced checks of
train crewmembers' fitness for duty at reporting points and on trains en
route. (Class I, Priority Action) (R-83-83)

Improve locomotive inspection procedures at the Faton Rouge diesel
facility. (Class II, Priority Action) (R-83-84)

Provide all employees who are involved In the makeup, handling, and
operation of hazardous materisls trains thorough training in emergency
response to hazardous materials incidents and train dynamies. (Class I,
Priority Action) (R~83-85)

Inelude in its hazardous materials and operating rules training curricula
thorough reviews and explanations of the timetsble special instruetions
pertaining to the handling of hazardous materials incidents and providing
local emergency forces with accurate response information. (Class I,
Priority Action) (R-83-86)




Provide the conductors and engineers of all trains which include
hazardeous materials cars with current and complete emergency response
information for each hazarcious material carried in their train, (Class 1,
Urgent Action) (R-83-87)

Refore reopening the Hammond Distriet to the through operation of
treing containing hazardous materials, improve roadbed conditions to
provide adequate vertical support at track joints and replace all track
joint bars which glve evidence of fatigue cracking. (Class II, Priority
Action) (R-83-88)

Require that the rehiring of train service erployees who are discharged
for serious infractions of the operating rules and restoring them to train
service be approved by management above the division level. {(Class i,
Priority Action) (R-83-89)

e S T B T AR kT

~-to the Research and Special Programs Administration:

Require the Materials Transportation Bureau to identify co.anmodities
such as perchloroethylene which may psse a serious long-term threst to
local environments, and to take timely aection to regulate thefr
transportation. (Class I, Urgent Action) (R-83-80)

-~to the Stats of Louisiana:

Expand the Louisians State Police "Hazerdous Materials Awareness
Program" to focus on rural communities, which have schools, business
disiricts, residential areas, or highways in close proximity to railroad
%ilgegsus(m to transport hazardous materials. (Class II, Priority Action)

~~to the Chemical Manufacturers Assoniation:

Extend the use of color coding of tank cars or adopt soeme other
effective means of identifying high-risk commodity tank ecars in
switehing operations and in wreok clearing operations. (Class I, Priority
Action) (R-83-92)

BY THE NATIONAL TRANSPORATION SAFETY BOARD

/s/  JIM BURNETT
Chairman

/s/ PATRICIA A, GOLIDMAN
Vice Chalrman

/8/ FRANCIS H. MecADAMS
Mumber

/s/  G.H, PATRICK BURSLEY
Member

/s/  DONALD D. ENGEN
Member

August 10, 1683
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APPENDIXES
APPENDIK A
INVESTIGATION AND HEARING

Investigation

The National Transportation Safety Foard was notified of the accldent about
8:30 a.m,, on September 28, 1982. ‘The Safety Board immediately dispatched an
investigator from the Fort Worth Field Cffice and the investigator-in-charge from
Colorado. Additional members of the investigative team were subsequently dispatched to
the scens from Washington, D.C. Investigative groups were established for operations and
human factors, vehicle factors, track, and hazardous materials.

Hoaring

The Safety Board convened a 3-day public hearing as part of its investigation of this
aceident on November 15, 1982, at Baton Rouge, Louisiana. Partles to the hearing
included the Rlinols Central Gulf Rallroad, the State of Louisiana, the Town of Livingston,
Louisiany, the Federa! Railrond Administration, the Assoclation of Ameriean Railroads,
the Chemical Manufacturers Associstion, the Brotherhood of Locomotive Engineers, and
the United Transportation Union. The hearing was reopened and additional testimony was
taken at Washington, D.C., on Decamber 9, 1982. Testimony was taken from 30 witnesses
and 5§ exhibits were accepted into the record.

R T e
I

A KA R e i s i B
4 I
W L .
/. -
) s 3 I
N & B
HE B |
\
. )
.
;




-8~

APPENDIX B
TRAIN PERSONNEL INFORMATION

Congﬁcgor Ira_Lee Robingon

Conductor Ira L. Robinson, 58, was employed as a brakeman by the Illlincis Central
Railroad (IC) on Octcber 21, 1841. After 2 years of wartime service in the Army Air
Corps, he was requalified as @ brakeman on January 8, 1845, Mpr. Robinson was promoted
to conductor on December 14, 1853, and at the time of the acecident was regularly
assigned in that cepacity to trains MG-5 and GS-2 operating between MeComb,
Mississippl, and Baton Rouge, Louisiana. According to his record, Mr. Robinson last
passed a company physical examination on March 27, 1879, at which time he was required
to wear correctlve eyeglasses at all times while on duty. Although the service record
indicates he had not been examined on the operating rules since he was promoted in 1953,
Mr. Robinson testified that he had attended such a class during 1982. During his IC and
ICG 31/ service, Mr. Robinson had reported having been injured on duty 20 times, and on
this basis, he was discharged as an unsafe employee on June 4, 1968, He was reinstated on
& leniency basis. During 1878, he was twice formally cautioned for rules viulations—-once
for improper placement of a hazardous materials car in his train, and once for the
operation of his train at a speed of 15 mph through a 10-mph restriction. Subsequent to
the derailment at Livingston, he was dismissed from ICG service for failing to exercise his
responsibilities in connection with the operation of Extra 9629 East.

Engineer Edward Peyton Robertson, Jr.

Engineer Edward Peyton Robertson, 42, was employed by the IHlinois Central
Rallroad as & brakeman/yardman at MeComb, Mississippl, on Decamber 11, 1969. He was
transferred to the position of fireman on November 20, 1972, and entered ICG'
accelerated engineer's training program 7 days later. This program ran about one-half of
the normal term for engineers' training and consisted for the most part of on-the-job
training.  After passing machinery, airbrake, and operating rules examinations,
Mr. Robertson was promoted to engineer on May 16, 1973. According to his service
record, he last passed a company physical exainination on March 25, 1981, Mr. Roberston
last attended an operating rules class on May 3, 1982, and he had attended 1-day train
handling classes utilizing the ICQ's train dynamies analyzer on September 22, 1980, and
February 21, 198l. Mr. Robertson had attended a hazardous materials class which
included instruction on related traln handling procedures on January 22, 1979. At the
time of the accident, Mr. Robertston was assigned to the MeComb engineer’s extra board.

Mr. Robertson's application for employment stated that he was a high-school
graduate, that he had attended college for 3 years, and that he was o graduate of a
hospital X~rey technology course. He gave his average weekly consumption of aleoholie
stimulants as, "6-pack (maybe)." Aczording to the testimony of Jenet Byrd, Mr.
Robertson had owned and operated a tavern in MeComb which catered to railroad
employees during his tenure as an ICQ engineer, and that during the 3 to 4 yrars she had
known him, Robertsoh was a heavy drinkor. As far as f{s known, he had never entered
ICG's aleohol rshubilitation program or any progam of a similar nature.

31/ Nlinols Central Rallroad became Blinois Central Gulf Rallroad as & result of its 1972
merger with the GQulf, Mobile and Ohic Railroad.
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APPENDIX B

Prior to entering the ICQG engineer’s training program, Mr. Robertson's record was
clear of dissiplinary action. However, before completing the program, he was
reprimanded for speeding on February 21, 1973. On November 11, 1874, while laying over
between runs at New Orleans, he was arrested sad jailed for eriminai mischief and
disturbing the peace in a Metairie, Louisiana tavern. Although the police did not charge
Mr. Robertson with intoxication, its investigative report stated he had consumed four
drinks during the 30 minutes he was in the tavern. At the time, he was subject fo cell to
duty and he was dismissed for violation of ICG Rules G, H, and P. (See appendix C.) On
February 10, 1875, Mr. Robertson was restored to ICG service on a leniency basis. He was
reprimanded flor his failure to stor his train short of a "stop" signal aspect on June 25,
1976. Howevear, no entry of this occurrence was made in Mr. Robertson's service record.
On June 25, 1377, he was suspended for 46 days for having allowed an unqualified
crewmember to operate his locomotive resulting in a side collision. On the first day he
worked following the suspension, he was observed in violation of an operating rute and two
safety rules. Neither the incident nor the formal reprimand issued to him was noted in his
service record. The same was true of an October 10, 1977, reprimand for failure to
properly inspaect his locomotive. During 1978, Mr. Robertson was suspended three times
for an aggregate of 67 days and placed on a year's probation for running past a stop signal
and flag protaetion, for running through a main track crossover switch, and for failure to
report for his assignment and engaging in nonrailroad business (his tavern). He was
dismissed October 5, 1979, for again failing to report for his assignment. On January 2,
1980, Mr. Robertson was again restored to unrestricted ICG service as an engineer on a
leniency basis. His service record indicates that this reinstatement was inftiated at the
division level by the assistant superintendent. On Janusry 19, 1981, Robertson failed to
respond to a hand signal causing a collision between his locomotive and another. Upon
admitting responsibility, he was suspended for 10 days. A 21-day suspension followed his

being observed violating a speed restriction on the Hammond District on April 8, 1982,
aud he was reprimanded for fallure to report for his assignment on June 22, 1982,
Following the Livingston derailment, he was discharged after being charged with
consumling aleoholic beverages prior to reporting for duty, possession and use of an
intoxicant while on duty, operating and permitting the operation of his train at excesstve
speed, ailowing an unauthorized person to ride and operate an engine, and making false
statements and concealing facts.

Rear Brakeman William Edward Coumbe

Rear Brakeman Willlam Edward Coumbe, 38, was employed as a brakeman by the
Nlinois Central Railroad on January 1, 1963. He was promoted to conductor on or about
February 22, 1872, but relinquished his rights as suc¢h on Oatober 25, 1978, At the time of
the accident, Mr. Coumbe was regularly assigned as rear brakeman to trains M(3-5 and
G38-2.

For about 10 years prior to the aceident, Mr. Coumbe worked irregularly on the ICG,
frequently laying off duty and being granted extended leaves of absence for illness
(essential hypertension). The longest of these, from October 15, 1877 to October 3, 1978,
culminated in his being briefly disqualified on a medicrl basis. During 1979, 1980, and
1981, he was granted extended ieaves for illness beginning each year at the end of July or
the beginning of August. According to his service record, he was last examined and found
to be physically qualified for duty on September Z1, 1981, During his tenure with ICG,
Mr. Coumbe was reprimanded on four occasions for minor rules infractions. He was
disrnissed following the Livingston derallment.
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Head Brakeman James Russell Reeves

Head Brakeman James Russell Reeves, 31, was employed as a brakeman by the j
I0inois Central Rallroad on November 11, 18689, and was promoted to conductor on July 1, 1
1073, According to his service record, he was last examined on the operating rules on
May 4, 1982, and attended a hazardous materials class on Junuary 22, 1979,

At the time he went to work as a brakeman, Mr. Reeves had no sight impairmeant,
but after serving in the U.S. Army Transportation Corps during 1971-1972, the railroad
requalified him for service with the provision that he had to wear corrective eyeglasses.
On October 17, 1974, a company physical examination detected the mond-altering drug
Methadone in his urine. Aeccording to the examining physiclan's report, it was also noted
that Reeve's left eye was turned inward with a "medial squint," and the opinion was given
that this visual defect "alone would probably disqualify a brakeman." On the basis of this '
examination, Mr. Reeves was disqualified by the ICG's chief medical officer on
Oetober 25, 1974, On November 7, 1974, he was dismissed for his use of drugs under ICG
Rule G. (See appendix C.) Subseqent negative screenings for drug:traces resulted in
Reeves being physically requalified on February 14, 1875, and he was reinstated as a

brakeman 10 days later.

On October 7, 1974, Mr. Reeves was arrested in Mississippi and charged with three
counts of selling narcoties to undercover agents. He was indicted on the three counts on
March 19, 1975, and pleaded guilty to them at trial on April 1, 1975. Mr. Reeves was
sentenczd to 6 years in the state penitentiary on each count with the sentence suspended
I in lsu of & years probation and a fine. ICG dismissed Reeves on the basis of the drug
A convietion on April 18, 1975, but he was rehired on a leniency basis on June 10, 1976.

Following his reinstatement, Mr. Reeves passed special physical examinations
ordered by the ICG chief medical officer on October 29, 1977, and December 21, 1977,
He last passed a company physical on January 10, 1979, aceording to his service record,

rf Aside from the two dismissals, Mr. Reeves' record shows only a 5-day suspension in

b December 1877 for his failure to report his knowledge of an injury to another employee.

He was dismissed by the ICG for failing to exercise his responsibilities In connecticn with
B E the operation of Extra 9629 East.

o

Operator-Clerk Janet Hoyt Byrd

;:;:;’* ~ Operator-Clerk Janet Hoyt Byrd, 34, was employed by the Rlinois Central Gulf
E Railroad as a clerk on May §, 1979. According to her service record, she last passed a
Y3 company physical on April 8, 1980, and on August 26, 1982, she was examined and g -
qualified on ICG operating rules. On February 10, 1982, she was dismissed by ICG for .
being absent without authority and for failure to report for her assignments. Ms. Byrd 2
was reinstated July 10, 1882, and was dismissed following the derailment at Livingston.

According to Ms. Byrd, she had been a legal secretary and was a paralegal prior to
working for IC(. She stated she had been employed by ICG in several operating
E department clerical positions and at the time of the accident was assigned to the clerical
extra board for Gelsmar and Baton Rouge, Louisiana, Ms. Byrd stated that her duty tours .
were about evenly divided between the two locations and that she had been used as a |
yardmaster at Gelsmar. She estimated that 75 percent of her Baton Rouge duty tours
were on the 11100 p.m. to 7:00 a.m. operator~caller assighment. Ms. Byrd stated that she
| had received no formal training in the operation of locomotives, bul had frequently
- operated locomotives In the yard at Gelsmar. She stated that she had never ridden or
operated a locomotive on the Hammond District.

e
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Ms. Byrd described herself as an alcoholie and said that she had been hospitalized
for aleoholism early in 1981. She also stated that she had abstained from alevholia
consumption for about 11 months prior to the accident and that during this period she had
been an active participant in either an alcohol rehebilitation or a chemical dependency
prograrm,
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EXCERPTS FROM ILLINOIS CENTRAL GULF
TIMETABLE AND OPERATING RULES

ILLINOIS CENTRAL GULF RAILROAD

These rules govern the railroads operated by the
Tlinois Centra! Gulf Railroad.

They take effect July §, 1974, superseding all
pievious rules and instructions inconsistent therewith,

Special instructions may be issued by proper suthor-

ity. '

Chiefl Transportation Officer

Approved:

Senior Vice President—Operations

G. The use of intoxicants or narcotics by employes
subject to duty, o1 their possession or use while on duty,
is prohidited. .

G(1). The use of any medicine, tranquilizer, sedative
or related substance to an extent which might impair the
ability of an employe to properly perform his duties is

rohibited when the employe is subject to or is on duty.

se of such medicines, tranquilizers, sedatives or related
substances, to such an extent, even though prescribed by
a physician, does not relieve the employe of the
responsibility of notifying his immediate superior that
he should not be subject to duty due to the use of such
medications, nor shall alleged ignorance or lack of
knowledge of the effects of such medication relieve the
employe of this responsibility,

H. Dishonesty, desertion from duty, insubordination,
willful neglect, gross carelessness, making false reports or
statements, concealing facts conceming matters under
investigation, immoral character or serious \iolations of
the law, are prohibited.

Employes are forbidden to make unauthorized
charges for service performed in line of duty.

P. Employes mus¢ not engage in other business,
absent themselves from duty, engage a substitute to
perform their duties, nor exchange duties with others

without authority.

Employes must report for duty at the designated time
and place and those subject to call inust not leave their
usual calling place without leaving information as to
where they can be located.

Employes must give immediate notice of change of
residence or telephone number to trainmaster and crew

caller.

S s i st ,
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RULES FOR MOVEMENT BY
TRAIN ORDERS

205. Conductors and enginemen must (and trainmen
will, when guctical) read train orders, clearance and
register check and have a definite understanding of their
requirements. If necessary, other crew members must
remind conductor or engineer of such requirements, and
the time of superior trains which must be cleared.

When a conductor or engineer, or both, is relieved
before the completion of a trip, all train orders and
instructions held must be delivered to the relieving
conductor or engineer. Such orders or instructions must
be compared by the conductor and engineer before
proceeding.

206. In transmitting and repeating train orders, the
ord:r number and the train and engine numbers must be
inly pronounced and each figure repeated separately.
umbers below 10 will be spelled in addition to
pronouncing them; the names of stations and time
numerals will be first plainly pronounced, then spelled,
letter by letter; as,

No 1 (O-N-E) Eng 4017 (4-0-1-7) meet No 16 (1-6)
Eng 4021 (4-0-2-1) at Scott (S-C-O-T-T).

No 1 (O-N-E) Eng 4017 (40-1-7) wait at Scont
(SC-O-T-T) until 1:25 (O-N-E T-W-O F-I-V-E) PM for
Extra 4021 (4-0-2-1) North.

No 22 (2-2) Eng 4017 (40-1-7) run 25 (T-W-O
Fi-V-E} Mins, late Scott (SC-OT-T) to Mason
{(M-A-S-O-N).

221 (i). On trains equipped with radio, conductor
and engineer, after receiving train orders, must promptly
communicate with each other as to requirements of such
orders. Radio communication will not reiieve either of
teceiving their copes, If necessary, train must be stopped
for receipt of orders.

213. The following signals, abbrevistions and desig-
nations may be used:

Initials for signature of superintendent-transportation
and train dispatcher.
ABS - automatic block signal syst¢em
C&E — conductor and engineer

EMPLOYES GENERAL

701. Employes must understand and co ly with
“safety rules, air brake rules and other rules and instruc-
tions applicable to or affecting their duties. '

APPENDIX C

704. Employes whose duties are connected with the
movement of trains must be familiar with the rules
governing the duties of others as well as of themselves
and bc Pprepared, in case of emergency, to act in their
capacity to ensure the safety of trains,

707. Persons, except officers of the rafiroad and
employes in the discharge of thzir duties, will not be
permitted to ride on engines without written authority
of proper officer. Unauthorized parsons will not be
fermmed to ride in baggage, mail or express cars, or on
teight trains,

712. When the conductor is not present, brakemen
on engine must promptly obey instructions of the
engineer relating 10 the safety and protection of the
trsin, and must immediately call attention of the
engineer to any apparent failure to observe train orders,
or to comply with any rules or instructions.

713. The conductor and engineer and snyone acting
85 pilot are equally responsible for safety of train «nd
observance of rules, and under conditions not provided
for by the rules, must take every precaution for
protection,

715, Conductors and engineers must see that their
subordinates are familiar with their duties, determine the
extent’ of their experience and knowledge of the rules,
and instruct them, when necessary, in safe and proper
performance of their duties. Incompetence must be
teporied o their immediate supervisor.

CONDUCTORS

770. Conductors report to and receive instructions
from the trainmaster and must obey instructions from
superintendent-transportation.

They will be gowerned by instructions of sgents
regarding station switching.

They will obey instructions of yardmasters.

771. Conductors have charge of the trains to which
they are assigned and of all employes thereon. They are
responsible for the safe and proper management of their
trains, for the protection and care of passengers and
property, for performance of duty by train employes,
and for the observance and enforcement of all rules and
instructions.

Should there be any doubt as to authority or safety
of proceeding, from any cause, he must consult with the
en';ineer and be equally responsible with him for the
safety and proper handling of the train and for such use
of signals and other precautions as the case may tequire.
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YARDMASTERS

795. Yardmasters are responsible for the safe, effi-
cient and economical operation of yards and the prompt
movement of cars and trains. They have jurisdiction over

all trains, engines and employes in yards.
" ENGINEERS

800. Engineers report- to and receive instructions
from the trainmaster and traveling engineer, They raust
comply with instructions of zoper officers and super-
visors of the mechanical depariment pertaining to
mechanical matters.

801. They must comply with the conductor’s in-
structions, except when such instructions imperil the
safety of train or themselves or involve violation of rules.

The presence of a traveling engineer or other ofi.cer
on ihe engine will not relieve them from remaining o0
the engine, nor of the responsibility of compliance with
rules,

802. They will have charge of the train when there is
no conductor or the conductor is disabled and will be
governed by rules applying to conductors.

806. They must not permit unauthorized persons to
operate the engine. The fireman or other authorized
employe on the crew may be permitted to do so with
the permission and in the greunce of the engineer, who
will be responsible for the proper operation of the
engine and handling of the train. Traveling engineers are
authorized (o operate the engine 1o instruct or for other
purposes.

ILLiNOIS CENTRAL GULF RAILROAD
OPERATING RULES SUPPLEMENT NO. 1
(January 1, 1978)

Following Operating Rule changes were effective on
dates indicated:

Definition of Yard Limits. A portion of main track
. designated by special instructions or train order Form Q,

and identified by yard limit signs. (Revised August 1, 1977)

3. Employes located in the operating compartment of
an engine must, and other crew members will, when peac-
tical, communicate to each other in an audible and clear
manner the name or aspect of each signal affecting move-
ment of their train or engine, as soon as the signal is clearly
visible or audible. It is the responsiblity of the engineer to
have each employe in ¢ab of engine comply with these re-
Quirements, including himself,

Exch fixed signal must be watched until such signal is
passed and if it displays an indication other than that first
communicated, the change must be communicated &s soon
as it becomes clearly visible,

It is the engineer’s responsiblity to have each employe
focated in the operating compariment maintain a constant
lookout for signals and conditions along the track which af-
fect the movement of the engine or train.

If a crew member becomes aware that the engineer has
become incapacitated vr should the engineer fail to operate
or control the engine or train in accordance with signal in-
dications or other conditions requiring speed 1o be reduced,
other members of the crew must communicate with the
engineer at once, and if he fails to properly control the
speed of the train or engine, other members of the crew
must take action necessary to ensure the safety of the train
or engine, including operating the emergency brake valve.
(Revised January 1, 1978)

$3. Within yard limits, the main track may be used
without authority conferred by timetable schedule, train

_ order or clearance.

Within yard limits, trains or egnines must not be moved
against the current of traffic uniess authorized by person in
charge of yard who will make provision for protection of
the movement, and such movement will be made a1 YARD
SPEED, not cxceeding 20 MPH.

Within yard limits established by train order, trains or
engines must have copy of such train order with a
clearance.

Within yard limits, flag protection is not required against
other trains or engines, but all trains or engines tust move
at YARD SPEED, not exceeding 20 MPH, unless the main
track is known to be clear by block signal indication in ABS
territory. When & main track is not known to be clear by
block signal indication, trains or engines must be prepared
to stop within one-half the range of vision, in addition to
observing speed requirements of such block signalindication.

Within yard Limits, trains or engines will keep informed
of expected time of arrival of first class trains to avoid
delaying them. (Revised August 1, 1977) .




mp:nsible or
tection must consider grade, track curvature,
ditions, sight distance, and speed of the train relative
following trains, when deciding if burning fusees should
put ofl.

When & train stops on a main track, under clrcumstances
in which it may be overtaken, protection against following
trains on the same track must be provided. A crew member
must go back immediately with flagman’s signal equipment
one-half the required distance where he will place two
forpedoes on the rail, and continue to the required distance
from tear of train, where he will place two torpedoes on the
rail and place a burning fusee. If no following train is seen
of heard, he may return one-half the distance to the reas of
his train where he must remain until he has stopped &
following train or is recalled. When recalled and no foliow-
ing train s seen or heard, he must leave a burning fusee,
and while returning to train, must leave burning fusees at
intervals that do not exceed the burning time of the fusee.

T

s

Following are the minimum flagging distances correspon-
ding with the maximem authorized speed of approaching
trains:

Maximum
Authorired

0- 10 MPH
11 - 20 MPH
21 - 30 MPH
31 - 40 MPH
4] - 50 MPH
31 - 60 MPH
61 - 0 MPH
71 - 0 MPH
81 - 90 MPH

ﬂd_.Olhetmbmonhe,mmuuullmadonof
conductor or ’ iately to any apparent failure
to observe the requirements of rules, umetable, train

mmmmmmumu
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RADIO OPERATIONAL RULES

mfouowh;mlumuuo!nﬂrondndioeom-
Mmunication systems and govem employes using such
systems. (Revised August 1, 1977)

m.nendiomnnbeundotnyinoonnectionwith
rd!madbudn«smdlnmpﬁmcewithlheoperaing
rules,

Employes whose duties require the use of the railroad
radio communication system must familiarize themselves

s , obstructions to track, or other
matters which would cause serious delay to traffic, damage
to propenty, injury 1o employes or the traveling public, and
contain as complete information thereon as possible. Al
employes must give absolute pricrity to emergency calls
from another station and, except in snswering or aiding &
station during an eémergency, must refrain from sending
any communication until there is assurance that oo in-
:rl{'unuuinmuhwmemﬁonhhmmmmy

§74. No employe shall kn transmit any false
emergency communication, any unn » irvelevant or
unidentified communication, nor utter any obscene, inde-
cent, or profane langusge via radio.

m.Whenndlohuudlolrumnudnordm.mlu
for movement by train order and the following instructions

() When atnain order is to be transmitted direcily to a
train by radio, the train dispaicher (or operator, if

and exact location and that
understand s train order is to be transmitted and
that they are prepared to receive i,

Train orders may be transmirted by radio directly 1o
; moving t]nin but must not be copied or repeated

Y &n employe operating the controls of the engine
of such train, e :

Train orders must not be transmitted 1o the crew of
& moving train when, in the judgment of the con-
:::dclor. the eair;:; o:‘ the train dispaicher, =.e

er cannot ved and copied without
pairing the safety of the train,

mmmwuusymmmm
nunbeeopled;ndnpmedbylmmcmbam
other qualified employe.: When crew member on
fear of train has no means of receiving the order,
) mmmumhumﬁtdwnﬁom
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(¢) “Complete” must not be given ioc a radio-
transmitted train order until it has been repeated
and train dispatcher has verified the accuracy of the
tepetition. Train dispaicher will then state
“Complete™, the time, and his initials. Crew
members copying the order must then acknowledge
by repeating “*Complete’ and the time.

ILLINOIS CENTRAL GULF RAILROAD
RULES AND INSTRUCTIONS
GOVERNING TRAIN HANDLING
AND OPERATION
OF
AlIR BRAKE, OTHER PNEUMATIC
EQUIPMENT AND STEAM HEAT CN LOCOMOTIVES
AND CARS

These rules govern the railroads operated by the Hlinois Central Gulf Railroad

They take effect Jan. 1, 1980 superseding all previous rules and instructions
inconsistent therewith.

Special instructions may be issued by proper authority.

J. €. Mantin
Sr. Vice President — Operations

P. C. SWITCH RECOVERY INFORMATION

Rule 23.2 (b) Units with Train
Recovery from Emergericy
26L — Move throttle to idie
Place automatic brake valve handle in emergency
position, wait 60-70 seconds and move handle to running
position.

INDEPENDENT BRAKE VALVE OPERATION

RAule 38.3 The SA26 independent Brake Valve is self-lapping. it is mounted on
the front of the Automatic Brake Valve Pipe Bracket. The brake valve
handle has two positions; namely Release Position at the extreme
ieft end of the quadrant and Full Appiication Position at the extreme
right end of the quadrant. From Release to Full Application Position
is an apptication zone and the further the handie is moved ta the ri?ht
into this zone, the greater the application will be until a full
application: is obtained at the extreme right end of handie movement.

(a) Depression of the independent Brake Vaive Handle in Relsase
position will effect the release of any automatic brake
application on the locomotive. Depression of the independent
Brake Vaive Handie with it somewhere in the application zone
will release an- automatic application only 1o the value
corresponding to the position of the handle in the application
zone. . -

(b} Wher: applying the locomotive brake with the SA-26 Indepen-
dent Brake Valve, move the handle to the right (fullindependent
application—exireme right), and when_reieasing, move the
handie to the left. The Brake Vaive, being seli-lapping, will lap
off automatically at any point in the application zons when the
handie movement has been stopped. : )
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Rule 208.9 When an smergency application is to be initisted by the engineer,
Or is initiated by action othar than the automatic brake valve:

(a) Immed.atsly place the automatic brake vaive in amergency
position.

{b) Movs the throttie to idie.

(c) Reguiste the independent brake cylinder pressure 1o
maintain the maximum pressure without sliding the wheels.

EXCEPTION: iftrain is in a slack stretched condition, particular-
with long overhang cars at the head cnd of the
train when an undesired emergency occurs,
prevent the locomotive brakes from applying to
reduce butf forces at the head end.

209. USE OF THE INDEPENDENT BRAKE VALVE — GENERAL

fule 209. Probably no element of braking can create train shock conditions
more savere than the improper use of the independent brake. The
proper use of the independent brake will not proguce rough slack
action or slide wheels.

Normally, freight train slow downs and/or stops must be made
with the automatic train brake and/or the dynamic brake.

EXCEPTION: When slowing or stopping a train with the slack
bunched (dynamic brake not avaitable), and when
spéed, train make-up, grade or other conditions
permit, the locomotive independent brake may be
:!lo':ved to apply in conjunction with the automatic

rake.

When necessary 10 reiease the independent brake or reduce
brake cylinder pressure for any reason with train brakes applied,
depressthe handle of the independent brake vaive. If the handie is
depressed while in the application zone, the brake cylinder
pressure will be reduced to the pressure corresponding to the
position of the independent brake valve handie in the application
2one {Applies only to 24RL and 26L brake equipment). With 6BL
equipment, the independent brake valve handie must be moved to
full release position and depressed to make any release of the
independent brake.

When operating a multiple unit locomotive consist and it is
desired to prevent the locomotive brake from applying during an
automatic brake application, the independent brake valve handle
must be depressad in release position for at ieast 4 seconds per
unit for sach unit in the consist. : Coe
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MISSISSIFP] DIVISION OFFTCERS

K. D. GRANBERRY, JR., Supevistendent ................. Vickchurg
L. R STEARNS, Terminal Superidendent...............New Orleans
H. L. CRADDOCK, Assistant Supurimionden................ Vicksburg
3. A PAVL, Astitant Superintendent. ..., Jokaon
A. L. PHIPPS, Senior Trainmbster.............. oo Ntw Orloans
J. D DUFF, Tralnmaser . ....coovvcricminnnmmeions - SO0
T. 1. BENNETYT, Tralnmamter .......c.mwimiminmen. . jockoon
C. D HARMON, Trainmastor. ......o.o.isiniisrenimeninns. Vichaburg
F. A BLKINS, IR, Trainmaster ..., MeComb
] C PREEDMAN, Treltanaster.........oconcironnonnn. Baton Rovge
R D JOBE, Traameser ..o Boton Rouge
D. . WHITCHURCH, Trainmaster-Trav.-Engy. ... Baton Rouge
L. ] CLINE, Trainmamer.........cccconimermmernionnnnn o Orloans
B IVEY, Ascimtant Tradnmanier .......conienmos, DoONSEr Clty
W. A. EASTMAN, Assistant Trainmastor............cccnaine . MoNIOR
S. G ESTESS, Amivant Tralnmastor ..o Jickaon
J. D. ROSE, Assistant Tralnmnaster .. ..ooovrinonnmnonn fRCKSON
b L. WILLINGHAM, Awmistant Tssinmastes ............. Brookhaven
D. A BELL, Asdnant Tro/ amaster....oerinimenes ¥MtCotab
G. W. ROSS, Amisten! Tralnmaster ........cooovee. Baton Rouge
W 1. LANDRY, JR, Amistant Trainmaster.........c....... Gelsmar
§. P. LENOIR, Asintant Traintsster ..o v Gelsmar
L E PHELPS, Amirtant Trainmester ... Roterve
W. 5. STANDBERRY, Amiztant Tralnmanter ... Cood Hope
D. J. DURAND, Andstant Traloumamer............onniiienn Nogaluse
J. J KING, Assistani Trainmaster.......ccoooecrivineenNoW Otloans
W E. ANDERSON, Traveling Engineet ......o.....cee Vickibrrg
D. A. DIESTELMEIER, Traveling Enginear ................. Jackson

SPEED TABLE
This is net for suthorized spsed, but for information oaly.

Seconds ik Ssoor s Miles
Pos Mile Por Hous Por Mille ‘Pt Hogs

HRBEEEES
SIIITEE
£

llinois Central
Gulf Railroad

Mississippi Division

TIMETABLE: No.

Effective 12:01 A.M.
SUNDAY OCTOBER 25,1081

Dated Aprtl 20, 198

FOR THE GOVERNMENY OF EMPLOVES ONLY

1. £. MOASS, Superintendent. Traasportation

Supervoding Miselssippl Division Timetabls No, 2

I 8. MALL, Vice President and Chiel Transportation Officer
K. K. OSTERDOCK, Asistant Vios President-Transportation

|

AL SRR A T i s s s e

o h A

Bt B




B0 : ; b
mmm’w‘mwpmm-%“‘__ o . L e = B LT vy enbibi L . By

Hodo 4

-71- APPENDIX C

Southward McCOMB DISTRICT Northward 3 n
FINST CLAS TIMETABLE |

51 59 Etlective 58 50
Chy of

Oclober 28, 108} ] 3
| ew Ol | STATIONS tis, Crinen -

Dudy Duily ' -
wornnnnnned L SCTPM TLe Q02AME .| .. [ 0ed Hq(ﬁhll 10041 AQAAZPM | A 1120PW
504 f0o8 o[ | oomT chTl': YARD | HOR S 437 4

208 ....4....‘.‘.F‘IRN:';V’OOD ..... VO 1 1 1N TN
SRSTUIUURPTORTUTIITY PYPTPRIOTVRTRVITITY PYTTOTOROUVRURRTTe ENNRI BN I LY ) ..»..‘......‘.4.‘mc£«l?LM ...... RS 1 I ST

i

aeal L 0

Mt Pagse

»d

—
an—35 Forg
w4 U

LIRS R At hdy
I Y P Y Y TP ST TN
R L T N TN L g
L T T T T LT R R Y R PR Tt YN S PY TR NP AN TR

.
VI LITOTRTI EYYTTENY RET I I virbarerniaeia s Srerintitaratsrer et . o . CHATAWA ] #80 T D TR I I T ey

I ST TR PR TR P I

T K TT NI L TI I T T TIIr ITTLTITITTIVICUPIOTON A 1<) SOOI 1 ) | 7, Psspvepmi B . X 1 AR PN Y ETTTT T

51
g20 1022 e8| %00 xl:hrrnroon 812 419 108¢

LTI ST ERR L LINTT

B T I e T LT L R T T PR YA LI RNE Y

L N N NN AR L LT T AT TIRE R N T P DA R FR PSS v n?o l--h----ln---nu-’Llikstn"I'-ll ------------ 753 dldbardidabieand bd kY e
o SIMG] T8 B40B | ... CROBELAND.........] I8 i

L
B 42 10 34 8RS AMITE | 68 407 0¥

e mnnrsHDmc.&: LT Y IRV
SPRPPISTROIN ITRTIRTSUTION EOTOORPRTPRI B B340 e TICREAW ] 388 Lo e d e s
404 31083 wal T w0 u.....»..,...‘un.h‘tgeono.u.‘.......m 53] a283 10 18
] 804 1068 ms| ol 08| 346 1012 o

I T

Avakda iR e e

susarevitirarseniind bt das ianibarase trarinind Ciaibarnerens Crarnsanbtnarianiaresdd ks aieninypiddrrbiad

Tetisiraraiarrgtatiangg

epyesyer I EEREERER

R T I R PP NY Y AR RE PR PR SLILITY]

Jesdniriaaseranrbnraead siacntaarasnigerInrage

44
e s e e R 11 >.....PONC}!3:UULA.“..,..‘.. [ X RO
etvenrebarann i} seisiasntesnteensent ] sersninenieennra] W8] ITON BTESL . MaNCHAL L ] 078

atrisbarantrnrrtneniord snnnvardbasraberirarncl roerir conrvrenirsiinn

140y, 1)
b verermsrerasn e stniessesnnei s s o) K03 107 | 5676 n*e;u‘l,nt BAT| civvnrnnninrresrens) rernvessrerinnenseniesd crin s
:
2 448 1129 : 58 e SR e ] 107 318 234 e e e

NS L3128M | L SAPM [
Dasly Daily

Southward NEW ORLEANS DISTRICT Northward

FIRST CLASS I u:g?m FIRST CLASS

Eltectiv
TR ottt | 158 T80 T 106

S0 s o { e Sy STATIONS tow Srimen | WEX LA

LTORR Y
Thun ) Dally Daity

e d L O S PMIL 15 32 AM] . | .. | 9008 | mu.%im ...... o] 118 TABVZENE [A G 1 PM Loervorrmimrern oo
it it gstatessrriengasieersenn v oo P B L JBENAER L iind TRE cciiiiisrersstsd e risnnsvrrancaisndbertasarveneves sighriassanerisis
N N Y 190 Lot Jowa e mari¥arD o f 20 s07 S 2 O A
e LTITOM] 703 vias ... [ose]oo kast BADGE .| 30| 304 024 |A208PM
coneenf ATZOPM] 70T [A1148AM] . | looso ... sonrurONT T .od 37 [L002PM | 021 [LzOOPM

33
CEERTRRRITIARY SRR T LI NTNTIT Y “raapu T I Y Y T TN prriinn ’l“ -4......,:.‘“..3” muu....u--.m-. DL T T 2T Y PRTETY L°°| m artparnrarnaarn i bassibadattionn

TO BE GOVERNED BY RULES AND TiME TABLE OF NEW ORLEANS (NION PASSENGEN TERAMINAL

LW T RS SN AT T

2
veornmsna]  AGOOPM 1 A 1132 AM ma...‘,‘..4‘.0:1;;‘:&;}c'r.....,..

N

LTI I

TR TTRRINTIN

:
evsrrsenecd A B 1OPM Lo JA 12 wml ....... L L bW ORLEANS ........| 00 [L2SEPM ...

I

1";‘} ' & m Pt qedibibrts

R e

0 f Eug

by
1

-

A ORI e T3 e




hu

ot ek aaer e b o g b S AT NS AT - TR, MU ASK TR A B e g ey TR T ATEARAER TR R S T e A A e oy Ay R £ B e IV
" VL - WAL PR Y

APPENDIX C

RTINS ¥ 0NN A AN A A T TNy M VO SO Sk R ST T = YL S T

Southward

BATON ROUGK DISTRICT

Northward

TIMETABLE
NO. 3
Elfective
fdotober 15, 198!

STATIONS

I LI I L L P R T YL IRT LY RY PR N}

e

P L L LI LI T TSR PY I YT RIT I P YT P TRTRR VY IRTPOTS

I I L L R T PR PR P PP TA P PR T IR Y PY ST IN Y

R T R N Ty R P N T L T P A Y Y T TP ]

I I L P T P P PR T T P PR R PP TPy T

N N L Ty T L Ty PR R R R PR PR P RTY T

L R T R T TSy PR PR YRR IS Y T Y PR Y

D T L R R T T R PR PR TR PR RN T Y AR AT AR LT}

L R N R T Y R T PR IR FEEIT TSN AT

LRI

R N R TR T R A AR A L

LR P I T T TSTTIT IR ]

L E R TR R P

L R R PP PR L T T TY PR TR PYT R

L R L T R T T L T P R T P e e

LR Ry T R e Y Y ST PL IR

ETTY T T

LR R T T T TR T R ST T TR LTSI

Arrareinssrenardia-

L R N N T Ty PR TY R T NTT)

R R Ny N Y YR PR T P DY PR TTY R TY

IR e R PR R T T T T TR AT FL Y]

LR Ry Ty ey T P T T A YTy PR T PRy P PY

B R ek TR AN IR AP RG BAAANRE

MAERRE srebarardbabey

mirerrandnganiiear rradsininrpaen

LT TR T P T P R TSI R R PR TP RY P T

T R P T Y R PP PR PR F P I TP P T PO YR

Covoerrn NORTH -;\ron ROVGE v,
recrasseerisr BATON YOUGE 1T e
[]
v e omvnrinrn BATON ROUGE oo,
...“..............umvlusm
SRR 1 & cmm..,.“.._
e eendGLIY cmmn N
B i, ca‘nsmn
nvm:ssmh..‘.‘.,...,.‘
e e CONVERY e e o
80
30
e e - LUTCHER .
08
82
10
4...‘..........H,......‘CJ\I\YG\"!LL!Z "
e eveerenine o oo RESERVE .
Y]
veorentrereenirneo. WALTER
06

IR I PP YRS TP

TP TN TI TERA TIPS

avvirensmnon WA PLACE
5

oo SELLERS .
i§

Fresmnasa

T ]

e sein

,..‘...‘.om.uns [T/ S

—
L R A L T F Y N TY RS RY S T IS
L L T T PR TR TI TR T TSRS TR T T TIN
S L N T I T P T NI T)
SR N T N T R R P T TR FRY YR YA
LRI R P T Ty TRy FE R TR Y Y PR T SRR T R T TY PRI
CE Ry T L T TN TP Y P
A b et b E LA E R i ha s p i pi e T T Y Y PRy P TP
LR Ly L Ny R I Y R L Ty BTy PRy PP P TR P P PP
L Ty R T Ry TR T PR T TR B
R TR T Py T TN TR P TR R Y PN Y PP RT T Y PR PP R TR II
AR R e T T RS TS
48 NN P R e R A R R R LR AR AR
B T T R R R Ty T O T T TR P PR PP T
LR R T L D S TR T PRSP TY PTSF RTINS
LR R T Ly Ty Y P R T Y P P T Y PR T PR PP
BRI T E TR R I R LI LS
ORISR P PY YT IITTY LT I E R T E TP TR PR RO PP TP
A R R Ry P YR Ny PP L TR TRENTT)
P T R R T T Y AN |

R T R R T P T T T TS T T T

R L N R Py R PR T TI O PR YR IR PTITYY
B T L T I Y Ty P T T T TR ST Y TR R T YR FTOT]

R R T N P A R N T T FE TR N PR R

T e N T P PR Y T Y F NPT PR T YR TR E P T PR N

Westward

HAMMOND DISTRICY

Eastward

TIMETABLE
NO. 3
Eficctive
October £3, 108}

STATIONS

L R T Y Y P PRI I PY PR PRI RETYS TN FRTSTEPEY B

LR R N E P T T Y Y FYT TS FYPTPEYRTTATYPYINY R FYRYSRY I

LRy R R R Y P R R I Y PR YR Y Iy
L Ty P R T LY e I AR R I Lt L]
R Ty T L Y Ty T Py P FY YA R ARV Y]

L R Ty I T L AT P T A )

L R TPy Py T T R LY LT T PR PPy P

4]
- ..............“.I)l'.NlMM S?IINGS Y
R T i lHAhlP PPN
nopaion s BATON ROUGE FOT. oo

00
T4
168
ne
"7
@s

THdrdaurattigan N N R P YR PR T T YRR
L L R T I N PR P P RN T TR LR L)
AR Ty N T R T SR SRR RET YY)
AL L R L T L R T R R RN TN TR
SaaA AL L L L R RN R IR R R R PY PR ET LT

AL LI R e e LN Y P Y PN T T FE RPN

L T Ty Yy Y Y T T LT Ty P P S IO TR TR R I I IL)




APPENDIX C

SPECIAL INSTRUCTIONS

101, Speed

restrictions:
which may require lower speed.

: Speeds shown are maximum suthorized between points named but do not modify any rule or special instructions

TERRITORY OR LOCATION

TERRITORY OR LOCATION

Parvrnges
Trtrns

Froight
Teawns

MUes For How

Between:

ynthia
Cynthis and Nocth Jackson
*Canton and Skip

Skip and Southpat Jet.

MP Jct. and Orleans ct.

Beion Rouge Jct. and Hammond

Slaughter and Zee

Wanile and Side

North Slidell ard
Moving against current of traffic.
*Trains consisting of all TOFC squipment

101(a). Lower Speeds:

Diverging routes, through cromovers, junctions
and siding switches:
No. 20 crosovers and turn outs:

rarttrirrrrsgarininrenl

EERRSBES58BRB8BE

Ofiver, end of two tracks
No. 13 cromovers and turnouts:

Freight Yard (Shrevepost District)

cromover
Baton Rouge jet. (Hammond District)
turnout east end of Wye
Mile 388.2, (Baton Rouge District)
through turnouts
North and South Manchac, esch: end of siding
Frenier—Each end of
Orleans Jct.—Switch to Baton Rouge District
Orleans Jet.—South crosover interlocking
Mays Yard—Lead switch Mile 903.6, North
of Little Farms crossing
Mays Yard—North end cromover to north main

track
Mays Yard—North end cromover switches south
main track
Southport Jet.--North end long crossover.
Through turn outs at spring switches unless other
wise authorized
Through tum outs at following spring switches:
—Spring Street Jct.. east end two main
tracks, west end two main tracks and Mile 165.3
On straight track at spring switches when springing
points.
Through turn outs at other locations

40

8

B BRR B B BBERRI

40

—
(=]

B BB R B mreRRR

i
7
r

rerrnd

111 (¢). Defective Equipment Detectors:

Detector Centers have radio communic.tion with trains passing
defective equipment detectors st the following Jocations:

Locations

YAZOO DISTRICT
Bentonia (Mile M-192.62)

CANTON DISTRICT
Hatlehurst (Mile 764.52)

MCCOMB DISTRICT
Arcols (Mile 839.72)
Manchac (MP 869)

HAMMOND DISTRICT
kockhart (Mile LZ-17.16)

BATON ROUGE DISTRICT
Burtville (Mile L-374.95}
Belnont (Mile L-408.77)

MERIDIAN DISTRICT
Clar {(Mile VM-84.70)
Bolton (| VM-11205)

SHREVEPORT DISTRICT

Bee Bayou (Mile VD-47.16)

Simsboro (Mile VD-110.54)

’

Chicago
Chicago

Chicsgo

Chicago
Chicsgo

Chicago

Chicago

Detector Center

1. When s defect is detected, the Detector Center will notify the

train to stop.




APPENDIX C

SPECIAL NSTRUCTIONS

1208. SWITCHING RESTRICTION FOR HAZARDOUS
MATERIAL

Loaded placarded cars con “EXPLOSIVES A”, “EXPLO-
SIVES B', “POISONOUS GaS'™. “ MMABLE GAS”, “RADIO-
ACTIVE MATERIAL" and all flat cars carrying placarded trailers or
containers are restricted as follows:

A. Must pot be humpad, kicked or allowed to roll free,

B. Must a2t be coupled to another car with more force than neces-
sary to make the coupling,

C. Other free rollisig cars must not be allowed to couple directly to
these rastricted cars.

Switch lists provided switching crews must clearly indicate the
presence of cars. At the inning of each :ﬁm. switching
crews must determine her or not any of cars are first out
on each track to be swiiched Before humping, kicking or allewing
any car to toll free onto & track having a restricted car first out, &
non-restricted car must be shoved to o coupling with the restricted
Car.
During switc}u'n? operations, cars placarded “EXPLOSIVES A™
must be ated fromn the engine by at least one (1) non-placarded
car. Cars placarded “EXPLOSIVES A" must be placed 30 they will
be safe from all probable danger of fire. They must not be placed
under a bridge or overhead highway crossing. nor in or along side of
passenger shed or station, except for loading or unloading purposes.
At specific locations, these instructions may be modified by Super-
intendent’s Bulletin Order.
1209. Federal Regulations require that the train crew must have &
document indicating the position in the train of each loaded placerd-
ed car contajnin ous materials, except when the pasition is
chinged or the placarded car is placed in the train by a member of
the train crew. A train consist may be used to meet this requirement.
Conductors will notify their engineer when placarded cars are in
the train and advise him of their position in the train.
When placarded cars are picked up st intermediste points, con-
&ﬂ&wﬂlnﬁly&eﬁmﬁm“ﬁv&h@ of their position in
'l'bele- uirements sre in addition to the “Notice of Cars Con-
taining Explosives A or Poisonous Cas”, Form F-0310.

1210. HANDLING GUIDELINES FOR ACCIDENT INCIDENT
~TRAIN CREWS HANDLING
1. Notify Trains Despatcher {or other proper officer) immediately
by radio or telephone.
2 %e;nine from: waybills and train consist the commodities in-

ved.

. If Hazardous Materials are involved, advise the Train Dispatch-
er of these commadities first and inform him if they ere leaking
or if a fire s involved in the accident.

. 1f “CLASS A POISON" is involved, potify other crew members
10 stay clesr of sccident and await crrivn‘d qualified response
trouble shooters; KEEP ALL SPECTATORS AWAY.

. If fire or spill of Hazardous Materials pose a threat to vearby
residents, train crew must alert residents to evacuste the area
immediately. .

. Conducto: ‘must be available 10 sdvise ency resporse
z:r:e ‘g]zr; & Police, et:-') conceming contents d‘em p:-ni;fdved

copy of emergency response data, ted at
end of train consist, if available.

. wcuﬂw&mmmnbn:lrﬂnmd ‘:c;furnhhmynwe-my

orma it may Tequest: emerge response

forces until relieved of the responsibility by d:? r:u:wmd trans-
portation officer at the scene. - :

= e O

. 1210, (Continued)
: EMERGENCY TELEPHONE NUMBERS

linois Central Gulf Railroad
Superintendent—Trausportation
(312) 565-1600 Ext. 2726

Bureau of Explmives
Washington, D C.
{202) 293-4048

CHEMTREC
Washington. DC.
(800, 424-8300

The Communicator at CHEMTREC will.
1 Receive details on the situation
2. Furnish CHEMCARD information on action tc take (i.e. stay
away, evaruate, fire control, etc.)
3 1§ additional assistance is required he will contact member com.
pany or subscriber nearest scene of sccident who will handle
direct with caller 1o best resolve specific problems

1211. HYDROCYANIC ACID FLAMMABLE POISONOUS GAS
The following instructions will apply te tank cars loaded with Hy.
drocyanic Acid (HCN), or an empty HCN Tank Car.

HAZARDS:
HCN is extremely hazardous by inhalation, by contact with the
skin. and by ingestion Exposure to excessive concentration of va-
por may result in instantaneous loss of conciousness and death
without wamiag In the event of a spill or Jeak of the liquid mate-
ris), the area should be roped off and warning signs posted until
decontamination has been completed by trained personnel.

Although HCN has a characteristic sweetish odor, like bitter al-
mond, its toxic action 5t hazardous concantrations i 30 rapid that it
is of no value as a warning

SPECIAL PRECAUTIONS:

in the event of derailment, or other suspected leahtof an HCN
tank car, the wind direction should be determined before an ap-
proach to the car is made, and the car should be approached from
the upwind side Al persons should by kept ¢wav from the car
Police and fire-fighting forces should be instructed in the hazards
of the lading 1f the car ss actually involved 1n a fire or if u s
burning at the dome or from any other possible leak, it should be
permitted 1o continue burning If the car is not actually involved
in a fire, IT MUST BE LEFT ALONE PENDING THE SHIP.
PER'S INSTRUCTIONS. A derailed HCN tank car shall not be
rerailed. rigged for hoisting by crane, or other work done on it
except as instructed by the shippes. It i3 most important that no
flame cutting, welding or other hot work be performed on the car
u;nelil the shipper’s authorization is given by huis representative at
the scene.

NOTIFICATION:

In the event of wreck, derailment, leakage, or cther problem in-
welving nCHCN tank car, cull the following number:

800-424-9306
SWITCHING:
Neither loaded or 2mpty HCN cars may be cut off while in mo-

tion No car moving under its own momenturm: shall be allowed to
strike either a Joaded or empty HCN car.
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1212. When it is necerary for the conductor and other members of
the crew to move to therL-d end of the train leaving the cabnose
unoccupied, a member of the crew must have the waybill: in his
possession at all times.

Should there be & derailment involving hazardous materisl the
waybills will be seadily available to authorities for questions concern-
ing the consist of the train.

1213. In order to provide on-board emergency information about
hazsrdous materials, a y of the Bureau of Explosives Book
“Emergency Handling of Hazardous Materials in Surface Transpor-
tation™ is being provided in each caboose. The book is in a metal
container necuredp:o the caboose wall above the conductor’s desk and
the container lid sealed with a car seal.

In the event of an incident involving hazardous materials, the con-
ductor will provide on-scene emergency service personnel with the
guidebook and an billing and consist information & propriate. Train
erews are not expected to familiarize themselves with the contents of
the guidebook, no to become directly involved in handling hazard-
ous materials incidents. The car seal must not be hroken nor the book
remgved except under cireumstances involving hazardous materials
incidents.

Because of the importance of the cfuides. any found missing from
its container must be reported in order that it may be replaced.

It must be understood that the seal is to be broken and book re-
moved only when hazardous materials incidents are invoived Em-
ployes breaking the seal or removing the books at other times will
subject to discipline.

APPENDIX C
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APPENDIX D
EXCERPTS FROM ILLINCIS CENTRAL GULF MICROWAVE RADIO TAPE

5:121353  Conductor ~ B5till moving?
I. L. Robiason

Unknowm ° - Yeaah

Robinson ~ Wall, we're coming to & stop - ~ - one of them bad holes.

Unknown (unintelligible)
Unknown = « « them care explode?

5:12:54 Robivaon « 1 sea ft. Call the dispatcher.

Unknown - {(unintelligible)

Engineer « G-8«two to Mays Yurd. Emergency!
E.P. Robertson

5:14:12 Robertson - G=§~two to Mays Yard. Come on in there, Mays Yard!

,
e
g
by
.J
&
1
9

TN

Roberteton -~ C-S-two to Mays Yard!
5:14:35 - - (Loud buzz)
- = {Loud buzz)

Dispatcher -~ Hsmmond Digtrict dispatcher, over,

5:14:50 Robertson ~» Hammond Digtrict dispatcher, this 1s G-S-two.
Look, we got & mess down here. The whole world's on fire.
Somewhere between Hammond and Baton Rouge. I can't -,
Lat me, let me get xight back to ya' and tell ya' cumctly
where we ara. Hang on just a second.

Dispatcher -~ Alright.

5115:00 Robertson ~ We'rs at Doyle, Miseissippl. Doyle, Miss -, I mean Doyle,
' louieiana., Doyle, loutfaiava. We've got & mess back there,

5:15:10 Digpatcher =~ Your train’s on fire, 4s that it?

We are on fire. We're on fira. Wa've turned 'em over
and the whole world's on fire hack there.

Robertson

3115114 Robinmon

1

They's 4 explowion. The cars = up five bundred faat
in the air. J
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5:49:39 Robertson - Have you got an ordar for us, Baton Rouge!?

%ﬁ 3:149:43 Klibert - Yes, I have a train order for yov,
-i— 3:49:45  Robertson - Alright, give it to me.
5\ 5:49:47 Klibert - Train ovder numher seven, S-E~-V-E-N. To C and L Extra

oine y-six twenty-nine, nine six two nine, East, E-A-S-T,
At lioyle, D-0-Y-1-E, by radio, periud.

5:50:27  Robertson - Alright.

Klibert

Crder number three, T-B~-R-E-E, 1s annulled

5:50:42  Robertson - Alright.

Klibert -~ figned J-E-M

5152:00 Robertson Alright, Order number seven, C and E Extra nine six two nine

via Radic at Doyle, Order number three is annulled. Signed
J=E-M.

5:51:10  Klibert - T.at order is

Extra ninety-six twenty-nine kEnst at Doyle
by radio.

O VAL TR e
TR A

5:51:18  Robarteon - Ninety-six twenty-nise at Doyle via radio.
5:52:23  Kltbert -

IR kel N

Alright, I need your naue and the conductor's name, eir.

ki e - S

5:51:27 Robertson -~ E-p Robertuon, engineer.

1-L Rotinson, R-0~B-1-N-S-0--N,
conductor.

5:51:39 Klibert - Your initials?

Robertsen -~ E-p R~0«B-E~R-T-5-0-N, engineer,

I-L R~OnBeluB (N
R=0~B~) =N-S-N-N, conductor

5:52:01 Klfbert - Initiale - ~ -

Roberteon -~ What did you say? I can't hear ya,

Robertson « " Yeah -

5:52:21  Robertson - Alright. Como out of Baton Rouge, Frank.
sanother one 4in juet a second.
Jus¢ a sacond.

He gonna give you
He's just lookin' at that,

5:52:34  Klibert - Baton Rouge operator to the Extra Ninety-six twenty-nine
Eapt, ovar.

R A A S A T

5:32:39  Robertson - Thet 4a Ninety-six twenty-nine east.

5152:42  Klibert = Alrighty, maka that order complete st five fifty-one

A-M. W-l1-8

3:32:51  Robertson -~ Five fifty-one W~I-S., Thank you,
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6:30:39

6:30:46

6:30:58

6:31:16

6:31:21

Superintendsnt

J. A. Paul
Unknown

Urn.known.
Untnewm
Paul
Mays
Operator

Paul

Unknown
Unknown
Paul
Robertsun
Paul
Robertson
Paul
Robertson

Paul

n

~78-

I-C~G Car Two to Mays Operator.
That's right

(unintelligible)
(unintelligible)

1'll be out of Car two. If you need me to relay anything
to me, now we're here at Hammond on the big radio,

Alright. Have you heard anything else. Is the fire still
burning?

I haven't heard anything, vet. 1 just walked irto the depot
here. All I know is what I heard before I left and what I
heard on the radio.

Alright, = =-.

{(unintelligible)

Bamupond depot to head end of G-C-~two, Peyton Robertson, over.
Alright, Jimmie

Where you'all at, Peyton.

Powatewn Doyle.

Doyle? Okay, slright.

I'm at the east end of Doyle woodyard

At the woodyard? Okay.

T T G R IR kst o

g
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APPENDIX K

ASSOCIATION OF AMERICAN RAILROAD'S INSTRUCTIONS FOR
MOUNTING BRAKE PIPE HOSE

Assbisation of American Railroads

INSTRUCTIONS FOR MOUNTING NEW BRAKE PIPE
HOSE OTHER THAN ARMORED TYPE

Kexdard
AzorTen, iM8; Revigso, 1958, 1966, 1967

(1) New hose before being mounted shall have the inside lining in.
specied for defects by sighting through the hose into a 150-watt frosted
i n mouating hose, A.A R, Standard cement per Specifi-
cation L{-923 shall be used 83 u lubricant snd applied 10 Bttings ; alo,
sparingly, to inner yube. Coupling and nipple should be forced into hose up
to the shoulder on these parts. In applying clumps, care should be taken to
place them about midway between the raised portion on the fittings aad end
of hose in accordance with Manual Page E-51. With holt eype clamps,
the boit should be inserted and nut drawn to a secure and unijorm degree
of tightness. In 80 doing, care must he used not 1o damage the hose. Non
bolt type clamps must be anplied and clamped in accordance with many-
facturer's instructions per clamping roachine,

(2)  Hose clamping machines must be operated, tested and maintained
in sccordance with manufaciurer’s instractions, B-1 Hese Clamping
Machine 2« per Descriptive Laafies No. 2416-1.

{3) Reclaimed couplings must by clesned, inspected, puged, and tested
on standard testing device (Manual pages B3, B-70). Paragraph 6 pro-
vides for an alternate method of testing couplings afier mounting on
wew hose

4) 1ipples should be examined, threads cleancd and rethreaded if
necessary. Shank end of nipple must have sharp edges removed and rajsed
portions mnde smooth without defacing contour of that part of casting . If
shank end of aipple is excessively corroded, it must be scrapped.  Shank
end of reclairied nipples wiuat be checked with shank gage us outlined on
Manua! page B-S0A.

(5) The word TGP cast on mipple must be applied to the hose as
shown o+ Manual Page E-$I.

(6) Biake pipe hose assembly, incleding gasket, before being placed
i stock for wrvice, must be tested Ly passing a 1-inch bai through same
end subjecizd to sn an pressure of 70 pounds and 140 pounds, respectively,
while submerged in water. 1t lakage occurs ot the gasker FIOGVE, remove
the gasket and make certri the groove mnft gatkel are clean, snd theu
retest. I the beakage persists the coupling sesi be vejected. leakage
occurs os 8 result of poresity of the coupling c.tong, the coupling must be
rejected. Couphngs and hiose must be Iroe from lrakage.

! "?.,\ f,.:‘:‘"
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APPENDIX F
CHEMICAL MANUFACTURERS ASSOCIATION PROPOSED "GOOD SAMARITAN" LEGISLATION

fode]l legislative Language

To provide legal protection to Good Sawaritans
that asaist in hazardous materials sccidenta,

Section 1 - Notwithstanding any provision of law to the contrary, no person
who provides assistance or afvice in mitigating or attempting to mitigate
the effects of an actual or threatened discharge of hatardous materials, or
in preventing, clsaning up, or disposing of or in attempting to prevent,
clean up or dispose of sny such discharge, shall be subject to eivil liabil-
ities or penaltiec of any type.

Section 2 - The immunities provided in Sactiomn 1 sbove shall not apply to
any person:

(1) whose act or omission caused in wnhole or in part such actual
or threatened discharge and whe would otherwise be licble
therefore, or

(11) who receives compensation other than reimbursement for ocut-
of-pocket expenses for its services in rendering such as-
siatance or advice.

Section 3 » Defini{itions, Az used in this act:

(1)  '"Discharge' shall include leakag:, seepage, or other release,

(i1) '"Hazardous materials” shall include all materisls and sub-
stances which are now or herzafter designated or defined as
hazardous by any state or federsl law or by the regulations
of any state or federal governnant agency,

(344) "pPerson'' shall include &ny individual, psrtnership, corpora~
tion, association, or othar entity,.

-Section 4 - Nothing in Section 1 above shall be construed to limit or
otherwise affect the liability of any person for damages resulting from
such peruon's gross negligence, or from such person's reckless, wanton
or intentional misconduct,






