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Railroad: 

Date: 

Location: 

Kind of accident; 

Trains involved: 

Train numbers: 

Engine n umb e r s: 

Consist: 

Speed: 

Track: 

Operation: 

Weather: 

Time: 

Casualties: 

Cause: 

Chicago, Milwaukee, St. Paul and Pacific 

Sept-mber 15, 1939 

Avery, Idaho 

Rear-end collision 

Passenger 

Passenger Extra 
p50 East 

250 

13 cars 

Standing 

: Passenger 

: 16 

: 251 

: 12 cars 

: 10 m.p.h. 

Single; compound 4 curve to right; 
grade 0.21 percent ascending eastward 

Timetable, train orders, and. automatic 
block system 

Clear 

11:25 p.m. 

180 injured 

Failure to provide proper flag pro
tection for first train and failure 
to control speed of recond train 
properly within subdivision terminal 
because of depending upon a signal 
which displayed a false proceed 
indication. 
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December 6, 1939. 

To the Commission: 

On September 15, 1959, there was a rear-end collision 
betxeeen two passenger trains on the Chicago, Milwaukee, St. 
Paul ano. Pacific Railroad at Avery, Idaho, which resulted in 
the injury of 164 passengers, 2 train-service employees, 3 train 
porters, 9 dining-car employees, and 2 sleeping-car employees. 

Location and Method of Operation 

This accident occurred on that part of the Rocky Mountain 
Division designated as the Fourth Subdivision which extends 
between Avery, Idaho, and Alberton, Montana, a distance of 
100.3 miles. Trains arriving at Avery from the west are operated 
over that part cf the Coast Division designated as the First 
Sub-6!ivision which extends between Plummer Jet. and Avery, Id.aho, 
a distance of 64.4 miles. In the vicinity of the point of acci
dent this is a single-track line over which trains are operated 
by timetable, train orders, and. an automatic block system. The 
accid.ent occurred within yard, limits on the main track at a 
point 750 feet west of the station at Avery. Approaching from 
the west there is a scries of tangents and curves, followed by 
a tangent 824 feet in length, and. then a compound curve to the 
right with a maximum curvature of 4°, which extends 1,091 feet 
to the point of accichcnt and. 496 feet beyond. The grade for 
east-bound trains is generally ascending, being 0.24 percent 
at the point of accident. A yard, track 3,800 feet long, desig
nated, as track No. 1, is located GO the south of and parallel to 
the main track; its cast switch Is located 404 feet west of the 
point of accident; at the time of accident tho east end of a 
cut of 4-0 box cars v/as located on this track at a point about 
600 feet if est of the point of accident. Tho tracks are laid on 
a hillside cut and generally parallel the north bank of the St. 
Joe River. The west yard-limit board is located 6,389 feet west 
of the point of accident. 

Automatic signals 0-8 and 0-0 governing eastward movements 
are located 4,417 and 139 feet, respectively, west of the point 
of accid.ent. Signal 0-8 is located on the south side and signal 
0-0 is located on the north side of the main track. Signal 0-8 
is a 3-position, upper quadrant, semaphore signal, continuously 
lighted., and. is controlled, by a D. C. polarized relay; its 
Indications are: 
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Proceed. Name - Clear signal. 

Proceed preparing to 
stop at next signal. 
Train exceeding medium 
speed must at once re
duce to that speed. 

Stop, then proceed at 
restricted speed. 

Name - Approach signal 

Name - Stop and proceed 
signal. 

Signal 0-0 is a 2-indication, color-light signal, continuously 
lighted, and its indications are: 

Red: 

Yellow; 

Stop then proceed 
at restricted soccd. 

Name - Stop and pro
ceed signal. 

Proceed preparing to 
stop a t next signal. 
Train exceeding medium 
speed must at once re
duce to that speed. Name - Approach signal. 

Rule 93 of the operating rules provides in part as follows 

Within yard limits the main track may be used, 
clearing first-class trains ^hen due to leave 
the last station where time is shown, but not 
less than five minutes. In ca.se of failure to 
clear the main track protection must be given 
as prescribed by Rule 99. * * * the main track 
may be used without protecting against second 
and inferior class, extra trains and engines. 
•Jc -Sc- 4i 

Special Rules provide in part as follows: 

G~93-(A), Within yard limits, trains carrying 
passengers must be protected at all times as 
prescribed by Rule 99. * * * Yard limits will 
be designated by yard limit ooards or by special 
instructions. 

G—93-(B). Trains must approach the passenger 
station at sub-division terminals prepared to 
stop expecting to find other trains occupying 
the main track and move as the way is seen or 
known to be clear. 

http://ca.se
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Fixed signal. A signal of fixed location in
dicating a condition affecting the movement of 
a train or engine. 
Mote. — The definition covers * * * yard limit 
hoards. * * 

Rule 99 of the operating" rules reads in part as follows: 

When a train stops under circumstances in which 
it may be overtaken by another train, the flag
man must go back immediately "aith flagman's sig
nals a sufficient distance to insure full pro
tection placing two torpedoes and when necessary, 
in addition, displaying lighted iurecs. When 
recalled and safety to the train will permit, he 
may return. Wnen the conditions require, ho will 
leave the ,torpcdoee and. a lighted fusee. * * '* 

Rule 505. Block sienals * * G-overn the use of 
blocks, but, unless otherwise provided, do not 
* dispense Toirh the use or observance of other 
signals whenever ana. wherever they may be required. 

Rule 519. After passing a signal displaying a 
proceed, i idacation, the indication of the next 
signal may change to stop ana engineman and. 
trainman must be on the alert to observe it. 

The weather was clear and the sum was shining at the time 
of the accident, which occurred at 11:25 a.m. 

Deccrip tion 

Passenger Extra 250, an east-bound passenger train, con
sisted of one "baggage car, one tourist car, three coaches, one 
dining car, four tourist cars, one dining car, and one observa
tion car, in tho order named, all of all-stool construction, 
hauled, by engine 250, and was in charge of Conductor McAuloy 
and Eng in email Stocking. At Manito, 81.2 miles .vest of Avery, 
the crew received, order Ido. eO, Form 19, reading as follows: 

Eng 250 run passenger extra Ilanito to 
Plummar Jot and Plummor Jet to A"rcry 
haf right over Eoetra 5 0 We?t Plumper 
Jot to St. Maries has i'h_lit over No 
205 Plummer Jet to A/cry and run ahce.d 
of No. 16 Mo.nl to to Plummer Jet and 
Plummer Jet to Avery Wa.it at Plurimcr 
Jet until 8:55 a.m. 

http://Mo.nl
http://Wa.it
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This 'Grain departed, from Manito at 8:52 a.m., according to the 
train sheet, passed St. Maries, 45.4 miles west of Avery, at 
9:59 a.m., stopped at che station at Avery at 11:11 a.m., received 
electric locomotive E-ll in place of steam engine 250, and soon 
thereafter the rear end of this train was struck by No. 16. 

No. 16, an east-bound passenger train, known as the Olympian, 
consisted of one mail-express car, one baggage-express car, two 
coaches, two tourist cars, one dining car, four Pullman sleeping 
cars, and one observation car, in the order named, all of all-
steel construction, hauled by engine 251, and was in charge of 
Conductor Foley and Engineman Berg. This train aeparted from 
Spokane, 106 miles west of Avery, at 8:03 a.m., according to the 
train sheet, 3 minute , late, received order No. 30 at Manito, 
departed from St. Maries a.t 10:10 a.m., 25 minutes late, passed 
signal 0-8, which was displaying a proceed indication, passed 
signal 0-0 displaying a stop-and-proceed Indication, and while 
moving a.t a recorded speed cf 10 milea per hour collided with 
the rear end of Passenger Extra 250. 

The impact drove Passenger Extra 250 ahead a distance of 
5 feet. The rear end of the observation car was badly damaged 
and the body of the car was lifted about 2 foet above the rear 
truck; other cars in che train were but slightly damaged. 

The front end. of engine 251 was considerably d.amaged; the 
air compressor wa.s loosened, and. the headlight was knocked, off. 
Several cars in this train were slightly damaged.. 

The train-service employees injured were the engineman and 
the flagman of No. 16. 

Summary of Evid.ence 

Cond.uctor KcAuley, of Passenger Extra 250, stated that at 
Spokane he gave the train orders GO the flagman and cautioned 
him to be alert in the performance of his duties, as No. 16 
would be following closely. Ord.er No. 30 was received at l-Ianito 
and, after reading it, he gave it to the flagman. The Grain 
stopped on the main track at the station at Avery at 11:11 a.m., 
and a change of motive power was made. He knew that No. 16 was 
due and that Passenger E:>tra 250 should either take siding or 
afford protection. As it was not customary to whistle out a 
flagman in terminals, it was not done in this Instance. On 
previous freight trips the same flagman had worked, with him and 
had performed, his duties satisfactorily; he assumed that the 
flagman would afford protection properly In this instance. 
Conductor McAulcy was enge.gcd. with various duties in and about 
the station and did not observe the approach of No, 16 until 



he re "jHx'rted. from the station restaurant where he had gone to 
announce tho departure of hie train to the passengers who were 
eating; almost immediately afterward No. 10 collided with the 
rear .end of his train, at which time it was 11:25 a.m. He was 
thoroughly familiar with the rules and operating practices in 
effect at this point. He said that it had always been his 
custom no instruct enginemen to recall flagmen at sub-division 
terminals and that the flagman was aware of this custom. He 
did not know what practice was followed by regular crcm, as he 
was an extra conductor. It was his opinion that the flagman 
failed to afford, proper protection. 

Flagman Hall, of Passenger Extra 2"r'<, stated, that he had 
read tho orders ad.dre J.sed. to his train and understood their 
provisions. Knowing that No, 16 would follow' closely, he pro
vided proper flag protection at all intermediate stops; he did. 
not observe the nnpioach of Ho. 16 at any of these points. When 
approaching Avery a 1 m hf ed fusee was dropped, off; after his 
train stopped at the -tatlon, he -went bock with full flagging 
equipment to a point where a clear view of an approaching train 
could, bo had; he remained, there until a short time before the 
accident occurred. As there was no indication of an approaching 
train he started toward the rear of his train, although no 
signal had been given for him to return; he die. not leave either 
torpedoes or a lighted .fusee. 'When at a point about 200 feet 
to the rear of his train, observing tho rapid, approach of No. 16, 
he ran back to where he could be seen by the crew of that train, 
and gave stop signals with the rod flag. At this time No, 16 
was about 8 or 10 car lengths distant, and its speed, was about 
40 miles per hour. He estimated that the speed at the time of 
collision was about 25 miles per hour. He said, that it is the 
practice for flagmen to go back but a short distance to flag in 
sub-division terminals, as they are not recalled unless the 
engineman is specifically instructed to do so. He was a^aro 
that Conductor KcAulcy had so instructed, the engineman in this 
instance, but had walked in toward his train In order not to 
cause delay when it was ready to depart. It was his opinion 
that the fla.g protection he furnished w..s adequate if No. IS 
had been operated in compliance with the provisions of Special 
Rule G-05-(B). 

The statements of other members of the crow of Passenger 
Extra 250 added, no tiling of importtance. 

Engineman Berg, of No. 16, stated that a tornrnal air
brake test was ma.de at Spokane and. a running test alter o.cpartr.re 
and the brakes functioned properly en route. Apparently his 
train had followed Passenger Extra 250 closely for a considerable 
distance, as the block signals were displaying caution indication 
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at a number of places. At St. Karies lie was informed by his 
conductor that Passenger Extra ?50 bad departed from that station 
at 10 a.ir# When approaching1 Avery, at which time the speed was 
42 miles per hour, as indicated on the speed recorder, the dis
tant signal was displaying A proceed indication, which he believ
ed indicated that Passenger Extra 250 had cleared the main track. 
It was 11:24 a.m. when No. 16 passed the west switch, which is 
88 feet east of signal 0-3, and he thought his train would stop 
at Avery about 11:26 a.m. About 10 or 12 car lengths west of the 
east end. of the cars on track No. 1 he made a brake-pipe reduc
tion of about 3 pounds, preparatory to making the station stop 
at Avery, There was scarcely time for the brakes to become 
applied wh^n he observed that the passenger extra was standing 
at the station and its flagman, about 150 feet to its rear, was 
waving a red. flag and running toward No. 16. At the same instant 
he saw that signal 0-0, 169 feel? in the rear of the passenger 
extra, was at stop. At this nolnt No. 16 •ra.s moving about 30 
miles per hour and he made an emergency application of the brakes 
but too late to avert the collision. He estimated that the speed 
of his train at the time Qf collision was 20 miles per hour. He 
was thoroughly familiar with the provisions of Rule 93 of the 
operating rules, and Special Rules 0—08-(A) and. G-93-(B) but 
stateo that ho failed to o.pproach Avery prepared to stop short 
of train, obstruction, or anything that might require the speed 
of a train to bo reduced, because tho block signals indicated 
that the main track was unoccupied and the way was clear. He 
failed, to stop short of signal 0-0, because of receiving a 
proceed, instead of an approach indication at signal 0-8. His 
view ahead was obscured by track curvature and box cars on tra,ck 
No. 1. He said, that had. there been no block signals, he would 
have opera cod his train un^er control in compliance with the yard, 
rules which were a.pplicable at rub-division terminal points. 
Between St, Marie,; -nd. Avery no toroedoos had been exploded, and. 
there was no indica.tion of fusooe burning. The fireman did. not 
give him any warning of anything unusual. He was familiar with 
the loca/cion of signals and general arrangement of the tracks at 
Avery* 

Fireman Boyle, of No. 16, stated that he understood the 
ordei's and knew that Passenger Extra. 250 was running closely 
ahead. The signal at the rest end of Avery yard displayed a 
proceed indication, which led him to believe that the track was 
clear to the station. Ho undarctoofe th.3 provisions of Rule 93 
and specif.1 rules G-3i>~(A.) and G ~ 9 3 - ( 3 ) , As tU* *p«ed of his 
train whutfi {^-rcr.ahing the station trtxt slmilav to that maintained 
by other enginemen for whom he had fired., he was not alarmed, and 
did not think it necessary to caution the engineman in this 
instance. He knew of no engineman having been criticized, on 
account of che speed, at 1 Thich his train was oinera/ccd in Avery 
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yard. He did not pee che flagman, the passenger extra, or the 
indication of signad. 0-0. He corroborated the statements of 
Enginemaen Berg with regard to the brake-pipe reductions and the 
locations at which they uere made. 

Conductor Foley, of No. 16, stated that at St. Maries he 
informed his engineman that Passenger Extra 250 had departed from 
that station about 10 a.m.. and the engineman had said that he 
would, look out for that train. When entering Avery yard, the speed 
was reduced, to about 40 miles per hour, which he considered, safe; 
however, when the engineman d.id. not reduce speed further he went 
to the rear vestioule of the third, car, convenient to the 
conductor's valve, and from the left side-door he was looking for 
indications of the passenger extra, which he thought they might 
overtake. Being questioned, further, he said, the speed of his 
train through the tormina.] was too fknst. He had been instructed, 
that within yard limits block-signal indications couid not be 
construed as superseding restrictions placed ^y rule and tha/c 
the most restrictive rule must apply. It was his opinion that 
he was complying with special rule G~9o-(B) Tehen he placed 
himself in a location convenient to a conductor's valve and In 
position to observe conditions ahead. He felt a service appli
cation of the brakes, which was not released, following •which the 
brakes were applied in emergency at a point about 500 feet west 
of the point of accident; the speed, was reduced to about 20 miles 
per hour a.t tho time of collision. Pie said, that Engineman Berg 
appeared to be in normal condition. 

The statements of Brakeman Ga.no and Baggageman Mott, of 
No. 16, contained no additional information. 

Traveling Engineer I f right stated that the speed-recorder 
tape removed, from engine 251 disclosed that the range of speed 
of No. 16 as it approached. Avery was downward from 45 to 41 miles 
per hour until it reached a point about 500 to GOO feet west of 
the point of collision, where an emergency application of the 
brakes occurred. The recorder speed, at the time of collision was 
about 10 miles per hour. 

Car Foreman Medley stated that the air brakes on No. 16 
were tested under his supervision at Spokane on September 15 andfl 
all brakes were functioning properly; the piston travel on all 
cars wa.s correct. 

Signal Supervisor Allen stated, that he tested signal 0-8 
after the accident and. found that the polar relay lead, wires uere 
attached in such manner that the signal could display "proceed" 
and "stop" indications only; the "caution" indication was elimin
ated. After the proper connections were made, the signal func
tioned, properly. 

http://Ga.no
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Signal Maintainor Leibel stated that signal 0-8 is tho only 
semaphore-type signal which he maintains, and. that the relay 
wiring is somewhat different from that of color-light signals. 
He had. changed relays on signal 0-8 on July 17, 1959, and 
tested it "by pulling the fuse, which caused tho signal to assume 
a "stop and proceed" indication. He knew of no person but him
self having access to the signal case and said that to his 
knowledge no other person had made changes on this signal. It 
is customary to reoort relay changes to the signal supervisor, 
but it is not necessary to report results of signal function tests 
after a change is made. 

Division Superintendent Sorensen stated that a clear signal 
indication at the entrance to a sub-division terminal yard, old 
not authorize non-compliance with special rule G—93-(B), but 
added that; enginemen must observe all signal indications and be 
prepared to obey them. According to his statement, the sub
division terminal extended between the yard-limit boards. 

After the accident a series of .visual testa was conducted 
in which engine 251 was used.. These tests disclosed that if a 
flagman were stationed. 7S9 feet west of the point of accident 
he could be seen distances of 1,251 feet and 1,423 feet, 
respectively, from che right mid left sides of an engine cab. 
Signal 0-0 could be seen by an engineman looking directly ahead 
through the front cab-door window a distance of 761 feet; when 
an engineman was looking ahead from the right side cab window 
it could be seen a distance of 652 feet. 

Observations of the Commission's Inspectors 

The Commission's inspectors were present when signal 0-8 
was testea by making the connections of the wires to the polar 
relay in the manner in which they were found immediately after 
the accident, A track circuit shunt was used and the signal 
displayed a clear indication when it should have displayed an 
approach indication. 

Discussion 

Passenger Extra 250 East arrived at Avery at 11:11 a.m. 
and its rear end was struck by No. 16 at 11:25 a.m, When 
approaching the station the flagman dropped a lighted, fusee, 
and immediately tilt or his train stopped he went back with flag
ging equipment to a/dford fla.g protection. After some time, 
although aware that No. 16 was 'hie, he returned toward the rear 
of his train without having been recalled, and he did not leave 
either a lighted, fusee or torpedoes. He was thoroughly familiar 
with the requirements of the rules which were applicable to 



flagging duties at sub-division terminal station". The conductor 
of the first train stated that the flagman had always performed jfl 
his duties satisfactorily. On this trip he had reminded the 
flagman to watch out for No. 16. The flagman's reason for being 
out a short distance only, when No, 16 arrived was that it is 
not customary to recall flagmen in sub-division terminal stations; 
his train having stood, a.t Avery 14 minutes, he was apprehensive 
of ics departure and desired to avoid d . e l a y ; however, he knew 
that his conductor followed the practice of personally instruct
ing enginemen to recall flagmen at this point. The flagman said 
that he was depending upon No. 16 being operated prepared to stop, 
expecting GO find, other trains ocenipying the main track in uhe 
sub-division terminal, and chat the flag protection he provided 
was adLeouate if this train .bad complied, with the sub-division 
terminal rule. 

No, 13 passed, the T rest yaral-limit board at Avery at a 
recorded seeed of 45 miles per hour; 2,000 feet farther cast It 
passed signal 0-3 displaying a proceed, indication, and at a point 
about 950 feet west of che station at Avery, at which time the 
speed was 41 miles per hour, the en gin er. an ma.de an initial brake— 
pipe reduction of about 8 oound.s preparatory to ^topping at the 
station. As the brakes started to apply, the engineman observed 
that signal 0-0 was displaying a stop indication, Passenger Extra 
250 was standing at the station, and its flagman, about 150 feet 
to its rear, was running toward No. 16 and. waving a red flag. 
The air brakes were immediately applied in emergency, but t o o 
l a t e to avert the collision. 

Both t mains involved, were carrying passengers; under these 
conditions the first train was required by rule to protect ""ully 
within sub-dlvislon terminal limits; the second train wa.s required 
to move within these limits prepared to ston unless the way was 
seen or known to be clear. According to the evidence sub-division 
terminal limits extended, between the vard-limit boards. The 
engineman of No. 16 said that he depended upon the clear indica
tion ol signal 0-8 as Indicating that che way was clear. The 
engineman was familiar with tho rules applicable in sub-division 
terminal U n i t s and. stated, that had there been no signals he 
Tirould have operated his train undei' che provisions of these rules. 
Other members of the crew were not alarmed, at the speed maintained 
through the yard limits, and. the fireman said that It was the ™ 
speed usually maintained by other enginemen for whom he had fired. 
The conductor of No. 16 was familiar with the sub-division termin
al rules. He stationed himaclf at a vestibule door on the left 
side ano1 was not alarmed at the speed being maintained.; this is 
evidenced, by the fact that he did. not pull cither the train-
signal or the conductor's emergency brake valve. 

http://ma.de
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Although the division superintendent stated that block-
signal indications did not authorize non-compliance with the 
rules applicable in sub-division terminal limits, apparently it 
is a practice of long standing;, as evidenced by the testimony, 
for passenger train crows to depend upon block-signal indications 
as information of the way being clear, and of not observing the 
more restrictive requirement of the sub-division terminal rule. 
This practice indicates inadequate instruction and lack of proper 
supervision by operating officials. 

, i 
Tests made subsequent to tho r.ccidcnt disclosed, that signal 

0-8 displayed a false-procced indication for No. 16. On July 17, 
a relay at this signal was replaced and control circuit connec
tions were made in such manner that this signal could not display 
an approach indication but displayed a proceed indication instead. 
If this relay had been wired properly, undoubtedly signal 0—8 
would, have displayed an approach indication and the accident 
probably would have been prevented an the .engineman of No. 16 
was operating in accordance with signal indications instead of 
observing the sub-division terminal rules. 

i 
The engineman of No. 16 said that he was not expe6ting a 

short flag and. the flagman of the paesenrcr extra, said that ho 
was expecting No. 16 to be operated under control. This situa
tion resulted, in each of these employees placing dependence upon 
the rule affecting the other employee, rather than upon the 
proper performance of his own duty. 

Conclusion 

This accident wa.s caused by failure to furnish proper flag 
protection for the first train, and by failure properly to control 
the speed of the second train within sub-division terminal limits 
because of depending upon a signal which displayed a false proceed 
indica.tion. 

Rccommcndat ion 

It is recommended that responsible officials of this rail
road immediately take steps to correct tho conditions disclosed 
by this investigation, which resulted from lack of proper enforce
ment of tho operating rules. 

Respectfully submitted, 

S. N. HILLS, 

Director. 


