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9a October 18, 1917, there was « porailment of a 
• runaway freight train on the Salt take Division of th© 

,>y , Dearer and Rio Grand© Hallway, near Scenic> Utah, result-
V log la the death of one person and tho injury of two per

sons. After investigation of this accident, the Chief 
;;;of the Bureau of Safety reports oa follows* 

• r A } The Salt *ake Division of the Denver and iftio Orande 
' railroad extends between Helper and Qgdeu, Otah, a dis
tance of 166,5 miles. That portion of the road upon 

\ v&ioh this accident occurred la a double-track line* upon 
trhioh trains are operated by the tlme-dnterv&l and dia-

* batching system* no block signals are used. At Soldier 
' Summit, a station 25 olios west of Helper* the track 

, reaches the high point in its peaoage over a ohain of 
mountains, and from this point the track continuously 
descends to Thistle, a station 89*4 miles farther west* 
on a grade which reaches a maximum of two per Cent* At 
Soldier Summit is stationed a force of car inspectors end 
repairmen, Whose duty it is to Inepoot all trains arriving 
there, and adjust broke equipment ao that trains may pro
ceed with safety in their descent of tho hill on either 
Bide of the summit* • 

The train involved in this accident was westbound 
extra 1184* in charge of Conductor Perkina and Engineman 
Btrohsahl* Thia train left Helper at 3 p«m*t with 32 loaded oars and a caboose* hauled by engine ao* 1184, 
assisted by a pusher engine* Tho train arrived at Sol* 
dler Summit at 7*10 p«m.t and there the pusher engine was detaohed and 33 additional loaded oars were added to 
the train for descent of the nil! on tho western aide of 
the summit* After making up the train and subjecting 
tho air brakes to the usual Inspection and teet, the train 
lef^grtdier Summit about 9.10 p*m.* with 45 loaded oars* 
weipiiif 4*00* tone, and a eabooee* Shortly after leav
ing the summit Englneman strohsahl loot control of tho 
brakes* and the speed of the train became so nigh that, 
upon reaching a fl-degree curve about 7 miles welt of the 
aummit* about 9*ES p.m., 57 cars were derailed. The 
Speed of the train at the time of ferailment ia^eatimated 
to have been between 40 and 50 miles per hour* Sight 

*a at tho rear of the train regained on the track, as not involved in the wreck, as it was de~ 
1 0 runaway train end brought under control-



before reaching tbe place of derailment, fae engine waa 
not derailed f it broke away from tbe train, passed aafely 
around tbe curve where tbe wreck occurred* end fan unat
tended (bo tb eaglaemaa and fireman having Jttgped off pre* 
vidua to tba derailment) for a distance of nearly 5,000 
feet before coming to a stop* With tbe tender brake a|$led 
and the reverse lever in back motion, 

" > \ < i * 

Tbe derailment occurred on a' S per dent grade about 
1*600 feet west of lalle post 08&t at a point about $75 feet west of tbe aaat end of a fc-degree curve, 2.777 feet 
long* known as "bores-shoe curve** Approaching the point 
8f derailment from mile post 657, there ia a 6~d agree sftSourve to tbe left about 400 feat long, followed by a 
fent,3,E20 feet long, leading to am degree curve to the eft A50 feet long, following which la a tangent 1,693 
feet long leading to tbe o-degree curve to the right on 
whioh tbe derailment occurred* , $ 

The track at this point ia laid in a cut SO feet deep 
with 60 pound rails, 33 feet lang« and £0 oak ties to the 
rail* The curve has 3 inebca elevation* and tbe rails 
are double spiked on alternate ties* Ail ties on this 
curve nave tie-plates, and each rail baa 4 anti-rail 
creepers, the track is wall ballasted and is maintained 
ia good condition* 

From the point of derailment westward 8G0 feat of tbe 
weatbouad traok waa torn upf 690 feat of tba eastbouad 
track was also demolished, and tbe derailed ears were 
piled up la a tangled mass of wreckage over both tracks 
between tba walla of tbe cut* At tba time of tbe acci
dent eastbouad passenger train So* £ was ascending the 
grade a short distance wast af the point of derailment, 
and it collided with tbe wreckage piled up in tbe cut, 
The speed of tbe train waa oofflparatively low. however, and 
the collision caused only slight damage ta the leading 
eagiae of tba train. At the time of the accident tbe 
weather was clear and cool* 

Eaglaemaa Strohaahl's statement ia that upon arrival 
of bis train at Soldier Sxuamit he made a heavy brake pipe 
reduction, upon signal by the oar „iaspecter* so as to 
test piston travel anOi see if all brakes applied* Be 
bald the brakes applied until be received a signal froa 
an inspector at the rear end of the train, and thea re
leased. After making this teat his engine was cut off 
sad a number of cars were picked up aad added to the 
train! After making up the traia he waa actifled by a 
car inspector that the air waa coupled up, aad be thea 
pumped up brake pipe pressure to 8Q pounds, the pressure 
he usually carries down tbe bill* Be then made a brake 
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pipe reduction of SB pounds, and held tha brakes applied 
for two minutes* until he got a signal to release from 
the roar end of the train* Ho had no difficulty in pump
ing up the required pressure, When the first brake toot 
was being made he noted a brake pip© leakage of about ten 
pounds on the oars while he had hie brake valve on lap; 
on the 'second teat* after the train was mode up( he had his valve on lap for two minutes and noted a leakage of 2 
or 3 pounds per minute. So far as brake pipe leakage 
was concerned he considered the train all right* upon 
leaving Soldier Summit, as aeon as he saw the rear end of 
the train break over the top of tho hill ho made a heavy 
brake pipe reduction, which did not take hold very well, 
and he mode a further reduction of 10 pounds, making a 
total reduction of about thirty pounds on the first appli
cation.- Thia application checked the speed, but he'noted 
considerable leakage, and when the pressure had leaked 
down to 25 pounds he placed the valve in full release 
position and held it there until recharge was maae, when 
ho Immediately raado another application with brake-pipe 
reduction of £0 pounds and placed hia valve on lap and 
called for brakea, as the retainers did not seem to hold 
th© brakes applied v?hen he made tho relaaee and he felt 
that ho had lost control of the train. Ho was then about 
two miles out of the summit, and he told the head brake-
man to got out end set hand brakes. Ho made no further 
reduction, but held his valve on lap until going through 
Scenic (Smiles west of the summit), at which time the 
train was running about 18 miles per hour* and upon noting 
tho gauge he saw that hi a air was all gone* He then 
placed the valve In full release position and reversed 
tho engine, having previously cut out the driver brake* 
Ho then made an emergency application, and as there was 
no reduction in speed he and the fireman loft the engine, 
at a point about one mile east of the point of derailment, 
the speed of the train at the time being between 35 and 40 
miles per hour. After leaving the engine he moved back, 
as soon as he was able, to find the firemen, who preceded 
him in jumping off* He found tho fireman about 15 or 20 
oaro back, and about a minute later he saw tho lights of 
the caboose coming dov/n tho hillf this was 3 or 4 minutes 
after the train passed him subsequent to his leaving 
the engine. He called, and the cabooae was stopped by 
tha conductor and rear brakeman, and ho and the firemen 
were assisted into the cabooae, which then continued its 
descent of tho hill until it reached a point opposite 
tho engine vfoioh wao standing on a lower level, having 
come to rest after breaking away from the train* He 



end the conductor thea made their way down ta the engine 
aad ran it back to where train So* 2 waa standing. He 
was thea exhausted on account of his luxuries, aad they 
helped him off the engine and put him la a coach oa the 
passenger train. He said thet when he made tho first 
brake-pips reductioa after leaving the summit, the train 
waa running about l£ miles per hour, aad be kept the brakes 
applied 4 or 5 minutes before releasing, He made 2 re
ductions oa this application, drawing off 38 pounds pres
sure, and reducing the speed to 3 or 10 miles per hour be
fore releasing* He thought he could have stopped the 
train with the first crake application by going to emer
gency, Oa the second application he reduced brake pipe 
treasure to 30 pounds and it leaked down to 8 pounds before he emergency brake application was made* 

The atatemeat of Conductor Perkias was that bis treia 
arrived at Soldier Summit at 7,10, aad departed about 9,10 
p»m* He had 32 loads Into the summit and picked up 33 
additional loads there, making his train consist of 66 
loaded cars and caboose on leaving the summit. Be in
structed the head brateeman about manipulating the retainers 
and personally noted their position on all but two or three 
ears} with the except"on of those few oars, which he did 
not observe, he was satisfied that all retainers were 
turned up and in proper position before the train left 
tho summit * Upon entering the oabooae as the train was 
pulling out he noted that the air gauge registered 80 
pounds brake pipe pressure. The first brake application 
was made when tite rear end of tr&ia waa ahout 25 or 30 oar 
lengths over the bro^ of ti:o hill, at which time it was 
running E0 or £5 miles per hour. He said it was nothing 
unusual for trains to attain that raie af speed before 
brakes were applied upon leaving tns summit* The first 
brake application reduced the brake-pipe pressure to 60 
pounds aad reduced the speed to ahout & miles per heur( which speed was maintained while th© brakes remained set, 
When brakes were released speed picked up very cuiokly, 
and brake pipe pressure built up only to 70 pounds when 
another reductioa was made, bringing pressure down to 98 
pounds. This brought speed do?m to 10 or 12 miles per 
hour; a further reduction was made, bringing brake pipe 
pressure dovm to 40 pounds, when he and Brakamaa Wilson 
Sterated out to set brakes* The train was thea waning 
between 15 and IS miles per hour* He and the brakemaa 
doubled oa the first two brakes next the caboose, and thea 
singled out. They set brakes until he got to the fourteenth 
or fifteenth car from the oahooae, at Which time the speed 
bad increased to 30 miles per hour, fie lost his brake oluh 
at this point, and becoming convinced that bis efforts were 



useless he started back to tho cabooae, losing his lantern 
while going over a BOX ear, and feolhg compelled to crawl 
on his hands and kneea over four or' five ears before reach
ing the oabooso, as it waa impossible to maintain footing 
on tha swaying ears, due to their high speed* He met the 
brakeman on hie way book, and they made their way to the 
caboose together* Arriving there they looked at the gauge 
and found pressure entirely sane, after which they out the 
caboose off and brought it under control. The caboose 
was out off after It paused the east switch at Scenic, 
with the train running 45 miles per hour* After bringing 
tho caboose under control they continued on down the hill 
until they met the enginezaan and fireman* After picking 
them up they went on until they am the engine standing 
on a lower leve$ where tho track turned back on itself * 
He then assisted Engin^msii Strohaahl across and helped 
him on the engine, after which they backed up towards 
tho wreck to see what damage had been done* to train No* 2* 
Ho Oaid that ishan the train left the summit he was satis* 
fled that it had received proper inspection, and &B th© 
train pulled past him he observed it and did not nocleft 
any excessive brake pipe leakage* He did not ask the 
Oar men at the ouunait about the condition of the trein 
before leaving there. He stated his belief that it is 
dangerous to $o do%& this hill with a train of 66 cars, 
end that the limit should be fixed at 48 or SO cursj h© 
mite "Everybody is afraid of 3B cars dom thot Soldier 
Sumialt hill-" 

tfiraioan Eoicatrom atated that th© first braks appli
cation was mz&e when they were about a islla out of the 
suBBait. Thia slowed the train dom to about ten miles 
par hour. After releasing the brakes the train ran 
about half a mile before the second brake application 
was n«da, and the engineman then whiatlod for brakes end 
tola him to tell the head brakeman to get out aed help 
hold them* He said he looked back and sat? two light a 
on top of the oara at the rear end of tho train, and 
that when the train had run about a mile after the second 
brake application was made the engineman released and 
recharged and put tho brake valve in emergency position. 
Tho engine man coming into Scenic, and the emergency 
application did not seem to do any good* When the second 
application was made tho train was running IS or SO miles 
per hour, and thia application did not reduce th© speed 
any. When going through Scenic they lost all nope of 
being able to control the speed, and about a mile west 
of Scenic ho and the engineman jumped off* The^rala 
at that time v/as running about 35 miles per hour, and 
tho speed M I S steadily increasing. After the engineman 
and conductor recovered the engine1 and backed it up to 



the wree%hey got aim and took aim into the ooaOhes, 
He ia positive that Eagiaeman Strohsahi released tha 
brakes the second time aad endeavored to recharge before 
making the emergency application, There were two re
ductions oa the seooad application* Eta thought the train 
could have beea stopped witj| the first brake application. 

Brakemaa Wilsoa stated that he assisted in picking 
up the loads at the summit, aad after tba train was mad© 
Up be started 48 oars from the rear end and turned up the 
retainers oa all the oars baok to the caboose. He did 
aot see tho retainer* on tho head sad of the train, but 
felt confident that the head brakemaa bad thea ia proper 
position* Se aad the conductor got oa the caboose as 
the train pulled out. He noted that oabooaa air gauge 
showed 80 pounds brake pipe pressure, The first brake 
application waa made v&en caboose vms about half a mile 
out of tho summit. The train was thea running about IS 
or SO miles per hour, and the brake aplieatioa brought 
speed dowa to 8 or 10 miles per hour, Train ran about 
a mile before release and second application were made, 
Oa seooad application air pressure was reduced to 40 
pounds and he aad the conductor went out to set head 
brakes* Ho heard no coll for brakes £ band brakes were 
applied oa account of low air pressure, aad aot because 
of fear that the train was then beyond control. Train 
was running about 18 miles per hour isheu he end the con
ductor started out to set brakes, aad speed bad iaorea&ed 
to SO or 35 miles per hour vdien they started back to the 
Caboose, Speed was about 45 nil ©a per hour istiea they 
Cut the oabooao off. After picking up the eaglaamaa and 
fircaaaa, end dropping the caboose doim to where tho rear 
ead of the derailed train waa atending, he took his flag-
glag equipment and went ha etc to flag. 

Car inspector Lee stated tnat he assisted in the in
spection of extra 1184 when It arrived at Soldier Summit 
at 7*10 p,m*, made minor repairs and necessary ad just-
meats, the trainmen thea went over it aad turned the re
tainers up and it left there at 0.1 a p,m. He was posi
tive that ell the retainers were turned up before the 
train left there and said that the sir brakes were ia good 
condition but that two retainers on tho head end aad seven 
Oa the rear end of the train leaked off. He said that 
ha saw the trainmen go ov©r the train aad bleed off the 
retainers and turn than up again. He stated that 
wbea making brake teobs three inspectors went over the 
trala to see if the retainers were holding aad be con
sidered extra 1164 ia a &afe oondition to leave Soldier 
Summit aad go dovm. the hill, He said it was the prac
tice if a car has inoperative air brakes either to^put 



the brakes in operating condition or aet out tho ear 
«, before the train ia permitted to leave* Inspector Lee 

said they had no established practice at Soldier eumrait 
of notifying enginemen or conductors concerning the 
condition of air brakes but sometime9 told them about 
oars having poor braking power* 

GOT Inspector Jorgeson stated that he assisted in 
the inspection of extra 1134 at Soldier Summit on the 
night of the accident, found all the air brakes working 
properly, and made only a few light repairs,'adjusted 
piston travel, etc* All the brakes remained applied 
until he reached the rear of the train and he considered 
the condition^ of brake equipment on this train aa. above 
the average and as safe a train as any they bad permitted 
to leave Soldier Summit having the Bsrriman detachable 
equipment. He stated that the air brakes on the Harrl-
man oars, meaning ears* from the Union Pacific, Oregon-
Washington Railroad & Navigation Co, and Oregon Short 
Line, do not hold as well ea brakes on their own cars end 
considers it unsafe to handle a train made up solely of 
those cars down the grade from Soldier Summit, and thought 
there should not be more than 26 or 30 Harriman sera in 
0 train of 65 oars on thia grade. Bafcra 1184 had 37 
Harriman cars on the night of the accident in the rear 
portion of the train. Ho said that train® leaving Soldier 
Summit must have all tha air brakes operating and in any 
event ha doea not permit a train to go dovm this grade with 
mors than three care having inoperative air brakes• 

Car Inspector Warren stated that whan extra 1184 
arrived at Soldier Summit the engineman sot the air brakes 
and he assisted Inspectors toe and JTorgeson inspect that 
train. He said he inspected the roar portion Of the train 
and found seven or eight retainers had leaked off, stopped 
the lacks in three or four of them, and after the inspec
tion and teet had been completed ho considered the train 
in as safe condition aa the average that go dovm tnia 
grade* He eald that several alack adjusters on the Harri
man equipment were blocked up on account of ratchet cogs 
being worn, pieces of boards and old brake shoes being 
used for that purpose. 

Trainmaster Fanwarden stated that he arrived at point 
of derailment at about 11*45 p*m* and examined the whoels 
to ascertain whether or not the brakes had been aet on 
the rear end of the train and on 0 oars next the caboose 
the wheels fchovred no indication of brake-shoe friction. 
He said that if the hand brakes had been aet tightly for 
any great distance tne wheels would remain quite warm for 
two hours after the accident and from this examination 



believed that the hand brakes had not been *«t .on tha . 
na; of tha traini tha wneels of tha five head tare vara 
blue on account of being overheated by brake shoe friction. 
He stated that tha braking power on the Harriman ears was 
less than on their own oars* He dia not think it hazardous 
to let a train of 85 Oars attain a speed of 13 miles an 
hour down a 0 grade, relying upon three man to control it 
ay means of band brakes in ease of on air brake failure* 
He stated, however, that in the handling of trains contain
ing Barriman cars, when it waa felt that they ware not in 
good condition, verbal instructions bad been issued to keep 
the speed down to seven to ten miles per hour; in general, 
the question of speed waa left to tba judgment of engine-
man* He stated that he asked Conductor Perkins if it was 
Hot true that the train got away from him right from the 
summit, and tho conductor replied that ha thought it did* , 

Shis aooident was caused by Engineman Strohsahl* a 
error in judgment in permitting the train to attain too 
high a rate of speed before making a brake application, 
and in releasing and attempting to recharge for a second 
application after reducing brake pipe pressure below point 
Of equalisation. 

Rule %f& of tha rules of the operating department 
Of the B* & R# G. Railroad provides that 

"In case of trouble arising, trains must be 
stopped at once, defects in air brake apparatus 
remedied, and report rn^de to the superintendent** 
It was also brought out in the investigation that one 

of the instructions given enginemen in air brake examina
tions was that If it required more then a IS-pound reduc
tion to "reduce the speed of a train the brakes must not 
be released, but train must be brought to a atop and the 
trouble remedied* This instruction was regarded as having 
all the forae of a rule. In the first brafe application 
Engineman Strohsahl reduced his brake pipe pressure 30 
pounds in reducing the speed of his train from about &0 
miles per hour to 8 or 10 miles per hour, and according 
to bis evot statement he could have brought the train tCiift 
atop bad be continued the application instead of releasing 
and attempting to recharge* The excessive brake pipe 
reduction necessary to check the speed of his train Should 
have warned him to no chances * The evidence indi
cates that the train waa properly inspected at Soldier 
Bummit* and brakes were is average condition upon leaving 
there. Had tbe engineman exercised good ludameat in 
handling the brakes there ia every reason to believe that 
the aooident would not have occurred. ( 
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* JM ̂ Siacman Strohsahl entered the service of the B* a 
R» a f Railroad as locomotive fireman on September 10, 1907, end was promoted to engineman en January 10, 1912. His 
record is good* 

Conductor Perkins was employed oa brakeman September 
£0, 1&Q7, and was promoted to conductor May 6, 1913* 
Hie record Is good. 

At the time of the accident the engine crew bad been 
on duty 6 hours and 40 minutes and the train crew 7 hours 
and 10 minutes* 

W . f. B. 


