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N CF AY ACCILZUT #2ICH OCCURRED ON THE DENVER

IN RE INVEZSTIGATIO
E RAILROAD NTAR MIDVALE, UTAH, JANUARY 23, 1920.

& RIO GRAND
April 3, 1920,

On January 23, 1920, there was a rear-end collision
betreen two freight trains on the Denver & Rio Grande Rallroad
near Midvale, Utah, vhich resulted in the céesath of 3 employees
and injuriee to 3 employses and 1 other person. The invssti-
gation of this accident was ecndusted Jointly with the Public
Utilities Commnission of Utah, testimony being teken a* a hraring
conducted at Salt Lake City, Utah, on February 6, 1820. As a
result of this investigation, the Chief of ths Burssu of Safety
gubznits the following report.

Tkils accident occurred on a single-trackx portion of the
main line of the Salt Laxe Division, extendlng betueen Provo,
Utan, and Midvale, Utsh, a distance of 33.3 n1les, Trains
are operated by tine-table and train ordars transmitted by
telephone, no plock signal system is in use. 1he accident
cccurred 2,318 feet east of the vard linit board at Migvale.
Appreoaching this point fromr the ezst there 18 & tangent about
4,200 feet long, followed by a one-degree curve to the left
about 1,450 fzet% 1n lsngth. The collision occurred on the
curve, aporoxinately 225 feet from 1ts vestern zsnd The grade
15 slightly <escending for sbout four miles, followed by about
£,000 fecet of level track extending to the point of collision.
At the time of the accident there was & dznse fog.

Westbound freight train extra 582 consistsd of 24 emply
ledgerwood cars, 2 outfit cars, 1 flst car loaded with a
ditcher, and g caboose, hsuled by eagine 582, and was in
charge of Conductor Kirsman and Engineran Barr, This frain
hed been engaged in loading sand ot Hash gravel pzt, located
11.7 riles esst of Madvale, and the crew nad instructions,
rhen through work, to taxe 25 empty cers to Midvale and tle
up for the night. Accordingly, upon completion of the rtrork,
Conduector Xirgman called the dispateher at Salt Laxe City from
thie telephone booth at Nash siding, informed him he was resady
to go, and was given ftrain order No, 57, reading ss follows

"Eng. 582 run extra Nash to Midvale, regular
trains due Nash before Six forty five 6:45
p.T. heve passged.”

This order was made complete at 6,47 p.m. and according to the
trailn sheet record the traln laft Nash siding at 6.955 p.m.
While approsching Midvale at an estimated speed of 8 or 10
miles an hour the rear of the train 'ras struck by extra 11886,
the accident occurring at sbout 7:4€ p.m,

Westbound freight train extra 1186 consisted of 34 loaded
freight cars and a caboose, hauled by engine 1186, and was 1n
charge of Conductor Lester and Englneman Johnson, It leflt
Provo, Utan, at 4,5% p.m., and passed Lehi, a station 5.8 miles
east of Nash, a2t 6.55 p,m. No record was made of the time”the
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train passed Nash. It passed Raverton, 5.9 miles east of
Midvale at 7.26 r.m., and collicded with extra 582 while

Eravellng at an estimated spe=d of frcm 15 to 18 mlles an
our.

Tne caboose of extra EBZ, the flat car carrying the
ditcker, and 1 empty ledgerwood car were ithroun %o the left .
side of the track, while the 2 outfit care were thrown to the -
opoosite side of the track. All of these cars were destroyed
by iire which broke out immediately afterwards Engine 1186
came to rest on 1ts left side, to the left of and clear of the
track, while the tender wae torn from 1ts trucks and cane to rest
1n a reversed position between the engine and track. The first
car of extra 1286, a box car, was thrown from 1ts trucks to the
right of tre track and was also destroyed by fire. The second
and third cars were standing crosswise of the trackx east of the
engine, the four following cars were deralled, but remained up-
right and were not materially damaged. The employees killed
were the engineman and head brakeman of extra 1186 and the
flagman of extra 582

Engineman Barr, of extra 582, stated tkat upon finishing
the reading of train order No. 57, handed to him at Nash by
Conductor Kirkman, the latter had added. "and nothing close.'
As the train started to head out upon the main line he loocked
back and saw the reflsction of a red light, apparently a fusee,
He did not notice vkat time it was, but thought 1t was between
7.05 and 7,10 p.m. A heavy fog ras encountered about one-—quarter
of a mile west of Rivertoa, which is 5.9 miles from Midvale,
but he said that while passing through the station limits there
he could see tne rear end of his train. He nad shut off steam
approaching the mile beoard eacst of Midvale, and had been drifting
at a speed of 8 or 10 miles an hour for about three-quarters of
a mile when he felt the jar of the collision. The speed of his
train at no time exceeded 15 or 18 miles an hour. He estimated
that the view at the time of the collision was limited by the
fog to about 4 or 5 car lengths. He stated that he received
no proceed signals from the rear end of the trein either at
Cilvers or Riverton, in accordance with rule 167, but said that
he knew they had ample time to make Midvale and clear any opposirng
cr following trains, he also said that the rule was sometlmes
disregarded because at some stations the curves prevsnted an
englneman from seeing a signal from the resar of his train
Engineman Barr further stated that the accident would not nave
been prevented even 1T the provisions of rule 99 had been
literally observed, this rule reguires flagging only in case
a train comes to a stop. Zngineman Barr tnought that 1l a red
fusee had besen Trrown off west of PFiverton it would nave pre-
ventzd the accident, but he said that there wvas no rule, eltner
operating or special, which requires a flagman to throw off
a fusee in fogegy weatner.

Fireman Kroescker, of extra 582, stated that after the

train had pulled out upon the msin track at Naesh, the switch
closed and the proceed signal received, he looked at his watch



-3 -

and 1t was then 7.10 p.m. A4s the train left he looked back
and saw tre reflection of ® burmaing fusee a2t the resr end.

He stated that he could see the rear end of the train at both
Clivers and Riverton, but no signals were passcd, nor did he
see any signs of a following train. The speed of the train
was maintalned at 15 or 18 miles an hour until Engineman Barr
shut off gt tne first curve east of ¥idvele; =t the time of
collision his trein wae moving at a speed of 8 or 1C mlles

an hour, and they were on the lockout for the yard limit
board. The fop was then so dsnse that he could not see more
Tthan 2 or Z car lengths.

Head Braxeman Blaci, of extra 582, stated that as the
train was pull:ng out of the switch 2%t “ash he saw the reflec-
tlon of a red Tusse at the resr of the trzin. He thought 1t
was about 7.10 p.r, after the switch had been clcsed end the
proceed signal received fror the roar end HEe sg£id he was
loosrng for signels from the rear end vhen passing the varlous
statlons en route to Midvele, but rone was glven. Fog was flrst
encountereC Jjust beyond the station gt Riverton, but the speed
7as not reduced until the trein wes neering Midvele. He thought
The cecllision occurr:d at 7:45 p.m., at which time the specd
was about 10 miles an hour. ©&e estlmated that his vision was
limited by the fog to about four car lengths.

Conductor Kirknan, of extra 582, stated that after train
order No. &7 was made complete, at 6.47 p.m., he askel the
dispatcher 1f any treins were following closely, and he heard
The dispatcher call the operator at Lehi and ask a2bout an extra
vest, but could not distinguish its number. After a short
interval, thre dispatcher informed him that there was "notuning
by Lehz," and it d1d not occur to him to ask the dispatcher
kow close any following ftrein might pe. He dellvered a copy
of the order to tle englnsman and told him that there was
notning by Leni. He stated that his trein left Hesh petween
£.55 and 7.00 p.m. He had previously instructed Flagman Hoag-
land thet before the trein headed out on the mein line he was
to place a red fusee on the main track opnmosite wvhere the rear
end of the train vas standing on the siding. He said he did
nct see the Tlagman do this, but after the switech had been
closed and the trsin had started te leave Wash, he saw him
throw off a l0-minute red fusee. Conductor Kirzman stated that
vhen he entered the cabooss he showed Flagman Hoagland the order
and told him of the dispatcher's statement that no train had
passed Lehi From this time until ths collision occurred the
conductor was voriing at his desk. Ee was not aware of the
denee fog encountersd as the tra-n apvroached Mldvele, no
remarke were passed between him and the flagman concerning
1t, and he did not know whether or not any Iusees had been
throvm from the cupola of the cabcooss betireen Nash and the
point of collision, He estimated the average speed of the
train betueegn these points at from 15 to 18 miles an hour
and he sa1d that he had not felt any reduction in speed priocr
To the time of the collision. His first warning of tke approach
of extra 1186 was when he heard the popping of the release
velves as the throttle was closed on the engine, when 1%t was



- 4 -

not over two cer lengths awasy, hz sot up ard started for the
door and at trls time Flsgman Eosgland called to him to look
out, but the collilsion occurred b=fore he had time to Jump

He was familiar with rule 107, recuiring the passing of a
bProceed signal from the rear of a frain to the engineman

when approacaing stations, and denended upon the flagman to
comply 'rith 1%, put did not know vhether or nct he hsd done
so. He stated that he considered the flagman to be z reliable
men and that ot was relying on him to do whatever might bs .
necessary Ior the protection of the train. Conductor Kirkman
¢1lso sa1d that rule Ho. 105 would govern 1ln a case where a
flagman would be expvected to throw off a fusee even though not
required to flag in accordance with the flagging rule. ZRule
N#. 10E reesds as follows:

1105. Traine will bs run under the direction

of the confuctor, but the engineer will be held
equally responsible for the violetion of any of
tre rules goveraing the safety of trains, and

they must take every precaution for tne protec—
tion of th=ir train, cven if not proviced for by
the rules. Pllot will be held equally responsible
1tk confuctor and sngineer for the safety of the
trein, "

Engineer Slomen of th= ditcher, was riding in one of
the outfit cers. He stated that aboub half a mile west of
Riverton there wes a banx of fog, but that the train soon
passad through it and that when he got out of the wreckage
after the acclident there was no fog and he was eble to see
engine 582, arproXimately 25 cear lengths distent.

Fireman SBorenson, of the ditching crew, who was riding
1n the caboose of extrs 582, stated that while the conductor
vag getting the traln ord=r at Hash, Flagman Hoagland placed
a red fusee on the mailn track, came back intc the caboose and
hung out the marfer lights, then as tne train was pulling out
of the siding he saw him get some fusees from the rack and was
posltive that he droppred off a second Tusee in the middle of
the track -"hen the cshooee was Just about on tThe main tracxk,
clear of the swltch, after this the flagman got up in the cupola
of the cebeoose, vhere he rode until the accldent occurred. He
gav no fuseeg dropped off after the train left Nash. The only
conversation betueen the conductor and flagmen was the conduc-
tor's remark that "there was nothing ¥ Lehi." He was positive
that there was no fog when he crowled out of the wreckage
ilmmedizately after the accident, .
Fireman Eoughton, of extra 1186, statzd that fog was first
encountered )just west of Riverton, but he thought Engineman
Johnson worked steam for a considerable distence thercafter.
He estimated that the train passed Rlverton at a speed of 15
or 16 miles an hour, 1t was then 7.26 p,m, At no point cid he
see any 1ndications of burning fusees and there was no indi-
cation of a train sgheed until they saw the markers of a caboose
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about two car lengthe distant. At this time the train was
drifting at a specd estimated by him to heve been asbout 15
miles an hour, and he saild that he saw Engineman Johnson apply
the air brexes in emergency., He thought the engineman had
shut off steam about two or three car lengths previous to
seelng the markers of extra 582.

Conductor Lester, of extra 1186, stated that he looked
al hls watch as the train passed Lehl and it was 6.55 p.m,, he
estimated that it passed Nash at about 7.15 p.m. and that
Engineman Johnson slowed down to 8 or 1C miles an hour in that
vicinity, in observence of a slow order concerning falling
rocks. He did not notice particularly what time it was when
the train passed Riverton, but thought it was between 7.2b
and 7.30 p.m. When about at the w=st switch at Riverton, a
heavy fog was encountered, which extended to the point of
accident, but he di1d not think Encinenan Johnson had materially
reduced the speed from the maxiwmun of 25 mlles an hour until
about at Cutler's Spur, two mileg -8t of the point of collislon;
1t seemed to him that bayond that point ths speed was reduced,
although he noticed no a:rlication of <nz brakes, and he
thought the trzin was moving at a sneed of asproxanately 15
miles an heur when the collision ocourred, which was at 7.45
r.n. He further stated that he had seen no fusees betwsen
Lehi and the point of collislon, elso that no proceed signals
hed been given from the caboose at any of the stztlons bstween
those tuo peointe. e alsgo steted that his flagman had thrown
off three green fusees betwesen Mesa and the polnt of collision,
Mesa being a station betwsen Lehl and Nash. Conductor Lzster
sa1d Tthat if hs hsd been on extra 582 he would have done the
garie ag Conductor Kirkman and have left 1t to the flagman %o
look out for the train while he was working at his desk. At
the same tlme he sai1d that the conductor is in charge of the
traln and that if he himeelf xnew what the weather conditlions
were, and also knew that the flegrman hed not taken measures
for the protection of the train, he would throw off a fusee
himself. He also ssid that there was no rule which prescribes
the manner of protecting a train which is being operated at
reduced speed, as was the case when extra 582 was slowlng down
for the yard linit board at Midvele. He thought that il a
red fusee had been thrown off west of Riverton the accident
rould not have occurred.

Flzgman Brown, of extra 1186, stated that he saw no
evidence of burning fusees when paseing through Nash. He dad
not give any oroceed sirnal to the engineman st Riverton because
of the fog, dbut ebout at the west switch he threw off a lighted
green fusee, at this time he looked at hls watch and 1t was then
7.26 ar 7.27 p.m. He threw off a total of three lighted fusees
between Mesa and the point of collision. "hile going back to
flag after the sccident, ne looked back toward his caboose and
wag able to see the markers a dlstance equal to onhe and one
half times that hetween telegraph poles.
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Dispatcher Leivsay, on duty at the time of the accident,
stated that 1t wrs 6.45 or 6.46 p.m. when Conductor Xirkman
celled him Iror Nash and after receiving the order was told
that there was nothing out of Lehi, although he said he thought
Conductor Kirkran understood that a westbound extra was expected
at that point. Hs sald the operator at Lehi reported extra 1186
as passing that station at 6.55% or 6.56 p.m. .

Operator Sandmeir, on duty at Lehi, stated that at about
6.45 p.m. Dlspatcher Leivsay called him on the telephone and
asgked if he could hear extra 1186 coming. He went to the
window, but could hear nothing, and informed the dispatcher
to that effect. He szid he loocked at his watch when extra
1186 passed and it was 6.55 p.r.

Superintendent Slattery stated that at about 11.0C p.m.
on the night of the accident he examined engine 118¢, found
the brake valve in release position, and he said that in his
opinion the braxes cn extra 1186 nhad not been applied previous
to the collisicn. Mr, Slattery also stated that rule 99 of
this railroad was practically the same as the standard code
rule, and that in afdition there were ruies 105 and 106. Rule
105 has been quoted vreviously; rule 106 reads as follows:

"106. 1In all cases of doubt or uncertainty
the safe course must be taken and no risks
run, "

While there 1s no rule reouiraing flagmen to take steps

for the protection of thelr trains in case they are operated
at a reduced rate of speed, 1t 15 to be noted tkat the flagman

of extra 1186 threw off three green fusees betwveen Mesa and
the point of collision, while the evidence also indicates that
lagman Hoagland, of extra 82, used two red fusees at Nash,
apparently flagren use fusees for their own protection whenever
the circumstances are such that they consider their use justified.
Circumstances of this character exis%ed at the timne of this
acclcent, extra £82 being operated at a reduced rate of speed

in a dense fog and thus being in a position to be overtaken hy

a Following train. Under these conditlons a proper regard for
safety should nave prompted Flagman Hosgland to take such mea-
sures as he considersd necessary to protect his fTrain and pre-
vent such an accident as actually occurred. Had Le thrown off

a fusee eilther when the fog was encountered west of Rlverton

or when the spesed of his train was reduced approaching Midvale,
The crew of extra 11886 would have been notifi=d of the proxi-
mity of a frain ahead and the accident probably would not have ‘
occcurred.

This accident was causged by the failure of Flagman Hoag-
land of extra 582 to exercise good judgment in the protection
of his train when running at a reduced rate of speed in a
dense fog. A contributing cause was the failure of Conductor
Kirkman to pay sufficlent attention to the operation of his
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traln to knew that 1%t wse belng properly protected under the
circumstances.which existed at the time.

Flagman Hoaglend was employed as a brakeman in 1912, his
record was good. ke had had about six years' prsvious exper-—
lence on other railroads., Conductor XirkTman was employed gg
a brakenman 1n 1900 snd promoted to conductor in 1904, his
record was exXcellent. The members of the crews of the trsins
involved had been on duty periods varying from 8 rours and 15
mlnutes to 13 hours, after periods off duty rernging from 10
hours and 15 minutes to 2 months.

Attention has previously been called to the fact that
rule 99 of this rsilroad requires flagging protection only
vhen a trein has been brougnt to a stop. This rule reads as
fellows:

"99., When a trezin is stopped by =2n esccident,
obstruction, or from othzr ccuse, the flagman
must 1mmnediately go bacs with stop signals to
stop any train moving in the same direction.

At 2 point one-third of a mile from the rear

of his train, he must place one torpedo on the
rail, he must then continue to go back at leas?t
one-rslf of a mile from the rzar of his train,
and place two torpedoes on the rail, sixty feet
apart (%0 reil lengths), when he may return to
a point cone-third of a mile from the rear of his
train, and ne must remain there until recalled
by the whistle of his engine, but if a passenger
train 1s due witihnin ten minutss, he must remain
until it arrives. VWhen he comes in, he will re—
move the torpsdo nearest to the train, but the
two torr=does must be left on the rail as a cau-
tion signsl to any following trei=w. At night he
wlll slso leave a gr-sn fusse buriing on the
track. If there is not a clear vieuv for one-
fourth mile %o rear of trzln, the train must
start before c¢rlling in the flegmen, and move
ahead at ¢ gnerd of not less than four miles

rer hour untll it reeches a point where the

viewr is unobstructed for one-fourth mile in

1ts rear

If ths accident or obstruction occurs
upen single fTrazcxz, anéd 1% becomés nacessary Lo
protect the front of the trein, or if sny other
fracxz 1s obsiructed, the ssre precaution will
be tTzken.

A1l trains flagged must stop and pick up
the Tlagman, and¢ 1111 not proceed until 1% 1s
agcertained from bln what the obstruction may
be,’



-8 -

Superintendent Slattery stated tnat this rule 1s precti-
cally standard and that there were also to be consldered rules
105 and 1C6 previously auoted. FRule 105, however, only pro-
vides 1n substance, that conductors and enginemen "must take
every precaution for the protection of their train, even if
not provided for by the rules,” while rule 108 1s still more
general 1n its terms in reauiring thkat in case of doubt the
safe course must be taken. There is also parsgraph 3 of
Circular No, 15, issued from the office of thes general super-—
intendent in 1807, which requires flagmen to see that fusees
are properly lighted before throwing them off, but not saylng
when they azre to be used, and peragraph 4 of ithe same circular
which regulres flagmen not to wait for instructions when the
train needs protection. Thess paragraphs read as follows.

"3. When necessary to use fusees, to see thal
they are properly lighted before throwing them
off of trains,'

"4, They will obey sgignal from the engine-r to
protect the rear of trains as prescribed by Rule
14 {c), but never walt for this signal, or for
lnstructions from the conductor when the train
needs protsction, and will never assume that such
protection 1s not reguilrsd or teke 1t for granted
that there is not another train following."

In none of these rules 1s there any definite rewulrement
that traing moving at reduced rates of speed be given that
protection which is essential if accidents of this character
are to be prevented, vwarticularly rhere no block signal system
is in use. Bule 29 of the stsndard code of the American Rail-
way Association gpeoificelly covers caszs of this cheracter
by the following parsgraph:

"When a trezin 1s moving under circumstences
in which 1% may be overteizen by another train,
the flagmen muet tak: such sction as may be
necessary to insure full protection, By night,
or oy dey vhen the view xs obscured, lighted
fusees must pe tnrown off st proper intervals.'

While the years of eXverience of the employees at fault
should have mace them realize the necessity of affording pro-—
per protection to their trazins, the responsible operating
officials of this railrocac are also at fault for their failure
to include in their operating rules a provision similar to
the paragrapn quoted above from the stendard code. While
the rules of many railroads vary more or legs from those
contained in the standard code, practically all of them nro-
vide against the dangers arising from the opcration of a
train at a reduced rate.of speed by specific provision for
protectron under such circumstances. Such a provision should
be included immediately in the rules of this reilrocad. It
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is posgsible tnat in this particulsr case 1ts presence in the
rule hook would not have prevented the zccident, but i1ts
absence crestes a situation which 1s dengerous to 1ts em-
ployees and the traveling public.

Had an edequate Ylock syetem been in effect on this
line, this accident could have bcen prevented,



