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IN EE IHVSSTIG&FIOH OF m ACCIDENT WHICH OCCURRED ON THE 
DENVER & RIO GRANDE HAILWAX, MMR SCENIC, UTAH, 

ON OCTOBER 18, 1917. 

Deo sober 14, 1917* 

Oa Oetoher 18, 1917, there was a ierailmeat of a 
runaway freight train on the Salt Lake Division of the 
Denver and Rio Grand© Railway, near Scenic, Utah, result­
ing In the death of on© person and th© injury of two per­
sona. After investigation of this accident, the Chief 
of the Bureau of Safety reports as followsi 

Th® Salt Lake Division of the Denver and Bio Grande 
railroad extends between Helper and Ogden, Utah, a dis­
tance of 156*5 miles. That portion of the road upon 
which this accident occurred is a double-track Una, upon 
which trains are operated by th© time-interval and dis­
patching system; no block signals are used. At Soldier 
Summit, a station 25 miles wast of Helper, th© track 
reaches the hî h point in i ts passage over a chain of 
mountains, and from this point the traok continuously 
descends to Thistle, a station miles farther west, 
on a grade whioh reaches a maximum of two per cent. At 
Soldier Summit is stationed a force of oar inspectors and 
repairman, whose duty i t is to inspect e l l trains arriving 
there, wad adjust brake equipment so thet trains msy pro­
ceed with safety in their descent of th© hi l l on either 
side of the summit. 

Th© train involved in this accident was westbound 
extra 1184, in charge of Conductor Perkins and Englneman 
Strohsahl. This trein left Helper at ?. p.m., with 32 
loaded cars and a caboose, hauled by ©ngine No. 1184, 
assisted by a pusher engine. The train arrived at Sol­
dier Summit at 7*10 p.m., and there the pusher engine 
was detached and 33 additional loaded cars v-ero added to 
the train for descent of the h i l l on the western side of 
th© summit. After making up the train tad subjecting 
the air brakes to tha usual inspection and test, the train 
left ^oldlar Summit about 9*10 p.m., with 65 loaded cars, 
w i ife§§& 4,007 tons, and a caboose. Shortly after leav­
ing th© summit Inginemaa Strohsahl lost control of the 
brakes, and the speed of the train heeame so high that 
upon reaching a 9-degree curve about 7 miles west of the 
summit, shout 9.25 p.m., 87 oars were derailed. The 
speed of the train at tbe time of ierailmeat is estimated 
to have bean between 40 aad 50 miles per hour. Bight 
oars at the rear of the train renteined on the track. 
3?&ftC£k£Qse was not involved in the wrack, as i t was de-
vaanea rrom the runaway train and Drought under control 



*, ft -
before reaching tb© plao, of derailment. The engine wan 
aot derailed} i t broke away from the train, passed safely 
around the curve where the wreck occurred, and ran unat­
tended both engineman and fireman having jugped off pre­
vious to the derailmant) for a distance of nearly 5,000 
feet before coming to a stop, with the tender brake allied 
aad the reverse iaver in hack motion. 

The derailment occurred on a 2 per cent grade about 
1,800 feet weat of mile post ©58, at a point about 375 
feet west of the east ©nd of a a-degrae curve, 2,777 feet 
long, known as whores-shoe ourveApproaching the point 
of derailment from mile post ©57, there is a 6-d agree 
ttHfrtafturve to tha left ahont 400 feet long, followed by a tan­
gent, 3,2.20 feet lon^, leading to an ©-degree curve to the 
left 950 feet long, following which is a tangent 1,@93 
feat long leading to the 9-degree ourve to the right on 
which the derailmant occurred. 

Th® track at this point ie laid in a cut 50 feet deep 
with 90 poind rails, S3 feet long, and £0 oak ties to the 
rai l . The curve has 3 inches elevation, and the rails 
are double spiked on alternate ties. All ties on this 
ourve have tie-plates, and each rail has 4 anti-rail 
creepers. The traok is well hallastad and is maintained 
in good condition. 

From the point of derailment westward 8©0 feet of the 
westbound track was torn upf 560 feet of th© eastbound 
track was also demolished, aad th© iarailed cars ware 
piled up in a tangled mass of wreckage over both tracks 
hetwean the walla of the out* At the time of the acci­
dent eastbound passenger train Io* 2 was ascending the 
grade a short distance west of the point of derailment, 
and i t collided with the wreckage piled up in the cut. 
Th© speed of th© train was comparatively low, however, and 
the collision caused only slight damage to tha leading 
engine of the train. At the time of the accident the 
weather was clear and cool* 

Bnginemaa Strohsahl1a statement is that upon arrival 
of his train at Soldier Summit he made a heavy brake pipe 
reduction, upon signal hy th© car inspector, so m to 
teat piston travel an d see if all brakes applied* He 
held th© hrfekea applied until he received a signal from 
aa Inspector at the rear end of the train, and than re­
leased* After making this test his engine was cut off 
and a number of oers were picked up and added to tha 
train! After making up th© train h® was notified hy a 
oar Inspector that the air wa® coupled up, and he then rped up brake pipe pressure to SO pounds, th© pressure 

usually carries down the h i l l . He then mad© a brake 



pipe re&uofcioa of £5 pounds, end held the brakes applied 
for two minutes, until he got a signal to release from 
th® roar end of tha train. He had no difficulty in pump­
ing up the required pressure. When th® first brake test 
wa being mad© h® noted a brake pipe leakage of about tea 
pounds oa the 82 oar® while he had his brake valve on lapj 
on the second test, after the train vae made up, he had 
bis valve on lap for two minutes end noted a leakage of % 
or 3 pounds per minute. So far as brake pipe leafage 
m@ concerned he considered the train all right, Upon 
leaving Soldier Suaralt, m soon as he saw the rear end of 
the train break over the top of the h i l l h© cm&e a he&vy 
brake pipe reduction! whioh did aot take hold very well, 
and he mad© a further reduction ©f 10 pounds* making a 
total reduction of about thirty pound® on the first appli­
catioa. This applicatioa cheoked th© speed, hut he'noted 
considerable leakage, and when the pressure had leaked 
down to-25 pounds he placed the valve in full release 
position and held i t there uatil recharge was made, whea 
he immediately nade another application with brake-pipe 
reduction of £0 pounds and placed his valve oa lap and 
called for brakes, aa th© jretaiaers did not seen to hold 
the brakes applied v?hea he made the release and he felt 
that he had lost control of th© train. He was then about 
two allee out of th® aunmit, and he told the head brake-
wm to get out and set hand brakes. He mad© no further 
reduction, but held bis valve on lap uatil going through 
Scenic (Smiles west of the surmrdt), at whioh time the 
traia was running about 18 miles per hour, end upon noting 
the gauge he ©aw that his air wis all gone. He thea 
placed the valve in full release position and reveraod 
the engine, having previously cut out the driver brake. 
He then mede an emergency api»lieatioa t and m there wa® 
no reduction in speed he and the fireman left th® engine, 
at a point about oa© mile east of th© point of derailment, 
th© speed of the train at the time being between 3$ and 40 
miles per hour. After leaving the engine he moved back, 
as aooa as he was able, to find the fireman, who preceded 
him in ^Haapiag off. He found the firemen about i8 o r SO 
oars back, and about e minute later he saw the lighta of 
the cabooae coming down the hiHf this was 3 or 4 minutea 
after the train passed him subsequent to his leaving 
the engine. He called, and the caboose was stopped by 
the conductor and rear brakeaen, and he and the firman 
were assisted into the caboose, which then continued its 
descent of th© hil l until i t reached a point opposite 
tho engine whioh waa standing on a lower level, having 
cos© to rest after breaking away from the train, fl© 
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and th® conductor tbea made their way dom to tbe engine 
and ran i t back to where traia Ho. £ was standing. He 
was then exhausted on account of his* injuries, and they 
helped him off the engine and put his in a coach on the 
passenger train. He s?id thet vi.crj he made the first 
breke-pipe reduction after leaving the suznnit, the train 
was running about 11 miles per hour, and he kept th© brsJte® 
applied 4 or 5 minutes before releasing, fie made r. re­
ductions on this application, drawing off 35 pounds pres­
sure, and reducing the speed to 8 or 10 miles per hour be** 
fore releasing. He fchoucht be could have stopped the 
train "'ith tne first br~ke application by going to ener-
gency. On the second application he reduced brake pipe 
pressure to 30 pounds and i t leaked down to 5 pounds before 
the emergency brake application v/ae made. 

Th© statement of Conductor Porpins was that his train 
arrived pfc Soldier Summit at 7.10, end departed about 9*10 
p.m. He had 5? loads into th© ipumlt and picked up 33 
additional loeds there, making his train consist of 65 
loaded oars and caboose on leivin^ the suTiait. He In­
structed the head brakerasn out ntnipulc tin;; the retainers 
and oer&onally noted their position on all but tvo o : three 
c&i F ; vdth the ezcept on of these fev. oars, which be did 
not observe, he W E E satisfied that all retainers ware 
turned up &nd in proper position before the train left 
the sumnit, Upon enteric.* the caboose aa the train waa 
pulling out he noted thr.t the air ^ause registered 80 
pounds breke pipe pressure. The first brake application 
was made when the rear end of tr.-in ves about it or 30 car 
lengths over the bro-* of t .o h i l l , et which tine It v.-as 
run ii in j to or E5 alios . er hour. He aaid i t was nothing 
unusual for trains to sttain thitt r a t r of Freed before 
brakes wero applied upon leaving tr.-s sui^lt. The first 
br.u-:c application roduoed the brake-pipe pressure to 60 
pound® and reduced the speed to about 8 miles per hour, 
which speed was maintained viiilo the brakes remained set« 
V-ben brakes were released speed picked up very quickly, 
and brake pipe preeaur® built up" only to 70 pounds when 
another reduction was na-ie, bringing pressure down, to 96 
pound®. This brought speed dov-n to 10 or 12 miles per 
hour} a further reduction was made, bringing brake pipe 
pressure down to 40 pounds, -'hen he and Brakesman Wilson 
starated out to set brakes* The train was then running 
between 15 and 18 miles per hour. He aad the brakeaan 
doubled on the first tv,«o brakes next the caboose, and then 
singled out. They set brakes until he got to the fourteenth 
or fifteenth osr froa tho caboose, at *hlch time tbe speed 
had increased to 30 miles per hour. He lost hie brake club 
et this point, and becoming convinced that his efforts were 



useless he started back to the caboose, losing his lantern 
while going over a box oar, and bbing compelled to crawl 
on his hands and knees over four o r five cars before reach­
ing the caboose, ac i t was impossible to maintain footing 
oa the swaying oer>, due to their high «p®ed» He met the 
brskeman oa his way back, and they uade their vmy t o the 
caboose together. Arriving chore they looked at th© gauge 
and found pressure entirely gone, after vhieh they out the 
Cftboose off and brought i t under control. The caboose 
» s cut off after It passed th© east switch at Scenic, 
with the train running 45 miles par hour. After bringing 
the caboose under control they continued on down the hil l 
until they met the en>'>inciian and fireman. After picking 
than up they went on until they aav t h e ©agin© standing 
on & lower lev©* where the track turned back on itself* 
He then assisted Knginemui Strohsahl across and h<slp#d 
him on the engine, a f t e r vhich they backed up towards 
the wreck to see vhat dscnâ e had been done to trein Ho* U 
Ee aaid thet ishan the t r a i n l e f t tne suutnit he v^s satis­
fied tha t i t had received ^i-opsr inspection, end as the 
train, pulled p a s t him he observed i t and <J.d not notice 
any excessive brake pipe l e a k a g e . He did not ask the 
oar fflfaxi e t the sumit ubout the condition of the t-rnin 
before leaving there. Me s t a t t u his "relief that It is 
dangerous to ;.-o dovn t h i e hi l l \"*th e txriiL r.f 65 corn, 
end that the l i m i t should be J'ixfd K 48 or 50 cars; he 
aaid: "Sverybodv is afraid of 6L- c&r-si do*vr* tho^ Solalcy 
Sumait h i l l . " 

Fireman 7; ok Strom etctmi t h e t tho Jirst brtk-i ap^li* 
cation \&S Rfdc vhon the ̂  wesv v- o\«t a ; lie out', the 
sumait. ttiis slowed the train dovn to pbout ten miles 
par hour. After releselnc "he brakes the trrin run 
about half a mi l© before the second brake application 
was nado, and th© eni;ineman than vhiotled for brakes end 
told him to tel l the heed brekeciEn to g e t out euo help 
hold them. He said he looked buck end sat; tvo lights 
oil top of the cays et the w r ©ad tho t r r i n , rtic1 

that whea the t r a i n had rvn sbout - ai lc a f t e r th ? second 
brake application wee xae.ae tne enr.iueuan released aid 
recharged and put th© brake valve in emergency position. 
The engine vms coning into Scenic, and the «aer&enoy 
applicetion did not seen to do any good. "Mien the second 
applicatioa v*as made the train W E running 15 or £0 miles 
per hour, and this e x lio-.tion di-i not reduce the speed 
any. When going througa Scenic they lost all hope of 
being able to control the speed, and about a mile west 
of Scenic he and the en^inenan jumped off. The^raia 
et thet time was running about 35 miles per nour, and 
the apeed v̂ ass steadily i ncreeBlng . After the engiaemaa 
and conductor recovered the engine end backed i t up to 



the wyecibhey got him and took him i n t o the coaches. 
Ha i s positive t h e t Enginewin Strohsahl released the 
brakes th© second time and endeavored to recharge b e f o r e 
making the emergency a p p l i c a t i o n . There were two re­
ductions on th© second a p p l i c a t i o n . Ho thought the traia 
could have bc^n stopped t ' i t j i the first brake application. 

Brakeman M l con seated tha t he a s s i s t e d in picking 
Up the loads at the Fiunrrdt. and after the train wss n i F . d e 
Up he started 4 6 oars from the rear mid r:\d turned up the 
r a t a i n e r a on a l l the cars heolc to the oahoose . He did 
not sa© tho r e t a i n e r * on tho head end of the train, but 
fel t conf ident t ' i f - t t h s lioad. brakeman had them in proper 
position. Ha aad the uonduotor got on tLe ofeboose as 
th© train nulled out. He DO ted that oabooce air gauge 
Showed 30 pounds brake p ipe pressure. The first brake 
appi i ca t ion was >-.iad© Mion c**ooc B« ve . "bout half a mile 
out o f the summit. The t r e i n v.as then running ebout 18 
o r BO m i l e s per hour, tuad t-.ne breke l i o e b i e n •brought 
speed do&n to a or 10 miles . er hou.-". ?re,ln. r ;n about 
s mil© 'oefo.-e r e l e a s e and be com"' a l i c o t ion 'vera raade* 
Oa second a p p l i c a t i o n air pre:; cure WRS reduced to 40 
pounds arid ht» end the conductor vent out to s e t hand 
brakes. Ho heard no call i'cr brakes; hand brckea v.ora 
a p p l i e d on account of lov a i t >„r" -.eurs, wad not becsuee 
of f o u r that the trein \-,:c then tryond c o n t r o l . Train 
was runcine about IB miles „,er hour -hen he er>d con-
duo or s t a r t e d out to s«?t brakes , and speed had i ncroe fcd 
to SO o: '35 lai lea per hour '/•'hen cney s t a r t e d back to zhc 
caboose . fc'peed v as no out 46 .dies per hour -*+•• en they 
cut th** cab-jout? off. After picking up the eagineman and 
f i reman, *nd aron^iru* t a e caboose clovr to v.hc-re the re&r 
end o f the cercdl&d, tr:.-in r/as Et: n.dln c., ho took ala f i g ­
ging equipment mid went back to £la*£. 

Car i n s p e c t o r Lee stated tnnt he acr.J s tod in tr c in­
spection of extra 1184 vvtien i t a r r i v e d e t S o l d i & ? ,'.ur.-'-;it 
st 7.10 p.m., made minor repfdfs end necessary a d j u s t ­
ments , the trainmen then went over i t and turned ti.e r e ­
t a i n e r s up pnd It l e f t there at 9,j ) u.m. He v/e 
tlv© that all th© ret. frino:*s - ore tr: .-reci u t b e f o r e the 
train left there and said thet the sir brakes v/ere in good 
condition hut that t w r e t a i n e r s on the heed end and seven 
on. the rear end of .tio train leaked off. He said, that 
ha saw the trainmen go over th© t r a i n end b l « e d off tbe 
retainers sad turn thtas up a^aim Ho stated that 
when making brake tests three iu.-.^cctors went over the 
traia to see i f t e r e t t i n e r s were holding and he con­
s i d e r e d exti^a 1184 in a **afe condi t ion to leave Soldier 
Summit and go down the h i l l . He s a i d i t was the p r a c ­
t i c e i f a ear has inoperative air brftkws either t o put 
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the brakes ia operating oondition or set out th© oar 
before th© trein is remitted to leave. Inspector Lee 
said they had no established practice at Soldier Sumnit 
of notifying enginemen or conductors concerning the 
condition of air brakes but sometimes told them about 
oars having poor braking povrer. 

Oar Inspector tfbrgeson stated that he assisted in 
the inspection of extra 1184 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 tne brake® remained applied 
until he reached the rear of th© train and he considered 
the condition of brake equipment on this train aa above 
the average and as safe a train as any they had permitted 
to leave Soldier Suimit having the Harridan detachable 
equipment. He stated that the air brakes on the Herri-
man oars, meaning oar:* from the Union Pacific, Oregon-
VJashington Railroad & Navigation Co. and Oregon Short 
Line, do not hold as veil so brakes on their ov.a cars and 
considers it unsafe to handle n train made up solely of 
those cars dovm the grade from. Soldier Summit, and thought 
there should not be more than 25 or 30 Harridan cars in 
a train of ©5 cars on this grade. Extra 1184 had 37 
S&rrinan cars on the night of th® accident in the rear 
portion of the train. He said th'.:t trains leaving Soldier 
Summit must have all the air brakes operating end in any 
event he does not permit a train to r,o dor,-n this t;rc;de v.ith 
more than three oars having inoperative air brakes. 

Car Inspector Varren stated thet vhen extre 1104 
arrive:! r t Soldier Sumr.it the engiremcn set the sir brakes 
and he assisted Inspectors Lec and Jorgeson Inspect that 
train. Ee said he inT, acted the rear _ ortion of the train 
and found seven or eight retainers had leaked off, stopped 
the lenkc in three or four of them, and after the inspec­
tion and test had been completed he considered the train 
in as safe condition a<3 the zv~~£c thet go do-n this 
grade* Ke said that several slack adjusters on the Harri-
maa equipment 7/erc blocked u; or, account of ret diet cogs 
being worn, pieces of boards and old brake shoes being 
used for that purpose. 

Trainmaster Penvardea s t a t e d that he arrived at point 
of derailment at about 11.45 p.m# and examined the wheels 
to ascertain -aether or not the brakes had been set on 
the rear end of the trein and on 8 cars next the caboose 
the wheels showed no indication of brake-shoe friction. 
Ee said that if the hand brakes had been set tightly for 
any great distance the v.heels would remain quite warm for 
two hours after the accident and from this examination 
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he believed that tae hand brakes had aot been set on the 
rear of tha train; the wheels of th© five head eara were 
blue oa account of being overheated hy brake shoe friction. 
He stated thet the braking po'.ver on the Harriman ears was 
less than on their ovm oars. He dia not think it hazardous 
to let a trein of 65 cars attain a speed of IS' miles an 
hour dovm a 2$ grade, relying upon three men to control i t 
hy means of hand brakes in case of an air brake failure. 
Ha stated, however, that in the handling of trains contain­
ing H&rriaan oars, when i t was felt that they were not in 
good condition, verbal instructions had been issued to keep 
the speed down to seven to ton miles per hour; in general, 
th© question of speed vras left to the judgment of engine-
ami* He stated that he asked Conductor Perkins i f it was 
not true thet the train got avay from him right from the 
summit, and the conductor replied that he thought i t did. 

This accident was caused hy TMgin«mBn Strohsahl* n 
error in Judgment in permitting t'..e trein to attain too 
high & rate of speed before raekiag a broke application, 
and in releasing and sttempting to recharge for a second 
application after reducing brake u i p e pressure belov-- point 
of equalization* 

P.ule 472 of ths rules of the operating department 
of the 3. & Ti, G. Railroad provides that 

"In case of trouble arising, train? must be 
stopped at once, defects in sir 'brake apparatus 
remedied, and report ra.no <b to the superintendent.* 
It was also brought out in the investigation that one 

of the instructions given enginemen in air brake examine-
tiona was thet i f it required more than a 1?-pound reduc­
tion to reduce the speed of a train the brakes must not 
be released, but train .-sust be brought to a stop ard the 
trouble remedied. This instruction was regarded e.8 having 
all the for?e of a rule. In the first brake application 
Bngineman Strohsahl reduced hie broke pipe pressure 30 
pounds in reducing the speed of his tr:in from about SO 
miles per hour to 8 or 10 miles per hour, and according 
to his ovn statement he could heve brought the train tp,.a 
atop had he 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 wraed him to t-*\e no chances. The evidence indi­
cates that the traic vras properly inspected at Soldier 
Susmlt, and brakes vrere in average condition upon leaving 
there. Had the engiiipcan exercised good judgment in 
handling the brakes there is every reason to believe thet 
th® aooident would not have occurred. 
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Sagineman Strohsahl ©ntered th© service of the D. & 
P.. G. Railroad as locomotive fireman oa Sep temper 19, 1007, 
and wss promoted to ensineaan on January 10, 191?. His 
record is good. 

Conductor i'erkins was employed brakeman September 
20, 1907, &n& was promoted to conductor May 6, 1913. 
Eis record is good. 

At the CIK© of tLe accident the engine crew had heen 
on duty 0 hours and 40 minute® and the trein crevr 7 hours 
and 10 minutes. 
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