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13 HE IHVKBTIOf.TIOTt OF ACCIDENT OS THE 
GflASP THUHK RAILWAY, February 15, 1912. 

On February 15, 1912, there was a head end 
collision between t^o freight trains on the Grand Trunk 
Railway at Berth Yarmouth, Uhim, resulting in the death 
of an J s n^IneEUm. a fireman and a brakeraan, and tho Injjury 
of a fireman. 

This aecidont %s,2 reported by telegraph by the 
Grand Truii* Railway Company on February 16, &nd after 
investigation the Chief Inspector of Safety Appliances 
re,orts ss follows: 

The Portland znd Island ?ontl sub-division of 
tho Grnnri Trunk Hullwey where this accident occurred is a 
single tmek line extending froei Portland, tfaine, eastward 
to Island ?ond, Vt., a distance of 150 stiles. So block 
signals are used on this portion of the road, trains being 
operated under the tivin order systea. 

On February U , 1912, train So. 92 left Islend 
Pone, Vt., &t 5*15 p» ai., 5 hours and 25 siinutea behind 
its regular schedule. This train *as in charge of 
conductor Smith and en^lne^n Goff, and when leaving 
Island r>ond It hauled by engine 710 and consisted of 
36 freltht etira and a c*-b0G3e. Upon arriving nt Gorhmi, 
53 wiles east of Island Pond, at IO JIO p. m., conductor 
&ilth received Instructions to take engine 2345 coupled 
4heud fron Gcrh&n to Dtsering. Deerlng la ix station about 
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two oiles west of Portland, Me., where the shops of the 
railro&d company are located. Engine 2345, In charge of 
engineaan King, was disabled on the right side on account 
of a broken cylinder head, ̂ nd »&a being taken to Deering 
shopa for repairs. Engine 2345 was smaller than engine 
710, and It was believed th«t Its air puan was not of 
sufficient capacity to surely air enough to safely operate 
the bratces of the train. For this reason, before leaving 
Gorhara, arr^n^e^enta wore :u<de between enginemen Goff and 
Ring and conductor Smith to have En^inemen Goff on engine 
710 operate the trr.in hrm&n. 

Train 92 departs from Gorham at lit 10 p. m., 
February 14, with the disabled engine 2345 coupled in 
ahettd of 710 and engLneaan Coff an 710 hsuvinc control of 
the air brakes. At Srynnt.i Pond, a station about 30 
miles o«st of Gorhan, ?- sto •> \J^B ir.de, and train So. 92 
took the siding and net ô t benna train *Io. 93. Ho 
difficulty vi- a experienced ;n 5tu jping, and the brakes 
appeared to be In good wcr^ln^ condition. About 15 
'Biles farther ea*Jtt ,-vt co^t i >,ris, another stop wss mrde 

for the purpose of t akin. *• t.tor. At this stop the train 
ran by the «ater plû j two ar three car lengths. This 
failure to ?mke a g^od ato >, ovrever, was not attributed 
to any defect in the br^o,^ s the view of engineuan Goff 
on engine 710 PUS obscured by atceia and ssoke froa th« 

le^dinf, engine, ̂ nd for t lis re jon he ralsoulculated tho 
atop. — 

http://ir.de


At South Paris train 92 received a copy of train 
order No* 6, reading as followai 

"Eng. 763 run ©xtr& Deerlng to Gorhca seat So. 92 
angs. 710 and 2M couylod at North Yarmouth Ho. 84 eng. 
754 st Weat Bethel and hu.s right over So. 94 eng. unknown 
Deering to Gorhem,w 

This order was asade oorapleto at 2f45 a» sa«, February 15, 
^nd was properly delivered to conductor Smith and en^lne&an 
Goff and Rin̂ ; and alined for by them, and all admitted that 
the order w&b road and properly understood by thera. After 
taking water «nd receiving ^nd signing for this ordsr the 
tmln de?«rt<»ti frost South Purls at 3 a. a., February If*, 
iit Seville Ju action, about 19 ail«3 east of South Perls 
and about 16 j&iles r^nt of the pl^ce of the accident, 
another stop was iade for the purpose of taking water. 
At this joint the engines w*sr© uncou^d from the train 
\nd After taking wnter the engines were again coupled to 
tho trftln, **nd the "net that the brakes released properly 
after the engines were coupled on was considered to he a 
sufficient test tiu>.t tne hrekaa were In good wording 
condition. After coupling up, train 92 proeeedod on its 
way and collided head on with extra 760 about 430 feet 
$hnt of the eftrst switch at North Yarmouth, at &i£Q a. "a., 
February 15. The force of the collision was so great as 
to almost completely ri^nolitfh the three engines, t.a well 
ub nine cnr-3 on truln 92 and two on extra 760. The wrecked 
c^ra caught fire &nd ^ere completely destroyed. 



West-bound extra Ho. 760 departed from Deering 
about three a, a., February 15, with order 80, 6 directing 
it to iseet train 92, engines 710 and 2345, at Borth Yarmouth, 
The train consisted of £L cars, and w as In charge of 
conductor White and en^incnum Barnes. Thia train arrived 
at Sorth Yarmouth about At39 a. m., and stopped 400 feet 
east of the passing sidinc switch for the purpose of taking 
the siding to ae*?t train 92. Head brakesmn aScClearn got 
off the an&ine the train c ise to a stop and unlocked 
the switch to let his tr^in in on the siding. About that 
tjiae he saw the headlight of train 92 near the bridge which 
crosses SoyaI Hiver, about 33 00 feet west of the switch, 
find believing thit the try in would not be able to stop, he 
did not throw the awltcn but flt r„g*5d train 92 with his 
white light. Train 9£ #ent by hiJ at & speed estimated 
Tit between 12 uiid 20 si lie a p<-*r hour. En^inemn Barnes 
on extra 760, when he w tr,:n h- ??ould be unable to atop, 
reversed hi a enginn and was .ittosapting to back his tr&In 
away wh©n the collision occurred. 

Bnglnecmn Iu.n.* o ' au^ine 2345 said that there 
wye considerable ater.a >ad i;to^« from hie engine trailing 
back on engine 713, v<hleh ol «cured the view of englneman 
Goff. He stated thr.t ;ic dio lot pixy particular attention 
to the brakes, ns he T^S «<J 'pncinr, on engineaan Goff to 
control the train. There r.-o nothing to indicate that 
the brakes were not sorting properly; It la apparent that 



the brakes wer© working properly at the several stopr made 
between Gorhasa and the place of the accident* He received 
a copj* of order No. 6 at Houth Paris, and understood that 
it Bieant for hiss to atop et Sorth Yarmouth unless erfcra 
760 was there and In the clear. He saw the headlight of 
extrn 760 ffhem his train w«s a Bile and a half away from 
the alace ̂ rhere the accident occurred. His train wna 
thei running about 30 salles an hour, and he did not have 
any doubt about a proper ato^ being asde until he reached 
<) .Hiint Ju.ot hont of the bridge, at which tirae he bo^nn to 
realise tbet the tr&in goin& too fast to make the stop, 
and he then whin tied for brakes. Just after they v*©nt 
over th® bridge he called for brakes the second tirae. 
™hen ^okod why he did not wpply the brakes hliaself $?hen 
he felt that the train «vas not under control he said the 
other ffi&n w«s h-mdlln*, the brakes .-aid he thought he (Hin^) 
bad done all ho could. li& stated th«.t he shut off ste&s 
nearly five *allo9 hiny from the point of collision, *md 
that engincrum Goff on engine 710 shut off qtensi a sniLe 
or n 'liln and a naif away. He stated that englnenan Coff 
did not co&ztmice to brake the train until about the tine 
he went over the bridge. He felt the brakes take hold 
aonrwhere between the bridge .''nd the station. He 
whistled for Drakes tnr<°e or four tines and did not knot* 
joaitlvely whether or not brakes were applied before he 
whistled the fir^t tire. II© jiade no attempt to cut in 
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hlfl own brake and apply the emergency after he realised 
that tha train wea beyond control, nor did he reverse hia 
engine* He put on the sand blower about the tiae the 
train pasaed the station and after his engine paaeed the 
east switch, about 4.00 feet away froa tha point of collision, 
he got off. He stated that when ha felt the brakes go 
on ha thought they had plenty of time to stop before the 
train would get to th© switch. lie admitted that he might 
have avoided some of the shock of collialon had he 
reversed his engine aft^r he afew that the train could not 
he stopped in tls;e to avoid the accident, but stated th&t 
he did not think it wo ,ld h-ive 3n.de such difference. 

2n&inc-r3P.n Goff on orpine 710 atx-.tod that when he 
took on engine 2345 at CorL*v. ae an understanding with 
en^ineaian Rin^ th-t the .lr to be used froja the second 
online because em; in? 13/f? w< s anftblf to supply the train 
line with air on <sccouiit o*" It.-: s ̂ 11 pusap. He stilted 
that in cases of tills :£ind It \ s always cuatossary for the 
en^ineaan on the second f>n,lnc to handle th® air. There 
was nothing said about 3i*>n Is or orders, nor keeping a 
lockout ahesdj It *it»3 si . L, understood th^t Goff WJIB to 
handle the air brakes fro-** til a engine. At all the atop a 
nude between Gorliao niu Torth Yaraoutli the brakes oporbted 
in 't, satisfactory si&nnor, imt uoff at -ted that they were 
not working quite us wel_ a ae thought they ought^to. He 
attributed this to the cola *. pat her, and said the br&keE 
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were average winter brakes. K© had to make an unusually 
he&vy reduction in order to secure proper results. He 
was on the lookout for train 760 at Horth Yarmouth and 
expected to stop there, but stated that he could not see 
very well on account of sr.iok@ and steuja froa the leading 
engine and miscalculated his distance. He first began 
to use his brakes just as he isent over the bridge. That 
r'S sibout the tiae enginc?Kjan Hing on the leading engine 
whittled for brakes. He* sti ted that he thought he knew 
where he Aas, but when he fc

fot to the bridge he found out 
th^t he a quartpr of a aile nearer North Yarmouth than 
he had previously supposed he was. He then realized that 
he had been lost on lie count of the saoke from the loading 
en^in©. lie at once -â dc b ueovy e» upllc^tion of the brakes*, 
but st ted tliut they did not sees to take hold at all. 
His train was then running about 50 miles an hour. When 
ne applied the brsuces ne ;*130 opened the send blower. 
After his tr&in hud gone perhaps naif a train length and 
the brakes did not twiko hold as they should, he then 
applied the brakes in ercer^ency. He did not see train 
760 Lt thut tlae, but <mw it about the time he phased th# 
st ition about 1850 feet fron the point of collision, and 
tnen reversed his engine. After reversing the engine he 
told the firo&an and brnkesjan that they hud better be 
re^dy to ̂ et off because ha thought they were not going 
to b« \hlG to stop, und after his engine passed the .witch 
he got off. The fireman and brakeraan rere killed. 



Conductor Smith of train 92 stated that when 
engine 2345 was taken on at Gorhsa it WAS understood that 
engineaan Goff of engine 710 should handle the air, 
because engineia&n Ring of engine 2345 said that his pump 
was too snail to supply the train line* He read th© 
orders to both anglneiaon and knew that they understood 
thesj. He stated th>t there was nothing wrong with the 
brakes and said that they were si little better than the 
average. When the train approached Horth Yarmouth 
conductor Smith w; s sitting ?t the desk In the ass boose 
making out his reports t-nd did not notice the location 
of the train until his attention was called to It by the 
brakeman who w^s ridina in the cupola. Just before &oing 
over trie bridge the? br^kewtn ŝ td to the conductor that 
they were going rather fust «nd that he thought they would 
run by the switch. Conductor 3-iltn it^ted that he then 
immediately got up fron t^c •inn ,ic ̂ ent into the cupola; 
they were just then p^ssin,; W P P the bridge* Be said 
that he felt no applic . t i o r 4 of tne brakes previous to that 
time but felt a slight lor- though the brakes were 
ftjpllpd Just as ho ^ot Into tne cupola. He at once took 
hold of the conductor*^ vrlve '*ad nu<de an emergency appli­
cation of the brakes, r-p t-d that before he had t&ken 
his h?>nd away fron the c" aouctor' s bruke valve the 
collision occurred .ind hp thrown down on to the floor 
of the caboose. Ho at.ted t>^t there was no appreciable 
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time from his application of tho emergency br&kes until 
th© collision occurred. Us soon as he picked himself up 
after the coilia ton he ran to the hend end of tho train 
und asked engliiecjan Goff what was tho trouble, and Goff 
replied, <*I was lost until I struck the switch,B 

DrakoEmn Gardner of train 92 at&ted he wua 
ridl.ig IJ; the cupola, nnd that conductor flnith «as at his 
do3k until he called his attention to the f&ct th't they 
were getting close to Horth jfariaouth* Hs th© semaphore 
iii,nt '&t the 0^3t end of the bridge, and felt that the 
tr-ain «as coint tco fast to si&jce the stop, $est of the 
bridge a& c tiled to conductor Smith and sr.Id to that 
ho did aot bellev« that they $ould be ©hi© to stop. He 
felt the brakes fjo on Just bofore conductor Smith allied 
t.ae einers;pncy. ALnont at the s&xs© instant conductor Saith 
put on the emergency bra^e the collision occurred, iie 
stated that the braa.es Iv d worked all right and that he 
did not notice any trouble with theau Ke said that xihen 
the conductor opened the emergency valve he noticed & 
strong exhaust fro-s the troln line. 

FroQ the joint of the accident westward In the 
direction from which train 92 was approaching the track 
Is strni&nt and practically level to Royal River bridge, 
end from the -cnt side of the bridge sn object can be 
distinctly seen at the east switch of the passing track 
a distance of 3363 ^eet. Extra 76J was standing on streldht 
track 4.'JO foot enst of this switch, so that It could be ~~ 
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distinetly seen at a point approximately 4000 feet away 
in the direction from which train 92 was approaching. 

Bulletin *Jo. 2 4 6 of the Grand Trunk Railway 
Company, issued on March 22, 190S, reads as fallowst 

Engines running coupled over the road. The air 
brakes must be worked from the front engine. 

Bulletin 3o. 426, issued February 21, 1907, addressed to 
all conductors «nd engineers, reads as follows! 

P.hen tpro or »aor© engines are coupled together 
st the head end of & train the air brakes must be 
connected tlirough to nnd operated froa tho leading 
engine. En^inemen on e-ich engine except the leading 
one must close the cock in train pipe below engineer'3 
brake v^lve and place the head of brake In running 
position. tJntior no circuastances must air brakes 
be operated from rear engine. 

These bulletin order-; were not obeyed in this instance. 
Trainra&ster F^vvnll of the Grand Trunk Railroad 

stated that th© ordur to put engine 2345 ahead of train 
92 at CorhaiS was liaued by the Chief Dispatcher ov«»r his 
signature, ile atr't̂ d th t it ^ custora&ry to handle 
disabled engines in th^t "̂>y, **nd did not consider that 
there was any source of d nyer In it* He said that the 
leading engine vua is ;p <csen to bundle the air if it had 
a proper pump. id tht ao knew that there were oases 
whan the second engine controlled the brakes of the tr&ln 
in violation of bulletin orders of the company, and that 
undpr conditions jue:i tts nxistad on train 92 on the date 
of the collision "it ig 1 t?ln& f,one right along.^ In his 
opinion it would have h*»eii joasible for either one of the 
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engineaen on train 92 to atop the train In time to avoid 
the collision If they Imd used the appliances under their 
command. In his opinion engine 2345 was all right to 
run coupled ahead of engine 710 to the shop for repairs, 
and It hij.d been the practice of the officials of the 
Grund Trunk Railway to permit this to be done* He did 
not consider that there was eny danger in tho arrangement. 
He snld that they h",d handled a number of then in that %ay. 

Rale 233 of th© company reads as follows: 
£a-',lneers on passenger and freight trains leaving 

v. terrains!, or at any point where the sake-up of their 
train has been changed, must, after starting, but before 
running one thousand (1,000J feet, apply the air brake 
sufficiently to know that it is in good working order. 

This rule applies to all trains, but such e test was not 
a»ad*j after the engine coupled on to train Ho. 92 at kanville 
Junction, and enginezaan IUn^ stated that it was not 
cuatomry to auke the test with freight trains. TnAa-

'iirtster Ĵ arrell also stated th^t he w&s aware It was 
customer;' not to obey this rule. He stated that no 
running test of air brakes on freight trains had ever been 
eiade tint he knew of, find the company did not expect the 

to obey that rule except in passenger trains. 
The primary c.'iuse of this accident was the 

failure of englnenen Goff end Rin£ to approach Horth 
Yarmouth with their train under control, knowing that 
extra tia. 760 was to be* act at that station. Engineiaan 
Rinj£ admits that he saw ths headlight of extra ?6<I a mile 
and & hulf sway frora the meeting point, and when his train 
ajprodched th© bridge at « speed of 30 ialles per hour, and~~ 
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he realized that engineman Goff w&a allowing the trein to 
get beyond control, a proper regard for safety should have 
induced him to at once cut In his brake valve and amke en 
emergency application of the brakes, fie appears to have 
relied altogether upon the englneaan of the second engine, 
even after he must h&vo realised that the tr&in was beyond 
control. Engine&en Goff and conductor Smith sro equally 
responsible for failing to exercise proper precaution to 
3$e that their truin was und**r control prepared to stop at 
u. meeting point. »11 these n*m ^ere culpable, in the 
first instance, in disobeying the bulletin orders of the 
company which re'iuirwn tne *ir brakes to be controlled 
froa the lending engine. H,„d this order been obeyed the 
accident would not have occurred, 

According to the 3t .touaent of trainaiastor Fssrrell, 
an exceedingly las; enforcenffnt of rules appears to h&ve 
prevailed on this portion of Jr^nd trunk Hallway. It 
ms adiaittfcd by hia Uu-t the positive direction of bulletin 
2^6, that "Unrinr no circ in;>t ncoa must air brakes be 
operated from rear engine", ̂  s habitually disregarded by 
employes, with full KnovtLa^^ of the Grand Trunk officers, 
lie also admitted th-t icn ere not expected to 3eke running 
test-) of air brakes on freight trains, although rula £80 
of the Grind Trunk Rf.Ll^t/ Cou^ony positively requires 
such tests to be rafde. h^n company officers have full 
knowledge of and ficmniosco In the disobedience of positive 
rulea for the prevention of accidents, they cannot reasonably 
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escpect to ev&de responsibility for cureleasness and 
Inattention to duty on the part of employes. 

The eaployea responsible for this accident were 
experienced men with ̂ ood records. They had be^n on duty 
about 12 hours at the tiae of the accident and had had 
sufficient tiae off duty before starting out on this trip. 

Chief Inspector of 
Safety Appliances. 


