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IN RE INVESTIGATICH CF AN ACJILDENT WHICE OCCURRED Ol TEE CREGON
SEHORT LINE RAILROAD IIZAR RED3URY, IDAHC, ON JARNUARY 11, 1920

February 27, 1220

On Janusry 11, 1920, there was a rear-end colllsion cetween
a passenger traln and tane runaway portlen of a freight traln on
the Oregaon Short Line Railroad near Yedbury, Ica., which resulted
in the death of £ care-takers and the injury of 1 employee After
investigation of thie accident, the Chlef ¢f fthe Bureau of Gafety
reports as follows

The rourth District of the Ifano Division of the Oreson Short
Line Hairlroad, on which this accident occurred, 1s a single track
line, extending from Glenns Farry, Ida., to Huntington, Cre., a
distance aof 188,8 miles Tralns are coperated over this district
by time-table, train orders and rsn automatic block signal system.
The accident occurred at a polat sbovt 2.5 miles wast of the
station at Medbury., Apcrorchi.ug tozsg point frern the east there
18 a o-degree curve to tue left ap-ut 2602 Tfe~tT in length,
followed By about 700 feet of t.on.ant. Thrs tangent continues
beyond the point of colligion a1 ed itlonal distance of about
4300 feet, wost of which is o L~degree curve to trhe richt approxi-
mately one mile in lenctn, Extending vest from Medbury tne grade
is ascending for westbound ftrains to Heverse, a distance of 8.4
miles, the maxamum gr.di=nt i1s about £ per cent, which was tke
gradient at the poiat of collision. The weather at the time of
the accident was clear.

Westbound freight treun extra 2010, conslsting of eneine
£010, 21 loaded cars cnd 1% emnty cars, in charge of Conducter
Griffith and Eaglne -an Ricks, left Glenns Ferry, Ids., et 10,590
p.m., Jznucry 10th end 2t 11.35 p.1. errived at MNedbury, a dis-
tance of 11.2 =7lles. At tnis polnt helper englnes 2241 and 2007,
in charge of Enginermcn Wricht ond Sulllvan, respectlvely, were
placed in the troin btotirgen the twenty-third end tventy-fourth
caerg, for the purpose of assisting up the arade to Reverss, The
trein left Medbury at 1°.3C z.~. and nroceeCed to & polnt a short
distance west of mil.-post 389, ¢ dlstonce of about 4 miles,
where the train beecame stalled., The *three engines took the
first twenty-three c-rg %to tre siding £t Chelk, ~bout one mlle
beyond, leaving the r.ar portion of the treln, 31 <¢ars on a 1.7
per cent ascending gr~{e without eany hand brakcs being set, the
cir prakes leak+d off this port.on of the train ond 1% ran back
dovn the grade o di:tence of about 5,500 f=et, and at 12.53 a.m ,
while tweveling at o epecd of about 40 miles an hour collided
with weegt-bound presenger trein No. 17

Wegtbound prassencer treln No 17, -n route from Pocatello,
Ide,, to Huntingdon, COre., end points -rest, was in chorge of
Conductor Locke end Enginewan Themeson, and consisted of englne
3119, 1 mail car, 1 vagecage czr, 1 coach, 1 chalr cer, 1 coach,
1 tourlst sleeping cor, 4 gtend=rd sleeping cars and l obgerva-
tion car in the order named. Thie traln left Glenns Ferry at
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12 17 a.m, and at 12.3% a.m. arrived at Medbury, where helper
engine 1583, in charge of Enginenan Smith, was coupled to the
head end. The train left Medburv at 12.40 s.m 1 hour and 40
minutes late and on a»rproacking automatic bleck signal 3879,
tocated aoout 2.5 miles west of vedbury station, the signal

was found to be in the stop nosition The train 1vas brought

to a stop B0 feet east of fthe slgnal at 12.45 s.m., and the .
head brakeman went alead for the purpose of flagrilng the traln
througk the bloclz, A few mlnutes later the rear portion of
extrs 2010 was scen agnroaching from the west and train No, 17
wag started backward. This train movrd a distance of ebout

120 feet and was traveling at a espezd of from 5 to B miies an
hour vihen 1ts head end was struck by the r-ar end of extra 2010,

As & result of th~ collision train No. 17 was forced back-
wards o distance of 420 feert and was stoopsd by the air brakes
belng applisd in emergency due to e brokxen orage nipe on the
front end of the helper engine. Tre zngins trucxs snd the
two front pairs of driving whez:ls of thls 2ngine were derailed
and tne engine was considerably damaged The other equipment
of trailn No. 17 sustalned no damage. T“he caboose snd 21 cars
of extra 2010 were totally demolished, while one ather car of
this Srein was slightlr damaged. The two men killed were in
care of stock and an eaigrent outfit, and were riding in the
caboose of extra Z010,

Englneman Ricks, of engine 2010, stated thet after hies engine
passed mile pest 389, the trein begen to slow down ccming to a
stop with tne engine about 1,200 fset beyond the mile post. AL
this time he did not know the reascn for the traln etalling. He
immediately whistled out the flagman and sent the head braxeman
back to see what the trouble wes, telling the brakemen thet 1f 1%
wes necessary to doubls the train to Chalk to cut the train shead
of the two helpers He rec=1ved & proce-d signel a few minutes
after the heed brakrmen red gone peck, ond hed moved aheesd a
distance of 1C cr 15 fe=%t when he was slgnolled to stop. ZEnglne-
man Rlcks stated that when h? sterted spgein he knew that the
helpers hsd not been cut off 2nd therefore concluded that he had
ths entire train with him. He did not lrarn thet a vart of the
troin had been left at mile post 39 until his arrivel at Chalk.
After uncoupling his eneins from the traln at Chelk, he followed
engine 20C7 beck to where tre rear nortion of the traln had bren
left and found that it hed run down the grade. Thie was the flrst
time he had =2ver douhled Medbury hill

Head Breixeman Resh, of sxtrs 2010, st=tsd thet when the treln
stalled the enginzman instructed him to go bsck end cut off wkat-
ever part of the traln his engine could not hendle slone. He
procecded back, uncoupled tre hosz bitween the twenty—-third cer
and the leading helper engine and gave Engineman Ricks a proceed
slgnal. The forward portion of the ftrain hsd moved about 10 feet
when Conductor Griffith appeered, ordered him to recouple ahead
of the nelpers, while the conductor uncoupled behind them, de
stated that Conductor Griffith then geve Engineman Rlcks a sig-
nal to proceed, and that he himself rode to Chelk on the car aheed
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of enginz 2241. On ones vrevious occesion vhen hz had b=en on a
train which had doubled up the kill he was told by the conductor
that 1f ke should give a signal indicating thet they were going
to double thes hiil he was to apply the hand brekes on the reer
of the train before geing bock to protect by fleg

Conductor Grlffith, of extra 2010, stated that when the trein
stalled he told Flegmsn Coffelt that he would go forward znd see
what thz trouple was end that they would vrobably have to double
to Chalk. Le stated that he slso told the flagman not to go back
to flag, urtil he receivad a s=cond whistle signel to do sc, and
to be sure to set sufficient hend brakes to hold the rear portion
of the tresin on the grede before golng beca. He then ient forward
and on reaching the helpers found trat tiie stzam vas low on engine
€241 end that it would be necessery to double tue trein to Chalk.
He stated thet ne told th: encglneren on engine 2007 to whistle
out the flagman, and thst the cut would be mede behind engine
€007, He then separated the troin behind the helpers, after which
he made about a 15-nound application of the ailr brekes by opening
the angle cock on tre head end of th> car Lmmediately behind engine
2007, He geve ®Enginemnen Rlcus o signal to procesd and rcde to
Chelx on engine 2007, fr2ling confident thet Flegman Coffelt had
set the brakes on th- e-2r portion of th: troin. Conductor Griffith
further stated that nhc Anzw th-t treii No, 17 was not very far be-
hind and thot he shovld not have instructed Flagman Coffelt to
wait before going bacs to wrotect the resr of the train, but
should have set tre h-nd hrekes hims:1f; 1n any event he should
hevs geen thet the hand brskes were set before the helrers were
uncoupled. Howaver, the trailn wes stonding in 2 positlon where
the heedlight of train No. 17 could be seen a consldersble dis-
Tancz ¢vay ond ke trousht 1% bhetter Judgment to have Flasman
Coffelt set the brakes before going back while he himself rscer-
teinad whetrer or not 1t "rould be necessary to double the train to
Chelk., He stated further that he had never before stelled on
this hlll while rcting as = conductor, but had done sc several
times when rrorking 2¢ a brogeman. In thess instsnces the con-
ductor had gone ahead to sscertaln the troubkle while he set ihe
brakes on the rsar portion of the train and then went beck to flag.
He thought Flagnon Coffelt wus sufficiintly experienczd to under-
stand this practice. Ee afterwards stoted thet he hed never re-
ceived instructicns from conductors to remein with the train in-
gtead of goling bock to flog.

Flagman Coffelt, of extra 201C, stoted thet when his train
stalled, he received a whistle signal to go bacsa to flag. He
secured his red lontara ond fusees end had stertsd back when
Conductor Griffith told him to wait 2 minute, #nd without saying
enything mere started forward. Flegman Coffelt was positive that
the conductor did not 1astruct him to set the hand brakes before
goilng back %to flog or to "r~it until he recelved s second whistle
signal. He also sald tlet he would heve refuscd to com:ly wlth
such instructions 1f given hir. He disregrrded the conductor's
inatructions to walt and started back to protect the resr of the
train as required by rule 22, Upon reesching a polnt about one-
fourth mile from hie treln he heard & second whigtle signel to
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go out and rlag., He continu2d oveck 2a¢ when about one-half

mile from hls train, he sav trein No 17 come to a stop east of
blcck signal 3879 Shortly afterwards he heard a noise bchind
him and on looking around sew the rear llghts of his caboose
coming Towerd hiwn, As tne caboose passed him he yelled and
ottempted to bozrd the trein but was unable to do egc on account
of 1te speed, viaich he estimated et 25 or 30 miles an hour. On a
previcus occasion when he had been on g train which had doubled

Ehe hill the conductor had remained with the rear portion of the
raln.

Engine.aan Wright, of helper englns 2241, stated thet when he
went on duty at 1.20 »n,m., one stey bolt was broken on the engine
and the erch flue pluge were leaking., Before assisting extre
201C cut of Medbury he had assisted a traln from Glenns Ferry
to Reverse and another from Medbury to Reverse. At the tlme of
helplng the train from Medbury to Reverse the steam pressure was
low, due to the fire belng low and leaky flues, snd it had been
necessary to back the train dowvn the hill to Vedbury on account
of belng unable to go to Chalk in.time to clear an opposing
paesenger train. At the time his engine was coupled into extrs
2010 at Medbury for tr-= third movemant up the hill the steam
pressure was 120 pounds ané whille the fire was dirty the englne
geemed to be steaming satisfactorily snd he thought he would
have no trouble getting %to Chalk. VWhen the traln reached a polnt
about one mile from Cralk, howrevsp, the steam pressure had de-
cre=as=d to about 115 pounds, due to th> conditlon of the engine
and to poor coel, and 1t was on this account tkat the traln
stailed, During the time the train stood at thls point he was
busy asslsting the flreman in getting up steam and was therefore
unable to tell what tock place 1n reasrd to cutting off a pertion
of the traln or what zctlon was taken to hold the cars by hand
brakes He left this duty entirely to the train crew and made
no inguirles about it. Ee had never known of the rear cf & traln
being unprotected when 1% became nscessary to double a hill,

Fireman Celpin, of helper sngine 2241, gtated tnat prior %o
coupling the engine into extra 2010, i1t hed asslisted two other
trains between Medbury end Reverse, end on both trips he had had
consldereble difficulty in keeplng up steam Upon returning to
Medbury after the second of these trips the fire needed clesning,
but extra 2010 wasg rrady fto lzave before he hed time to do this
He told Englnemen Wripht of the poor cenditlion of the flre and
the engineman replied thet they would use the blower, Flremsan
Galpin further stetzd that durilng the time extra 2C10 was stalled
he was interested only in getting up steam, and did nol know .
what provielon wss made for holding the rear portion of the treln
on the grade while the head portion wecs being teken to Chalk,

Enginemen Sulliven, of helper engine 2007, etated that when
the treln stalled the heed brokeman care back and told him thst
they intended %o cut% tre train end take the herad portion to Chalk.
About 10 or 12 minuteg aft=r the trein hed stopped, Conductor
Griffith ceme %o kim, told him that the flegman was settlng the
nand brekes on the rear of the troin, and instruected him to sound
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the whistle signal for hir to go out and flar The conductor
also told him that he wos Foing to taxe hls englne and the portion
of the train ahead ot it to Chalk and return for the remainder
of the traia. Tne conductor then uncoupled the trein behind hils
engine end opened the sngle cock, ellowing some sxr to escape
from the trein line. ZEngin-man Ricks was then signelled to pro-
ceed and the train started. Engineman Sullivan further stated
that he knew that it wes his duty to ascertein whether or not
the hand brekes were 2% on the resr of the trailn before his
Pngina wes uncouplsd, but thet he relied on the conductor's

word thet thie had been dons by the flagman and he took no
further steps to see wvorsonally thet the brakes hed been set

He saxd that on several occasions ftralns had b=en handled this
way when dousnling the hill,

Engineman Smith, in charpe of helper engine 1583, on trailn
No, 17, stated thet hls engine was coupled to the head end of
frain Neo, 17 at Medbury and tre frain left thet station at aboutl
12.40 a.m, Upon reacking block sigral 3879 tne signal wes found
in the stop position and ke broucht his trsin to a stop aboutl 3
car lengtihs east of 1t, ofter vhich he whistled out s flag in
Ptoth directions. Tre hcpc hrekerran went forward to flag the
troin tkrough the blcck cnd he, ofter olling eround his engine,
started forwerd with tae thought that poseslbly the autcmatic
signel wes sticxing g would releacse 1f he Jarred it. When
he reached a point =boit a cor length from the signal he saw
The rellection of his h:zedlight on the windows of the caboose
of extra 2010. At first he thought this wos a signal meintalner
approaching with his motor crr, but en instant later the head
brakeman, who was then some distance avey, lighted a red fusee
and gave him 2 slgnsl to back up. By thils time he was able to
see the marier lights on ths caboose and he ran basck to his
engine and sterted the train beckwerds, Enginemen Smith estl-
mated the speed of extra 2010 at the time of the ccllision at
35 or 40 miles en hour, whlle he estlreted the spe~d of Train
No. 17 at from 5 to B mlles an hour.

Firemsn Melsenzenl, of engine 1583, estimated the speed of
extre 201C at the time of the collision et 4C or 45 miles an hour.

Laginer=n Thompson, in charge of road engine 3119, traln No.
17, steted thet about five minutes after the flegman had Deen
whistled out, Enginemsn Smith, in charge of The helper.engine,
sounded & whistle signel to back up. He did not see or hear
the epprosch of the resr portion of extra 201C and, »s his traln
hed been standing on the heaviest psrt of the gradw, he supposgsd
the backling up was being dong for the purpose of getting a good
start He gtated thet his trailn moved packvards about 7 car
lengths end was moving at%t the rete of about 6 or 7 miles an hour
when the colligion occurred.

Head Brakemren Larsen, of trein No. 17, stated that the tralin
came to a stov at signal u8f9 at 12,57 a. m and he immediatzly
secured torpedoces, fusees and his lantern end started forward
to flag his train through the block, When he reached a point
about one-fourth mile from hls trein he sew g red light about
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one-fovrth mile farther west and a2t flrst thought 1t was a

block signal He then saw that the light was moving and also
saw the reflectiron of the headlight of hls engline on the glass
aoor of the cabnoge He at once lighted a red fusee and slg-
nalled the crew of hils traln to back up. He estimated the speed
of the rear portion of extra 2010 as it passed him to have been
approximately 40 or 45 miles an hour. .
This accident was caused by the fallure of the crew of extra
2010 to set a suificlent number of hand brakes on the portlon of
their frain which was left standing on a heavy grade with no

engine coupled to 1%, for whilch Conductor Griffith is responsible

Rule 781 reads as follows:

"Cn all grades, when stopplng on the maln track
or on a siding, when cutting an engine off a trailn
at stations to do vork, or at any stops of unusual
length, the air must be relessed and a sufficient
number of hsand brakes set to hold the traln. Both
conductors and enginemen 311 be held responsible
for fsilure to compnly vith this rule."

Conductor Griffith, who admitted nis respons bility for this
accldent, should havs versonally set the hand brakes before un-
coupling the helpers 1nstead of instructing Flsgman Coffelt to

do so before going back to flag, The conductor was the only
experlenced member of the train crew, and should have exercised
unusual precautlon in the hendling of his traln, Flrgman Coffelt
danied that the conduector lnstructed him to set the hand brakes,
but regardless of this fect, the evidence indlcates that Flagmen
Coffelt went bacsg immedletely to protect his traln, as prescribed
by rule 92, and under these conditions he was 1n no way respon-
sible for this accident.

Under rule 731 Enginemen Wright end Sullivan, in charge of
the helper enginess of extra 2010, wers reculred to see that the
hand brakes were set before sallowing thelr sngines to be un-
coupled from the reer portion of the traln, but in view of the
stetement of the conductor thet he tcld Engincmen Sullivan he
had arrenged for the hand brakes to be applled, tney wsre Justl-
fled in doing as they did under the exlsting clrcumstances.

The testimony of the employees involved 1n this accldent
indicates that when trains are stalled on the grade between
Medbury and Reverse, making 1t neceasary to double, 1t sometimes
ocours that the rear brakeran sets the hand brakes on the rear ‘
portion of tne train before going back to flag. This dis-
obedience of the flagglng rule cannot bc too strongly condemned.

Conductor Griffith entered the service of the Oregon Short
Line Railroed Compony as brekeman in September, 1911, and was
promoted to conductor in January, 1917. Hls record wee good.
Flagren Coffelt was employed as & student brakeman on September
8, 1919, being qualified on September 18, 1912. Head Brakeman
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Regh wes employed as a stufent brekeman on Sertember 12, 1919,
and was qualified on October 3rd. The records of both these
employees were clear. Engincnan Wright was promoted from englne
watehman to fireman in MNovember, 1910, #nd to engineman in
January, 1917 agla=man Sullivon entered the service as fire-

man in July, 1210, end was wromotad to enginerman in January,
1917,

The traln craw of extra 2010 and tne crew of the road
gngine had been on duty obout three 2nd one-half hours efter
about 17 houre off duty. Tne craws in charge of the two
helpers had bsan on duty about 12 hours aftsr periods off
duty of 24 rours or morc.



