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INTERSTATE COMMERCE COMMISS ION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVESTI~
GATION OF AN ACCIDENT WHZICH OCCURFED ON THE COREGON SHORT
LINE RAILROAD NEAR WATERFALL, WYO., ON OCTOBER 6, 1923.

January 8, 1924,
To the Commission.

On October &6, 1923, there was a head-end collision
between two freight trains on the Oregon Short Line Railroad
near Waterfall, Wyo., which resulted in the death of two em~-
ployees and the injury of three enployees.

Location and liethod of Operation

This accident occurred on the First Sub-~division of
the Utah Division, extending bebwecen Granger aad Montpelier,
Wyoe., & distance of 115.,1 miles; in the vicinity of the point
of accident this 1s o single-track line over which trains are
opereted by time-table, train orders, and an automatic block~
signal system. The point of accldent wes about 1 milo west
of Waterfall; approaching this polnt {rom the east there are
1,416 feet of tangonl, and then a cucrve of 3°03' to the right
which 13 860 fcet in length, the point of acecident being on
this curve 370 fect from its castern cnd. Approaching from
the west there are 1,236 fect of tangent, followed by the
curve cn which the accident occurrcd. The grade from the
cast 1r ascending, varying from O.22 to 0.48 pecrcent; from
the west 1t 1s generally descending for somc distaence, the
maxirmm bcing 0.5%2 percenta

On the Inside of the carve on which the aceident
occurred is a blulf 60 or 70 fcot in helight, the base of
which is vlthin ¢ few oot ol the track, this blulf restricting
the range of visglon of approaching engince crews to a few car
lengths.

The gignals involved are of the onc-arm, lower
quedrant, two-pesition typc. Tre last westbound cutomatic
gignal is slgnal 339, lccated ab the west switch at Waterfall,
4,138 foct east of the point of accident. Lastbound signals
S72 and 358 cre locoted 12,931 and 6,155 fect, respectively,
weegt of the polnt of =zccident. An overlap in thoe control of
gimal 3239 cxtends to a peoint 1,563 foet west of signal 358,
vhille the control of signal 358 cextends to signal 339. This
crrangement precludes the possiblilaity of two opposing troins
entering the block simultancously uvnder clcar signal indi-
cetions.

The weother was fogey ot the time ¢f the accident,
which ceccurred at asbout 7:40 . m.
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Doseraiption

Eagthound Lr"-"ht tr.in cxftra 20536 concistced of 62

cora ond o ccboose, heal cd 2V OH”LHO 2006, and woo in cherpe

o Conductor Nicklce “nd L117,10 2 arl tufmhn. At fLecrmmercr, the
1 st opon o7fice, 641 milcecs from Uatecrfall, the crov roccived
0

¢ copy of tream orcder ko, 20, Fora 19, rcading ao follows:

Fnge 2036 ond 2559 run BExtro Koermoror .
to uf_nﬁur end heve raight over Extra
2545 Vest Hcummerer to Opal toke gading

not p:ss Oprl unlces Tntra 2340 Ycst

nes crraived EBxtre 203 6/u“$% ot ond
dovble ftroek Rorwoersr vntil coven
fMfteen 715 re 11e Jntcrfall watal scven
Lthirty 730 em Folger until scven forty
740 man Exure 253€ Tregl weat at cond
uounle trrek Koumer @ until cight onc
801l am W, gerfall uabt.l cight fartzon
815 w1 Fol,er until oight twenty throo
823 nm for Liteo 2045 Wout

Extr: 2046 loit XHomacrer ot 7:285 . 11 10 minutos

after the ttnc n~ied in the ordzr, ond wes opproaching veoter-

ffoll ot
vhen 1o

o gpeced sotniinted to heve poeon obout 25 wmilca an hour
collaicad vith coxtro 25405,

Westbound freight trein oxntre 2545 consisted of 71

cors cnG a ecbeoose, hruled oy cngine 2045, ond woo 1n cherzoe
cf Conducter Bristel (ad Ea,rnernun Ricliards. It prosscd Opo
the Lloct open office, 9410 m1lee from dotoerfoll, ot ©:51 ¢4 1.
recolving ot that point o copy of trcin order No. 20, Form 10,
rrovicacly guoted, ond rrraved ot Yntorfell at 7019 a. me,

entorang

the side track ond texins weter. AL thic point troin

orcer No. 23 vas rcecived over telcephoac dircet from the dis-
prtchor by thic head brelieman, theee being no open office at
thig point, this orders rcad co ITellodo:e

Tz 20539 Foogt woait ot ernd double track
Lhoriwrer Bl0 am for oxtra 2545 ien

Accordin~ to the dispritcher's troain order bock this
]

order wos i1gsucd on Form 19, houovor, the nerd brakcmon coplcd

1t oon =
cbhout 7

Form 31 blank, Extra 2040 doparted from YWeterfall at

133 re Me, three minutes ~Tfter tho tinc cxbtro 2536 was

diac under the vootb order, and colllaced vith Lhet train vhile
traveling at ¢ snocd cstimoted To heve occn about 8 milce an

heour.

Bethh engincs renecinocd upripght, clthovgh derciled cnd

conglderably dtd:god. Thirteen ccrs in ths tvo troins were
deniclashed, <nd 10 cthers uvere -ore ors legs bodly domaged.
The employces killed wvere the ongucrian of oxtra 2545 crd the

frrenian

ol cxtro 2536.
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Sumriery of Evideonce

On arrival at Waterfall cxtra 2545 headed in on the
passing track for the purpose of mecting the two castbound
extras, Aftor the train had been brought to o atep, Head
Brokeman Crogby uncoupled the cnginc, and it procecded a short
distance avay to tako vater. Conductor Bristol pcrformed work
on hisz delay rcport and time slips, thoen went up into the
cupoia of the cabucse to liston for the ceogthound cxtras, and
not hecaring them hce got down and startcd toword tho hcad end
of the train, Intending to comrmunicate with the dispatcher in
an endeavor to obtoin rorc time on the oppcsing trains. Head
Brolkcman Crogby, howevor, had coarmuniceled waith Dispeotcher
Durharm from the tcelephonc bocth, and ceccpted troin order Ho.
23« As soon as the engine returncd to the train, the hoad
bralteman recouplcd it, and, ozftor testing the air bralics, the
traia departcd ot chout 7:32 or 7:33 0y n. At this time Con-
ductor Bristol, according te hls own statcrnent, woes some dis-
tance back from the hecd end perhaps 30 or 35 car lengths, but
instead of taking ccbion to bring the train to a stop cnd
ascertain the reoson for 1ts departurc agoinst an opposing
superior train, hc oot eboard, and procccded over the tops of
the cars to the cnglace, which by that time was within 15 or 20
car lcngths of wherce the scccident cccurrcd, wherce he mecintains
gorie onc informed hin, or the renork wos made, thot the opposing
trein wveuld wailt at the end of double tracic ot Keumerer until
B:10 o me Conductor Sristel Aid neot lImew which of the two
opposing treing was to walt uantil this time, and did not ask
the brekeoan or lliroman for riorc definite ainformction, thinking
he would roceive it fro the englncmwan Just as quickly, and
2lso becousc he wentced to scc the order itself; lie szad Engine-
rarn Rlchards was then out on the running board, working on the
sanders. Ag the train waos approaching the point of accldent
Inzincran Richards storted to rcturn to the cab, but as he was
obout to got Into 1t lic was scen to lock ahecad and then jwiped
from the cngine, Conductor Bristol having just about time in
vwhich tc bracc hiriaelf before the accident occurrcd. Conductor
Brigtoel said tiwe reason he did not tzlte action to bring the
train to o ston and ascertain frorm Englinerien Richards on what
authority they were roving against an opposing supcricr traoin
was beccausc ke had inmplicit confidenece in the englneran's abil-
ity, end drxd not went te interfere with his handling of the
troing 28 it was, hce had aot scen the order up to the tine the
accident occurred.

Firenan Anderson knew his train headed in at Waterfall
Tor the purpesc of mecting the two opposing cxtras, i1in compli-
cnece with troin corder llo. 203 afteor tho ongine was recoupled to
the train he saw Illecd Draxenon Crosby hond Enginonan Richards
wihiat he thought was a train crder, ocnd on sccing the head brake=~
1ien preocecd toward the switch he asked the engincrman i they
were going to depart, but nade uo ¢ffort to rscertain the con-
tents of the order, aad he said it was not showm to hin, nor
was heo infeorred of its contents, saying that he was busy on
the fire when the ongincerion boarded the zngine with the ordor,
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and that by the tine e had finished with this work the engine=
nan was out on ths rurning board. While IMzreran Anderson at

once tirme said Enginerian Richards had 1sft the cab before the
concductor reached rtt, his later statercnts indicated that ho

was not sure on this peint, although he was able to say that

the farst tinc he noticed the conductor!s prescnce was aftor
passing tho castbound distant signal, or iwre than half vey be-
twoen thic weat switeh and the point of accident. .

Head Breakoiian Crosby said that vhen the engine had
beon couplel to the train alter taltang watcr, he asked Enginc=-
man Richards if he should get in tcuch with the dispatcher,
and that the enginer.an gove him a pencil which he tock with
hin tc the tclephone booth, ond on calling the dispatecher and
giving hin the nuaber of the traln the dispateher sont the
train order in question, withieut asking for his naric. Having
forgotten the nu.bers ol the opposing cxtras, the hcad brakconan
did not know vhether thic order gave hig troin nore tine on the
first or the second of the oprosing trains. He rcturned to the
cngine, gave the order to the engilnenan who was cn tne ground
beceade the onginc, went ahead to open tlic switeh and gavo the
engincnan o glgnal to procced, at about vhich time he ncticcd
that t1c bloeck signal wos digpleying a clear indicaticn. The
hcad brakerian left the corbon copy of the order in the switch
lock to be pickoed up by the flagnian, boardsd thoe cngince cs it
passced Lir, and said thst Conductor Eristol, whort he had saon
wolking along the prcund besideo the troln, apparcantly bearded
it ncoer the head ond and proceccded to the cngince over the tops
of the cars, reaching tl.e cngine at or soon alter the time 1t
passed the switchs Although Head Brakeran Crosby was not
positive whethcr Inginernian Richards handed the order to Con-
ducter Bristcl or held 1t up for hin to rcad, he said he know
that the conductor recad ths order, and that 1t was after all
this had talten place tnot the cnginciian went out on the run-~-
ning boord to worlk on the sanders. He.d Braleman Crosby saild
he thon went bock Into the tonder and was cngaged in knoclking
down coal when the accident occurrcd.

Flarnen Porls stated that on leaving Waterfall, he
found a copy of train order Yo. 23 in the switch lock; after
¢losing the svitch and petting baclk in the caboose he recad
tlic order, ond just as lic finighed reading it the accident
cccurred.

Merbers of the crew cof cxtra 2536 stated that the
fog at tiues restraicted vision to 3 or 4 car lengths, vhile
the 1oxirmun range of wvislon was about 15 car lengths, Enzinc-
rian Sturnan ond Head Braokerioan Jdonely cmphabtically stated that
signal 358 was dicplaying 2 clear indication ¢t the tine their
trein passed it, Engineran Sturrian alsc saying that Firenan
King celled to him that the block was clear. Enginerian Sturna
oxplainced his recelving a clcar indication at slgnal 368 by
saying both trains imet have entered eon the*track circuit at
the saric tiie. He fixed the tire of the departurce of his train
from the cend of double troek ot 7:25 a. 1., and the tine of the
eccident at about 7.43 a. e Head Brekoian Joncly saw oxtra
2545 vhen 1t vas approxiately 200 feet distont and said the
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air brakes on his cwn train were applied in cmorgency Jjust
before the accildent ocecurred. Conductor Nickle cstimatced the
speed to have beeon between 10 and 15 1iilce an hour through the
yord 1linits at Kerrorer, and betuvcon 20 ond 25 rniiles an hour
fror. the yard-luiit board to the point of aceldent; thesc
cstinates weore substanially the saie as those of Engineran
Sturrnan. Cenductor Mickle was of the opinion that kis traan
passed signal 358 whille it wies displaying a stop indication.
Tho stateorients of the various nermboers of the crev indicated
that their trcin conswied aobout 18 or 19 rianutos botween the
ond of double track at Keruiercr and the point of aceident, a
Alstance of riore than 4 niles, the first three of vhich wverc
within yord lirdts.

While therc 1s o disazrecoizent betweon the statelients
of Dispatchcr Durhaoit and those of Head Bralkciian Crosby as to
the naturc of the conversation which peossed betwcon then, Dis-
pateher Durhan adr:itted that ke 2id not inquire as to the
identity of the person with whor: he was teollting, assuning it
to be Engincrian Richards. Dispatcher Durhorn said train order
Nc. 23 was issuoed to oxtra 2545 at wWaterfall at 7:31 o2, 1., and
that 1t was 7:42 2. 11., vhen the cceldent occurred, this being
the tire ho hcard a roar on the tclephone appearently causcd by
wreclzape belng throw acress thoe wircea.

Shertly aftecr the accident signals 339 and 358 were
scen ¢isplaying step indications; tho recnanisns were at once
sealed, and subsequent tests showed them to be 1n proper
working order.

Conclusions

This accident was caused by the failure of the crew
of extra 20545 to remain at Waterfall until extra 2636 arrived,
and by the failure of Engineman Sturman, of extra 2536, pro-
perly to observe and obey automatic signal indications.

Head Brakeman Crosby assumed the duty of conductor and
accepted from Dispatcher Durhom train order No. 23, which gave
his train additional time against extra 2539, which was the
second of the opposing extras, put sald that as he had for-
gotten the englne numbers of those treins he did not know
wnhether this order helped his braln against the fairst or
sccond extra. Head Braxeman Crosby delaivercd this order to
Ensineman Richards, who departed from Waterfall without awvalt-
ing the arrival of extra 2536, the first of tho opposing treins.
Conductor Bristol permitited the train to depart without moking
an clffort to sscertain the suthority for the movoment, whilce
Fircman Anderson made no attempt to scquaint himself with the
contents of the order.

The east yoard-limit board at Kommercr is & miles cast
of the end oif double track and within less thon 200 fect of
castbound signal 358, wnich as proviously stated is about 1-1/4
mileg from the scenc of the accldont. According to Enzincman
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Sturmen's gstatoments his Trcin left the end of double track

at 7:25 . m., ond prococded the distance of 3 miles to the
yord=1limit board at = specd not cxceceding 15 miles an hour,
after vhieh he inercascd the spced to about 20 or 25 miles an
hour., With this train opecratcd in this manner it could not

heve passed signal 358 prior to 7:idd ae. m., whilec in view of

the fact that the eveesd was Increased between this point and

the point of zceident, o distance of only 1-1/4 miles, and the
Turther fact that the accadent occurrcd not later then 7:405 .
fe M., it appoors probable that 7:40 o, m. would bc much

necrer the actual tinme at which the signal was passed. Inmasmuch
ng oxtra 2545 stoartcd to pull out of the side track at Waterfall
not later than 7:35 a. me., 2t would eppcar that signal 358 had
been digplaying o stop indicotion for at lecst 5 minutes before
1t was papscd by ecxtre 2536, and that Engineman Sturmon failed
to obscrve this indicction corrcctly.

The ecmployecs involved worc expericnced men ond at the
time cf the cceident none ol thom had becn on duty In violation
of any of the provisions of the hours of service law,

The facte of this aceident agein forcibly disclosc the
neceesgilty Tor automatic train-control. This necessity has becn
nointecd out {for mony yecrs in mony previocus accident anvesti-
gotions on this and other lines. In Autonatic Train Control
Deviecs, 69 1. C. C., 258, docket No. 15413, decided June 13,
1522, thce Commission goid:

"% -c - Our investigetions have chown that
the art of esutorwatic trein control has long
since passcd bthe experimeuntal stage. « -8 o+
The 15 years of investigetion and
study and the results cbtalned in CGho cctual
omployment of these devices over periods of
yoars upon some of the railrcads have clcarly
demonstraoted the procticability of and the
ncceesslity for cutomatie trecia-stops or train-
control. The time has now arrived when the
corricrs should be required teo sceleet ond
ingtall such dcvice or devices as will mecet
cur specicicotions and requireucents, - -+ -f
The accident reports made by the
rcilroads to ug show that from Jonuary 1,
1906, to Doeccomber 31, 1921, there werc
26,257 hcad-~on and reor-cnd collisionas.
These resulted in deoth to 4,326 persons
end injury to 60,682, The demage to roilway
property alonc amounted Lo §40,969,663. The
annual averaze of Lhege collisions armounted .
te 1,643; the average nwiber killed, 2703 and
the wverage nwiber injured, 3,792. The average
derie to roilroad property cmounted to
$2,560,603 per vear., Losses duc to damage to
lading are not included in thesc figures but
they sre no doubt cousiderable., If to the
large property losses therc be added the
death losses and the demages paid for percons
injured, the tetal anount will be very grceat,.
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As an indicotion of whaet bhoese latter
logsaca are, o number of carriers have
furnishked ue with tho decath and personol-
injury clueims prid Ly therm as a result

of a nurber of cccidents. & - % "

The Commission in ats 37th ermuasl repeort to Congress,
dated Deceembeor 1, 1923, reported that out of B2 collisions
wvestigated by the Burcauw of Safety during the risecal year
ended Junce 40, 1923, 75, or over 91 per cent, probebly would
have been provented 1f an adequate syctem of automatic train-
control had been in usc; in thesc 75 collisions 1B9 persons
vwere killed and 1,299 irjurcds The accldent hercuunder in-
vestigation as but chother in the cvoer lengthening list of
acciaents vhach could have been nrevented had the rallroad
company instelled and had in proper oporation an automatic
device dealgned teo stop the train in the cveont tne cnginemen
feiled to do so.

Respoctfully submitted,
Y. P. BORLAND,

Dircctor.



