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Kind of accicdent:
Trainsg involved:

Train numberss .

Engine numbers:
Consiste
Speed:

Track:
Operation:

Weather:
Time:

Casualties:
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SUMMARY

Chicago, lMilwaukee, St., Poul and Pacific

Sentember 15, 1939
Avery, Idsho

Rear-end collision

Pasgenger ¢ Passenger

:+ 18

+ 2581
13 cars : 12 cars
Standing : 10 mepehe

. S O . ;
Single; compound 4~ curve to right;
grade C.24¢ percent ascending eastward

Timetable, train orders, and automatlc
Plock gystem '

Clear
11325 2.1,
180 injured

Failure to provide proper flag Dpro-—
Tection Tor firet traln and faillure
Yo control speed of second train
properly within subdivision terminal
because of depending uopon a signal
iich cdisvlayed a Talse Dproceed
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December 6, 1939.

To the Commiggion:

On September 15, 1839, there was a rear-end collision
between two passenger trains on the Cnhnicego, Milwauvkee, ST
Paul and Pacific Railroad at Avery, Idaho, which resulted in
the injury of 164 passengers, 2 tirain-service employees, 3 train
porters, 9 dining-cer employees, and 2 sleeplng-car employeess.

Locatlon and Method of Operatlion

This accident occurred on that part of the Rocky Mountain
Division designated as the Fourth Subdivision which extends
between Avery, Idaho, anc Alberton, Montana, a distance of
100.3 miles. Trains arriving at Avery from the west are operated
over that part of the Coast Division designated as the First
Sub-division vwhich-extends between Plummer Jct, and Avery, Idaho,
a dlistance of 64.4 miles. In the vicinity of the point of acci-~
dent this 1s a single-track line over which trains are operated
by timetable, traln orders, and an automatic hlock system. The
accident occurred within yard limits on the main track at a
polnt 750 feect west of the station at Avery. Approaching from
the west there is a series of tangents and curves, followed by
a tangent 824 fcecet in length, end then a compound curve to the
right with a meximum curvaturce of 40, which extends 1,091 feet
to the point of accident and 496 foet beyond. The grade for
east-~bounc trains 1s gencrally ascending, being 0.24 pcrcent
at the point of accldent. A yard track 3,800 fecet long, desig-
natcd ag track No. 1, is located to the south of and parallcel To
the main track; 1ts cast switch 1s located 404 feot west of tThe
point o eccident; at the time of accident the east end of a
cut of 40 box cars was located on Tthis Ttrack at a point about
600 fect west of the point of accident. The tracks arc lald on
a hillsice cut and generally parallel the north bank of the St.
Joe River. The west yard-1limit board is located 6,389 Teet west
of the pnoint of accident.

Auvomatic signals 0-8 and 0-0 governing eastward movements
are located 4,417 and 189 feet, respectively, west of the polnt
of accicdents. Signal 0-8 is located on the south side and signal
0-0 is located on the north side of tThe main track. Signal 0-8
is a 3-position, upper quadrant, semaphore signal, continuously
lighted, end 1s controlled by a D. C, polarized relay; 1ts
indications are:
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Proceed,

Proceed preparing to
stop at next signal.
Train exceeding medium
speed must at once re-
duce to that speed.

Stop, then proceed at
regtricted speed.

Signael 0~0 1s a 2-indication,

lighted, and 1its indicatlons are:

Yellow: Procced »rcepari

l’?
atop at next =i

Stop then procecd
at restricted ¢

=Ly

Train® exceeding

Inv-2379

Name - Clear signal.
Name - Approach gignal
Name - Stop and proceed
signale
cotor-light signal, continuously

Name ~ Stop and pro-
need, cecd signal,
ng to

onal,

medlium

specd must at once re-—

duce to that speed.

Rule 93 of the operating rules provides

Within yard 1limlts {the main
clearing first-class trains

the last station where tine
legs than five minutes. 1In

Name - Approach signale

in part as follows:

track may be used,
wnen due to leave
is shown, but not
case of fallure to

clear the main track protection must be given
as prescribed by Rule 99, * * * the main track
nay be used without protecting against second

and inferior class,

Speclal Rules provide in par

G—93=-(A). Within yard limit

extra trains and englines.

t as follows:

g, Trains carryling

passengers must be protected at all times as

.
W

prescribed by Rule 99, ¥ ¥#
be designated by yard 1limit
instructionse. :
station at sub-cdivision term
gstop expecting to find other

Yard 1imits will

hoards or by speclal

Trains must approach the passenger

inels prepared to
trains occupyling

the mein track and move as the way is scen or

known to be clear,
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Fixe8 signal., A signal of Tixed loca ation in-
gicating a con31L¢on aeffecvinz the movement of
a Traln or engine.

Note. —— The definition covers * ¥ % yvard 1imit
'boa:-nd_S. *‘ iy o+

Rule 992 of the operating rules reade 1in part as

When a traln cstopsg under circumstances in which
it may be overtaken by another traln, the flag-

nan must go back immediately with flagman'ls cig-

nals a sufficlent distance to insure ¢Ull pIro—

tectlon placing two torpedoes and when necessary,

in addition, displsasying lighted fusees. Vhen

recalled and safety to the trein will permit, he

nay returna. W‘ ' the coniitions require, he wi
leave the GLorp ¢ a lighted fusee, * * %

Rule 505, Block egignals * % % Govern the use of

blocks, but, unl,ss otherwise vrovided, do not

® % % digpense vith the use or observance of other
signals whcnever and whersver they may be requlred

Rule 519, fter passing a signal displaying a
oroceed indicaticn, the indication of the nex®
cgignal may change to stop and engineman and
treinmen must be on the alert to observe 1t.

The weather wes clear and the sum was chining at

of The accident, which occurred at 11:25 a.i.
Degcription

gsenger Bxtra 2500, an east~bound D%bf@ﬂ”i” tra

31stnd o“ one FBagesge c&r, one tourist car, three coaches,

followss

time

COlie

one

dining car, four touriet cars, one dining car, and onc obsorva-—

tion car, in the ordsr named, all of
hauvled by engine 250, and was in char
and Enginemen Stocking. AL Manito, 84
the crow received ordar Noe. &0, Form

Eug 250 run pageon
Pipmnsy Job 3
nae

T e

Uit u

263 Plunmer Jet wo Avory Tand run chead
of No. 16 Manito ©to Plunmer Jct and

* Plummer Jet To Avery Walt at Plunmer
Jet until 8155 Eelle

2ll~gtcel construction,

ge of Conductor McAuley
4,2 miles west of AV“”J,
19, reading as rollows
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X at 8:52 a.m., according to the
train sheet, passed Ste. Maries, 45.4 miles west of Avery, at
9:59 aaiie, stopped at the station at Avery at 11:11 a.m,, received
electric locomotive E~11 in place of steam engine 250, and soon
thereafter the rear end of this train was struck by No. 16,

This %train depvarted from Manito
ged

No. 15, an east-bound passenger train, known as the Olympian,
consisted of one mall-express car, one baggage—express car, two
coaches, two tourlet cars, one dining car, four Pullman sleeping
cars, anC one observation car, in The order named, all of all-
steel construction, hauled by engine 251, and was in charge of
Conductor Foley and Engineman Berg., Tnilg train departed from
Spokane, 106 miles west of Avcry, at 8:03 ae.n., according to the
train shect, 3 minutes late, received order No. 30 at Manito,
departed Trom S8t. Marieg at 10:10 a.m., 23 minutes late, passed
signal 0-8, which was displaying a proceed indication, passcd
signal 0-0 displaying a stop—and-proceed indication, and while
moving at a recorded speed of 10 miles per hour collided with
the rear cnd of Passenger Extra 250.

The impact drove Passcnger Extra 250 ahcad a distance of
5 feet. The rcar end of the obscrvation car was badly demaged
and the body of the car was 1iftcd about 2 feet above the rcar
truck; other cars in the train were but slightly damaged.

The front end of engine 251 was considerably damaged; the
alr compressor was loosened and the headlight was knocked orf.
Several cars in this ftrain were slightly damaged.

train~service emplovees injured were the engineman and
the flagman of No. 16,

Summary of Evidence

Conductor McAuley, of Passenger Extra 250, stated that at
Spokane he gave the train orders to the flagman and cautiloned
him to be alert in the vnerformance of his duties, as No, 16
would he following closcly.  Order No. 30 was received at Manito
and, arlter reading 1%, he gave 1t to the flagman. The trailn
stopped on the main track at the station at Avery at 11:11 Aeldley
and a change of motive power wes made. He knew that No., 16 was
due and that Passenger Extra. 250 should cither take siding or
afford protections. As 1t was not customary to whistle out a
flagman in terminals, 1% was not done in this instance., On
previous freight trips the same flagman had worked with him and
had performed his duties satisfactorily; he assumed that the
flagman would afford protcction properly in this instanccs
Concductor McAulcy was cngeged with various cduties in and about
the statlon and &id not obscrve the approach of No., 16 until
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he revurned from the station restaurant where he had gone to
annocunce thes departure of hig train to the passengers who were
eating; almost lmmedlately afterward No., 16 collided with the
rear end of his traln, at which time it was 11:25 a.m. He was
thoroughly femiliar with the ruless and operating practiceg in
effect &t this point. He sald that it had always been his
custom to ingtruct enginemen te rccall flagmen at sub~divigsion
terminals and that the flagman was aware of this custom. He
did not know what practice wag followed by regular crews, as he
was an extra conductor., It was hig o»ninicn thet the flagman
failed to aifford proper vrotection,

Flagman Hall, of Passenger BExtra 2050 ted that he had
read the orders addressed to his ftrain and understood their
provisions. Knowing that No. 18 would follow closely, he pro-
vided proper flag protection &t all intermediate stops; he did
not observe the apprcach of No. 16 at any of these polints. When
approaching Avery a lighted fusee wes dropped off; after his
train stoppred at the station, he went back with full flagging
equipment to a point where a clear view of an approaching train
could be had; he remained there untll a shor®% time Tefore the
accident occurred. As fthere was no indication of an approaching
train he started toward the rear of hisg train, although no

signal had been given for him to return; he did not leave elther
torpedoes or a lighted .fusce. When at a point about 200 feet

to the rear of his train, obscrving the repid spproach of No. 16,
he ren back to where he could be seen by the crew of that train,
and gavc stop signals with the red flag. At this time No. 16
was about 8 or 10 car lengths distant, and ite speed was about
40 miles per hour. He cstimated that the speed at the time of
collision was about 25 miles per hour. He gaid that 1t 1s the
practice for flagmen to go back but a short distance to fla
sub-division tecrminals, as they are not recalled unless the
engineman 1s epecifically instructed to ¢o so. He was awerce
that Conductor McAulcy had so instructed the cpgincman. in this
instence, but had walked in toward his train in order not t
cause delay when 1t was ready to depart. It was his opinicn
that the flag protection he furnished wag adsquate if No. 185
had been operated in compliance with the provisions of Special
Rule G-93~(B).

The gtatoments of other members of the cerew of Passcnger
Extra 250 addced nothing of importance.

Engineman Berg, of No. 16, stated that o ferminal alr—
brake test was made at Spokanc and a running test affer departure,
and the brakes functioncd properly cn routc. Apparently Lid
train had followed Passcnger Extra 250 clcosely for a considerable
distance, as the block signals werc displaying caution indications
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55

. AT 8%, Maries he woe informed by nilg
.Dngew Extra 2b0 had cenartcd frcm that station
peoaching Avery, at which times the srteed was

g 1ndloa ed on the speed rec o“ae“'
Playing a proceed indicatd !
assenger Extra 250 had cl
vhen Noe. 16 pass ed *“c WeS
; girmal O-8, and he th
ey bout 11:26 a.m. About 10 or
e ¥ the cars on track No. 1 he
oi ahout 8 pounds, preparaiory To
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extra, was at ston. AT thig woint No. 16 wa
miles per nour and ne mace an emergency annll
but tco 1ate to avert the collicion. He estime
_of hig tr at the vime ¢f colliesion was 20 nile

as thoro v femiliaor with the provisloans of Ru
OD“PmblPW T , and Special Hulesg G=00-(A) and G-C3
stated that ho falled to approsch Avery prepared to o
of train, obgt 1uctlon, or anything that mirht reguire
of a train To he reduced, because the tlock signals i
that the meln track wos unoccupled and the way weas ¢l
failed %o ston short of signal 0-0, because of recelivi
procecd instead of an P@)”OQOH 1nalcanion a2t sicnal O-
view ahead woe obscured by track curvature and Dox car
Moe 1o He daid that %ad there heen no block “*“nala, he wou
hovb opcratod hig train under control in compliasnce with the
rules whish wore appliceblce at gub-divigion terminal peoin®
Betwecen St Maridc and Avery no tornedoes had been explode
there wag no indlcation of fusees burning. The fireman Cid not
give him any warning of anything unusual. He was JTamili i
the Jocation of wsignele and general crrangement of the trocks at
Avery,
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Fireman Boyle, of Mo. 16, gtated thst he understood the
orders and kXnew that rassenav Ixtra 250 was *Unﬁ:ng cloaely
ahead. The signal at tﬂu vest snd of Avery vard displayed a

proceead. _”flouulon, whieh 1@3 im e belleve That the track wos
clear To the stailon. Ho undarctoof the provisions of Rule 93
and epesiel Pules G-WH-(A) and =95~ (B)e As apsed of kls
Traln eh 8 90&@*;&: The etatlon vas similur to that malintained
ren Yor whom he had fired, he was not alarmed and
necessary to caution the Vn,*reman in this

mew of no enzineman having been criticized con

instance.
account of

v

the gpeed at Uhluﬂ hig treln was overa ted in Avery
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vard. He dﬁo not see the flagman, the passenger extra, or the
indication of signal 0-~0. He corvoborated the statements of
Engineman Berg w1th fe@ard to the brake -pive reductions and the
looatlono at which they wers made. '

~ Conductor Foley, of No. 16, stated that at St. Maries he
informed his engineman that Passenger Extra 250 had departed from
that station about 10 a.ms and the engineman had saild theat he
would look out for that train. Wnen entering Avery yard the qoeec
was reduced to about 40 miles per hour, which he congidered safe;
however, when the engineman did not reduce specd further he went
to the rear vestibule of the third car, convenient to the
conductor'ls valve, and from gheﬁloFt gide~door he was lookling for
indicatlons of the passenger extra, wvhich he thought they mizght
overtake., Being que«tloooo Turther, he sald the spoed of hws
train through the terminel was too fast., He had been instructed
that within yard limlts block-signal indications could not be
construed as superseding resitrictions placed by rule and that
the most restrictive rule must apply. 1T was his opinion that
he was complying with special rule (~93-(B) when ho placed
himself in a location convenient to a conductort's valve anC in
position %o ohserve conditions ahead. He felt o service appli-
~cation of the brakes, which was not released, following which the
brakes were applied in emergency at a polnt about 300 fcet west
of the point of accldent;. the speed was reduced to. about 20 miles
per hour &t the. time of collision. He said thet Engineman Berg .
appeared to be in normel conditlon. :

The stauements of Bfakeman Gano and Bgggageman Mott, of
No. 16, contained no sadditional 1ﬂ£ormatlon.

Irae vcling Engineer Wright stated that the speed-recorder
tape removed from engine 251 disclosed that the range of speed
of No. 16 as 1% approaohed Avery was downward Irom 45 to 41 miles
per hour until 1t reached a point about 500 to 600 feet west of
the »point of collision, wiere an emergency application orf the
brakes occurred. The recorder spemo at the time or collision was
about 10 miles Der hour. '

Car Foreman Medley stated that the air bralkes on No. 16
were tested under his sypervision at Spokane on September 15 and
all brakes werse funouﬂonlnr properly; the piston ftravel on all
cars was correcte. ' ' '

: Signal Supervisor Allen stated that he tested signal 0~8
after the accldent and found that the polar relay lead wires were
attached in such manner that the signal could display "proceed!
and "stop" indications only; the '"caution" indication was elimin-—
ated. ATter the proper connections were nade, The signal funce
tioned properly. ’ '
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Signal Malntalner Leibel stated that signal 0-8 1s the only
semaphore~type signal which he maintains, and that the relay
wiring 1s somewhat different from that of color-light signals.
He had changed relays on signal 0~8 on July 17, 1939, and _
tested it by pulling the fuse, which caused the signal to assume
a "stop and proceed" indication. He knew of no person but him-
self having access to the signal case and said that to his
knowledge no other person hacd made changes on this signal. It
is customary to report relay changes to the signal supervisor,
but it 1s not necessary to report results of signal function tests
after a change 1s made.

Division Superintendent Sorensen stated that a clear signal
indication at the entrance to a gsub-division terminal yard &id .
not authorize non-compliance with special rule G-93-(B), but
added that englnemen must obszrve all signel indications and be
prepared to obey thems According to his statement, the sub-
division terminal extended between the yard-limit boards.

After the accldent a series of visual tests was conducted
in which engine 251 was used, These tests cdisclosed that 1if a
flagman were stationed 769 feet west of the point of accident
he could e seen distances of 1,201 feet and 1,423 feet,
respectively, from the right and left sides of an engilne cab.
Signal 0—0 could bhe seen by an engineman looking directly ahead
through the front cab-door window a dlstance of 7861 feet; when
an engineman wag looking ahead from the right side cab window
1t could be scen a distance of 652 feet.

Observations of the Commission's Inspectors

The Commission's inspectors were present when signal 0-8
was vested by making the connections of the wires to the polar
relay in the manner in which they were found immediately after
the accildente A track circuit shunt was uvsed and the signal
dlgplayed o clear indication when it should have displayed an
approacn indication. '

Digcugsion

Passenger Extra 250 East arrived at Avery st 11:11 a.m.
and 1ts rcear end was struck by No. 16 at 11:25 a.m. When
approaching the station the flagman dropped a lighted fusee,
and immediately after his train stopped he went Dback with flag-
ging equipment to afford flag protectlon. After some time,
althouzh aware that No. 16 was due, he returned toward the rear
of his train without having been recalled, and he aid not leave
elther a lighted fusee or torpedoecs. He was thoroughly famililar
with the requircments of the rules which were applicable To
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i gglng Juties at sub-division terminal stations., The conductor
of the first train stated that the flagmen had always perrormed
hig duties satisfactorily. On thie Trip he had reminded the
flagman to watch out for No, 16, The flagmanls reason for being
out a chopu Clstance only, when No, 16 arrived wae that it 1s

not customary to recall Tlagmen in sub-division term3n°1 SUmzlonn:
hig trein heving stood at Avery 14 minutes, he was apprehensive

of 1ts departure and desired to avoild delay; however, he knew
that hlq conductor followed the preactice of personally instruct-
ing enginemen to recall flagmen at this point. The flagran sald
that he was depending upon No, 16 helng opnerated prepared to gtopd,
expecting to find other trains occupying tue maln track in the
‘sub-divieion *arminal, and that the flag protection he provided
was acdequate 1f this ftrain had complied w;“h.cne gub-division
termlnal rule. '

No, 16 passed

el the west yar d—limit board at Avery at a
recorded speed of 45 miles per hour; 2,000 feet farther cast 1t
rassed gsignal 0-8 digolay

g lnq a proceed indicqtion, and at a point
about 950 feet west of The gt

tation at Aver at which time The
speed was 41 miles per hour, the eﬁalneman made an initial brake-
pipe requcuwon of about 8 pounds preparatory to stopping at the
station., As the brakes started to apply, the engineman observed

that signal 0-0 was dlq%layﬂng a stop indication, Passenger Extra
250 was standing at the. station, and its flagman, about 150 Teet
to its rear, was running btoward No. 15 and waving a red flage

The air Qcakes were immediately applied in emergency, but too
late to avert the colllsion. :

Both trains 1nvo’veu were carrying passengers; under these
conditilons TUhe first train was required by rule to protect fully
within suv-division terminal limite; the second trein was required
To move within these limits nrepared to ston unless the way was
seen or knovn to be cleer,., According to the evidence sub—division

terminal 1limits extended bhetween the yard-1limit boards. The
englineman of No. 16 sald that he depended upon the olear indica~—
Tion of signel 0~8 as indicating that the way was cle The

englineman wvags Tamlllar with the rules epplica ole 1n %uu—01VLulon
terminal limlus and stated that had there been no gignals he
would have operated his train uader the provieions of tThese »ules.
Other membders of the crew were not alarmed at the speced maintained
throuzh ths yard limftg, &nd the firemen sald that it was the
speed usually malntaincd by other enginemen Tor whom he had Tireds
“The concductor of No. i wag Tamiliar with the sub-division Termin-
al rulecs. He statione nlm elf at & vestibule door on the left
side and was not alarmed at the speed beiny maintained; this is
evidenced by the fact Lhat he dld not puld cither the train-
‘signal or the conductorls emergency brake valve.

s G
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Although the division superintcendent stated that block-

ignal 1n01oatlonv did not authorwzo non-compliance with the
rules applicable in sub-division %erminal 1limits, epparcntly it
is o practice of long standing, as cvidenced by the testimony
for passenger train crcws to cdepend upon block-signal indioations
as information of the way being clcar, and of not obkscrving the
more rosmﬁgtivo requircement of the sub~division terminal rulc
This practice indicates inadcquatce 1nstruotlon and lack of pr oper
supervigion by opcrating officlals. ;

y 1

Tests made subscquent to the acccident discloscd that signal
0-8 dis playoq a false=procced indication for No, 16, On July 1%,
a relay at this signal was replaced and con+“ol circuit connec~—
tions were made in such manner that this signsl could not display
an approach indication but displayed a Urooeed indication instead.
If this relay had been wired properly, undoubtedly signal 0-8
woulcd have disnlayed an approacb indication and the accldent
_probably would have been prevented as the engineman of Noes 16
was operating in accordance with signal indicetions instead of
observing the sub-division terminal ruluu.

The cngineman of No. 16 said thot he was not expeéting a,
short flag and the flagman of the passenger extra said that he
‘was expccting No. 16 to be operated under control, This situa-
tion resultcd in each of these employees placing dependence upon
the rulc affecting thc other cmployce, rather than upon the
proper performance of his own duty.

Conclusion

This accident wes caused by fallure to furnish proper flag
protection for the first train, and by failurc propcrly to control
the speed of the second trein within sub-division terminel 1imits
because of depending upon a q¢gnal which cdisgplayed a false procecd
indicatlon.

Recommendation
It 1s rccommended that rcsponsible officicls of this roile
road immcdiately take steps to corrcct the conditions disclosed
by this investigation, which resulted from lack of proper cnforce-
ment of the operating rulcse.
; Respectfully submitted,
S. N, MILLS,

Dircector.




