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On June 25,1938, dispatcher 
Grogan was working the third trick at 
Miles City, Montana dispatching trains 
on the Milwaukee Road's Trans-Mis
souri Division between Marmarth, 
N.D. ( M P 995) and Hariowton, Mon
tana ( M P 1335). His turn over at 
midnight showed that westbound pas
senger train No. 15, the Olympian, 
was detouring over the Northern Pa
cific Railroad from Terry, Montana to 
Miles City. This was 40 miles but 
involved a back up movement over the 
transfer tracks at both Terry and Miles 
City. The Milwaukee bridge over Cus
ter Creek still hadn't been repaired 
following the June 19th wreck when a 
flood weakened bridge gave way under 
the westbound Olympian, killing 47 
and injuring 75. Wrecking crews had 
encountered considerable trouble 
lifting the wrecked equipment out of 
the creek bed. 

His turn over also showed an 
eastbound 8 car Civilian Conservation 
Corps train from Fort George Wright 
in Spokane, Washington to Camp Dix, 
New Jersey was out of Hariowton with 
engine 824. Because of the uncertain 
late departure of 15 from Miles City, 
the 824 was proceeding east with wait 
orders. This was a common method of 
moving trains against a superior train 
that was running behind its schedule. 
It gave the 824's crew a definite time 
at stations where 15 would wait for 
them and they had to be in the clear 
of the main line 5 minutes before the 
time shown. 

For some unknown reason 
the C C C special was being run as No. 
264, a second class scheduled freight 
east, rather than a passenger extra, ft 
didn't make any difference as it was 

I N G O M A R W R E C K 
By Bill Wilkerson 

over 4 hours behind the schedule and 
could never overtake it. 

When the 824 stopped at 
Meistone (MP 1230) for coal and 
water, Grogan could see that with the 
time it had, they would have to head 
in at Sumatra (MP 1215). With 15 
departing Miles City 45 minutes late, 
he could see that this would delay the 
824 between 30 and 40 minutes at 
Sumatra. He had operator Cievenger 
give No. 264 order No. 6 that read 
NO. 15 E N G I N E 227 M E E T NO 264 
E N G I N E 824 A T I N G O M A R . No. 
264 being a second class train would 
have to take the siding. This was a 
straight meet and No. 15 could not 
pass Ingomar until 264 was in the 
clear. The order was completed at 
2:46 A M and Engineer Parkinson and 
Conductor Douglas departed. 

At 2:46 A M , train 15 had 
just departed Forsyth (MP 1164) after 
taking water and a station stop. Their 
next stop would be at Vananda (MP 
1181) for coal. Vananda was an open 
(manned) station. Because he was 
restricting train No. 15 he had opera
tor Metzei display a red order board 
for 15 and copy order No. 6 on a 31 
form that required the signature of 
the Engineer and/or Conductor before 
it could be completed and delivered to 
the crew. 

Operating rules required that 
the engine stop short of the red order 
board. They could proceed a reason
able distance beyond the red board to 
take coal or water. The Vananda coal 
dock was about 200 feet west of the 
depot. Engineer Torgerson spotted the 
227 under the coal chute and hurried 
back to the depot to get his orders. It 
would take fireman Ellas (Shorty) 
Siothower a good 5 minutes to put 

about 20 tons of coal in the 25 ton 
tender, because there were no lights 
on the coal dock. 

Engineer Torgerson and 
conductor Hanson signed order No. 6 
and the dispatcher authorized it com
plete at 3:04 A M . Sam Torgerson 
hurried back to the 227 and was fol
lowed up into the cab by fireman Siot
hower. Sam started to pull just as 
soon as he was in the cab. The fire 
had burned down and Shorty hurried 
to get the stoker running and the 
water pump putting fresh water and 
compound into the boiler. Compound 
was only good for about 3 minutes 
and he didn't want the engine to start 
to foam. They departed at 3:07 A M 
and were now 49 minutes late. Sam 
went right to work on the big 4-8-4 
and it was ail Shorty could do to keep 
up with him until they got up to their 
60 M P H speed limit. It was up hill for 
10 miles to Ahies so Shorty was real 
busy with the stoker and his fire. 

From ail accounts, Sam was 
a very good engineer, but his ego 
knew no bounds. He was proud of his 
reputation as a B A L L A S T S C O R C H 
E R (fast runner). I f anyone could 
make up time, Sam figured it was him 
and he was determined tc make up 
some time tonight. 

Sam had been a Captain in a 
railroad battalion in World War I and 
was unduly impressed with miiitaiy 
authority and di-scipiine. Although the 
rules require that ail members of the 
crew read, understand and execute the 
orders, for some reason it annoyed 
Sam to have to show them to his 
fireman. In his opinion it took away 
some of his authority to have to share 
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responsibility with the fireman. He 
considered firemen about like a buck 
private and Captains don't have to 
explain things to or consult with pri
vates. Sam was a hired engineer with 
a 09-06-07 engineers date and was No. 
8 on the combined Trans-Missouri and 

M i l W e s t M a n a g e m e n t 
MifWrat is a >\̂ shington State noo-profit corporatbn 
founded in October, 1987. It serves to preserve and 
promote the history of the (former) CM&PS. CM&StP, 
CMStP&P. MILW Unas West. 

Anriual membership is based on the calendar year, cost 
$10.00 (US), and is due no later than Januaiy 1. Please 
make all remittances payable to "MilWest" and send to 
the Secretary. Persons joining during a year will receive 
all issues of the Dispatch for that year. Other back 
issues are available from the Secretary. 

The MilWest Dispatch welcomes contributions of non
copyrighted articles, photos, and other reproducible 
material for publication, with the understanding that no 
payment of any kind will be made for their use. All 
material for publication should be sent to the Managng 
Editor. Please double-space type all manuscripts, or 
contact Editor to submit on computer disk. 

Copyright 1992 by MilWesL Reproduction in whole or 
In pan by permission only. 

if you move, please notify the Secretary of your new 
address promptly. 

W h o m d o I c o n t a c t ? 

Matters pertaining tn MilWest policy, annual tneetings, 
etc, contact the General Manager. 

Payment of dues, membership applications and inquiries, 
non-recdpt of the Dispatch, address changes, back 
issues, contact the Secretary. 

General Manager, Art Jacobsen 
1870 Easy Street 
Helena, M T 59601-1172 

Ass't General Manager, E d Lynch 
4001 5th Ave. North 
Great Palis, M T 59401 

Secretary, Ron Hamilton 
2506 Fissure Loop North 
Redmond, O R 97756 

Ueasurer, John Henry 
East 2406 South Altamont Blvd. 
Spokane, W A 99202 

Staff Assistant, Ki rk Petty 
P.O. Box 423 
Ranchester, W Y 82839 

Staff Assistant, Phil Kresik 
20903 80th Place West 
Edmonds, W A 98020 

Managing Editor, Rocky Gibbs 
444 W. 15th Ave. 
Spokane, W A 99203-2110 

Musselshell passenger seniority list. 
With this seniority he had held a pas
senger job out of Miles City since the 
first through passenger trains went on 
May 28, 1911. 

His attitude was so bad that 
the Firemen's organization had taken 
it up with the company and the offi
cials had tried to straighten him out. 
Unless the fireman demanded to see 
the orders, Sam would not voluntarily 
hand them over. 1 never knew him, 
but stories about his ego were being 
laughed at long after he had departed. 

Siothower had a 09-25-11 
firing date and a 05-02-16 engineers 
date but was no. 73 on the list and 
was firing. He was sick with lung can
cer or consumption or something and 
didn't have the strength or desire to 
fight with Sam over orders. Sam had a 
good record and Shorty trusted him 
He was very busy with firing the en
gine and apparently never even asked 
Sam what he got at Vananda. 

The 824 was roiling between 
50 and 55 M P H as it approached 
Ingomar on a 11,364 foot curve to the 
left at 3:30 A M . The curve went 
through three deep cuts and came out 
of the last cut about 2 miles west of 
the west switch. There was a high fill 
across Froze to Death Creek that was 
2995 feet long and straight. It ran into 
a 2746 foot curve to the right and 
then straight track for 3176 feet to the 
west switch. It was a descending 
0.50% grade (26 ft. per mile) to the 
fill that was level and then up a 0.40% 
(21 ft per mile) grade to the switch 
and continued to about the center of 
the 3293 foot passing track. 

Gus Perry had a 09-05-12 
firing date and a 07-15-17 engineers 
date. He was no. 83 on the list and 
was firing. He told me that he had just 
finished putting in a light fire and got 
back on the seat when they came 
through the last cut. Records show 
that the 824 was a F5 anr, the r desig
nates that it had been equipped with a 
stoker to comply with the 1936 stoker 
law. 

It's Standard 8 K stoker fired 
through the firebox door over a dis
tributor plate and usually did a very 
even job of firing. Gus had probably 
just used his scoop shovel to cover any 
light spots and anchor his back cor
ners, although some of those old time 
firemen had more faith in their scoop 
shovels than the stoker, especially 
going down hiii. At any rate, when he 

got back on the seat, he could see the 
glow of 15's headlight east of Ingomar 
and figured it was going to be a good 
meet. 

Like Torgerson, Fred Parkin
son was a hired engineer with a 06-09-
08 date and was probably about 12 to 
15 on the list. He was in freight ser
vice and according to the rule at that 
time, the oldest engineer in town at 
the time of the call was called for a 
passenger extra. They had either dead
headed to Hariowton the day before 
or double headed with the 824 proba
bly on 15 so they would be rested for 
the C C C call. 1 don't have a 1938 
engineer seniority list. Out of the last 
cut, he made a light application of the 
automatic brakes to make sure he had 
brakes. He could see the glow of 15's 
headlight east of Ingomar and was 
figuring on stopping at the west switch 
to head in. 

Suddenly Gus realized that 
15's headlight was coming awful fast. 
When he saw it swing into the curve, 
he knew they were past the switch and 
had run the meet. He yelled for Par
kinson to jump. Parkinson pulled the 
brake handle into emergency and they 
both got down on the tender steps and 
joined the birds. They were still mov
ing about 30 M P H and both were 
badly bruised but didn't suffer any 
serious injuries or broken bones. Gus 
told me years later that he just curled 
up in a 200 pound bail and roiled 
down the north bank. 

There were no automatic 
block signals on the Trans-Missouri 
division in 1938, they weren't installed 
until 1946 for the new Olympian Hia
watha streamlined trains in 1947. In 
1938 it was black territory operated 
with train orders and manual block 
system. 

Coming through Ingomar, 
Shorty could see the glow of light to 
the west. There was a county road 
that was nearly parallel to the railroad 
and about 100 feet south for several 
miles. He figured it was a car with 
bright lights because the 824's head
light was shining to the south at about 
a 30 degree angle from his position in 
the 227's cab. When be saw the 824's 
headlight come out of the last cut, he 
yelled to Sam to stop. He hadn't seen 
the order and apparently hadn't even 
asked Sam what he got at Vananda. 
This should have refreshed Sam's 

(Continued on page 3) 
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memory at a time when be 
couid have stiii stopped with 
an emergency appiication, 
but the Captain had to waik 
across the cab and iook for 
himseif. He then siammed 
the throttle shut and the 
brake valve in emergency 
and they both jumped. They 
were both badly bruised but 
didn't suffer any broken 
bones or serious injuries. 

The speedometer 
tape on the 227 showed .58 
M P H through Ingomar and 
up until he went into emer
gency. That's moving 85 
feet per second. The tape showed a 
steady deceleration for 1200 feet and 
an abrupt drop to zero when they hit. 
The I .C .C . report don't list the speed 
at impact. The tape had vertical lines 
for mile markers and horizontal lines 
for speed, so traveling engineer 
George Johnson couid have given the 
exact speed. 

Johnson couid have figured 
out the speed within 1 or 2 M P H . He 
probably didn't give it because it was 
stiii close to 50 M P H . In the 1200 feet 
of rapid deceleration shown on the 
227's tape, the 444 ton 227 and the 
roughly 950 ton 13 car train on a de
scending 0.4 % grade ( 21 ft per mile) 
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isn't going to slow down very much. 
All the employees estimated 30 to 40 
M P H when it hit. From the destruc
tion shown in photographs I am of the 
opinion the speed was well over the 40 
and probably very close to 50. 

The 824 didn't have a speed
ometer, but Gus told me he figured it 
was about 30 M P H when he jumped 
about 100 feet before they hit. The 
I .C .C. report shows that the 824 and 
train bounced back 100 feet. The 824 
weighed 205 tons and its 8 cars would 
be roughly 600 tons. When you take 
into account that it was stiii moving 
forward at 30 M P H , it is easy to figure 
that the 227 was traveling pretty fast 
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to bounce 800 tons back while the 
engine and train was collapsing at 
several points. 

Examination of the wreck 
pictures 1 received from Ted Schnepf 
in January 1991, shows the total de
struction of the 824 and the two bag
gage cars behind it. Of the 9 pictures, 
only two were taken on the north side 
and they were both of the 227 and the 
mail car that split open and slid up the 
side of the 227 tender. The only pic
ture of the 824 boiler and tender were 
in the newspaper. They were small and 
of poor quality, but I couid see 
enough detail to make a drawing. 

The impact was probably a 
little to the left of center on 
the 227's heavy cast steel 
pilot. The heavy pilot held 
long enough to lift the 824 up 
higher on the left side than 
on the right as it tore the twin 
pilot mounted air compres
sors off and smashed into the 
227's smoke box. It broke the 
227's cast steel frame off 

. ahead of the cylinders. 
The 824 climbed up 

onto the 227's pilot and 
frame with such a force that 
it broke the 824's cylinder 
castings. The right cylinder 
shows to be in several pieces 
on the ground. On a F5, the 
cylinders were cast in a right 
and a left half and bolted 
together at the center. When 

(Continued on page 4) 



Page 4 MilWest Dispatch 

INGOMAR 
(Continued from page 3) 

the 824 plowed into the 
227 at a slight angle, its 
tender jacklcnifed to the 
north (left) and tore the 
cab off the boiler on the 
right side. It laid the cab 
over to the left side as it 
was still attached to the 
bottom, on the left bot
tom. The tender was 
turned nearly 90 degrees 
to the north and slid 
down the north bank with 
its coal bunker on the 
down side, but the tender 
remained up right. The 
force was so great that it 
completely tore the boiler off the 824's 
frame. A F5 boiler was attached to the 
frame with two heavy castings at the 
front and back of the fire tiox. Two 
heavy plate belly braces went from the 
boiler to the frame on each side of the 
main driving wheel and it was riveted 
to the smoke box on the front. The 
tender tearing loose turned the boiler 
about 70 degrees throwing it down the 
north bank. It's firebox was on the 
down hiii side and it was lying on it's 
right side with the front nearly up to 
the track. 

Further evidence of the 
tremendous force can be seen when 
the boiler tore loose from the smoke 
box. The smoke box was 75" in diame
ter and attached to the boiler with 
rivets of about 2" diameter. They were 
riveted around the circumference 
about every two inches so it was air 
tight. The boiler plate is 
listed as 3/8" thick and was 
high tensile steel. To com
pletely tear the boiler off 
the smoke box took a lot 
of force. 

I f Parkinson and 
Perry hadn't jumped, they 
would have been crushed 
to death when the tender 
tore the cab off the boiler. 
The tender was attached 
to the engine frame with 
two heavy drawbars of 
steel about 20" thick and 
about 6 to 8 inches wide 
with heavy pins in a casting 
on each end. 

When the tender 
jackknifed, the first bag-
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gage car plowed into it and jackknifed 
to the south (right). The second bag
gage car was the mess car and was 
pushed past the first car as the first 
car jackknifed to the south at the 
coupling between it and the tender. 
This turned the first car about 90 
degrees with the end that had been 
coupled to the engine on the down hiii 
side. Both baggage cars were old verti
cal wood siding on steel under frames. 
When the second car was pushed past 
the first car's end that it had been 
coupled to, it completely stripped the 
txxly away from the steel frame and 
tore about 10 feet off the end of the 
first car. Robert Echart of Portage-
viiie, N Y was killed and Edward Hoin-
grenner of Buffalo, N Y was seriously 
injured when the mess car was 
sheared off its frame. They were both 

mess hail personal and were in the car 
to start preparing breakfast for the 
C C C passengers. The mess car frame 
was pushed up on top of the 824's 
frame and stopped when it hit the 
smoke box. It bent the frame in the 
center about 10 degrees down. 

The 227 was badly damaged. 
The pilot, twin air pumps and frame 
were all broken off ahead of the cylin
ders and the smoke box caved in. The 
mail car behind the 227 jumped up 
and plowed into the tender and 
pushed the tender in about 6 feet and 
tore it loose from, the frame on the 
back and both sides. The end of the 
mail car was shoved in and this spilt 
the car along the center so that it 
shoved up along the tender about 10 

(Continued on page 5) 
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feet on each side. 
Eighty two passengers were 

injured and one kiiied. There were 170 
on 15 and 120 on the C C C special. 
Fortunately it was 3:35 A M and most 
of the passengers were sleeping so 
only about a dozen injuries were seri
ous and none life threatening. 

This was just six days after 
the worst wreck in the Milwaukee's 
history when the westbound Olympian 
had plunged through a flood weak
ened bridge over Custer Creek at 
12:30 A M on June 19, 1938. It kiiied 
47 and injured 75. The company was 
stiii trying to clean up that wreck 26 
miles east of Miles City and now they 

have the crew members names. Two 
small pictures of very poor quality 
were in the 27th paper. They were just 
big enough so I couid get enough 
detail to make a drawing. 

The Billings Gazettes were 
on micro film and printed out at gre
atly reduced (8.5x11) size and are bare
ly readable. They had a picture of the 
south side taken from a airplane that 
was of equally poor quality. It did say 
that 15 had detoured over the North
ern Pacific from Tferry to Miles City so 
was worth the price. 

Everyone was quick to blame 
15's engine crew including the I .C .C. 
report, but the company investigation 
found all 5 crew members had violated 
rules and fired them ail, which they 
should have. The train crew had relied 
entirely on the engine crew. "They 

Rule 89 in part says, "At 
train order meeting points, the train 
holding the main track must stop clear 
of the switch used by the train to be 
met." Rule S90 is long but basically it 
states. "The conductor must blow a 
long signal on the communication 
signal immediately after passing the 
last station before a meeting or wait
ing point. I f the engineer don't answer 
with two longs and a short, he must 
take action to stop the train." Al l three 
of these very important rules were 
violated by 15's crew. 

It is important to remember 
that what is printed in the examiners 
report is not necessarily what or how 
it happened. Everyone involved is 
trying to protect themselves and cover 
up any failure on their part. This is 
natural. They are not going to admit 
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MILWAUKEE WRECK 
A T I N G O M A R , M T 

JUNE 25, 1938 
By Bill Wilkerson 1-89 

had another one 85 miles west of 
Miles City. 

It should be noted that 
Torgerson had a number of new slow 
orders at various spots along the Mus
selshell river. It was especially bad 
from Roundup wesfand flooding had 
closed the highway at several places. 
This was Torgerson's excuse for for
getting the Ingomar meet, but as I 
pointed out, he signed the 31 order at 
Vanadana, just 25 miles east of Ingo
mar 28 minutes earlier. 31 orders 
were the most restrictive orders you 
couid get. 

There was a one column 
story in the Miles City Star on the 
26th. It mostly contained the name of 
the dead and injured. It didn't even 

have the headlight and know where 
they are attitude. "The truth is they 
had ail violated rules 87, B9 and 890. 

Ralph Podas of Worthington, 
Ohio had sent me a copy of the I .C .C . 
investigation No. 2279. From it I was 
able to get facts I didn't have when I 
wrote my story from memory in 1989. 

Now lets examine what really 
happened the night of June 25, 1938 
and you can see how they violated 
rules that would have prevented the 
accident. Rule 87 reads, "Necessary 
identification of trains must be made 
at meeting points and at passing 
points." 

violating any rules they don't have to. 
My best source of informa

tion on the wreck was working with 
Gus Perry and Engineer Bill Cain 
during the late 40's and 50's. Gus's 
version was naturally from his point of 
view as the fireman on the 824. He 
wasn't much of a talker, but he always 
answered my questions to the best of 
his memory. Bill Cain wasn't involved 
in the wreck, but he was an expert 
story teller. He had a fantastic memo
ry of people, places and events. When 
Bill told you something, it was correct 
and you got the complete story 

(Continued on page 6) 
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down to the last detail. He wasn't to 
popular because he delighted in telling 
stories that some would just as soon 
were never repeated. He was an agita
tor alright, but he was also an expert 
on the operating rules and union sch
edules. He was a good friend of Sloth-
owers and helped Shorty prepare his 
testimony, so he had Shorty's story. I 
can see that Cain's version of what 
happened was correct and that is how 
I have written it. Bil l had a 05-08-13 
firing date and a 09-21-17 engineers 
date. 

Harlow W. (Slim) Hanson 
had a 06-01-09 braking date and a 07-
14-12 conductor date and was the 
conductor on 15. He admitted that he 
did not blow the meet signal to the 
engine cab and did not hear any en
gine whistle of a meet approaching 
Ingomar. He did have order no. 6 but 
was working at his desk in the front of 
the coach and that he did not pull the 
air. 

Head brakeman Davis had a 
04-19-17 braking date but was never 
promoted to a conductor. Hue to his 
nature, he tried to clear himseif of any 
violation and lay it all on the conduc
tor. He even tried to tell the investiga
tion that he urged Hanson to pull thd 
air going through Ingomar and Han
son didn't know where the emergency 
valve was. Hanson disputed this and 
knowing both men, if anyone didn't 
know where it was it was Davis. He 
was a nut in my opinion. In his state
ment he identified going through The
bes, because the east end of it was in 
a deep cut. He was helping the con
ductor with the tickets at his desk in 
the front of the third car. Looking out 
the window he saw they were in the 
cut a half mile east of Ingomar but 
never said anything to Hanson. They 
went over the east switch just as he 
started to get out of his seat. He went 
to the back of the coach and opened 
the S O U T H door just as they went by 
the depot. The station was 2500 feet 
west of east switch. The straight pass
ing track was on the N O R T H side of 
the main line. He then hurried back 
and told the conductor the 824 wasn't 
there. The conductor went back and 
looked out the S O U T H D O O R 
T H A T WAS O P E N and at that time 
they were about a third of a mile west 

of the depot. At that time the 227 was 
about to the west switch and traveling 
at 58 M P H which is 85 feet per sec
ond and it only took 38.7 seconds 
from the east to the west switches. At 
the depot there was stiii plenty of 
room for the roughly 600 foot long 
C C C train to be on the west end of 
the 3293 foot passing track, but they 
had to look out the N O R T H door to 
see it. 

Davis claimed he urged the 
conductor to pull the air and the con
ductor didn't know where it was so he 
showed him. I f ail this happened as he 
said, they were now over the west 
switch and knew the 824 wasn't in the 
passing track, so why didn't he pull the 
air. He said that wasn't his responsibil
ity, he was just the brakeman. As you 
can see his testimony was as phoney as 
a $3.00 bill. The facts are (1) they 
should have pulled a meet signal sho
rtly after leaving Thebes and listen to 
make sure the engineer answered with 
two longs and a short. (2) There was 
no reason to open the S O U T H door 
with the passing track north of the 
main line and straight. (3) They stiii 
had nearly a mile at the west switch to 
stop before the wreck and ail the crew 
knew the 824 hadn't been in the pass
ing track even with the north door 
closed they couid see out the window 
and couid have heard the roar passing 
at close quarters. 

Flagman Bunkers had an 09-
16-11 date. He testified that he didn't 
have order No. 6 and he wasn't con
cerned because his job was protecting 
the rear of the train, not the front. 
This is according to 97 year old retired 
engineer Glen Sarff in January 1991. 
Bunker was a member of the crew 
and working under the same rules and 
orders as the rest of the crew. At 
Vananda the rear coach was no more 
than 6 cars from the depot at the 
most. I f he had looked out, he couid 
easily have seen the red board dis
played against 15. With 26 years expe
rience, he should have known that in 
order to pass the red board, they had 
to get orders and he should have 
walked through the coaches once the 
train started to find out what the 
order was. There was probably a copy 
for him as they always issued two 
copies to the conductor, one for the 
flagman. I f there had been no order, 
the board would have been green. The 
only part of his testimony worth con
sidering was that the train only trav

eled about a train length after it went 
into emergency before the crash. 

Baggage men did not work 
under the train orders, but Baggage 
man Alex Caudei estimated it was only 
10 to 15 seconds after they went into 
emergency until the crash. 

Ai l the testimony shows that 
no one on 15's crew took any action 
to comply with any of the rules that 
would have prevented the accident. 
They prove that Torgerson did not go 
into emergency until 1200 feet before 
the collision as shown on the 227's 
speedometer tape. By the time I went 
to work in 1941, the west switch at 
Ingomar had been extended west to 
the curve for a 6469 foot passing 
track. This put the start of the curve 
3176 feet west of the 1938 switch. The 
I C C investigation shows the collision 
at 907 feet into the straight track after 
the 2746 foot curve to the south, so 
the collision was 6829 feet west of the 
1938 switch. This was plenty of time 
and space for any of the 5 crew mem
bers to stop 15 after crossing the west 
switch. Ai l 5 crew members were fired 
and later reinstated after serving vari
ous lengths of time depending on their 
position and authority on the crew. 

Torgerson was reinstated but 
restricted to branch line work. He 
took the 134 mile branch From McLa
ughlin S.D. to New England, N D . It 
was a mixed train that worked 9 A M 
to 5:30 P M or later. It worked out of 
Mobridge, 30 miles east of Mclaugh
lin and usually had a G class 4-6-0 
steam engine. It wasn't a bad job as 
they worked 20 days and had a 10 day 
drag so his family continued to live in 
Miles City. I have seen in the 50 year 
column of the Star in 1989 and 1990 
where his daughters were in various 
school and other activities. For Sam 
with his seniority and ego it was the 
equivalent to being banished to Sibe
ria. Part of his reinstatement was that 
he retire on his 65th birthday which 
was in 1943. Siothower was reinstated 
but worked very little as his physical 
condition worsened until he couldn't 
work and died within a year or two. 

Parkinson stayed off a couple 
of weeks before going back to work. 
He was always very nervous when I 

(Continued on page 7) 
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worked with him. He was a good 
engineer and was able to hold passen
ger from 1942 until he retired in 1953. 

Perry told me he stayed off a 
couple of months until the company 
doctors Forced him back. He was 
enjoying his convalescence on pay. He 
held a Freight job as engineer from 
1941 until he retired on a physical 
disability in 1953. Hanson and Davis 
worked on passenger until their retire
ments in the 1950's Davis was a flag
man between Miles City and Mobridge 
any time I worked with him. Bunker 
was gone by the time I went to work 
and I couldn't find out anything about 
him. 

The 227 was sent back to 
Milwaukee and rebuilt including a new 
frame. It worked until the end of 
steam in 1955. It was involved in an
other head end at Biuffport in 1943. 
Both engineers thought they had the 
main line when they came around the 
curve at slow speeds preparing to stop 
for the meet. The 824 had made its 
last trip and was scrapped. It was 26 
years old and to badly damaged to 
justify repairs. Had it not been 
wrecked, it would have given a lot of 
service through World War I I and the 
Korean War. The other F5's ail 
worked up to the end of steam. They 
were very good engines and everyone 
liked to work on them. 

It is true that the direct 
cause of the accident was engineer 
Torgerson's ego and forgetting he had 
a meet, but equally responsible were 
the other four crew members for 
failing to live up to the rules. 

The rules are ail in the book 
because some one got kiiied or hurt or 
caused an accident. I f you lived up to 
the rules, railroading was very safe. 

It had been a very costly 
week for the Milwaukee. In equipment 
they had lost three locomotives. The 
big new 220 at Custer Creek and the 
227 at Ingomar were just six months 
old. They were big 4-8-4 dual purpose 
locomotives with 74" driving wheels. 
Baldwin had delivered the 220 in Jan
uary 1938 and the 227 in February 
1938. They were both rebuilt at con
siderable expense and the 220 worked 
until December 1954 and the 227 until 
January 1956. The 824 had been built 
by American Locomotive Co. in June 

1912. It had just been equipped with 
a Standard 8 K stoker to comply with 
the 1936 stoker law and would have 
been good for another 15 or 16 years. 

The remaining F5's on the 
Trans-Missouri division went through 
two wars, pulling hundreds of troop 
trains, stock trains and light freight 
trains. Once an F5 got them started, 
they couid usually handle a train in 
good shape. I have had them on troop 
trains of up to 20 cars during the 
Korean war and kept right up with 
F6's and L3's with nearly the same 
size trains. They made the Milwaukee 
lots of money in their 40 plus years of 
service. They were a favorite for stock 
trains of up to 50 cars and would 
handle them at passenger train speed 
to get them to market within the 36 
hour feed law. Almost everyone liked 
an F5. 

The two wrecks had cost the 
Milwaukee 9 passenger cars. Six of 
these were damaged beyond repair 
and probably ail nine were scrapped. 
The death and injury claims ran into 
the million dollar figures before they 
were ail settled. 

It was truly the worst week 
in the Milwaukee's long history. 

- Bill Wilkerson, January 1991 

Editor's Notes 
A lesson in communication skills, or, 
why are there two photo inserts in this 
issue of the Dispatch. 

I received calls and letters 
regarding the photo insert in the April 
issue. "Why are there pictures on only 
one side?" Believe me, it was not 
planned that way. It was the result of 
some miscommunication between 
myself and the printer. The originals 
are 8x10 photos and I wanted one per 
side. Also, for the first time, the print
er did not have me proof the master 
before printing, and by the time I saw 
them, they were in the mail. 

After some discussions be
tween us, they willingly agreed to 
redo the insert as I wanted at no 
charge to MilWest. Knowing that the 
July issue would be out shortly after 
the April issue, I decided to include 
the corrected inserts in this issue, as 
well as the regular insert for July. 

Annual Meet Notes 

As indicated on the enclosed 
flyer, the days of our annual meet in 
Miles City is rapidly approaching. The 
flyer gives you most information need
ed, however, some of you may find it 
useful to have some idea of motels in 

, the area. I got such a guide from the 
Chamber of Commerce and herein are 
some motel listings you can use to 
make reservations if you wish to. We 
do recommend making advance reser
vations. The area code for Montana is 
(406). 

Buckboard Inn 
Custer's Inn 

Friendship Inn 

K O A Campground 
Sagebrush Motel 
Super 8 Motel 

War Bonnet Inn 

232-3550 
232-5170 

800-456-5026 
232-2450 

800-453-4511 
232-3991 
232-1875 
232-5261 

800-843-1991 
232-4560 

800-528-1234 

The nearest significant air
port for commercial flights is Billings, 
about 200 miles west of Miles City. 
Amtrak's Empire Builder runs north 
of Miles City, perhaps 150 miles. 

Other information about the 
area may be obtained from the Cham
ber of Commerce, 232-2890. We are 
looking forward to seeing everyone 
possible at this year's meet. It should 
be a very enjoyable meet for us. 

Elections 

One of the activities at our 
annual meet is election of the Board 
of Directors for the next year. This 
year we have 3 board members. Art 
Jacobsen, General Manager, E d 
Lynch, Ass't General Manager, and 
Kirk Petty, Staff Ass't, do not wish to 
continue in their present positions. We 
will need to elect other members to fill 
these positions. We will accept nomi
nations for these positions beginning 
now. Any nominations you care to 
make, please send them in writing to 
Ron Hamilton, Secretary. As always, 
ail positions on the board are up for 
election but the other board members 
are willing to remain in their positions 
and are automatically nominated. 

(Continued on page 8) 
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Please give careful thought as to the 
capabilities, and the interest in doing 
the job, of the people you choose to 
nominate. The nominees have to be 
aware of the responsibilities of each 
position, and be willing to devote the 
time and effort required to perform 
those duties. 

Inventory 

At the 1991 meet in New
port, MilWest purchased various his
torical items from E d Lynch's collec
tion. I have finally been able to make 
an inventory of the items contained 
therein and am printing it here for the 
benefit of the members. I will print 
items from the collection in the Dis
patch as I am able to do so. For now 
that is our best means of distributing 
the information to the members. 

- Article, Operating EF-4 with diesel booster. 
- Picture booli. The Trail of the Olympian". 
- Booklet, standard roadway, station and highway 
crossing signs. 
- Timetable, 11-06-44 
- Poster, to fellow workman regarding wage cuts. 
- Booklet, locomotive diagrams. 
- Timetable, June/July 1938. 
- Booklet, Western RR 2/71 - all MILW issue 
with text and photos. 
- Flyer, solicit to join MCFRA. 
- Holdout collection of color postcards. 
- Freight train schedules, 03-22-71. 
- Photocopy, Montana RR timetable, 06-03-
1907. 
- RR map of U.S. with stations served by MILW. 
- Timetable, Wisconsin Division & MN-DAK 
Division, 10-26-80. 
- Timetable, Rocky Mtn. & Coast Divisions, 08-
12-73. 
- Timetable, Coast Division, 11-30-69. 
- Booklet, Comparison of cost of electrical and 
steam operation on the Rocky Mtn, Missoula, & 
Coast Divisions as of 1923. 
- Booklet, fast freight train schedules, 09-15-51. 
- Crossing tag from East By-Pass in Great Falls. 
- Card, new train no.s. Rocky Mtn Division. 
- Booklet, instructions for substation operation. 
Rocky Mtn. Missoula, & Coast Divisions, 8/21. 
- Booklet, instructions for inspection of bridges, 
trestles, culverts, snow sheds, & retaining walls, 
08-10-66. 
- Booklet, instructions pertaining to diesel 
firefighting equipment, revised 01-10-56. 
- Booklet, instructions for FP-3 electric locomo
tives, revised 09-01-26. 
- Booklet, instructions for FF-1 electric locomo
tives, revised 04-02-27. 
- Booklet, instructions for FF-4 electric locomo
tives, 08-04-50. 
- Booklet, description and preliminary operating 
instructions for FP-1 electric locomotives, 02-18-
53. 

- Book, electric locomotive maintenance manual, 
06-04-49. 
- Photocopy, article by L. V/ylie regarding 
electric operation in "Railway Age", 04-04-45. 
- Copy, tribute to the electrics by Ed Lynch and 
Art Jacobsen. 
- Form, F F 15, daily substation report 
- Booklet, collection of modeling and technical 
data as follows: 

- electrification - a proud era passes, 
prepared by MILW road public 
relations department for the July-
August 73 issue of the MILW Road 
magazine. 
- roster of electrics from Extra 2200 
South, Jan/Feb 1972. 
- proposal for electric locomotive 
and substation apparatus by G.E. 
Co. for Coast & Columbia Divi
sions. 
- engineering drawings of the 22 
substations of the Rocky Mtn. & 
Coast Divisions, 05=15-73. 

- Booklet, Inland Empire Rail Quarterly, Fall 
76, MILW motive power issue. 
- Photocopies, excerpts from several TMR 
issues. 
- Manuscript, 40th year of MILW electrification 
by Philip C. Johnson, 1980. 
- 15 misc. photos. 

I will bring these items to 
Miles City lor members to iook 
through as they wish. There have been 
other contributions to our archives 
from some members as well. I will 
document those in a luture issue. 

As a historical group we can 
serve as a repository lor historical 
material o l interest to us. I I you have 
some items you wish to donate, or 
know o l someone else who has histori
cal material you think should be pre
served, please encourage them to 
donate it to MilWest. For now, as the 
collection is small, I take care o l it as 
I can use material from the collection 
in the Dispatch. When the collection 
becomes larger we will have to have a 
person in charge o l the archives and 
the dissemination o l material from 
them. 

- Rocky Gibbs 

Letters to the Editor 
I was impressed with Alfred 

Butler's story in the April Dispatch 
concerning the M I L W runaway an 
Boyieston hiii in 1920. I had worked 
as an operator at Beverly in 1971 and 
developed a lascination with train 
operations on the Milwaukee's "steep
est mainline grade". 

I can attest to Mr. Butler's 
statements about the high winds 
through the gap. Many a night I won
dered i l the old depot would come 
apart under the strain. A couple ol 
years alter I was there a 100 M P H 
gust tore o i l the root overhang on the 
freight room, and toppled the train 
order signal. I also remember the 
night a bunch of containers were 
blown o i l an eastbound train crossing 
the Columbia River bridge, which in 
turn allowed the wind to pick up the 
empty fiat cars and derail the train. A 
westbound train, crossing just an hour 
earlier lost a couple of containers itseil 
and never knew it until a switch crew 
in Thcoma started breaking up the 
train. 

I was working at Hcoma Jet. 
and remember seeing the westbound 
passing the tower and noticed some ol 
the cowling missing from the rear 
units. 

The only other writeup o l 
the runaway I have ever seen was an 
article in the Seattle Times o l May 12, 
1974, written by the son o l Milwaukee 
Trainmaster Roy Cleveland, which 
contained several errors. A more reli
able account o l this incident came to 
me through Leah Carreii, now 97 
years old, of Auburn, WA. At the 
time o l the Boyieston runaway, she 
(along with her late husband. Hurley, 
as agent), was assigned as a telegra
pher at Corfu station, 23 miles east o l 
Beverly. Over the years she has relat
ed to me many times her recollection 
of the event. 

Besides the brakemen men
tioned in Mr. Butler's account, at least 
two hobos were also kiiied in the wrec 
kage. Another brakeman, who's last 
name was Reams, was thrown from a 
car top and landed in a pile o l sand 
without a scratch. Howard Baughman 
was the engineer. He and conductor 
"Daddy" Richardson were still on the 
motors when they finally stopped a 
mile or more beyond Beverly yard. 
They were in shock and "crying like 
babies" when crews reached them. 

At Corfu, the first indication 
o l a problem on the hiii was when 
Hazel Maine Vaiiersy, working as third 
trick operator at Rye, came on the dis 
patchers phone to report that No. 74's 
train had whizzed by her so fast while 
trying to hand up train orders that 
they almost knocked her down and 

(Continued on page 9) 
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none of the crew were on hand to 
take the orders. "Something is terribly 
wrong" she cried. A few minutes later 
the substation operator at Doris came 
on to report No. 74 derailing several 
cars at the substation and then the 
phone lines went dead. 

A westbound train, (probably 
No. 263), arrived at Beverly with or
ders to hold the main line for a meet 
with No. 74. Since they had some time 
before 74 was due, they took the 
siding instead to save time on the 
meet. This initiative, on 263's part, 
prevented a smash-up with the run
away motors. A few minutes after the 
wires went dead, a shock wave of 
movement was observed passing 
through the trolley wires at Corfu, 
almost 30 miles from the wreckage 
that caused it. 

After the runaway events. 
No. 17, the westbound Columbian, 
which was running late that morning 
and was turned back at Corfu to Spo
kane to detour over the Northern 
Pacific. As soon as shoo-lly tracks 
were installed around the wreck site, 
Leah took a ride over the hill to see 
the damage. Each canyon and cut was 
filled with cars, lumber, tanks, etc. At 
Doris, freight car trucks were scattered 
alongside the substation and across the 
lawn o l the company houses. 

It is interesting to note that 
the motor set involved in the runaway, 
10239A and B , which later became the 
E 3 9 A and B , was a part of the last set 
o l boxcabs used on the Coast Division. 
The E 3 9 A D , C, E 4 7 A set was last 
used on a work train October 13, 
1972, and were shipped east to Deer 
Lodge on November 13th. The E 3 9 B 
was scrapped the previous April. 

The E39 was also the only 
electric I ever handed up train orders 
to, one time only, while working at 
Beverly, November 12, 1971, one year 
and a day before it was to leave forev
er. 

Leah was also familiar with 
the sand pit operation mentioned in 
Mr. Butler's story. A Mr. Howard 
Dyer operated a general store in Bev
erly and was selling and shipping sand 
on the side. Leah's husband Hurley, 
son Bux, and Beverly signal maintainer 
worked loading the cars using wheel
barrows and planks running up to the 

sides o l gondolas. The boys struck lor 
higher wages and Mr. Dyer responded 
by ordering them to pay their accounts 
at his store. Fortunately, there was an
other store in town owned by the 
Soiberg's, and they offered the families 
credit until labor negotiations were 
resolved. 

- Alien Miller, Snohomish, W A 

Editors Note: I want to express my 
appreciation to Mr. Miller for taking 
the time to write and share his knowl
edge of the Boyieston runaway. This is 
exactly the type of response I referred to 
in my April Editor's Notes regarding 
members sharing knowledge. Every 
historical event story we publish in the 
Dispatch, I'm sure must cause readers 
to recall knowledge they may have of 
the same event, or perhaps a related or 
similar event of which they have new or 
additional knowledge. As you can see 
from Mr. Miller's letter, you don't need 
to write an article to share that infor
mation you have. An act as simple as 
handwriting a letter to me served the 
same purpose. We are all richer in 
knowledge of the runaway events 
thanks to Mr. Miller's willingness to 
take a few moments to write. Won't 
you do the same? 

- Rocky Gibbs 

Description and 
Preliminary 

Operating Instructions 
for Class EP-1 

Electric Locomotives 

By The Electrification Dept. 
Milwaukee Road 

Seattle, WA Feb 18, 1953 

The Class EP-i locomotive is 
a geared passenger locomotive which 
has been constructed on the frame o l 
a Class E F - i freight locomotive. Vari
ous modifications have been made, in
cluding among others, the change to a 
passenger gear ratio, the change from 
No. 14-EL to No. 8 - E L brake equip
ment and the addition o l steam gen
erators. Except for these and other 
items noted hereafter, the Class EP- i 
locomotive is the same as a Class E F - i 
locomotive, and the description appli
cable to the latter locomotive will 

apply to the Class EP- i locomotive. 
The various modifications, additions, 
etc. are as follows: 

OPERATING CABS 

The "A" unit operating cab 
has been altered to provide more 
room and better vision lor the engine 
crews. Side entrance doors and ladders 
were provided to permit access to the 
cab and the roof. A steam heat system 
has been provided with steam heat 
coils, shutoll valves and automatic 
discharge traps. The distributing valve 
has been mounted below the cab floor 
and a new instrument panel has been 
provided. 

The " B " unit operating cab 
has been altered to mount the distrib
uting valve under the cab door and a 
new instrument panel has been provid
ed. 

In each cab a compartment 
his been provided to hold the com
pressor governor, compressor relay, 
headlight transformer, headlight resis
tors, headlight fuses and the control 
transfer switch. 

The control transfer switch 
on the two units should always be 
thrown to the same control generator 
to prevent false steam boiler alarms 
when one M . G . set is shut down. 

APPARATUS S E C T I O N 

The apparatus section of the 
locomotive has been divided by a wall 
and two doors at the rear o l the high 
voltage compartment to provide a 
compartment lor the steam generator, 
air compressor and fuel oil tank. In 
the latter compartment are provided a 
2500 pound per hour steam generator, 
a 550 gallon water tank under the 
compressor, and 2 - 1 7 6 gallon fuel 
tanks along the rear wail. 

The high voltage compart
ment has been modified to provide 
space lor shunting contactors 14A, 
14B, 26A and 26B at the rear o l the 
compartment, and for the 60 overload 
relay at the front of the compartment. 

At the rear o l the high volt
age compartment, accessible from the 
aisles, are the J . R . breaker compart
ment and the 3000 volt switch and 
fuse compartment. The J . R . breaker is 
mounted crosswise of the locomotive 
and been adjusted to operate at 1500 

(Continued on page 11) 
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IO v e r T h e M i l w a u k e e R o a d 
giant 4-8-4 coal-burning loco

motives speed m i l i t a r y traffic across 
the prair ie and great plains states to 
H a r i o w t o n , Mon tana —1,335 miles 
west of Chicago. T h i s is the first step 
on the long, ha rd road to dhkyo. 

2 M i g h t y e l e c t r i c l o c o m o 
t ives , powered b y e lect r ic i ty 

from mounta in w ater power, h a u l 
h e a v i l y - l o a d e d , 100-car f re ight 
trains swif t ly over the B e l t , R o c k y 
and B i t t e r Roo t Mounta ins . T h i s 
electrified zone extends for 440 
miles v i a T h e M i l w a u k e e R o a d . 

3 5 4 0 0 h . p . D i e s e l s 
ma in ta in the pace 

w e s t w a r d f r o m A v e r y , 
Idaho , past Spokane to 
O t h e l l o , W a s h i n g t o n . 
F o r 226 miles the route is 
along the shadowy S t . Joe 
R i v e r a n d t h r o u g h the 
rugged Coulee C o u n t r y . 

71,000-AUtf SUPPLY 
UNB POP WAR AND 

HOMB FRONTS 

4 T h e last leg v ia T h e M i l w a u k e e 
R o a d — " W h i t e C o a l " agsin for 

216 miles—over the Cascades and down 
to tiie sea. A t Seatt le-Tacoma, and 
other Paci f ic Ocean ports, ra i l s end and 
the N a v y and Merchant M a r i n e t ake 
on the overseas t r a n s p o r t a t i o n j o b . 

T o get his fighting men to their homes and then on their w a y to T o k y o , 
Unc l e S a m is depending on his Ra i l roads . T h e y must not and will not 
f a i l i n c a r ry ing out th is tremendous responsibil i ty. 
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amperes. 
The 3000 volt switch com

partment can only be opened by using 
the pantograph handle. The auxiliary 
switch and main switch should be 
operated by means of the hot stick 
provided. The 80 ampere auxiliary 
fuse is of the type E G - 1 , 80-E used on 
the Class EP-4 locomotive. 

RUNNING G E A R 

The running gear has been 
modified as follows: 

New solid gears have been 
applied and the gear ratio changed to 
71-29. The lateral thrust from the 
drivers has been transferred from the 
hubs to the ends of the journals by 
means of wear plates mounted in the 
boxes. 

A n F-7 type roller bearing 
engine truck has been installed on 
each unit. 

Suitable passenger type buff
er plates have been installed over the 
drawbars on each unit. 

AIR B R A K E S Y S T E M 

The air brake system uses 
No. 8 - E L brake equipment of the type 
used on the Classes E F - 4 . EP-4 elec
tric locomotives. Description of this 
equipment will be found in "Westing-
house Air Brake Company's Instruc
tion Pamphlet No. 5032-1" covering 
No. 8 - E T locomotive brake equipm 
ent. Location of the major parts of 
this equipment are as follows: 

The distributing valve, air 
reservoirs, air filter, the equalizing and 
reduction limiting reservoir and signal 
tank are located under the operating 
cab. The centrifugal dirt collector is 
located back of the distributing valve 
and the dead engine cock on top of 
the distributing valve. 

The double heading cock is 
located on the back of the automatic 
brake valve and the K-M vent valve is 
located in front of the fuel oil tank on 
the engineers side. 

AIR SIGNAL S Y S T E M 

Each cab is equipped with a 
combination check valve and strainer, 

cab whistles, cutout cock and signal 
valve, At the rear of each unit is a 
brake pipe valve and air signal valve 
for signaling the operating cab. 

INSTRUMENT PANELS 

The engineers instrument 
panels on each unit have the line 
ammeter, field ammeter, line voltme
ter and a group of circuit breaker type 
switches for control, instrument light, 
headlight dim, headlight on, cab lights 
and aisle lights. The J . R . circuit break
er warning lights are also located on 
this panel. 

The firemans panel on both 
units have the number light and mark
er light switches and the steam genera
tor alarm buzzer. On the "A" unit a 
modified steam generator remote 
control panel has been provided. The 
blue light operates for the "A" unit 
steam generator and the red light for 
the " B " unit. The train line shut off 
switch operates the remote trainiine 
shut off valve on both units, but these 
valves must be reset manually. The 
middle switch operates the separator 
biowdown on the "A" unit and the 
right switch operates the separator 
biowdown on the " B " unit. 

TERMINAL CONNECTION 
STRIPS 

The terminal connection 
strips are now located in boxes on the 
sidewall back of the engineers door 
and on the brackets attached to the 
two fuel oil tanks in the rear end o£ 
each unit. 

WIRING - POWER Si C O N T R O L 

All power cables are carried 
in ducts and cable runways in the floor 
and sidewalls. All control leads are 
carried in overhead raceways, or in 
raceways built within the power cable 
duct where necessary. 

Control between units is 
carried by six jumpers from recepta
cles mounted in brackets on the roof, 
three on each side of the cab center-
line. These jumpers are all the same 
length. There are 2 - " E " , 2 - "P ' and 
2 "G" jumpers. Control wires 0 and 8 
are crossed in the one " E " jumper, 
and similar placed wires are crossed in 
the other " E " jumper so that inter
changing them will not cause trouble. 
In the case of the 2nd " E " jumper the 

two wires in question are connected in 
parallel and run to the auxiliary power 
buss to prevent misuse. 

LIGHTNING A R R E S T E R S 

Capacitor and horn gap 
lightning arresters have been provided 
on the roof of each unit and are con
nected directly to the 3(XX) volt roof 
cables. The horn gap arrester is ad
justed to give a 3/4" gap between the 
large horns and the auxiliary wire 
should be adjusted to give 5/16" gap. 

The pantograph grounding 
switch should always be closed before 
going on the roof to guarantee that 
the capacitor arrester has been dis
charged. 

S T E A M G E N E R A T O R 
INSTALLATION 

A Vapor Clarkson Steam 
Generator, Type No, OK-4625, having 
a capacity of 2,500 pounds per hour, is 
installed in the rear of each cab. Fuel 
tanks having a capacity o£ 352 gallons 
are installed in the rear corners of the 
cab. A 550 gallon water tank is 
installed under the air compressor, 
and a 1,450 gallon tank under the 
motor generator set. Thus the locomo
tive will have a total capacity of 4,(X)0 
gallons of water, 704 gallons of fuel 
oil, and steam generating capacity of 
5,000 pounds per hour. Sufficient fuel 
and water capacity is provided for 8 
hours of operation at full capacity. 

The motor and control on 
the steam generator require 35 am
peres from the auxiliary generator 
circuit. On each unit the steam gener
ator transfer switch is located on the 
left wall near the steam generator 
control and can be used to connect 
the steam generator to either M.G. set 
control generator, regardless of the 
position of the control transfer switch. 
Normally each steam generator oper
ates from its own set generator, but 
both can be operated on one control 
generator. The steam generator is 
described in detail in the section on 
heating. 

MOTOR G E N E R A T O R S E T S 

( R M G - No. 103) 

The motor generator sets are 

(Continued on page 12) 
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mounted on shock absorbers to re
duce noise and vibration. A flexible 
shunt grounds the frame of the M.G. 
set. 

The control generators have 
been rewound to increase their capaci
ties from 62 to 100 amperes so that 
one control generator can handle the 
control load and the two steam gen
erators when necessary. Normally one 
control generator will handle the con
trol load, lights and one steam genera
tor. The other control generator will 
than handle the other steam genera
tor. 

The control generator fuse 
located at the top of tho 102 panel has 
been increased from 100 to 120 ampe 
res capacity. 

F I E L D S H U N T S 

The inductive field shunts 
are located under the locomotive floor 
opposite the center pins. 

T R A C T I O N M O T O R 
C U R R E N T R A T I N G S 

Continuous -
One hour -
35 minutes -

230 amperes. 
300 amperes. 
350 amperes. 

S H U N T O P E R A T I O N 

Shunting controller should 
not be advanced when line ammeter 

reads more than 250 amperes. 
Shunt operation should not 

be continued, except for short periods, 
when line current exceeds 300 am
peres. 

Operation in shunt position 
should be limited by line ammeter 
readings as follows: 

Transfer from FS-1 to FS-2 
at not more than 250 amperes. Do 
not operate in FS-2 with less than 90 
amperes line current. 

Transfer from FS-2 to FS-3 
at not more than 225 amperes. Do 
not operate in FS-3 with less than 90 
amperes line current. 

Transfer from FS-3 to FS-4 
at not more than 200 amperes. Do 
not operate in FS-4 with less than 90 
amperes line current. 

R E G E N E R A T I O N 

Do not start regeneration at 
speed of more than 40 M.P.H. Maxi
mum speed for regeneration, 45 
M.P.H. 

M A X I M U M - P E R M I S S I B L E 
S P E E D 

Until further notice, maxi
mum permissible speed of FP-1 loco
motive will be 70 M. P H . 

T O N N A G E R A T I N G 

(Tonnage on mountain grades) 

WESTBOUND GRADE TONNAGE 

EASTBOUND GRADE TONNAGE 

Avery to East Portal 1.7 1250 
Alloy to Donald 1.66 1400 
Cardinal to Loweth 1.00 1600 

Bruno to Loweth 2.00 1200 
Piedmont to Donald 2.00 1050 
Haugen to East Portal 1.70 1250 

MECPIANICAL DATA 

Diameter of driving wheels 52" 
Number of driving wheels 16 
Total wheel base 102'8" 
Rigid wheel base 10'6" 
Width overall lO'O" 
length over couplers 112'6" 
Height 15'0" 

Gear ratio-71:29 = 2.45 

Maximum tractive effort at 25% coefficient of 
adhesion - 150,000* 

Approximate weight 

Total 
On drivers 
Per driver axle 
Per engine truck 

650,000* 
500,000* 
62,500* 
75,000* 

Horsepower rating (Input to traction motors ( 
3000 V) 

Continuous 
One 35 
Hour Minutes 

Traction motor current 
230 300 350 
Tractive effort - pounds 
43,100 60,000 73,500 
Speed - M.EH. 
29.0 26.5 25.5 
Coefficient of adhesion 
8.6% 12.0% 14.7% 
Horsepower input to traction motors 
3,700 4,800 5,600 
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I t s b e l l r i n g i n g , t h e #17 Olympian e a s e s away from t h e M i s s o u l a 
depot on t h i s warm day i n J u l y 1951. S h o u l d t h e crewman i n t h e 
s i d e window be c h e c k i n g on t h e c a u s e of t h e smoke b e h i n d him? 

Warren Wing/Ron H a m i l t o n C o l l e c t i o n 



W a i t i n g p a t i e n t l y a s p a r t of t h e e astbound c o n s i s t i n t h e y a r d a t 
B l a c k R i v e r , Washington i n 1949, B i - p o l a r E-3 a w a i t s i t s t h r e e - d a y 
t r i p t o C h i c a g o where i t w i l l pose p r o m i n e n t l y on t h e s h o r e of L a k e 
M i c h i g a n a s a p a r t of t h e C h i c a g o R a i l r o a d F a i r . Page two o f F r e d 
Hyde's new p i c t o r i a l book. The Milwaukee Road shows t h e u n i t on-
s i t e i n f u l l c o l o r d i s p l a y . 

Warren Wing/Ron H a m i l t o n C o l l e c t i o n 



A rather overpowered t ra in is at Mart insdale in Ju ly of 1973 wi th Class E F - 4 L i t t l e Joe # E - 7 3 on the point, 
w i th the t ra i l ing unit running reverse direction. - Bruce B l a c k photo. 



To help you think cool thoughts during this summer heat, here is a shot taken Christmas Eve 1955 of the 
Olympian running late westbound out of Othello, WA with Bi-Polars E4 and E2. - Wade Stevenson photo. 


