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=xtra 5084 Zast
5084

23 cars, caboose

35 m.n.h.

Freignt

No. 72

5086

53 cars, caboose

Standing

Tangent; autoratic block signals

Clear and cold

10:45 p.m.

2 killed; 1 injured

Failure properly to protect a movement
from sgiding to main track.
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March 8, 1937.

To the Commigsion:

On January 1, 1937, there was a gide collision between
two freight trains on the Chicago, Burlington & Quincy Rail-
road at Keenesburz, Colo., which resulted in the death of 2
employces and the injury of 1 enployee.

Location and rmethod of operation

This accident occurred on that plrt of the McCook Divi-
sion extending between Akron and Denver, Colo., a distance
of 111.42 miles; in the vicinity of the point of accident
this 1s & single-tracikx line over vhich trains arec operated
by timetable, train orders and an autonatic block-signal
system. The accident occurred at the rrog of the easgst switch
of the passing track at Keenesburg; approaching this opoint
from the west there is a 19 curve %o the rigat 1,845 feet in
length, then the track is tangent Ffor a distance of 3,424
feet to the switch and Tor a considerable distance beyond.
The grade for east-bound trains is 0.585 percent descending
at the point of accident.

The passing track at Keenesoburg 1s 3,997 feet in length
and parallels the nain track on the south. O©On the south gide
of the track at a point 66 feet east of the east switch there
is an approach lizhted single-arm ?-position stop-and-stay
signal, known as a starting signal. Zast-bound home signal
5-505.6 and digtant signal 3-505.0, of the 2-arm, lower-
quadrant, semaphore type, approach lighted, are located 4,200
and 7,702 feet, respectively, west of the starting signal.

The weather was clear and the temperature was about 5°

below zero at the time of the accident, which occurred about
10:45 p.m.

Degcription

Train No, 72, an east-bound freizht train, consisted
of 53 cars and a caboose, hauled by engine 5086, and was in
charge of Conductor Layton and Engineman Loper. This train
left Denver at 8:45 p.n., according to the train sheet, and
entered the eastward siding at Barr, 17.78 niles east of
Denver, for the purpose of neeting Txtra 5115 West. Train
No. 72 departed fron Barr at ©:45 p.r., passed Hudson, the
last open office, at 10:08 p.n., according to the train sheet,
and on arrival at Keenesburg, 7.52 nilegs distant, entered the
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passing track Tor eagt-bound passenger Traln No. 302; after
this train had passed, Train No. 72 pulled ahead and stopped
witn the engine fouling the main track, and wnlle standing
at this point was sideswiped by Ixtra 5084 Tast.

Extra 5084, an east-bound freight train, consisted of
23 cars and a caboose, hauled by engine 5084, and was in
charge of Conductor Fackler and Engineman Starkey. This train
left Denver at 9:20 p.m., according to the train sheet, and
on reaching Barr it entered the westward siding, where 1t met
Extra 5115 West, then remained there until east-bound passenger
Train No, 302 passzd at 10:03 p.r. Extra 8034 departed Irom
Barr at 10:297 p.m., 4 rinutes btehind Train No. 302, passed
Hudson at 10:27 p.u., pasced distant signal S-508.0, which was
displaying a caution indicetion, passed nome signal S-505.6,
which assumed proceed position Jjust before the engine reached
1%, and collided with engine 5086 nf Train No. 72 while
traveling at a speed estinated to have been about 35 mlles
per hour.

The left side of engine 5086 and the front end of engine
5084 were badly damaged; engine 5084 was derailed to the
left, stopping on its left side about 1680 feet away, the
tender telescoping the engine cab. Several cars were 8lso
danaged. The enployees killed were the engineman anda fircran

of Zxtra 5084 East, and the employee injured was the head
brakeman of that train.

Sunnary of evidence

Engineman Loper, of Train No. 72, stated that he was
exarined on the operating rules ia January, 1936. Hisg train
cleared at Barr for an opposing train, and left that station
at 9:42 p.n. and proceeded to Keenesburg ahead of Train No.
302; he had no orders with reference to Train No. 302, and
1t wag nis understanding that in autonatic block-signal ter-
ritory, inferior trains are required to clear superior trains
in the samre direction by the distance of one automatic block
signal. He further understood that a block signal behind a
train afforded protection to that train and also that narker
lamps displaying red to the rear of a caboose were considered
complete protection for that caboose. His train first care
to a stop on the passing track a%t Keenesburg with the engine
about 15 or 20 car lengfhs west of the east switch. After
Train No. 302 had passed, Conductor Layton gave hin a proceed
signal fron tne ground, near the rear of the engine, and then
boarded the engine; the enginenan assumed that his caboose
rarkers were displaying red to the rear and pulled ahead and
said that when pulling out on the main line it was his custom
to start out slowly and foul the main track before the switch



was thrown for the movemnent, noving under comnlete control so
he could stop, 1f necesgary, before running through the switch
and that he considered this to be a safe method of operation.
nen the train started to move ahead, Conductor Layton, Fire-
nan Opiz and Head Brakeman Parks were on the engine. Ingineman
Loper applied the autonatic brakz near the east switch, and
renarked to The conductor that the following train was ap-
proachling and suggested 1t would be best to lot then pass,
but the conductor said "No, go on." The train was then moved
ahead slowly, and stopped with the engine fouling the main
track. The starting signal, which lighted when his engine
reached the fouling point, displayed a clear indication, in-
dicating that Train No. 302 had passed Tampa, 4.41 niles east
of Keenesburg. After Stopping, the engineman was engrossed in
looking ahead and waiting for the head brakeman to open the
east swifch; Fireman Opie informed him twice that the follow-
ing train was approaching and was not going to stop, but it
was then too late to avert the accident. Conductor Layton and
Head Brakeman Parks got off Jjust before the collision occurred,
but Engineman Loper and Fireman Opie made no effort to get off.
Engineman Loper said that at the time he started ahead on the
passing track he saw the reflection from the ncadlight of tThe
following train, about 13 miles west of home signal $-505.86,
but after his own engine reached the fouliang vpoint he could
not see the reflection on account of the curve in the rear and
structures located near the south side of the track. He did
not see Flagman Rainey behind his train, but when the conductor
gave him a proceed signal and told him to go ahead, he took
1t for granted that proper protection was being afforded to
cover the movement from the siding to the main track, ahead
of Extra 5084 Fagt, asgsuming that the caboose markers were
displayling red to the rear and that home signal S-50£.6 was
displaying a stop indication ahead of the follecwing train.
Engineman Loper further stated that the air brakes were tested
and worked properly, that his train was on the passing track
.at Keenesburg for about 18 to 20 minutes, and that he did not
ask the conductor whether the caboose markers had heen turned
or whether a flag was out.

Conductor Layton, of Train No. 72, stated that after pull-
ing out of the siding at Barr, the switch was closed Tehind
his train at 9:45 p.m.; his train held no orders with respect
to Train No. 302. A stuck brake on a car slowed the train
down, and his train did not arrive at Keenesburg to head in
until 10:17 p.m., which was on short time ahead of Train
No. 3C2. After getting into clear on the passing track he
turned the caboose markers and the cupola light so as to
display green to the rear, then he and Flagman Rainey walked
on the south side of the train toward the engine, during
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wnich time Train No. 372 passed. Conducter Layton got on the
engine, and at first told the englaeman to zo &head of Extra
5704 Fagt, tiuen, as the feollowing train wae close, he changed
these 1nstructicons and told the enginemaa to weit until the
extra pagsed; 8lso that the markers on tieir cwn ftraln were
displaying green to the rear, and the conducteor thought that
the engineman heard him. g the engine moved ahead, Ccnductor
Layton got off about 12 cr 15 car lengtils west of tie foulingz
point of the east switch in order to turn the cabooge markers,
but before doing so, he came forward again and was about 3 car
lengths tehind the engine vhen fthe accident occcurred. The
east-bound starting siconal was gt1ll red when he dropped off
the engine, and the next time he looked 1t was green, indicat-
ing that the block was clear. The only signal he pave the
engineman was to pull down to the eagt end of the siding; he
did not think the engincman wasg going to foul the mein track,
but thought he understovd what wag intended. He did not give
Flagman Rainey any instructinns, as he was not fizuring on
departing ahead of the extra, and he did not know where the
flagman was when the train pulled ahead on the passing track.
There was no nne on the caboose to turn the markers red.

Fireman Opie, of Train No. 72, was makin; his first trip;
he s21d that when Engineman Loper asked Conducter Layton
about zoing, he heard the conductor tell nim to pull out and
go ahead of Lxtra 5084 Tast. Piremon Oole thwoucht that this
nonversation took place before he called atteatinn tc the fact
that the following train wags approaching and had passed home
signal $~5N5,8. ©n route the fireman asked tne engineman
waether their train was cupposed to run ahead of the Extra
and the engineman told him that 1% was.

Head Braleman Parks, of Train No. 72, stated that while
nn the engine, tne enginenan %told the conductor that the fol-
lowing train night be cominz, or words to that effect, and
the conductor said %o le%t that train stay behind. Head Brake-
man Parks did not hear the extra apprcaching and e wag
gatisfied that the conductor did no%t, otherwise the conductor
would not have made the remark to let that train stay behind.
The head brakeman did not hear envthiny said te the engineran
about the rear end of Ttheir ovn train neot beilng protected, or
%hat the caboose markers were dioovlaying grecn to the rear,
and he thought that ths intended move wag to promptly head
out on the main tracl and depart. Flagman Rainey volunteered
to handle the switch for this movement. The conductor got
off Jjust about at the clearance point at the east end of the
passing track. Head Brakeman Parks further gtated that he
Telt as thougnh signal S-5(5.6 was displaying a red indication
when Extra 5784 FEast passed 1t. Just prior to the collision
he saw someone with a lantern at the east switch who appeared
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to act asg though confused and whom he thought wag Conductor
Layton. ©On locking back, the head brakeman saw the approach-
ing headlight about 20 car lengths distant, and the accident
occurred almost immediately.

Flagman Rainey, of Train No. 72, stated that after his
train entered the passing track at Keesnesburg he closed the
west switch, following whicih the air was cut out of a car on
which the brake was sticking; he then walked to the head end
of the train with the conductor and head brakeman. As his
frain pulled ahead, he rode on the south rear steps of the
first car, this being a deadhead caboose, nearly to where the
stop was made, then crossed over to the north side, intending
to run forward to open the eagt switch and to line 1t vack
after hig train had pulled ocut on the main track. His train
had barely stopped, however, when he saw the reflection of
the approaching headlight about 20 car lengths away, and he
immediately Jumped to the ground and gave stop signals with
his lantern, to the approaching train; the collision occurred
almost immediately. The throttle of enzine 5084 was closed
when the engine passed him, and the air brakes werc not
applied, at which time he was about 3 car len.ths behind his
own engine, Flagman Rainey knew that this extra wag follow-
ing his own train. After the accident, Head Brakeman Hoffman,
who wag injured, told him that those on engine 5034 were
looking at the train order and did not see Train No. 72 on
the siding.

Head Brakeman Hoffmen, of Extra 5084, said that approach-
ing Keenesburg, yellow indications were encountered on signals

for some distance, and that signal 8-505.6 also displayed
vellow, but that it cleared Jjust before the engine passed it
and he called its indication. He did not see Train lNo. 72 on

the siding until just prior to thes accident; however, he thought
that Engineman Starkey saw it and probably assumed that it was

waiting for some opposing train and therefore handec him the
train orders to read and ascertain whether any me>t with
another train had been overlooked; Brakeman Hoffman did not
have time to look at the orders, and thought that Train No.
72 pulled out Just at that time. Immediately prior to the

accident the engineman made an attempt to apply the air brakes,

and Brakeman Hoffman Jjumped.

Conductor Fackler and Flagman Allison, of Extra 5084 Fast,
were 1n the caboose. Owing to the short length or their train

the signal indications ahead of the engine could be observed
without difficulty. Signal S-505.6 displayed a proceed in-

dication at the time the engine of their train passed it. The
marker and cupola lights ef Train No. 72 were displaying green
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to the rear, indicating that that train was in the clear,

and there was no member of the crew visible at the rear of
the train. The air brakes of ftheir own train were tested and
worked properly, but they did not know whether the brakes
Were apnlied Jjust prior to the accident, at which time they
estimated the speed to have been about 35 miles per hour.

Signal Maintainer Humphrey tested the siznal involved
shortly after the accident and it was in proper working order.

Digcussion

On arrival at Keenesburg, Train No. 72 headed in at the
west switci of the passin; track and stopped with the engine
about 15 or 27 car lengths west of the east switch, and the
conductor turned the marker and cupola lizhts of the caboose
to display green to the rear. He and the rlasman then went
forward to a car upon which the air brake was sticking, and
at this point, met the head brakeman. The air wag cut out on
this car and all three of these employees valked along the
south gide of the track, to the head end of the train. The
conductor and head brakeman boarded the engine, and the flag-
man ot on the rear steps of the deadhead caboose coupled to
the engine. ATter east-bound passenger Train No. 302 had
passed, Train No. 72 started ahead on the sidinz. The enZine-
nan said that the conductor gave him a proceed signal and he
therefore assumed that the marker and cupola lights of the
caboose were disnlaying red to the rear and that proper rear
end protection was afforded. He told the conductor that the
folloinz extra was approaching and suzgested that 1t be per-
mitted to pass, but the conductor said no, to o ahead of 1it,
The engineman stoppzd the train with his engine foullng the
main track, and said that this wasg his usual custom when pull-
ing out of a siding. He felt certain that sijnal $-505.6
agsumed tle stop position before the following train had passed
it and he considered that hig train wag properly protected
by the block siinal and the caboose markers. The investi-
gation indicated that there was a misunderstanding between
the engineman and the conductor of Train No. 72 as to vhether
thelr train would proceed ahead of Extra 5084 Tast, or whether
they would allow that extra to pass them at this point. Ap-
parently the engineman understood they were to proceed anead
of thie extra and assumed tuet necessary protection for the
movement from sidiag to main line was being afforded. The
conductor, however, understcod that his train would not pull
out on the main line until after the extra had passed and
took no measures to providec necessary protection. The result
was that Train No. 72 fouled the main track as Extra 5084
East was closely approaching and no rflaz protection vas
provided,



It is noted that Train No. 72 and Extra 5084 Hast each
cleared at Barr for Extra 5115 Wegt, after which Train No. 72 ,;
aeparted from that noint, according to Conductor Layton, at
9:40 p.Mm., only 7 minutes ahead of the time of Train No. 302
and pesscd Hudson at 10:08 p.m., 1 minute later than the time
of Train No. 302 at that station. Under the rules of this
railrcad, in automatic block-signal territory, unless other-
wise provided, an inferior train must clear the time of a
superior train in the same direction not less than 5 minutes.
Engineman Loper was not conversant with this rule, but under-
stood that an inferior train was reguired to clear a superior
train in the same dairection by a distance of one block., Fur-
fhermore, at Keenesburg, instead of remaining on the siding
until the switeh ahead of hig train was thrown for the move-
ment to the main traclk, he roved his trnin ahead untal the
engine fouled the main track. By night, on single track,
caboosc markers are required to display red to the rear,
exc2pt when on & siding to be passed by another train, and
automatic vlock signals do not dispense with the use of other.
siznéls whenever and wherever they may be reguired. Rule 99
requires flag protection when a train is moving under circum-
stances in which it may b= overtaken by another train; however,
the englaeman relied on the caboose markers and the block-
signal behind his train for protcction and neither the con-
ductor or flagman took any steps to provide flag protection
&s reguired by rule 29,

On QOctober 27, 1036, there was a serious head-end col-
lision on this same sub-division, which resulted in the injury
of 12 passcngers, 1 mail clerk, 1 Pullman porter and 4
employees., In our report covering the investigation of this
accident the following statement was made:

"The rules provide that the engineman show ftrain
orders to his fireman and sound the mecting-point
whistle signal at least 1 mile before reaching the
meeting -point, and if such signal is nct given,

the conductor is required to take immediate acticn
fo stop the train; the rules also provide that when
fogs, storms or cther conditions cobscure the view
of track or signals, speed of trains must be re-
duced To permit strict obgservance of signals and .
insure absolute safety, regardless of time, and
that extraordinary precaution must be taken, both
at switches and at all places where the right to
proceed depends upon signalsg; also that when fog

or storms are reported, dispatchers will give
frainmen and enginemen notification of same by
train order. None of fthese rules was obeyed."
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Not only does the accident above referred to, as well
ag the accldent here under invegtigation, show a flagrant
disregard of operating rules, but the present accident also
indicates a lack of proper understanding of such rules on
the part of some of the employees involved.

Conclusion

Thig accident was caused by faillure properly to protect
a movement from a giding %o the main track.

Recommendations
It is recommended that operating officials of this rail-
road take necessary measures to insure proper understanding

and enforcement of operating rules.

Respectfully submitted,

W. J. PATTERSON,

Director.



