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SUMMARY
Inv. 2166

Railrmad: Colorado & Southern
Dete: Merch 26, 1237
Location: Royce, N. M.
Kind of sccident: Head-end collision
Treins involved: Freight : Pasgenger
Train numbers: Extra ©02 : No. 2
Engine numbers: 202 r C.B.& Q. 2259
Consist: 25 cers end ! 3 cers

crboose
Speed: 12 to 15 miles ¢ 60 m.p.h

per hour !
Treck: Tangent : 1.01 percent

: ascending greée

Weather: Clerr N
Time: 10:52 p.m.
Casualties:! 1 killed ond 22 injured
Ceuse: Failure of pmssenger trein to obey

walt order; foilure of inferior
traln to cleer the time of an
opposing superior trailn.
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To the Commissicon:

On Marech 26, 1837, there wes a hesd-end collision between
a passenger train and e frelght train on the Colorado end
Southern Railway nesr Royce, N. M., which resulted in the deeth
of one euployee end the injury of sixteen pessengers, five
employees, and cne Pullman porter.

Location end method of operstion

The accident occurred on thet pert of the Southern
Division extending between Trinidsd, Colo., ond Sixela, N. M.,
o distance of 134.5 miles. This 1e¢ e single track line over
which traine sre opurated by time-table ~nd trein orders, =nd
a manual block system for following treins only. Time-teble
directione are north end south and thege directions are used in
this report. The peseging track at Royce 1s 3,018 feet in
length and parellele the mein treck on the east; the eccident
occurred ot a point 2,227 feet north of the north switch of the
passing tresck. Approaching this point from the north the track
1s tangent for seversl miles, then there ig » 30' curve to the
left 1,553 feet long follrwed by 4,653 feet of tangent treck
upon which, at a point 1,172 feet from the southern end, the
accldent occurred. Approaching from the south the track 1s
tangent for several miles fcllowed by a 30' curve to the left
1,184 feet long, and then the tangent upon which the accident
occurred. In the vicinlty of the point of accident the grade
1s 1.01 percent descending for south-bound trains.

The weather was clear at the time of the aeccldent =hich
occurred at 10:52 p.m.

Description

Northbound passenger ftrein No. 2 consiceted of one baggage
car with steel underframe snd shesthing, one all steel enech,
end nne ell steel Pullman sleeping cer, in the order named,
hauled by C.B.& Q. engine 2952, end wss in cherge of Crnductor
Bosbyshell and Eaginemen Horan. This crew tnok charge of the
trein at Texline, Texas, where they received » cleesrance card,
and form 31, order No. 45, reading:

"Wo. 2 walt at Royce until 10:55 p.m.
Penrith until 11:02 p.m. 1t. Dora until
11:10 p.m. for Extra 902 south".

This train departed from Texline ot 10:03 p.a., on time,
passsed (Clayton, the lsst epen office 8.1 miles south ~f Reyce
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st 10:38 p.m., according to the train sheect 11 minutes late,
snd while running at a speed of 6C miles per hour, as sho™n by
the recording tepe on engine 2959, collided with Extre 202

£t o point sbout 2,297 feet north of the north pesssing-track
sviteh at Royce, ot 10:52 p.m.

Southbound freight train Extra 202, consisting of 15 loads,
10 emptices end & caboosz, hauled bv engine 202 #nd in charge of
Enginensan Cary and Conductor Rellly, departed from Trinidad at
7:25 p.m. 1n possession of a form "C" permiesive card, a form
WANM clearance cerd end a copy of trein order No. 45, clted
above, passed Penrith, 4.1 miles frowm Royce, at 10:45 p.u.,
and collided with trein No. 2 ot 10:52 p.m., while running et
an estimsted speed of 12 to 15 mlles per hour.

Both engines were dersiled but remained upright close to
and parallel with the rails, with the guoke box of engine 202
telescoped nearly its entire length. The trucks and underfraine
of the tender of engine 2252 were demolished, ond the front end
cf the cistern telescoped the engine cab, while the rerr end
telescoped the baggege rer. The reueining cers of trein No. 2
remalined on the track and were undermeged. The tender of
engine 902 partially tclescoped the ceb off the engine but
remained upright snd parellel with the track. The head car
stopped with the head end on top of th~ tender of engine 202,
and the rear end off the truck and come distance to the west
of the track; the second cer stopped with the head end on top
of the first car, and the rsar end in line witn the track;
the third car lay on its side to the west of the roadbed.
The fourth car was thrown off its tracks, end the head truck
of the fifth car was derailed. The enployee killed was the
englineman of train No. 2. The employees injured were the
conductor and firemen of trsin No. 2, snd the fireman, heed
brekeman and engineman of Extrs 202.

Summary of evidence

Fireanan Greenwade of train No. 2, stated that prior to
leeving Texline he coupered his watch with a standerd clock and
found his waten showing the correct time. He read and under-—
stood order No. 45 which wns deliver2d to Enginemen Horan at
Texline. Enginenen Horan apperred to be in normal condition.
Fireman Gresnwade sterted thet nerring Hoyce he mas working on
the fire #nd when he got on the aneetbox he noticed a headlight,
anc a switch light vhich at first he thought was the light at
the south passing-track switsh. However he soon realized that
this light was at the north svitch and he immediestely called a
warning to the engineman and prepared to dismount. Shortly
after calling the warning he heard the engineuman make an
emergency appliceation of the brakes; at that time they were 1in



the vicinity of the north pessing treck switch and were moving

at a speed of about 50 miles per hour. He steted thet becrure .
of the curves 1t is difficult to locete o headlight in the

vicinity of Royce, and tha*t spprosching that stetion, Engine-

wan Horsn hed not sounded either the weiting-point or the station
whilstle signal. The westher was clear ¢t the time of collision.

Conductor Bosbyshell of trein No. 2 steted thot before
lesving Texline he compered his watch with » standard clock
and found his watch 10 seconds fast. At Texline copiee of order
45 were delivered by the operetor to both himself end Engineman
Horan but neither he nor Engineman Horan reed the order to
eech other or to the opersator, and he hed no conversation
with Engineman Horen, but the latter seemed to be in normal
condition. The air brakes were tested before lesving Texline
end functioned properly en route. After lesving Clayton he
dld not hear any whistle signsl end did not realize thet his
trein was passing Royce until he noticed sn 2djoining treck;
he noted that it was only 10:51 p.m., and immedistely resched for
the conductor's valve but felt en emergency applicetion of the
brakes before his action wes completed. The collision occurred
alnost immediately theresfter, at which time the speed wes about
o0 nmiles per hour. He stated thet he does not read form 31
orders aloud to the operator who delivers then.

The statement of Brakeman Martin of trein No. 2 corrobor-
ated that of Conductor Bosbyshell and conteined the 2dditional
informetion that the lights on both the north and south
switches of the pessing treck =t Royce were burning after the
collison.

Engineman Cary of Extra 202 steted that before lesving
Trinided he compsred his watch with a standard clock and
found his time 10 seconds slow; at this point he received
order No. 45, and understood its contents. His trein passed
Penrith ot 10:45 p..m., and ar the rules required thet extra
trains must clear the time of opposing regular treins at least
five minutes, he realized thet he was on short time but
figured that the engine would be at the north switch at Royce
at 10:50 p.m., after which they would have five minutes to
protect the train. As he neared Royce he could sec No. 2
epproaching thet station st o high rote of speed, and he made .
a light service application of the brekes; when he realized
that train No. 2 wss by the north switch he placed the brake
valve in emergency position and had reduced the speed of his
train to about 10 or 12 miles per hour at the time of collision.
His headlight was in good condition and burning brightly.

Conductor Reilly of Extra 202, stated that he compared
his watch with a standerd clock before lesving Trinided end



_7- Inv-2166

found hig wetch 15 scconds fest; he received order No. 45 2t
Trinidsed. His trein pesced Penrith ot 10:45 p.m. and he

renlized thet they were on short time, but felt that ofter

thelr errivel at Royce there would etill be sufficient time to
give the train proper protection, =nd to get into the siding
before the expiration of the wait order. He steted thet the air-
brakes hed been tested before lesving Trinidad.

Head Brakemsn Holloway of Extra 202 corroborated the
statement of Enginemean Cary, and thes stetement of Rear
Brakeman of Extra ©02 corroboretcd thet of Conductor Reilly.

Discussion

Rule 210 of thr Book of Rules, relative to 31 orders,
requires 11 persons to whom the order 1s rsddressed, except
enginemen, to read it to the operator and then sign it; the
copy for the enginensn of ¢ pescenger trein must be delivered
to him personally by the conductor snd the engineuwsan must
read the order to the conductor before proceeding. The
investigation discloses that when order No. 45 wes delivered
to the crew of Trein No. 2 at Texline, none of these provisions
wes complied with. The operator personally dellvered a copy
of the order to the conductor and nlso to the englnemen end
the erder was not read e2loud by any of these employees.

Further instructions in the book of rules relestive to
the form of wait order held by the trains involved reed:

"The train first named must not pass the
designeted point before the time given, unless
the other train hae errived. The train last
nawed 1s required to run with raspect to the
time specified, at the designated point or any
intermediate station where the schedule tine
is earlier then the tiune specified in the order,
as before required to run with respect to the
schedule time of the trein first nemed."

The rules also provide that extres trains must cleer the
tlme of opposing regular treins not less than five minutes
unless othervwige proviced; thet engineman must give the ueeting
or waiting point whistle-signasl at least one mile before reeching
a meeting or walting point and upon hie faillure to do this, the
conductor must teke immediate action to stop the trein. The
engineman of Tresin No. 2 feiled to give the meeting-point
whistle signal approaching Royce but the conductor of that train
took no sction to stop the train until 1t was passing the siding



at which his train was to wait.

The suthorized speed for pessenger trains in this
terri tory is 60 miles per hour end for freight trains it 1s
45 miles per hour. The crew of Extra 202 understood the re-
quirement of the rules relative to extra treains clearing the
time of opposing regular treins snd they knew when they left
Penrith at 10:45 p.n. that they would be unable to resch Royce,
4.1 miles distant, end clear thet trein a2s required by rule end
at the seame tiue comply with the speed restrictions, yet they
proceeded notwithstanding these circumstances. The reason why
the englneman of Train No. 2 failed to comply with the walt
order is not knovn as he wes killed in the collision.

The general fallure to comply with rules vhich was dis-
closed by this investigation indicates thet lax operating
practices have developed through inadequete supervision and
call for prompt corrective measures by responsible officers
of this company.

While there was a manual block systen in uce on this
line, 1t applied only to trains being operested in the same
direction. Had an sdequate block system for both following
and opposing movements been in service, it is ressonable to
assume thet this accident would have been prevented.

Conclusion

This accldent was caused by failure to obey a wslt order;
a contributing cause was the failure of an ertra train to clear
the time of an opposing train as required by rule.

Respectfully submitted,

W. J. PATTERSON,

Director.



