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SUMMARY 

Railroad: 
Date*. 
Location: 
Kind of accident: 
drains involved: 

Train numbers: 
Engine numbers: 
Consi sts: 
Estimated speeds: 
Operation: 
Track: 

Weather: 
Time: 

sualties: 

Cause: 

Recommendation: 

Colorado and Southern 
September 5, 1945 
TTalsenburg, Colo. 
Rear-end collision 

D.v* R. 0.T". 
freight 

Extra 1512 North 
1512 
82 cars, caboose 
Standing 

D.fr R.G.T,T. 
freight 

Extra 3600 North 
3600 
34 cars, caboose 
15 m. p. h. 

Timetable and train orders 
double; tangent; 1.00" percent 
descending grade northward 
Clear 
2:45 p. m. 
1 killed; 3 injured 
Failure to provide adequate 
protection for preceding train 

That the Colorado and Southern 
Railway Company install an ade-
ffljst' block system 



INTERSTATE COllllERCE COMMISSION 

I N V E S T I G A T I O N N O . 3021 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

TNE COLORADO AND SOUTHERN RAILWAY CON17ANY 

October 21, 1945 

Accident near Walsenburg, Colo,, on September 5, 1945, 
caused by failure to provide adequate protection 
for the precedinp; train. 

REPORT OF THE COH'ilSSION1 

PATTERSON, Commissioner: 
On September 5, 1946, there was a rear-end collision 

between two Denver and Rio Grande VJestern Railroad freight 
trains on the line of the Colorado and Southern Railway 
near ,,Talsenburg, Colo., wnich resulted in the death of one 
employee, and the injury of three employees. 

"Under authority of section 17 (2) of tne Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disposition. 



o Southern Jet., Colo. 
44.25 mi. 

Point of accident 
3.05 mi. 

Walsenburg 
0.10 mi. 

D.& R.G,!.1. Junction, Colo. 



- 5 - 3021 

Location-of Accident and Hethod of.Operation 
—, : zrzr-r—S;—• •, • • 

Tnis accident occurred on that part of the Southern 
Division extending between D R.G.N. Junction and Southern 
Jet., -Colo., 47.-4 miles, a double-track line used jointly 
by the Colorado and So uthern Railway and tne Denver and Rio 
Grande Western Railroad, and operated under the rules of 
the Colorado and Southern Railway. Trains are operated in 
this territory by timetable and train orders. There is.no 
block system in use. Tne accident occurred on the northward 
main track 3.15 miles north of D.& R.G.". Junction and 3.05 
miles north of Walsenburg. From the south there arej in sue 
cession, a tangent 1.21 miles in length, a 2° curve to the 
left 4,988 feet and a tangent 902 feet to the point of acci­
dent and 1.57 miles northward. The grade for north-bound 
trains varies between 0.15- percent and 1,00 percent descend­
ing throughout a, distance of 3,09 miles to the point of acci 
dent, where it is 1.00 percent. 

Operating rules read in part as follows: . -
DEFINITIONS 

* •» # 

Restricted Speed.--Proceed prepared to stop 
short of train, obstruction, or anything that 
may require tue speed of 'a train to be reduced. 

•«• * • 

11. A train finding 'a fusee burning on or . 
near its -track must stop and extinguish the fu-. 
see, and then proceed at restricted speed. 

15*-'The explosion of two torpedoes is a 
signal to reduce speed and look out for a 
train ahead or obstruction. * * ** 

•» # # „ . ' ' ' 

35. The following signals will be'used^by. 
flagmen: <- • ' ~~ 

Day Signals—A red'flag, 
• , • .Torpedoes and " ' 

Fusees. -
* * # 

91. Unless some form of block signal is 
used, trains in the same direction must keep 
at least 10 minutes apart, except in closing 
up at stations. * * * 

http://is.no
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99. T7hen a train stops under circumstances 
in which it may be overtaken by another train, 
the flagman must go back immediately with flag­
man's signals a sufficient,distance to insure 
full protection, placing two torpedoes, and when 
necessary, in addition, displaying lighted fusees. 

On this line the maximum authorized speeds are 65 miles 
oer hour for oassenger trains and 45 miles oer hour for 
freight trains. 

Extra 1512 North, a north-bound D.& 1.G.W. freight 
train, consisting of engine 1512, 82 cars and a caboose, de­
parted from Walsenburg, the last open office, at 1:55 p. m,, 
and was moving on the northward main track at an estimated 
sneed of 30 miles per hour when the brakes became applied 
in emergency and a separation occurred between the twenty-
first and twenty-second cars. The train stoooed about 2:15 
p. m., with the rear end standing at a point 3.05 miles 
north of Walsenburg, and about 30 minutes later the rear 
end was struck by Extra 3600 North. 

Extra 3600 North, a north-bound D.? R.G, V. freight 
train, consisting of engine 3500, 34 cars and a caboose, 
d e p a r t e d from Walsenburg at 2:40 p. m., and while moving 
at an estimated soeed of 15 miles oer hour it struck Extra 
1512 North. 

The caboose and the rear five cars of Extra 1512 North, 
and the engine and the first three cars of Extra 3600 North 
were derailed, and were damaged. Engine 3600 stopped on its 
right side about 12 feet east of the east rail of the north­
ward main track, with the front end 233 feet north of the 
point of collision. 

The weather was clear at the time of the accident, 
which occurred about 2:45 p. m. 

The fireman of Extra 3600 was killed. The engineer, 
the conductor and the front brakeman of Extra 3600 were injured. 

During the 30-day period preceding the day of the accident, 
the average daily movement in the vicinity of the point of i 
accident was 16.4 trains. 

Dpscrlotion of Accident 
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Discussion 
Extra 1512 North was moving at a speed .of about 30 

miles per hour when the engineer made a service brake-pipe 
reduction to control the speed of the train on the descend­
ing grade. Immediately afterward, an undegired emergency 
application of the brakes occurred and the train parted 
between the twenty-first and twenty-second cars. The tr^in 
stopped about 2:15 p. m., and about 30 minutes later the 
rear end' was struck by Extra 3600 North at. a point 3,05 
miles north of Walsenburg. 

When Extra 1512 North stopped, the conductor instructed 
the flagman to inspect the train. The conductor proceeded 
southward to provide flag protection. He said th--»t when he 
reached a point he thought'was about 3,300 feet south of the 
rear of his train he placed two torpedoes on the east rail 
Of the northward main track. Then he returned northward and 
had reached a point about 1,600 feet south of the rear of 
his train when he heard the following train approaching. He 
immediately lighted a red fusee, ran toward the approaching 
train and gave stop signals with the fusee and a red flag. 
He said his signals were not acknowledged by the engineer of 
Extra 3600 North, and he estimated the speed of that train 
a s about 35 miles per hour when the engine passed him. 

As Extra 3600 North was approaching the point where the 
accident occurred the speed, was about 35 miles per hour. The 
brakes of this train had been tested and had functioned 
properly en route. Brake-pipe pressure of 90 pounds was being 
maintained. The front brakeman was in the brakeman's booth 
on the tend.er. He heard two torpedoes explode when the engine 
was a short distance south of the point where the collision 
occurred, and, soon afterward, he observed that the brakes 
were applied in emergency. He did not look out to ascertain 
the location of his engine, and could give no accurate estimate 
of the interval of time between the explosion of the torpedoes 
and the emergency amlication of the brakes. He said when the 
torpedoes were exploded ae observed that water was being 
sprayed over the coal space of the tender, which indicated 
that one of the enginemen was in the gangway at that time 
dampening the coal. 'The fireman was killed in the accident, 
and the engineer was so seriously injured that h- could not 
be questioned curing the investigation. The conductor was 
seated on the left side of the cupola of the caboose and the 
flagman was on the right side. The conductor said that when 
his train was moving on the north end of the curve immediately 
south of the tangent on which the collision occurred he saw 
stop signals-being given with a lighted fusee from a point 
about 1,300 fe»"-t south of th^ rear end of the preceding train. 
Then the conductor opened the emergency valve in the caboose. 
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The employees on the caboose thought that the brakes were 
applied in emergency from the engine about the time the 
conductor opened the emergency valve in the caboose. The 
speed of Extra 3600 North was about 15 miles per hour when 
the collision occurred. .Examination after the accident dis-
closed that the throttle lever of engine 3600 was in closed flj 
position and the automatic brake valve was in emergency 
position. There was no condition found that would prevent 
"the proper application of the tr? in brakes . 

Because of embankments adjacent to the track on the 
curve immediately south of the point where the accident 
occurred, the view of the point of accident from the left 
side of a north-bound engine is restricted to a distance of 
about 3,055 feet and from the right side, to 1,024 feet. 

In this territory trains are operated by timetable and 
train orders only. The'only provision for spacing following 
trains is by the time-interval method enforced by operators 
at open stations, and by flagmen's signals. The rules 
require that a following train must be soaced at least 10 
minutes behind a preceding train. In this case the preced­
ing train departed from,Walsenburg, 3.05 miles south of the 
point of accident, 45 minutes before the following train 
departed from that station. However, the time-spacing method 
In use does not provide means for spacing trains except at 
open offices, and the collision occurred before the trains 
reached Southern Jet., the'next open office, 44.25 miles 
north of the point of accident, the book of operating rules of 
this carrier contains manual-block rules which, among other 
things, provide for blocking of trains, but these rules are 
not in effect in this territory. If an adequate block system 
had been in use in this territory, the crew of the following 
train would have received definite information that the 
preceding train was occupying the northward main track in 
the same block, 

Cause 
It is found that this accident was caused by failure 

to provide adequate protection for the preceding train. 
Recommendation 

It is recommended thrt the Colorado and Southern Rail-, 
way Company install an adequate block system. 

Dated at Washington, D. C., this twenty-first 
day of October, 1946. 
By the Commission, Commissioner Patterson. 

(SEAL) \1, P. BARTEL, 
Secreta ry. 


