INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 3686

THE DENVER AND RIO GRANDE WESTERN RAILROAD
COMPANY

IN RE ACCIDENT
AT TROUBLESOME, COLO., ON
MAY 15, 1956




Date:

Rellroad:
Location:

Eind of accident:
Trains involved:
Train numbers:

Looomotive pumbers:

Consists:
Speeda:
Operatlon:

Track:

Weather:
Time:
Casualtles:

Cause:

- 2 = Report No. 3686

May 15, 1956

Denver anéd Rlo Grande Western
Troublesome, Colo.

Side oollision
Freight

Extre 3.,3L West : Extra 5554 East

oW

Freight

Diesel=electric : Diesel-elesctrie

units 5434, unita 5554,
5433; and 5401 5553, 5552,
and 5551

L., cers, caboose : 76 cars; ceboose
30 m. p. h. : 50 m. p. h,
Signel indicetlions

Single; tangent; 0.85 percent descend-
lng grade westward

Clear
5:55 a, m.
i injured

Feilure to operate eest-bound train ‘
agoordence with signal indlcatlons
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INTERSTATE COMMERCE COMMISSION

REPORT NC, 3686
IN THE MATTER QF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACGCIDENT REPORTS ACT OF MAY 6, 1910.
THE DENVER AND RIO GRANDE WESTERN RATLROAD COMPANY

June 25, 1956.

Accident at Troublesome, Colo., on May 15, 1956, caused by
fallure to operate the east-bound tralp in accordance
with slignal indications.

REECRT OF TH: CCMATSSLONY
CLARKE, Commissioner: A

On Mey 15, 1956, thare was a slde collislion betwesen two
freight trains on the Denver and Rle Grande Western Railrcad
a8t Troublesome, Colc., which resulted in the injury of four
train-service empioyees, Thlg accldent was investigated in
conjJunction with representativea of the Public Utllities Com-
mission of Colorado.

1

Under authority of section 17 (2} of the Interstate Commerce
Act the above-entitled proceeding was referred by the Commission
te Commissioner Clarke for censlderatlion and dlsposition.



—— A —

614
ft.
L

mic mi.
1 1

Denver, Colo,
56.9 mi,
VWiinter Park
29,3 mi,
Sulphur

11,8 mi.
Troublesome
(Point of accldent)

8.0 mi,
Gore

23.3 ml.
Bond

= e |- — |_—..-I_

38.7 mi,

colo L}

Extra 5554 East o

————— g,

wurss
pes
10 wo

Phippsburg, Colo,

[ J

[a]

I3 —
8388
3 o
2o
[~} E =
= 0 6w
N
L
&84

2o 2

[

Denver and Ric Grande Vestern Railroad



-5 - 3686

Location of Accldent and Method of Operation

This accldent occurred on that part of the Pueblo Division
extending between Denver and Phippsburg, Colo., 168.0 mlles.
In the vieinity of the point of accident this 1s a single-track
line, over which trains are operated by signal indications. At
Troublesome, 98.0 miles west of Denver, a siding l.21 miles in
length parallels the mein track on the north. The accident
occurred 176 feet west of the east siding-switch, at the foul-
ing point of the siding and the main track. From the east there
is a tangent 2,508 feet to the polnt of accident and 103 feet
westward. From the west there are, in succession a 1930' curve
to the right 1,789 feet in length, a tangent 776 feet, & 3°
curve to the left 648 feet, a tangent 2.53 miles, a 1° curve to
the left 1,290 feet, and the tangent on which the accident
occurred. The grade for east-bound tralns is, successively,
0.02 percent ascending a distance of 2,260 feet, 0.l3 percent
ascending 600 feet, 0.39 percent ascending 1,500 feet, and
0,85 percent ascending 1,824 feet to the point of accident.

Automatic signal 957, and semi-automati¢ signal 973,
governing west-bound movements, are located, respectively,
1.67 miles and 19 feet east of the point of accident. Auto-
matic signal 1006 and semi-automatic signals 986 and 974,
governing east-bound movements, are located, respectively,
3.26 miles, 1.17 miles, ard 171 feet west of the point of
accident., These signals are of the search-light type. 3Sig-
nals 957 and 1005 are approachk lighted, and the other signals
are continuously lighted. The aspects applicable to this
investigation and the corresponding indications and names are
as follows:

Slgnal Aspect Indication Name

957 Yellow Proceed preparing to stop at APPROACH
next signal. Train exceed-
ing medium speed must at
once reduce to that speed.

973 Red-over- Procced medium speed through DIVERGING
yellow turnout, preparing to stop APPROACH
at next signal, except when
entering sidlng, be governed
by Rule 105,

1006 Green Proceed. CLEAR
986 Yellow- Proceed preparing to stop at APPROACH
over=red next signal, Traln exceed-

ing medium speed nust at
once reduce to that speed.
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Signal Agpect Indicatlon Name
974 Red Stop. STOP

These slgnals form part of a traffic-countrol system which extends
between Winter Park, 56.9 miles west of Deaver, and Bond, 129.3
miles west of Denver. The control machine 1s located at Sulphur,
86.2 miles west of Denver. The control c¢lrcults are so arranged
that a coatrolled signel will not display an aspect to proceed
when any opposing contiolled signal or signal governing move-
ments over a conflicting route 1s displaying other than its most
restrictive asgpect, wheon tha block between adjacent controlled
polnts is occunied by =n opposing train, or when a switch within
the route governed by the si1gnal .8 not in proper position and
locked. Time, indication, and route locking is provided. The
time locking at the east end of the siding at Troublesome ig set
at 3 minutes 51 secondg. When the routes are lined for a west-
bound movement from signal 957 ipnto the si1ding at Troublesome
and for an eastbound movemcntv from signal 1096 to signal 974,
signel 957 indicates troceed-preparing~to-stop-at-next-signal,
signal 973 indicates Procecd-medium-apsed~through-turnout,

signal 1006 lndicates Froceed, signal S86 1ndicates Proceed-
preparing-to~stop-at-next-signar, and signal 974 indicates Stop.

This carrier's operating rules reed 1n part as follows:
Definitionsg

MEDIUW SPERD. A speed not excecding 30 miles per
hour.

105. unless cotherwise provid:i, a traln or engine
using a siding must procecd at re.ti.oted speed, unless
the track 1s szen to be c¢lear.

Lo
294. All membecs of engine &1y traln crews must,
when practicable, ~ommuunicate wo ea.h 2Lher the aspects

(colors) of euchb =1gncl alfecilny vae wovewent of their
train or engine.

Timetable speciral i1nstructlons read in pert as follows: .

21, In freight nervice, fireman (helper) will patrol
englne room as iLrequently as conaitions require after
whiech he will imscdiately retuarn 4o hia proper place
in the control roor of vhe gperstins anit. He 19 respon-
slble for opereting ccnditions, cbasrvance of signals,
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etc., only when bhe is 1n the control unit.

In the viecinity of the point of accident the maximum
authorized speed for freight trains 1s 50 miles per hour. It
is restricted to 30 miles pexr hour through the turnouts at
each end of the siding at Troublesome.

Description of Accident

Extra 5434 West, & west-bourd freight train, consisted of
Diesel-electric units 5434, 5433, and 5401, coupled in multiple-
unit control, 44 cars, and a caboose. Thlis traln departed from
Winter Park at 2:50 a. m., passed signal 957, which indicated
Proceed=preparing-to-stop=-at-next-signal, passed signal 973,
which indicated Proceed-medium-speed-through-turnout, and while
entering the siding at Troublesome at a speed of 30 miles per
hour the twenty-sixth car was struck by Extra 5554 BEast,

Extra 5554 Dast, an east-bound freight train, consisted of
Diesel=-electric unita 5554, 5553, 5552, and 5551, coupled in
multiple=unit controel, 76 cars, and a caboose. This train
departed from Bond at 4:50 a. m., pags.ed signal 1006, which
indicated Proceed, pzssed signal 985, which should have indi-
cated Procged-rreparing-to-stop-at-next-signal, passed signal
974, wnich should have indicated Stop, and while moving at a
speed of approximately 50 miles per hour it struck the twenty-
sixth cer of Extra 5434 Wesl.

The Dlesel-electric units of Extira 5554 East were derailed
and stopped approximately 30 feet sculh of the main track and
parallel to Lt, with the front end of the first unit approximate-
ly 275 feet east of the point of accldent. The first and fourth
units were considerably dameged, and the other units were badly
damaged. The first 11 cars of Litra 555/ East and the twenty-
sixth to the thirty-seventh cars, inclusive, of Extra 5434 Vest
were derailed and damaged in the vicinity of the east slding-
switch. There was o scceond derallment and collision approximate-
ly 1,300 feet vwesi of the suitch, apparently as a result of the
impact of the flrut collision, and the thirty-seventh to the
forty-ninth cars, inclusive, of Extra 5554 Rast, and the seventh
to the fifteenth c¢ars, inclusive, of Extra 5434 West were dcrullcd
and damaged i1n this vicinity.

The conductor of Extra 5434 West, and the engineer, the
firemen, and the front brakeman of Extra 5554 Last were 1ln=-
Jured.

The weather was clear at Lhe time of the accident, which
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cceurred at 5:55 a. m,

The locomotlve of Extra 555/ East was provided with '
24~RL brake equipment. A safety-control featurs actuated by
a pedal was provided.

Discussion

The traln dispatcher intended that kxtra 5434 West would
take the sidlr-7 at Troublesome to mect Extra 5554 East. He
sald that he li.:cd the route for Excra 5554 East to move from
slgnal 1006 to signal 974 about 5:30 a. m., and that he lined
the roate for E:itra 5434 Vest to enter the siding at ‘Lrouble-
some about 5:49 a. m. The indicators on the panel of the
control machinc indicated that the system functioned properly.

fs Lmbra 5234 Vlest was approaching Troublesome the englne-
men wero in the control compartment at the front of the loco-
motive, tid Ifront brakeman and the flagman were in the control
compartmenty at the rear of the locomoiive, and the conductor
was in the cabcose. The englnemen said they entered the siding
at Troublesome at a speed of approximately 30 miles per hour.
Until the front end of kxtra 5554 Lasit vas passing their loco-
motive they were not avare that the utrasin was operating at a
speed at which it could not he stopped short of the east siding-
switch, They could not tell whether the brakes of Extra 5554 East
were applied as the front of that train nassed them.

As Ixtra 5554 East wes approaching Troublesome the engineer
and the front brakemzn were In the couirol compartment at the
front of the locomotive. The conducteir and the flagman were in the
caboose. The flreman had left the Cront control comparvmcit Lo
patrol the unlts when the traln was in the wviecinity of Gore, 8.0
miles west of Troublesome, and he was 1n the rear unit when the
collision occurred. The brakes of the train had been tested
but had not been used after the train departed from Bond, the
lnitial) terminal for this crew. The engineer and the frontg
brakeman said that they called the indication of signal 1006,
which indicated Procecd. 4s the train rnoved eastward these
employees were looking toward the sun, but the engineer saad *
that with his sun visor dowa the sur <id not interfere with his
view of the signals. Bolh of these employeess sarid that they
were conversing as the trailn approached 'I'roublesome, and neither
of them saw the aspect of signal 986. At this time these em-
ployees had been on duty approximately 1 hour 25 minutes after
having been off duty over 12 hours. DBoih of them salid that they
wers fully alert and that there was no condition which would
have prevented them from seelng the signal. The engineer first
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saw Extra 543, West entering the siding as his locomotive was
approaching the east siding-switch. When he saw the train he
immediately made an emergency application of the brakes, but
the collision occurred before the speed of the train was
materially reduced. Neither the engineer nor the front brake-
nan noticed the indication of signal 974. Both the conductor
and the flagman said that there was an emergency application of
the brakes before the collision oceurred. According to the
tape of the speed-recording device, the speed was approximately
52 miles per hour when the brake appllication became effective
and epproximately 50 miles per hour when the collision occurred.

After the signal equipment which was demaged 1n the eccident
was repaired, the signal apparatus in the vicinity of the point
of accident was ilnspected and tested. No condition was found
which would have caused an improper operation of the signal
system.

In observations made after the amccident occurred it was
found that slgnal 986 is visible at a meximum distance of 1.65
miles and signal 974 is visible at a maximum distance of 1.66

miles. These observations were made approximately 2 hours
later in the day than the time at which the aceident occurred.

Caunse

This accident was caused by faillure to operate the east-
bound tralm in accordance with signal indications.

Dated at Washington, D. C., this twenty-fifth
day ofJune, 1956.

By the Commission, Commissioner Clarke.

{ SEAL) HAROLD D. MeCOY,

Secretary.



