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SUMMARY

Tenver and Salt Lake

Jenuary 21, 1946
Gore, Colo.
Side collision

D.& R.G.W, :
passenger

Extra 1521 West :
15¢1

12 cars

& m. p. h. :

Signal indications

Single; tangent; level

Dence fog
3:87 a. m.

1 killed

cars,
caboose

Inv-29€9

Extra 407 East

407-205

5 m. p. h.

.& S.1. frelght

auxiliary water
48 cars,

Fellure to obey signal indications
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INTTRSTATE CCMMERCE COMMISSION

INVESTIGATION NO. 2889

IN THE MATTER OF MAKING ACCIDENT INVESTIGATICN REPORTS
UNDER THE ACCIDENT RZPORTS ACT OF MAY 6, 13910.

THE DENVTIR AND SALT LAKE RAILWAY‘COMPANY

February 28, 1946.

Accident at Gore, Colo., on January 21, 1946, caused by
failure to obey signal 1ndications.

1
REPORT OF THE COMIIISSIOCON

PATTERSON, Commissioner:

On January 21, 1948, there was a side collision between
a passenger trein of tae Denver and Rio Grande Western Rail-
road and a freignt train of the Denver ond Salt Lake Rallway
on tne line of tne Denver and Salt Laze Railway at Gore,
Colo., wricn resulted in the death of orne train-service
emvloyee.

-

lunder autnority of section 17 (2) of tne Interstate Com-
merce Act tne above-entitled proceeding was referred by tne
Commission to Commissioner Peotterson Ffor coneideration end
disnosition.
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Location of Accldent and Metnod of Operation

Tnis accident occurrsd on Subdivision 1-4, which extends
between Sulphur snd Pnipnsburg, Cole., 81.65.miles, a single-
tracx linc 1n thne vicinity of The point ol eccidernt, over waich
trains are operated by signal indicetions. Trains of the
Denver and Rlo Grande Western 2ailroad are rszularly operated
over -tnls line. At Gore, 19.63 milzs w T Sulvnur, e siding
7,356 Teet in lengtn porallels the main ck on tre north.

Tre east srritca of this eiding ie 3,872 t eact of the sta-
tion. Entry to the siding at the eawu cwiten ie made through
a No. 15 turnout. The clearsnce point at cast end of the
siding is &15 feet west of the ersct ewitcn. Tnhne accident oc-
curred ot tne fouling voint of the main track and the turnout
of the east siding-sw 135 T2et cast of the cleararce point
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and 120 feet west of tﬁe é'l ten. Thne msin track 1s tangent
throu'f’qav+ a distance of 1.27 miles immedistely cast of tne
east sldin-switch. From tre west there are, ir succession, a
tanzent 185 feet in length, =a 6° curve to the lcft 921 feet, a
ten*eh+ 100 fz22%, a 6° curve to the rignt 732 fcet, a tangent
74 feet, a 6° curve to thz lcft 680 feet, a tangent 200 feet,
a 1°40' curve to the right 2,337 feet and a tansent 773 firt

to tae point of acclicnt. Tne gw'de ig level tnrougnout a dis-
tance of 1.29 milcs immediatzly cast of tne voint of accidcnt
end 1.36 miles westward.

Signale P-103&9
arc, respsctlvel;, l.
accident. Signals P- 4
moverents, are, respe ve
the voint of accldent. Si
one-vnit color-lignt typc,
of tne two-unit color-lign
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P—1051, covernine vegt-bound movements,
miles and 183 feet cast of tne point of
and P-1052, governing cast-bound

ly, 1.37 ml*us and 135 feet west of
gnals P-1C0392 and P-1052 are of tne
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nt signals £-1064 anc P-1081 are
type. Taese signals are corntinu-

ously lignteda. The involved aspects and corresponding indica-

tions and nemes of therce signals -ere ag follows:

Signal Aspect Indication Name

P-1039 Yellow Aporoach next signel Positive Approach

prepered to step. Signsal.

P-1051 Red-over- Arvproach noxt signal Aporoach Restricting
7ellow at restricted smeed. Eignsal.

P-1C5%4 Ycllow-over~ Approach next signal Positive Approach
rcd . rrepared *to ctop. Signal.

P-1052 Red Ston. Positive Stop Slgnal.

These signals and the east siding-switch et Gore are controlled
by a cent“mlized—trmffi —control macriine at Sulpnur. Time lock-
ing 1e provided, and tne circvits of the controlled signals
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Involved are so arranged thet whenr the east siding-switch is

lined for rovement from the main track to the siding, signal
P-1064 displays yellow-over-red; signal P-1052, red; signal

P-1039, vellow; and signal P-1051, red-over-yellow. The con-

trcl macnine is provided with visual indicetors, and tne con-
trolling circuits are arranged to indicate the rnovement of '
trains within thne centralized-traffic-control territory.

Cperating rules read in part as follovs:
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Restricted Sreed, P
snort of train, obstruc
may reguire the gpe=2d o

red tn stop
7tning taat
ne reduced.

S4. All memoers of trsin and ensine crevs,
must, woen Dracticatle, communicste tce eacn otner
oy 1ts name, tns indicetion of all signals affect-
ing trne movement of tnelr train.

101-A. Durinc foxry and storry weatner encine-
men vvill ve exvecteld Yo exercise extracrdinary
precaution, especielly adnnroaching switencs and
vrera autnority te vrocesd depends on €irnals.

5858, Wnen a train is stopped by a Positive
Stop Signal, it mey proceed ¥hen the signal 1is
cleared, or wnen authorized to nroceed. Tnis
autacrity nust be written on pcecirmissive card and
repeated by the condvctor or engineman and record
made by disvatcner or controlmen.

Tne naximum autnorize

¢ speed for the npassenger Train was
&8 miles per nour and for the f

e

reisnt train, 2 miles per hour.
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. Accident
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escription

t

Extra 1521 West, a west-bound D.& R.G.W. passenger train,
consicted of engine 1521, 1 passenger-taggage car and 14 coaches,
in the order named. All cers were of steel construction. This
traln passed Kremmling, the last over office, 2.85 miles east
of Zore, at 3:50 a. m., vacsed sigral P-1C039, wnich displayed .\
approacn-rnext-signal-prrepered-to-step, passed signal P-1051,
wnich displayed approacn-next-signal-at-restricted-speed, and
virlle 1t was proceeding from tae mailn track to the siding at
tne east switen and was .1cving at an estimeted speed of © miles
per nour thne engine was struck by Extra 407 East.
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Extra 407 East, an east-bound 1.5 S.L. freight train, con-
slsting of engine 407, one auxliliary water car, engine 205, one
auxlliary water car, 48 cars and 2 caboose, in the order named,
dcparted from Orestod, the last open offlce, 22.73 mlles west
of Gore, at 2:27 a. m., pasced signal P-1064, which displayed
approacin-next-signal-orepared~to-ston, passed signal P-1052,
wnicn displayed stoo, and while nmoving at an estimated spzed of
9 miles per nour it struck Extra 1521 West.

Tne left side of the flrst engine of Extra 407 East struck
the left side of the engine of Extra 1821 West at the foullng
polint o:r the main track and thne turnout of the eest siding-
switch. The first englne and the first auxilisry water car of
Extra 407, and the first car of Zxtra 1521 were derailed. The
derailed edquipment, tae left side of engine 1521 and the second
car of Extra 1521 were consicderably damaged.

There w

a ense fog At the time of the accident, wnich
occurred at &

M.
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The fireman of the first encine of Extra 407 East was
k1lled.

Discussion

About 13 minutes before the accldent occurred, the train
dispatcher at Sulpaur placed the levers of the centralized-
treffic-control machine in position for signel P-1082 to dis-
play stov for Extra 407 East, and for signal P-1051 to display
approacn-next-slgnal-at-restricted-specd for Extra 1521 West,
and lincd the route for Extra 1521 “est to enter the siding at
the east switcn at Gore to meet Extra 407 East.

As Extre 1521 West was aporoaching Gorc the speed was about
o miles per nour. The headllight was lighted brightly, and the
enginemen were maintaining a lookout ehead. Eccause of dense
fog, visioility was considerably rastricted. Vhen the englne
was in tne vicinity of the east siding-switch, the enginemen
observed that signal P-1051 displsyed approacn-next-signal-at-
restricted-speed, and trat the cast switchn wes lined for entry
to tne siding. The first these employees were aware of anytning
being wrong was wnen they saw the reflection of tne neadlignt
of tne apvroaching train immedlately prior to the collision.

As Extra 407 East vas approachling the point where the acci-
dent occurred tae speed was about 5 miles ver nour.. The head-
lignt of tne first engine was ligh%tcd brightly. The alr brakes
of tnls train were in the charge of the engireer of the first
engine. Thec brakes nad becen tested and ned functioned properly.
Tne surviving enginemen understood thaat, under the rules, the
vellow-over-red aspect displayed by signal P-1064 required their
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train to proceed prepared to stop snort of signal P-10562, and
the red aspect displayed by signal P-1052 required their train
to stop snort of tnat signal and not to proceed until an indi-
cetion permitting the train to proceed was displayed or propver
autnority from the train disvatcher had been received. Tns
engineer of trne first engine of Extra 407 West sald tnat thne
train was moving at a speed of about 15 miles per nour wnen the
engine passed signal P-1064. Soon after the engine passed
signal P-1064, ne placed tne tnrottle in drifting position.
From thnis point eastward the density of tne fog increased, and
tne enginemen were unable to seec the usval landmarks. Tnese
employees thougnt tne sneed was beilng properly controlled and
tnat tne train could be stopred short of signal P-1052, if the
- signal displayed a stop indication. However, the aspect dis-

played by thie signal was not visible uvntil the front end of
tne first engine was oproslte tne signal. Then the englneer
of the first engine saw tne stop indication displayed by the
sigqal, and ne imrnediately moved the brake valve to emergency
position. The speed of Extra 407 East was about 5 miles per
nour wnen tne collision occurred.

Coause

It is found tnat tnis accident was caused vy failure to
obey signal indications.

Dated at Washington, D, C., tnis twenty-fifth
day of February, 1946.

By tne Commission, Cormissioner Patterson.

W. P. BARTEL,

SEAL
(s ) Secretary.



