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SUTJMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Train Involved: 

Train number: 

Engine number: 

C o n s i s t : 

Speed: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Denver and Salt Lake 

November 8, 1935 

Sulphur^ Colo. 

Derailment 

Passenger 

D.& R. G-.'V. Train Second Ho. 5 

1210 
9 cars 

38 or 40 n.p.h. 

3° portion of compound curve; 0.28 

percent descending ^rade 

Cloudy 

8:50 p.m. 

1 injured 

Spread rails due to track not being 

adeiroately maintained. 
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To the Co amission: 
On Novemoer 8, 1935, tnerc was a derailment of a Denver 

and Rio Grande Western passenger trfin on the Denver and Salt 
Late Railway near Sulphur, Colo,, wmch resulted in the injury 
of one passenger. 

Location and netnod of operation 
This aecident occurred on Subdivision 1 of tne Denver and 

Salt Lake Railway, hereinafter referred to as the D.& S. L., 
wmcn extends between Denver dnd Phippsburg, Colo., a distance 
of 167.99 milee. Trains of the Denver and Rio Grande Western 
Railway, hereinafter referred to as the D.& R.G.W., are 
operated over this line between Utah Junction, Colo., 3.8 miles 
west of Denver, and Crestod, Colo., a distance of 124.68 miles; 
in the vicinity of the point of accident this is a single-track 
line over wmch trains are operated by time taole ana. train 
orders, no form of bloc.i-sig.aal system being in use. Tne 
accident occurred approximately 1.64 miles east of the station 
at Sulpnur; approaching this point from tne east, the track Is 
tangent for a distance of 1,460 fe._t, followed by a compound 
curve to the left 1,569 feet in length, varying in curvature 
from 0° 42* to 3°30', the accident occurring on tne 3° portion 
of the curve at a point 322 feet from its western end. The 
grade for west-bound trams is 0.28 percent descending. Tne 
maximum speed permitted is 50 miles per hour tor passenger 
trains and 35 miles per hour for fr<. ignt trains. 

Tne track is laid wita 100-pouria rails, 39 feet in length, 
v/ith an average of 22 tict to the rail length, sintile-spiked, 
fully tieplated, and oa.llastec vith natural soil, composed 
cniefly of disint^gx'at-'u t n n k , The roils were laid in Kay, 
1935, on old ties, and R E P L A C E D 30-pound rails. The TI^-ck was 
not hell mo L U T E mod ano no work of rny importance had oce-n 
performed since tne new rails T, era. laid. 

Tne weather was cloudy &t the tine of the accident, wmch 
occurred at 8:50 p.m. 

Description 
Train Second No. 5, a R.G.w. west-bound passenger train, 

consisted of i oag^age car, 3 coaches, 1 dining car witnout 
tables, used ior dancing, 1 dining car in service, 2 tourist 
Pullman cars, and 1 lounge car, hauled by D.& R.G.W. engine 
1210, of the 2-8-2 type, and was in charge of Conductor Smith 
and Engineman Denman. This tinn passea Tabernash, the last 
open office, 19.78 miles east of Sulphur, at 8:19 p.m., and 
was derailed on approaching Sulphur while traveling at a speed 
estimated to have been about 38 or 40 miles per nour. 

January 10, 1936. 

http://bloc.i-sig.aal
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JDenver, Colo. 
3.S mi. 

iUtah Jimction 

6©,3 2 E I . 

Ŝ Point of accident 
1.64 mi. 

^Snlpbur 

42.72 E D . 

Q̂restod 

39-51 

FMppsfe«rg, Colo. 

Point of accident 

Direction 
of train 

Inv. No. 201S 
Denver and Salt lake Ry. 

Sulplsxr, Colo. 
*Tov. 3, 1935 
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Tne engine stopped to the right of the track at a point 
625 feet beyond the point of derailment, with all of its wheels 
against the rails, tne tender, which nad been derailed, was on 
the rails wnen it stopped. The first car and the front truck 
of the second car also were derailed to tne rignt, while the 
wheels of tne rear truck of the second err were to the left, 
close to the rails. The next four cars were jack-knifed 
sligntly to tne left, the first three being partly overturned 
to the left. The right wheels of the front truck of the seventh 
car were derailed and against tne gau^e side of the north rail, 
while tne opposite wheels of this same truck were on the south 
rail; none of the remaining equipment was derailed, and the air 
hose remained coupled throughout the train. 

Summary of evidence 
Engineman Denman stated he naa snut off steam and was oper­

ating a drifting throttle, and tnat tne train was traveling at a 
speed of about 40 miles per nour when he saw a streak of fire 
from around the rignt cylinder and tne engine became derailed. 
He immediately applied tne air Drakes in emeigency and tne train 
moved a distance of oetveen 6 ana 8 car lengths before stopping. 
While the tender v/as not derailed m e n tne train stopped, it was 
his opinion from tne marks on tne riL>nt side of tne wheels tnat 
they had been derailed and taen rerailed themselves, Engineman 
Denman stated that the engine rode alright and there was no 
tendency to nose while passing around the curve, but he was of 
tne opinion that the track on v/nich the new rails had been laid 
was not as smooth as the track east thereof, which still had the 
80-pound rails in service, and ne did not feel justified in 
operating the train over tnis nev track at the maximum speed of 
50 miles per nour. Engineman Denman was qualified on February 14, 
1935, to handle trains on tins joint track, and had been working 
on this district since tnat time. He nad operated a freight train 
on his previous trip and at tnat time did not notice any unusual 
condition in the track. 

Fireman Benson thought the speed of his train did not exceed 
40 miles r>er hour after leaving G-ranby, located 9.79 miles east 
of Sulphur. At times the engine seemed to roll, but not enough 
to cause alarm, and ne did not notice any nosing action of the 
engine on curves, the first intimation he had of anything wrong 
being when the engine truck seemed to jump the track. 

Conductor Snitn stated he had been operating m freight 
service over tnis district intermittently since January, 1935, 
having made only one trip m passenger service prior to the trip 
on which the accident occurred. Betv/cen Willows and tne point of 
accident, a distance of less tnan 5 miles, he noticed a roll of 



the train as h« was passing through the cars on his way to the 
baggage car; he did not think that a speed of 40 miles per hour 
was exceeded after leaving G-ranfty, but did not know any reason ^ 

'*h3r- tfee*®*$slMi speed wa* not attained, Tfc«r> appeared, to be mm 
mtMMg %r$©g nMfc the ĵfslfiirent after t&r gfsiident he 
<^cjud«d U%-'W£eft^due to defect m -the tra&k. H e a 5 - & s * F C T T B A N 
ifeCafferty titotaght the train rode fairly^ ««&cihly, while-flagman 
uaber sberger - no t ice d a rolling action betw-edh f-abernasfc and the 
. p&iRt of accident. 

. . - - 'Jbfr&d Foreman of Equipment McCarthy l of fhe B,& it-O.ff.J, who 
was >oft 'the 'engine at the time of the acei&fetsi, stated tnat"the 
&ii^iii& speed attained was between 40 and 4$^stiles per hour on 

r passing thrsugh-^anby; after leaving that point the brakes were 
applied &aY&ta%-titma and the train was drjr€ing at a speed of 
between 3B and 4© allies' per'hour when the accident occurred. Ke 
was looking back toward tne tender and his first thougnt was 
that the engine had struck something; it started to jump up and 
down and tnen the -tender apparently left the track, but before 
the train -stopped the tender ^as riding smoothly. Engineman 
Denoan Sid ifcrt day anything' to him.'about the condition of the 
tfcack and if* di§ sot know of any reasdn why the train could not 
hare lie en roinnisg a-t a speeS of 50 miles per hour, saying that 
the "tmok °£&B ssaf-e for tnis spe^d. His inspection of the track 

"*ft§t eoiie part of the equipment nad &#oipfped on the inside 
*of the- left rail, these marks expending for a distance x>t about 
90 feet, and -then on the opposite rail there were indications 
that a had ©limbed the rail, running along for a distance 
of 25 or 30 feet be-fere dropping # m i on the outside. Inspection 
of -tk* engine wheels showed that the aluminum paint had been worn 
.off on th,e right engine-ta?uek wheel and also on the left He-. 3 
aisa Ho-.- 4 driving wheels, Subsequently he m&<|e a thorough 

• inspection of Mate- engine at the roundhouse; h& ~found the~ flanges 
is go^d tjonditioh and the latere! motion on ^her engine was 
- V T * 3 i j £ K the requirements, 

fralnmaster Kemp, of the D.& H.G.W., ala©- wps on-the train; 
4 H experience in riding ovor tnia track he considered "it safe 
for the authorized speed, having ridden on Truin Ho. 0 on the day 
prior to the accident and also on Train Ho, 6 on the day of the 
ac&tdeiî .*- J I $ Q T F T f^ioT' to the accident he was m | M n g through the 

- to^f. to*e^d th« rear e&d fend on reaching the dining cat* he 
> stopped -a&d ^u&ked the dining-car superintendent If there had b e ^ | 
any r&ughftese and was told by the superintendent that the train^F 
had been, riding very smoothly. 

Master Mechanic Rice, of the D,& R.G„W,, inspected the 
engine at the seene &f the accident end s:gaXn after it had been 

''-̂IfelEflte the ^oljndh^sfe, a-it&> ipataid the tires rind flanges to be m 
,* feood #>ndit£©n, t & T B O T F & i the-It©, -1 and* Ho. £'-dMvln& tires were 
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slightly worn, but not enough to take tno gauge. The tires were 
checked for .distance from back to back rnd were within the 
prescrioed limits. He rlso inspected the errs and could not 
find any defects that night have caused tne accident. 

Engineer I/->in otnrncc of Wry Turner stated tnrt he was employ­
ed by the D.& S.L. as* assistant engineer at the time of tne 
accident, having been suosequently promoted to engineer mamte-
tancc of way. On his arrival at the scene of tne accident he 
found that the track mac spread, the Outer rail naving oeen 
pusned outward; en measuring from the original position of the 
tieplates he found tno g" a0c to ..eve been 3/4 inch wide, anc ne 
said he die not consider tnis p rticulrrly nc zardous with gooc 
tie conditions cltr.ough nc tnou„ht It eiioalc" be remedied. The 
majority of the tics were oak, tnere being rn occasional fir tic; 
there v/as no mdicrtiori oi churning track and the elevation was 
uniform. It was his opinion that tno track prior to tne accident, 
was safe for a passenger train speed of 50 rules per nour ^nd 
tnat the cause of the derailment w: s excessive speed. He stated 
that tne train traveled a distance of approximately 680 feet 
after it became derailed, and nc thought that this was an unusual 
distrnce, considering tne friction set up when It became derailed 
and literally breaking every tie in tne track. Engineer Mainte­
nance of Wry Turner further stated tri£ t no new ties had. been 
placed in THE track within a distance of 50 feet on either side 
of the point of nccn EHT during tne current year, and ne thought 
there were enough ties In Oood condition for safe operation and 
tnat generally sperking, the track was in good condition. He nad 
nothing to no with the laying of the new rails between Willows 
ane Sulphur, although he had walked over the track on throe or 
four occasions gand ballast stakes had been set in anticipation 
of a ballast raise,but because oi other work on various passing 
tracks and tin lateness oi tne season it was not considered 
advisable to start the' Dallast projcot In 1935. Volcanic cinder 
ballast is use. and can not bo handled satisfactorily after freez­
ing temperatures set m , on account of -Lie material not running 
readily out of tne cars, while some difficulty also is experience 
in loading It at tne cinder pit w m n mixed, v/ith snow. He also 
stated that a track inspector makes a ually trip on a motor car 
over tne track between Tabornash and Orestod, a distance of 62.5 
miles. 

RoacVastcr Duncan, of t^c D.<̂  S.L., stated that prior to 
September 20, 1935, he nad oeai track Inspector between Tabornash 
and. Orestoc. and his method of inspection was E&cn day to cover a 
portion of tne track on fo^t, then riding JII his motor car at a 
speed of about 10 miles per hour, uoten Ln G for loose or broken 
rails, angle oars or wicc gauge. He was succeeded oy W.P Grooma 
as track inspector, but due to an accident at Rolllnrvj lie, Colo., 



on Bovemuer n&itxier ne nor $rack Inspector Grooms had been 
<W&r thss tff&a& &9$ffee3 November 4%and L I T SA&aideredv' the ^ 
general aottd4t£©»<. of th?^ t i€$ on the Sulphsap #gp&lon to _&e jgood, flfe" 
ajid tnat a suf f ic ient ^msabjsT of new, ties had fcerian plieo&d .to - e a r r y ^ 
the tracks u n t ^ 193^^ aAc he said he did p&ife f lafc sa<y. , 
churning ties nor were t^ey center-boand at the point of accident, 
-altnougfe a •saort-43s£$a&©«- eastward the mf&* churning at 
points- W^uera*. the- loin&e o f the 80-pound fai&fc ha£ existed B&fore 
the laying of th& ib^fofin derails, %,t. m& M a pinion tnat the 

on 
curves &nd<|hat ha*ha< a d ^ M ^ d his super-J^r- offies&r&f that* fact 
in tne past» . „ 

^ In o a 4nterv|aw Mr* W.B. Fragfciifti; *co. w&fi 1*1 char&e of 
, the. students xthc ©h&rt#r-ed th$ train to-'$a%i0 a^fo&tb&ll S88£© at 

^ a k e City* Mr, %sakltfl. stated that, he ,tesen a$a&«haJi 
perturbed as to widths* or not V*e tr*&$ »Q8ld arrive at BaX* 
luike 4lty- 1$ fcim* for 4he #wae, das* to the fact that tha train 
f^s runn^a^-^Q S l o w l y * . . , . — - - ~ -

j|t %e.tim.e of iggp^ction. of the track;. by the jUommission1 s 
^iospetl^^hf-eQul^apgi-taad be#n P6iaovfid-#j»4^w ties Fept&©^£ 
«£)ga o3&-|igM»* =west af-tM. point of aGeidentt gefioral .e'ondltlon 
of the traek wae not good* howeipeiv and it had Veen.*'the? Intention, 
to 3?ct|e"anc baiiipt ^ae entire section.during the fail,, teat,tne 
ear^y arrival of ffpe^i&g wn^tn^r caused a postponement, gggwins* 
M o ^ after repairs Head M&sn, sade aiu^-ed that M f e i n S3, rail 
lencths^ S3* a cllataaee of. SIB- feet, 71 t i e s mgr*. ipSit fnsa tne 

S s s r a ^ d uader t^e ^&ao of the dPaAl, a n d ssogt of these were 
~ gg>|gdk Jti&o th§::fp4^# location^ lessening hsldtisg vaj,4e a* t h e 
gfll^-taa^t ih$se #$lit@ on the g^utte -aid^. af t h e -iferack* 
ĵwla ties wer# g e n i a l l y ctnt^rb^ia&sl and, thr^#, &f tn^m. wsre broken 
£n tae qunter< No anoulder < waa iaalntainod dJ» tko south a?ide and 
«fe*L.f o w l ^ s i a t s ^the ties ^iffej^e chunjiiig,^ very 'bjaSly in three, af 
. ^ a « ^ N F I A S T « a f e ^ J ^ a of >tm, ̂ g ^ t r bei»g depressed 1^ iimhes a?id©r 

TFC'j^TIJAF'^r gss Sjing -^••ein > of tho ticg deeply out 
• Jjy %he- %|epla^^ ̂ d i^t four .places tne â fefltf &j£Juld to© piillod 

by X^f^cc^id^ - ttee f-r-ails -ghow%4 aluiMtsaft paiaat marks 
an tis« rliisi.4a 0 5 | tn« feali %f t&e -js^tk O E E R X ^ f t T B H and t^e^fe 
also jfti'aalnijja. ̂ ft§4»t ^© the" Iiiisî e af tfee^bali of the 
right'rail and fSange marks on tru. web of this rail. • 

Discussion 

j„ j§y|d©r|5e ̂ d i c a * c ^ ,toat 1fea* tr>ic|EL'^^ad «and taat t^e 
l ^ ^ a jra^t- 'm@§ o # 9 3 * < T a l l o a l a s tna *sn^bn« ^ a e l a to* drop 
tawti^-.the ]*ft£tat i iwHaated by j^sr*# m t h e -^aiiii, ^naisation 
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s Lowed, the track to he in pj-̂ r condition, the gauge was 3/4 inch 
wide at tne point of accident, and tne superelevation on tne 
curve varied from 2^ to 5 1/8 mcnes, "being 2^ incnes at the 
point of accident, with a curvature of 3°, in addition, approxi­
mately 15 percent of the ties were found to be split, and tney 
were generally centerb^und. T.iere was insufficient ballast, 
with no shoulder naintaine. on the sjuth side, and at four points 
tne ties were cnurnnig. lh:\ r 11 had been laid in t^is track 
uurmg tne spring of 1335, and it was sri" tnat t_.e intention 
-ad. been to retie an v.. ballast in tne f 11, tne iu ed ior .'ork 
at utmr points, c-ib-ne. itn tn^ lateness of t,.e season, naming 
a postponement necessary. 

Conclusion 
This accident was caused by spread rails, Iue to track not 

being sdcourtily namtainc". 
Risoeetfully suorattec, 

W. J. PATTERSON, 
Director. 
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