REPORT NO. 1982

Roilrood: Deaver & Salt Lake

Date: May 2, 1935

Location: Tolland, Colo.

King of accident Rear—-end collision.

Ieeing involved: Freight : Passcnger

Trein numbers: Extre 209 ¢  Train No. 2

Zngine numbers: 209 ; 302

Consist: 35 cers & ; Engine &
caboose : 4 carsg

Specd: Standing . 15-25 m.p.h.

Irack: 1°30' curve, then 358 feet of tangent;

2 percent descending grade

Teasher: Cloudy, with light snov falling
Tine: 3:51 p.no.

Casualties: 17 injured

Cause: Failure of flagman of Extra 209 to

provide proper flag protection when
standing on main track on timc of
following superilor train
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1982
INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE DENVER & SALT LAKE RATILWAY AT TOLLAND,
COLO., ON MAY 2, 1935.

June 26, 1935.
To the Commission:

On May 2, 1935, there was a rear-end collision between a
freight train and a passenger train on the Denver & Salt Lake
Railway at Tolland, Oolo., which resulted in the injury of 8
passengers, 3 persons carried under contract, and 6 employees,
5 of whom were off duty.

Location and method of operation

This accident occurred on that part of Subdivision 1 ex-
tending between Tebernash and Denver, Colo., a distance of
65.98 miles; in the vicinity of the point of accident thais is
a single-track line over which trains are operated by time
teble and ftrain orders, no block-cignal system being in use.
The accident occurred on the main track just east of the west
switch of the old passing track at Tolland; approaching this
point from the weet, tlere is a 1930' curve to the left 1,433
feet in length, followed by 358 feet of tangent to the switch,
this tangent extending for a considerable distance beyond that
point. The grade for east-bound trains is descending, the max-
lmum being 2 percent, and the accident occurred on that portion
of track where the gradient changes from 2 percent to 1.2 per-
cent. A track xznown as the new passing track parallels the
main track on the north, and the old passing track parallels it
on the south; the west switech of the new passing track is lo-
%ated 1,271 feet west of the west switch of the old passing

rack.

There is a rock cut, with brush and trees on the inside cf
the curve involved, at its western end, and a clear view cannot
be had from the fireman's side of an east-bound engine until it
near: the end of the cut, about 375 feet west of the west switch
of the new passing track, or more than 1,800 feet west of the
point of accident. Prior to entering the cut the view 1s par-
tielly obstructed and it would be difficult to determine on
which track a train was standing.

The weather was cloudy and there was a light snow falling
at the time of the accident, which occurred about 3:51 p.m.
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Description

Extr: 209, an east-bound freight train, conristed of 35
cars and a caboose, heuled by engine 209, and was in charge of
Conductor Van Vranken snd Engineman Christensen. This train
left West Portal (Moffatt Tunnel) at 2:43 p.m., holding an or-
der to run ohead of Train No. 2 until overtaken. Train No. 2
ig due to leave West Portal at 3:06 p.m. ané Tollend at 3:29
p.mn. Extra 2095 arrived at Tolland at 3:38 p.m., according to
the train sheet, and was stcopped on the main track; the engine
was uncoupled, picked up a car of ice, returned and recoupled
to the Train, and the train was about ready to depart when the
rear <nd was struck by Train No. 2.

Trein Ho, 2, an east-bound passenger train, consisted of
1 combination mail and baggage car, 1 baggage car, 1 coach, and
1 parlor—cafe car, in the order named, hauled by engine 302,
and wag in charge of Conductor Plerson and Enginemen Way. At
Fraser, 15.27 miles west of Tolland, the crew recelved copy of
the order for Extra 209 to run ahead of them from West Portal
until overtaken. This train waited at West Portal until Extre
209 cleared the east end of the tunnel, passed East Portal,
2,94 miles west of Tolland, at 3:44 p.m., according to the
Train =hect, 23 ninutes late, and collided with the rear enc of
Extra 20€ ar Tolland while traveling at a speed variously esti-
mated %o heve been between 15 and 25 miles per hour.

The caboose cof Extra 202 was destroyed, and three freight
cars were derailed -nd damaged. Ingine 302 was derailed, but
remained upright; itc frons end wag considerably damaged, while
slight damage vas sugteined by the equipment in the passenger
train. The emplovees on duty wno were injured were the engine-
man, [ireman and conductor of Train No. 2.

Summary of evidence

Engineman Christensen, of Extra 208, stated that at the
time o1 leaving East Portal he had no definite information as
to whether Train No. 2 would be late and his understanding with
Conductor Van Vranken was that their train would run ahead of
Train No. 2 ag far as Tolland, where a car of ice was to be
pickec up, and that on reaching that point the conductor would
go 1nto the station and obtcin information from the dispatcher
as to the locatiorn of the following train. Just before his
train stopped at Tolland hc whistled out a flag, and after
picking vn the car of icc the engine was recoupled to the troin
and started to recharge the train line, at which time the con-
ductor boarfed the engine and said that Train No. 2 was out of
East Portal and that they would go to Pine Cliff, 9.85 miles
east of Tolland, and let Train No. 2 pass them at that point.



mngineman Christsencen then lnoked beck and saw the flagman,
w0 was standing abeut two car lengths beck of the caboose, ‘
giving e proceed cignal; the engineman vhistled off but was un-
able o start the train, and on looking back he saw the de-

railed cars prctruding out across the old passing track. En-
gineman Christensen further stated that when he gaw his flagman

so close to the caboose he thought that he might heave stopped

the follovwing train and returned to the caboose, as he hed not

been recelled. GStetements of Fireman Crane and Head Brakeman
derrigon substantieted those of Engineman Christensen; the head
brakeman stated thet he accompanied the engine to pick up the

cer of ice, ard that while coming back with the car he looked
across and saw Flagman Hoage back nf the caboose at a point

east of the stock vard chute, which is located about 365 feet

west of the west owitch of the old passing track.

Concuctor Van Vranken, of Extra 209, stated that he rode
on the engine from East Portal to Tolland, ond before leaving
Zast Portal he instructed the flagman to look cut for Train No.
2. On arriving a® Tollsnd the engineman whistled out o flaz
and while the car of ice was being picked up, the conductor
Went into the station to get information concerning the follow-
ing train; the crew of Extra 209, however, were on short time
to reach their dectination and still complete the trip -vithin
the linits of the hourc of =erviece law, and, in additlion, tae
dispatcher wanted the extra to meet Train No. 5 at Crescent,
lonated £.48 miles east of Pine Cliff; in view of these circum-
stences it wae arrange’ tn ecp Train No. 2 behind Extre 209
until it reaclhed Pire CZ1Liff. After the cer of ice had been
Pleked vp and the engine recoupled tn the train, the conductor
receivea a proceed signal fron the flagman, who was only a
sh?rt distance behind the caboose with a red flag in his hand,
and the conductor thought that probably the flagman had stopped
the following train; the conductor told the engineman they were
ready $o go, and immedistely afterwards the accident occurred,
before the train get started. Conductor Ven Vranken said Extra
279 hzd ftood on the main track long enough to give the flagman
ample time to protcet the train, adding that the flagman had
not been recslled and that he was fully expecting the flagman
fn ctav out and protect cgainst Train No. 2 and then ride that
train tn Pine Clifr. After the accident the flagman told himL
that ne neither saw nor heard Train No. 2 until it was close 1O
him. Conductor Van Vranken alco ststed that the passing track
at Tollond was unoccupled snd that his train could heve cleared
there for Train No. 2.

Flapman Hoage, of Extra 209, knew about the nrder for his
train to run sheal of Train No. 2 from West Portal until cver-
taken and said that just as his own train was emerging from the
tunnel the condurtor told him that probabply they would ge to



Pine C1liff; thz concductor alsc said he was going to ride the
engine from Fast Portal to Tolland and go into the station at
the latter »noint and get a line-up on Trein No. 2, and in the
event 1T was very clnse the flagman understood that the con-
ductor would let him know, either by having the engineman
whistle ocut ¢ flag cor by giving o ctop cignal from the head
end ol c¢ne trein, upon receipt of which signal thc flagman
would nead the follewing train through the pascing track.
Flagman Hoage knew his train was on the time of Train Ne. 2
"hen leaving East Portal, and he said that en route he drnpped
off a yvellow fusec and also a red fusee. Appreaching Teolland
ne gaic that he dropped off the caboose and placed two Torpe-
does on the rail, on the engineman's side, at a noint east of
the cut end west of the west switch of the new passing track,
and then remeined just east of the switch. His engineman did
not whietle out a fleg, and when the engine was returning tn
the train with the cer of ice and he had not received a signal
tn indicete that Train No. 2 wag clese, he storted working nis
wey Govward the caboose, saying that a flagman is very seldom
rcealled, nnd when the conductor came out of the station the
Tlegman gave him 2 proceed signal, at which tim= the flagman
wag about five car lengths from the caboose. After walking
about 1C feet nearer the caboo=e the flagmen turned around and
saw Troirn No. 2 coming across South Boulder Creeck bridge, about
1 mile west of Tollend, and ne said he started to run back to
flag, with t-o red fusnzae, one nf vhich he lighted, and that he
had reached a proint just cast of the west Bwitch of the new
prassing trank vhen the following trein passed him, traveling at
a speed of 35 or 40 milcs per hour; he heard the torpedoes ex-
plode and froum his posiSion on the engincman's side of the
treck, he threw the lighted fusee at the engine as it passed
him, the fusce striking the cab and remaining somewherc on the
engine. He did not ree the enginemen or hear the whistle or

bell, nor did he notice an application of the brakes. Flagman

Hoage £nid his failure to provide adequate protection was due
to his understanding with the conductor, who was to let him
know vhether to head in the following train at Tollend; he
realized, however, that the understanding he had with the con-
ductor in no woy relieved him from the duty of offording proper
fleg protection. Conductor Van Vranken denied having had an
sach unferstanding with the flagman and at the conclugion of
the investigation the conductor appeared with Conductor Keist,
wWho had been ascting ac his representative, and both of then
sald that during the norning they had heard Flagman Hoage £8Y
hs did not have the torpedoes down when Train No. 2 passed.
Fiegman Horge was recalled, and he then said that he had pub
down torpecnes when he first dropped off the train, but later
fn decided that ther were not back fer encugh and teck them Up,
and there were no torpcdoes on the track when Train No. 2 ap-
Proached ond passed; he insisted, however, that he threw the



burnin; fusee ot the engine, gnd that the cab windows and cuir- |
taing were closed, althcugh other witnesses who were around .
the enrine immedirtely after the accident, including Master
llechanic Peterson, observed bnth cab windows open and the cur-
taing not pulled acrogss.

Engineman Way, of Train No. 2, stated that approaching
TollanG he mnde an 8-pound brake-pipe reduction in order %o
reducc <peed for the curve; whilc the brake valve was in lapd
pocition o gcounded the station whistle signal, fellowing
vhich he vent to full release end just ags he vas akout to
sound ¢ ro~d cronssing signal, when the engine was about onc
engine lcngth west of the stock yard chute, traveling at a
speed of abouvt 25 miles per hour, the fireman called a warning
of danger, and inctead of sounding the whistle the engineman
Immediately epplied the air brakes in emergency; he also
npencd tre sanders. Engineman Way caild he leaned out to see
the train ahead, and he estimated that the flagman was four or
five r2il lengths from tho pilot of the engine and a similar
dlstancc from the caboose. Engineman Way sgeid that the cab
windnwg were open, tne cide curtains were not drawn, and the
engine bcll was ringing; no lighted fusees or torpedoes were
encouniared en route, nor was a lighted fusec thrown at the
engine cab Dr the flagman. It further appeared frem the en-
glneman’s gstatements thset or account of the descending grade
1t was customary So run with the driving wheel brakes out out
nn the engine, ond to cvt them in before making a ctation stop;
he could not recall ~hether ne cut them back in on this occa-
sion, but before e jurned he felt the bro%ec grinding on the
wheels and said the zpced was reduced ccnsiderably; the brakes
had been tested s#nd had worked properly en route. Engineman
Way fully realized that the freight train was ahead of him and
sald he had been looking out for it, also that he had controlled
the <peced of hic ovn Lrein accordingly, endeavoring not to ex-
ceed an average speed of more thon 25 miles per hour, the maxi-
mum spenc linit for frecicht traing.

fireman Breen, of Train Nc. 2, stated that when a consid-
erable cistance away, he saw a string of carcs standing at Tol-
land, Hut there was no cnginc attached to them at that time and
he Ald not xnow that 1% was a train, nor did he know upon “rhich.
track 1t vas standing, seying that he did not expect to find
the freight train et Tolland, as it usually went to Pine CLIfT.
Betwevn East Portalhnd Tollend the speed hed been between 25
and 35 miles per hcur but when apprncching the cut at Tolland
1t was abous 25 niles per hour. Before reaching the cut the
filreman saw the flagman coming toward the passenger train and
weving o red flag, the flegman then being close to the caboose
and east ol a roaw crossing located about 75 feet west of the
west switch of the old passing track. Fireman Breen said he




caelle?l & varning to the engineman, who applied the eir brakes
and when the fireman seid the train was on the main line the
enginemen anplied the brekes in emergency, the engine then he-
ing in the aut and about % mile frem the renr of Extra 209.
Firemaa Breen estimated the speed at the time of the accldent
To have been about 18 to 20 miles per hour, saying that the
brekes Cid not seem to reduce ths speed properly. Fireman
Breen confirmed the engineman's statements abcut not encounter-

ing any fuscer or torpedoes.

ConCuctor Pierson ond Brakeman Wilkerson werc in the front
vectibule or the third cer just prior to the accident; the con-
ductor fclt o service application srout the time the station
whistle was counded, aad said that almest a full emergency ap-
plicatina took ploce immediately nricr to the accident, csti-
mating che snced to heve been about 20 niles per hour when The
accident occurred, while Bralkeman Wilkerson said it was between
15 and 25 miloc per hour.

echanic Pzterson, who was on Train No. 2, ectl-
mated she cpecd to hive been nearly 40 milez per hour immedi-
ately after lesving East Portal and about 30 miles per hour
when the scoident occurred. He felt ceveral aprlications of
the brales at the ucual locations, the last application being
made in the vicinity of the stock yard, just pricr to the ac-
cidentb; thre brakes then were released and shortly afterwards
ho felt the shock of the collision. Master Mechanic Peterson
was in ‘he Torward portion of the rear car ond cn looking out
he saw the flagman of Extra 209 eact of this car; he said the
flagmon d1d not provide preoper preotection and that the engine-
man of Train No. 2 did not h~ndle hig train properly in view
nf the run-chesed order which he held.

After the accident Znginensn Smith hendled the cars in
Train No. 2 from Tellend te Utah Junction, & distance of 43.09
miles, with another cngine, =21d the alr brakes functiloned pron-
erly, no crouble brinc sxpericnced in making stops cn route.

On arrival of the ftrrin st Utah Junction the sir brakes on the
cars were inspeeted 2nd tested ond Tound teo be in proper vork-
ing order.

Discugsicn

There is conniderablc conflict between the statements of
various employece inveolved in thisg zcccident. The flagman said
he had an vnlorstanding —ith the conductor that the latter was
to let hiu kno 19 Treis Ne. 2 was clcse bebind them, in which
event e would head tlhe poagsencer train in on the passing traclk
§0 1t c»o1¢ run around them, and that when he Cid nct reccive
any signcl from the conductor he concluded that Train No. 2 was



not folloving thenm clnsely. The flagnan alsc said that the
~neinenen ¢1d not sound the whistle clgnal Tor him tn pretect .,
his train; that he put down torpcaces ard heard them exploded

by thz engine of Train Ne. 23 that when hc cow Train No. 2 ap-
proacning e vas near the caboose bubt ran bock and had reached

a point near the west switeh of the ne™ passing track, which
1s about 1,300 fset west of the point of accident, and t" at ho
ha¢ a lighted fusce and threw it at the cab from the engine-
man's side of the track.

None of these statements by the flagman could be ccrrobo-
rated; the conductor denied heving any underctanding vith him
about heading Train No. 2 arcund them at Tollend and all of *he
emplonyecs on the hced ond nf the trein caid that the engineman
whistled out ¢ £l.g; the Tlagman himeelf finclly cdmitted that
his strtement aben® Troin N, 2 expleo ing torpefoce was not
true, ceying that he noc oub dom torpodces in the beginning
and then took them up; the encinemrn of Train No. 2 sald the
flagman ves only » fer rail length~ from the cabooge and did
not h-ove ¢ burning fusce in his 4nnds, “hile tThe master mechon-
is who =g on Troin No. £ sar the flagmen cheed of the rear car
T that train immedistelv after the accident.
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The statements of the cngineman and fireman of Train No. 2
de not cgree in iopertant porticualars; the engineman saild that
when the Tircmen called a warning to hin the engine was cbout
an engine length west of the stoek yards, or practically at the
leaving cnd of thse curv. snd about 400 feet from the point of
accidznt; he hed just relessed the brakec but upon receipt of
the fircmen' s varning me immediatels spnlied them In emer:oncy.
The fircmen, hewever, 30id he warned the englneman before roach-
Ing the cut of the western »nd of the curve, at which time ta-
engineman m~dc o gervice appliceotion of the brakes, and caid
that a few sceoondn afi-rwards ke teld the eagineman the train
wagc on The nain line ead that the eongiacnan then applied the
trakes in emoergencv; gccording to the Tireman's statements thic
wac boefore the sngine reachod the cut or more than 1,800 Ieet
from the poiat of secci snt. The master mechanic did not notice
annther cpplicatina of $hic brakez after they were rcleasce
shortly berom: the accilent ~courred, while the conauctor said
there wasg a cervice apolication followed by what was practi-
cally an emergrner application. .
It ic apnar-nt tha® tve Tlagman did not preperly protect
his troing e dic nes h ve any tLorpeleces on the reil and the
weight of evidence indicatzc that he was clesc to the caboos
when e ccecident cceuried, olthouch the rules reguire” him
put drm 1 torpedo onc—~rTourth mile from his trein and 2 torne-
does at least three—~fourths of a mile from his train, after
which e eomld vreturn to the general location of the single
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torpede, toeking a position vhere he could have an uncbstructed
view of an approcchinz train if possible for at least one-fourth
mile. The ¢vidence also indicates that Train No. 2 war not be-
ing operatoed under proper control in view of the orcder held by
the crew ol that train notifying them that Extra 209 weuld run
ahead of them until cvertaken. Thic order made it incumbent

¢ cngineman of Train No. 2 te approach each station un-—
der full contrcl, vhile it was the duty of the fireman to main-
tain a careful lookout approaching each station and to give the
engiinenen «nple warning if he should see the preceding train.
It 13 evident that Train No 2 was not under full control when
appro~ching Tolleancd, but in view of the crnflicting statementes
it is imposcible te say definitel:; ~hether fallure to have the
traia uncer full rontrecl was duc to the failurc of the enginc-
men to ¢:xt proper antion after being werned by the fireman or
whether the firoman wag net maintaining a proper lockout ond
conse uwently did net warn the eagineman until it was toc late
to stop.

Conclucicns

Thic rceifznt was caused by “he failurce of Zxtra 209 te be
preperly protected by flag «nd by the failurc of Train No. 2 to
be oncr:te” under pr-pev cerntrrl in view of the fact that the
crew held en erder ¢irecting Extra 209 to run ahead of them un-
til overt:ken.

Respectfully submitted,
W. J. PATTERSON,

Director.



