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Oil page 1 of the report covering the investi­
gation of the accident which occurred on the Colorado and 
Southern Railway near Uva, V»ryo., on April 28, 1927, under 
the heading "Location and Method of Operation" the state­
ment was made that "trains are operated by tino-tshle, 
train orders and a manual block-signal system". This 
statement was made m error and should have read "trains 
are operated by time-table and train orders"f with no 
reference to a block-signal system since the rules only 
provide for a 10-minute time interval between following 
trains at open telegraph offices. 

In the next to the last paragraph on page 
5, ft the statement that "had an adequate automatic block-
signal system been in use on this line, this accident 
probably would not have occurred, etc"., should have 
read "had an adequate block-signal system been m use 
on this line this accident probably would not have oc­
curred, etc". 

Y7. P. BORLAND, 
Director, Bureau of Safety 
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IHTERSTA. £ C O E R C E COMMISSION 

hhuiht OF TEE DIRECTOR OF THE BUREAU OF SAFETY IK RE 
INVES"'1 T C r A T 1 0 * ? ACQTnr"'J rtrllOH OO0"J-'ED ON THE 
COLC^AAO ArTD ccZLTTHERM RAIL.AiY NEAR UvA, VAAO. , OlNT 
APRIL 28, 193 7. 

Hay 28, 1927. 

To tho Commission: 
On April ?R, 19F,7, there was a hcad-ond colli­

sion bet ~ p^gsanp'OT- and a lighc engine on the 
OoLo.-ao- Z vLb^n A : ̂ ay recii Uva, Wo., vA ich r3-
SUI-G-"* i r _i aca^" 1 ^A 1 Mvryecs, and the injury oi 28 
passcugcixa, 3 PuilTnar. por-ncxs and 2 enp^oyeo8-

Loc£';u"h ana method of operation 
This accident occ r cd o10 the Cheycrno and 

Wondovoz Subdivision r~ A • •> rjxMi-iu Division, vhich ex­
tends between C\ c _ z r> _ rtcnuo7 Vyo. , a ujscincc of 
l?o C 8 mica, n fc> o V J C J H I ky oA t^e point o p a^G'dcit 
tnis ia a sicgle i^^k L_nc ov.. which ZT&Z n.e a ^ oerat-
ed by tin'O-tablo, j.ur_ crdeib .mi a /racial ulooA-^rnal 
system. The p c '_t ox a u i d o " : was aporoxJ Tiately rhxee-
quartors of a mile sou A of tl̂ a; approaching This point 
from the norih J . "_a,u i s w n ^ n t ' for a distance of 
4,390 feet, folic ^ o r a 6^ curve to the right 1 , 9 8 0 
feet in length, t.^ accident occurring in a^oui the 
center of this cur.e. approaching from the south there 
is a tangent 1 , 5 5 0 Aeet in'length, followed by tho curve 
on which the accident occurred- The grade et tne point 
of accident is 0 S 6 4 per cent ascending for southbound 
trains. On account of an embankment on the inside of the 
curve the range of vision i s materially restricted. 

The weather was cloudy at the time of the acci­
dent, which occurred at aoout 1.18 a.m. 

Description 
Southbound passenger tram So. 30 consisted* 

of one ba£>5 go cer, one combination mail and baggage car, 
one coach, u e chair car, and three Pullman sleeping oars, 
all of steel conscruotioa, hauled by C.B.& Q. engine 
3911, and was ~ i charge of Conductor Clark and Engmeman 
Morgan. The crew had in their possession, among others, 
a copy of train order Itfo, 4 , Form 31, directing thorn to 
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wait at Uva ur^l 1.15 a.^. for northbound extra 645. 
This tram departed frva Dwycr, 9.81 mile:- nonn of Jva, 
at 12.48 a.m. , seven rmutcs 1-tc, stopped at Uv-: until 
tho timo opcci-Fiod m train order No. 4 nad expired, 
derailed from that pomt rnd shortly aft-^-"3Td3 col i •< ded 
with exlra 645 rfaile traveling at a speed estimated to 
have been between 25 and 35 miles per hoar. 

Northbound extra 6^5 consisted of engine 645, 
and was m charge o^ S-i-Micr^a Carter and Fireman Morgan. 
At Wheatland, tne <*ez open office, 7.16 mi leg south cf 
Uva, the crew reo -Ted a copy of tram oracr Uo. 4, Form 
19, previourly mentioned, together with a clearance card 
and also a permissive card me 1 J opting that the block was 
occupied by northbound extra S'iC--. E?tra 645 passed 
Wheatland without stopping at \6,IS a.m., according to 

» the tram sheet, and was approaching Uva when it collided 
with southbound passenger train No. 30 vhile traveling at 
an undetermined rate of speed. 

Both engines were partly derailed and came to 
rest m an upright position, badly dam-roc1. The forward 
truck of the baggage Gar in tram Mb. J) was derailed 
and slight damage was sustained by th . j^lancc of the 
equipment m this tram. The employers kilied were both 
engmemen, and the firenan ot extra 645. 

Summary of evidence 
Fireman Jildman, of tiam No. 30, stated that 

at Wendover his conductor handed him tne tram orders 
and ho immediately stepped to t .3 engineman1 s side cf the 
cab and read, thorn to the en^ne^in. He did not know at 
what tine his tram arrived at Uva nor the tire at which 
it departed, but as they had taken water at that point, 
which required about five minutes, in addition to a short 
delay in applying grease to a hot driving pin, together 
with the fact that the crigmeran looked at nis watch at 
the time the tram was started, Fireman Wildman felt 
satisfied that the train did not depart before 1.15 a.m. 
The first knowledf*. he had of an approaching train was 
when ho observed a classification light and the reflection 
of about one-half of the headlight shining through the 
front cab window of his engine, at which time the two 
trams were enly a snort distance apart. Fireman WilcL-
man did not recall wn ether or not he called a warning 
to the engmeman. 

Conductor Clark, of trc in Ho. 30, seated that 
^before leaving Casper he conpared his wetch with a 
standard clock, at wnich ti.ie it was about 10 seconds 
fast. He received an order to wait at Uva until 1,15 
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a.n, for extra 645 and said his train arrived at that 
point between 1.08 and 1.09 a.n. Water was taken, aid 
after waiting for a short time the train departed at 
1.15 a.m.; he was quite positive as to the tine of 
departure. Very shortly before the occurrence of the 
accident the brakes were applied m emergency axid/ae 
heard one blast of an engine yjhistlo, followed by the 
impact of the collision. Just as soon as he arose, after 
having been thrown from his feet, he looked at his watch 
and it was then 1.18 a,n. He estimated the speed of his 
train at the tine of the accident at about 30 or 35 miles 
per hour. 

The stat-^ents of Brakeman Lester and Flagman 
Likes were in/substance practically the same as those of 
Conductor Clark, botn being certain their t r a m did not 
depart from Uva until 1.15 a.m. In a memorandum the 
Pullman conductor said he looked at his watch either when 
the train was standing at Uva or 3ust as it started fronj 
that point and it was then 1.15 a.n. 

Operator vTeybright stated that he was on duty 
at Wheatland at the tine the accident occurred, and as 
extra 645 was ap roaenmg nis station he notified the 
dispatcher who instructed h m to deliver ta?ain order No. 
4, together witljia clearance card and a permissive card, 
using a hoop for that purpose, the dispatcher further 
advising that by beeping the train in motion it would be 
able to reach Uva in tine to clear trainNo. 30. Operator 
w'eybright knew of no reason why extra 645 should have 
been delayed after passing his station and thought the 
crew had ample time under train order Wo, 4 to proceed to 
Uva for train No. 30. 

Road Foreman of Engines Shaughnessy stated that 
he was at the scene of the accident at the time the bodies 
of the dead employees were removed from the wreckage, 
accompanied the undertaker to Wheatland and assisted him 
in removing their clothing. He saw the watches taken fron 
their clothing and made a record of the tine snown by 
each, which showed that the watch of Engineman J.R, 
Morgan, of +rain No. 30, stopped at 1.08,25, that of 
Engineman Carter, of extra 645, at 1.18.25, and that 
of Fireman C.H. Morgan, of extra 645, at 1.11.20. He 
observed that Engmenan Morgan 1 s watch had a broken crys­
tal and that the back was badly dented, but no damage 
was noticeable to the other watches. Foreman Shaughnessy 
further stated that in order to remove the body of 
Engineman Morgan from his engine it was necessary to 
place a rope around nis waist, which disturbed his cloth­
ing and might have moved the minute hand of his watch, 
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duo to tho broken crystal. 

Watch Inspector Titus stated that he examined the 
watches of ths dead employees and fcund then to have been 
damaged to such an extent that they must have stopped im­
mediately after the damage resulted; he found that the 
t n o shown by then agreed with the record of Foreman 
Shaughnessy. also said that Fireman Morgan's watch 
had been wound within two hours of the tine at which it 
stopped, although he had been on duty for a considerably 
longer period. Inspector Titus further stated that En­
gmeman Morgan had been at this office at 11 am., on the 
day prior to the accident and compared tine, and at that 
tine his watch was eight seconds slow. 

The tine-comparison register signed by the de­
ceased employees showed that they compared their watches 
prior to going on duty cn April 27, this register,how^ 
ever, did not show the number of aeconds fast or slow in 
the spaces provided for that purpose, but merely showed 
them as being "O.K." 

Conclusions 
• 

This accident was caused by the failure of En­
gineman Carter and Fireman Morgan, of extra 645, to keep 
their train clear of the iam track on the tine of an. 
overdue superior train. 

The evidence indicated that the crew of train 
No, 30 had received train, order No. 4 requiring that 
tram to wait at Uva until 1.15 a.m., and apparently 
tnis train did not depart from that point until the time 
specified, it also appeared that the crew of extra 645 
was in possession of a copy of the same order, together 
with a permissive card showing that the block was then 
occupied by a northbound train, although it is not known 
whether Engineman Carter wae familiar with the contents 
of the order as the Co]rmisslon, s inspectors were informed 
that it was found in the possession of Fireman Morgan after 
the accident. Had these employees faiXed to read the 
order, however, its only effect would have been to re­
quire their engine tr clear tram Ho. 30 at an earlier 
tme. 

Ho explanation can be advanced for the fact 
that the watch of the engmeman of tram Ho. 30 stopped 
at 1.08 a.m., and that of the fireman of extra 645 at 
1.11 a.m. The watch of the engineman of extra 645 stopped 
at 1.18 a.m. , which checks with the statements cf the sur­
viving members of the crew of train No. 30 as to the 
approximate time/of the accident. 



Had an adequate automatic block-signal system 
been in use on this line, this accident probably would not 
have occurred; an adequate automatic tram stop or tram 
control device vould nave prevented it. 

All of the employees involved were experienced 
non. At the tine cf the acadent Engmeiran Carter and 
Firenan Horgan had been on duty approximately 7f hours, 
prior to jhich they had been off duty 17 hours. 

Respectfully submitted, 

\U P. BOHLAin? 
Director. 


