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INTETSIATE COLLEACE CTLIISSIUN.

REPORT OF THE CHIKEF QT THE BUREAU OF SAFETY IF RE INVESTIGA-
TION OF AN ACCIDENT WICH OCCURRED CN THE COLORADO &
SOUTHERN RAILYAY AT MAANEL, COLO., ON AUGUST 27, 1922.

Octocer 9, 182s.

To the Commission:

On pugust 27, 1932, there was a rear-end collision
betieen two freight trains on tne Colorado & Socuthern Rallway
at liarnel, Colo., resulting in the injury of 1 emplovee.

Locgtion and method of operation.

This accident occurred on that part of the South-
ern Division externding between Southern Junciion gnd Walsen-
burg Junction, Colo., a distance of 43,6 miles; this 18 a
double-track line, owned jointly by the Colorado & Southern
Raiiway and the Denver & Rio Grande Western Railway, over
which traans are operated by time-table and train orders,
under the supervision of tre Coiorado & Zouthern Railway;
the operating rules also provide for a form of manual
block signal system, following movements c2ing authorized
0y permissive Ccards, The accident occurred Just south of
the south switeh of the northbound passing siding at Marnel;
appToaching this point from the socuth there i1s a l-degree
curve to the right 1,783 feet in length, followed by more
then two miles of tangent, the accident occurring on this
tangent at a point 2,838 feet from 1ts southern end. The
grade for some distance on either side of the point of
accident is 1 per cent descending for northbound trains.
Although there are two cuts, 991 and 363 feet in length,
the northern eads of which are located 1,550 and 3,720 feet
south of the point of accident, respectively, a clear View
of the point of accident can be obtained for a distance of
3,188 feet. Under Special Rules and Instructions, contained
in Time-table No. 3, effective June 5, 1923, all northbound
freight trains must stop ab Marnel and taoroughly 1nspecy
train. Permissive car@s are 1ssued at open offices when
the preceding train i1s 10 minutes or more anead, but has not
Teached the next open office. The weather was clear at tne
time of the accident, which occurred at 5.40 a. M.

Description,

Northbound Denver & Rio Grande Western freaght
tTain extra 1133 consisted of 65 cars and a capoose, hanled
by engine 1133, and was in charge of Conductor Smith and
Engineman Stoops. This train stopped at Marnel, for the



-~
—y

purpose of an inspection of the vrain in accordance wath
the rules, and afier standing at this point for 50 minutes,
the delay being due to the fact that there were 37 over-
heated journals in thig train, the rear end was struck by
extra 208, B

Northbound Colorado & Seuthern freight train
extra 908 consisted of 43 cars and a Caboose, hauled by
engine SC8, and was in charge of Conductor Schuyler and
Enginexran Roche. A% Trinidad, tnhe initigl terminal, the
crew resceived copy of train order No., 480, ¥Form 31, Tread-
ing 1n rart ags follows:

"900 Class Engs will not exceed

a speed of 18 miles per hour be-
tween Southern Jct and Trainidad ***,"

This train left Walsenburg, 36.4 miles from Marnel, at &.15
a. M., according to the train sheet, and 2.40 a., m., accord-
ing to Conductor Schuyler, departed from Lascar, 19.8

miles fiom Marnel and the last open telegraph office, at
4.50 a. m., according to the tTain saeet, anG 4,230 a. M.,
according to Condoctor gSchuyler, and while ‘traveling at a
speed estimated to have been 10 or 13 miles an hour c¢ollided
with extra 1133,

Engine 908 cgme %0 rest on 1ts left si1de, across
the southbound main and passing tricks, out was only
slightly damaged, 12 cars in thls train were demolished, as
were the caboose and 3 rear cars in extrag 1133, while 4
other cars 1n the train of extra 908 were cornsiderably

damaged,
Summagry of evidence,

At Prinidad, the Initial terminal, the air brakes
on the four cars then composing the train of extra 908 were
tested and worked properly, other cars were plcket up en
route and the gir-brake system worked properly throughout
unti1l in the vicinity of Walsenburg, approacalng this point
speed was reduced, however, on endeavoring toO recnarge the
tTailn line 1t was discovered the excess pressure head of the
purp governor had become 1noperative and the brake pipe
could not be recharged sufficiently to stop the train until
after 1t had passed the water tank located at that point,
At VWalsenburg Engineman Roche repaired the aiT pump, and
further delay was encountered by pulling out a drawbar on
the cabocse while switching, making 1t necessary to turn
the caboose and also to cut out the caboose brake and leave
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the air gsuge in the caboose inoperative, It was expected
that extrg 908 would fi1ll out to 80 care pvefore leaving
Walsenburg, but on account of tne delay, and the desire to
complete the trip within the provisions of the hours of ser-
Vice law, the train departed with only 42 cars and a caboose.
On account of the comparatively shor:t trzin, no retainers
were turned up. Engineman Roche stated the air pump worked
properly on legving Walsenburg, and no trouble was experienced
in mgking stops en route. A stop waz nade at Lascar for the
purpose of allowmng overheated journals to cool, and set-

ting out two cars, and the train departed from this point
more than 33 hours behind extra 1133, without having received
a permissive card, which should have been issued in view of
the fact that extra 1133 had not reached the next open cffice,
Southern Junction, 10,7 miles beyond Marnel. The air brakes
held properly when applied azt various points between Lascar
and Marnel. Approacning the curve south of Marnel a 15—
pound brgke pipe reduction was made 1n preparation for the
Usual inspection stop. Engineman Roche intending to stop
between the switches and not expecting to find a train there,
lngsmuch as he had not received g permissive card at Lascar,
the last open office. This aprlicatiron seemed to take
effect., According to Engineman Roche, at the time of this
application the brake pipe pressure was 70 pounds, waile the
speed was about 18 miles an hour. On seeing the rear end of
extra 1133, he made an additional reduction of 20 pounds,

the interval between these two reductions ha? been sufficient
for the pressure to equalize, two torpedoes were then exploded,
and he opened the sgaders and placed the brake valve in
emergency position. The engilne crew, together with the head
brakeman, estimated the speed of the train at the time of

the accident to have been between 10 and 12 miles an hdur.
Engineman Roche's statements as to when he first saw the Teal-
end of extra 1133 were conflicting, and those of the fireman
and head brakeman added nothing on this point. The engine-
man thought the two torpedoes were exploded gbout 10 car-
lengths north of the first cut south of Marnel, or about
1,150 feet from the point of accident, Fireman Jones,

together with Head Brakeman Cooley, who was riding on the left
side of the first car at the time the torpedoes were exploded,
stated the torpedces were encountered in the immediate vicinity
of the north end of this cut.

Conductor Schuyler said nothing unusual was noticed
in the handiing of the train between Walsenburg and Marnél.
He thought the train had the required percentage of operative
alT brakes leaving Walsenburg, althcugh no definite inspec-—
tion was made at that point. After the accident he locked
over some of the cars, and stated none of these had less
than 6 inches or more than @ inches piston travel. Memoers
of the crew of extra 908 stated the first they saw of
Conductor Smith, who did the flagging for extra 1133 on tals
cccasion, was at the point of accident within g short time
after 1ts occurrence.
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Arproaching liarnel, Conductor Smith, of extra 1138,
instructed Fla.man Vanpelt t0 assist i1n the inspection of
the train znd other recessary work when the train made the
designatea stop at Marnel, sagying he would assume the rear
end flaggging Jdutaies, He stated that at mile post 1386,
located 4,093 feet soutn of tne point of accident, a lighted
fusee was thrown off, after which ne dropped off and placed
two torpenoces on the curve gt a roint accut 8 telegraph poles
Or a quarter of g mile south of tae whistling post, waich 1s
lccatea 3,541 feet south of the point of zccident, then walked
10 the whistling post, and remgined st that point. When extra
08 arproached, he flags.ed them from tnils point, Engineman
Roche sounding two blasts on the wnistle in aaswer to hils
flaz signals anc the torpedoces, He had heard an a21r-brake
applrcation made at the time the whistle signal was sounded,
ana another as tne engine passed ham, at a speed of 15 or 18
miles gn hour, and as the speed of the train did not seem to
be reauced, he reglized 1t wags not going to be stopped in time
to avert an accideat. Therefore, he i1mmediately started
Tunning toward larael, and he ssid the caboose of extra 208
Was about opposite him when the collision occurred. Conductor
Smith considered tnat he fully complied witn the rules in
Tegard to flagging, having flap.ed nunerous trsins from the
point at which he was located 1n this 1astance, and no trouble
Was experienceu in bringing trains safety to a stop. The Crew
of extra 1133, howaver, thought the flagman should be on the
curve south of tae whistlaing post.

Flagman Vanpelt, of extra 1133, said the conductor
got off in the vicinity of the woistling post and that later
he saw the corductor stanaing on the tangent track north of
the curve. Thile working arounu his tTrzin, Flagman Vanpelt
heara two blasts of a waistle, apparently sounded 1n acknow-
ledgment of signals; at this time he could see the smoke of
the approaching train but the engine had not yet come into

s1ght.

Dispatcher Crispell said he should have issued a
permissive card to extra 908 at Lascar, on account of extra
1133 st1ll being within the territory between Lascar and
Southern Junction, and offered no excuse for his failure %o
do so, It also aprears from his statements that tne train-
order board at a station 1s cleared by the operator on the
authority of the train dispatcher.

It will be noted that there 1s a material conflict
in the evidence on two points, the location of the flagman
and the time consumed by extra 908 in traveling from LasCarl
to the point of accident. As to the location of the flag-
man, 1t was stated by the engineman, fireman and head brake-
man of extra 908 that they saw nothing of him prior to the
occurrence of the accident, the enzineman said two torpedoes
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were txploded 10 car-iengtus north of the first cut scuth

of Marnel, which would indicate they uvere locgted about

1,150 feet from the point of accident, while the head brake-
Wan and fireman said they were near the cut, or about 1,550
feet from the point of accident. On the other hand Conductor
Smith claims he placed torpedoes 8 telegraph poles south of
the whistling post, and that he flagged tne approaching traln
from tne vicinity of the whistling post, which 1s 2,541 feet
from the point of accldent, and he glso stated thet when the

engine of extra 808 passed him the engineman was not loocking
out,.

4s to0 the time consumsd by extra 808 in traveling
he distance of 19 miles from Lascar to the point of accident,
1t gppears from the statements of Conductor Scnuyler that his
tTain left Lascar at 4.20 as m.,and collided with extra 1133
at 5,40 a., m., while the operator at Lascar sazid that the
Train did not leave that point until 4.50 a. m. There seems
t0 be no question as %0 the time of the occurrence of the
accident, and if the operator's statement 1s correct then
€Etra 908 traveled the distance of 19 miles i1n 50 minutes,
Or at an average speed of 23.8 miles an nour. pccording to
Conductor gchuyler's statement, his 4rain consumed 1 hour and
20 minutes 1n traveling this distance, an average speed of
14,3 miles an hour. Conductor Schuyler's statement 1s sup-
ported by the statement of the engineman that 1t was 4.30 a. m,
when he locked at his watech after leaving Lascar; and
Conductor smith, of extra 1133, estimated that extra 908 was
gov1ng at a speed of 15 or 18 miles an hour when 1% passed

i,

Conclusions,

This accident was czused by the failure of Dis-
patcher Craiespell to i1ssue a permissive card notifying the
crew of extra 908 that extra 1133 was gnead of them, the
failure of Conductor Smith, of extra 1133, properly to
protect his train by flagz, and by the failure of Engineman
Roche, of extra 908, eitner %o maintain a proper lookout cr
properly to control the speed of his train.

Extra 1133 left Walsenourz consiaeragbly more than
5 hours ghead of extra 908 and had Dispatcher Crispell
1ssued a permissive c¢card to the crew of extra 908 at Lascar,
which 1s 16.8 miles from Walsenourg, then they would have
known that extra 1133 was being materiazlly delayed and was
st1ll in the territory between LasCar gnd Southern Junciion,
a distance of 30.5 miles. Inasrmuch as Marnel 1s prescribed
in the time-table as a point where all nortnbound freight
trains are stopped for inspection, 1t seeme Teasonable to
assume that had he received g permissive card Engineman Rocne
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would have usaa [i133.e2r coution in a - LTcachin: larnel and
woulu pave been rresared 1o stor chort of the station.

Erzinenan Roche sz1d orat while trouole with the
all pu4p nau vecn exserienced at \alsenours, e cad had a0
cifficulty with 1t after leaving tnat pcint; taat the air-
braze system woiked properly, atopring the train at Lascar
witnout dirficulty and controlling the speed of the trein
gt Vvarlous golnts en route, alsd that the trgin-line pres-
sure wgs 70 pounds when ne raae the Zirst srplicztion of
the air brakes apcroacning icarnel., Under tnese circum—
Stances, with nc gir-brake trounle of any Find, 1t seeuns
apparent that kngilaenan Roche cither failed properly %0
control tne speed of his irain, or else failsu 10 aalntall
a proper lockout ani ura not see the flazman of extra 1183
or the rear end of extra 1133 until toc late to avert tae
accldent.

The flagzing rule of this Tz1l 737 Proviues in
#8TT that the fla-man shill -0 back 3 sufiiciant uistance
To 1nsure full rrotection. Even 17 Conauctor Smith's own
statemnents are accepteu as velny ¢orrect, 1t 1s not believed
that he was furnishing proper wrotectioa under the circun-
stances. There 1s g lonz descending graue 2oproatning
ligrnel, gn( tae ailr braxes hava to be used ccatinually in
oraer to control tne speeu 0f a train; unuer these circum—
stances, whnen g tIaln Stancing vaere extia 1193 was staaqing,
witn 1ts rear end soutn of the south scitch, anu with g long
curve half g riile alssant, 1t 1s necessary for the flagran
to g0 baCk an unusual alstance to sain gn en_lneman of an
approaching train in time $0 enacle him to brin_ his train
to a stop oefore reaching the point at waich trains usuzlly
stop for tne inspection prescribes oy tae rvles, Had
Conauctor Smith zone bacs agoout 1,000 feet beyonw where he
salu he placea tme torpeaoces, 2e would have been visicle a
aistance of goout 1 mile gnd there woulw agve oceen ample
gpcortunity for an aprroaching tragin to oe brought to g stoz.

All of the employees involved were expérienced
men. Ab the time of the zccident the crew of gxtra 908
had been on duty 14 nours and 40 minutes, while the crew
of extra 1133 nad been on duty 9 hours and 5 .imutes,
Lrevious to which both crews hac been off duty wmore toan 8

hours.
Respectfully submitted,

", P, Borlandg,

Ve

Chief,Bureau of Safety.



