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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDINT WHICH OCCURRED ON THZ
DENVER & RIO GRANDE WESTERN RAILROAD AT CHANDLER
JUNCTICN, COLO., CN CCTOBER 14, 1930.

November 22, 1830.

To the Commission.

On October 14, 1930, there was a collision bhetween
a passenger train aad a freight train on the Denver & Rio
Grande Western Railioad at Chandler Junction, Colo., re-
gsulting i1n the injury of 40 passengers and 2 employees.

Locaticn and method of operation

This accident occurred on Subdivision 3 of the Pueblo
Division, extending between Salida and Pueplo, Colo., a
distance of 5.8 miles; in the immediate vicinity of the
coint of accident this 1is a double-track line over which
trainse are operated by time-table and train orders, no
block—-gignal systcm being in use. The accident occurred
on the easthound mnrin track opposite the crossover at
Chandler Junction, lccated 1.6 miles west of Florence, ap-
proaching from the west, the track 1s tangent for 1,465
feet, and there 1s a compound curve to the right 1,535
feect 1n length, the last 435 feet having a maximun curva-
ture of 89, following which the track 1s tangent a dis-
tance of 312 fcet to the point of ceollision, and for a
short distance beyond that ooint. The grade for easthound
traias 18 0,5 per cent ascending at the point of accident.

The erossover 1nvolved 1s a trailing-point crossover
211 feet i1n length, at a point 35 Teet east of the east
switch of the crossover, there 1s a facing-point switch
for eastpound trains that leads off the eastbound main
track to the south to the Chandler Branch, and there 1s a
telephone booth 328 feet east of the Chandler Branch switch
and on the south sice of the main tracks.

Qwing to a high embankment located at the easvern
end and on the i1nside of the compound curve previously
neationed, at which point the curvature 1s at 1ts rnaximum,
neither enpine crew had a view of more thnn 300 feet.

The weather was clear at the time of the accident,
wnich occurred abecut 4.02 p.m.
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Description

Extra 1022, a switch run, holding an order to run
extra Florence to Chandler Junction and return to Florence,
consisted from west to east of engine 1022, headsed cast,
one dump car, one box car, and a caboose, and was 1n charge
ol Conductor Ward and Engineman Cavanaugh. Extra 1032
made a back-up movement off the Chandler Branch, vreparatory
to returning eastward to Florence, and while standing on
tne mala track was struck by train No. 2.

Eastbound passenger train No. 2 consisted of one com-
bination ma1l and baggage car, one baggage car, onc dead-
head Fullman car, two coaches, two Puliman cars, one dining
car, three Pullman cars, and one observation car, in the
order named, hauled by engine 1712, and was in charge of
Conducter Asbury and Engineman Kelker. This train left
Canon City, S.5 miles west of Chandler Junction, at .30
P.m., according to the train sheet, four minutes late, and
collided with extra 1022 while traveling at a speed esti-
mated to have been Letween 35 and 40 miles per hour.

Both engines were derailed to the south and came tc
rert on their rignt sides, the tender of engine 1032 was
cormpletely derolished, but the freight cars and the caboose
were not derailed. The first two cars and the forward truck
of tne third car in train N¥o. 2 were derailed, thcse cars
remained upright. The ernployees i1ajured were the engineman
and a brakeman of train No. 3.

Summary of evidence

Engineman Cavanaugh, of extra 1022, stated that his
train backed up over the Chandler pranca on the rsturn trip
and arrived at Chandler Junction apout 3.49 or 3.50 p.m.,
bheing brought tc a stop 1in the clear with the engine op-
posite the telephone booth. As usual, Conductor Ward went
to the telephone pooth to call the dispatcher, then returned
to the engine and instructed Flagman Walsh to afford pro-
tection. Engineman Cavanaugh understood the conductor to
say that train No. 2 cither would not bhe out of Canon City
for 30 minutes, or that 1t was 30 minutes late, waich would
have given extra 1023 ample time to have performed work
and then go to Florence. Engineman Cavanaugh stated th-t
Flagman Walsh started back to flag at %.52 p.m. or 3.54
p.m., and that he watched him go around the point of curve,
a minute or so later, after which extra 1022 waited 1in the
clear about four minutes, or until the engineman figured
tne flagman had ample time to get back =2 sufficient dis-—
tance to afford protection., He then backed ouat from the
Chandler Branch, about 3.52 p.m. or = little later, and
sounded the engine whistle calling in the flagman.
Engineman Cavanaugh gtated that just after he had called
1n the flagman or about one or two minutes afterwards,
and vhile looking pack for him to return, he saw train
No. 2 rounding the curve, the collision occurring lmmediate-
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1y nfterwards, t 4.02 p.m. Engianeman Cavanaugh knew

thnt ths rules were being viol~ted every time the main
track was occupied on the tine of a sunerior train with-
out orders, put saird tazt 1t had been the vractice to cooe
out of tae branch to the nain track, after coaunicating
with the dispatcher, and with flag prcotection, and that

1f the conductor had not peen misiaken 1n his ftalk vith
the dispatcher on this particular occasion, the main track
would not have reen ccecupired on the time of train Yo. 2.
Fngineman Cavanaugh maintained that he had spoken nre—
viously to Trainmaster Walsh, inguiring as to what oro-
tection should be expected froa the telephone, and was
told "nothing without a flag", to wnich the enpgineman said
"all right, there will be flag all the time." Enginenan
Cevanaugh felt safe i1n making the movement conterplated,
since the flagman was ocut and everyihing was protected so
far as he cculd see, saylng that they had been doing this
for two years, 1t wais his opinion that there was amgle
tiae for the flagman to have gone back around the curve

a sufficient distance to have afforded full protection,
before the hack-up movement wasg started from thc hranch.

Conductor Ward, of extra 1032, stated that when he
callcd the dispatcher frow the telephone booth apout 3.50
Perle, he thought the dispatcner said that train We. 2
would be at Chandler Junction about 4.30 p.m. Conductor
Jard told Flagman Walsh to "hold everything", as their
train was coiag to back off the branch and procced to
Florence aghead of train No. 2, the flagman started back and
the conductor said he watched ain until he went out of
sight around the curve. aAfter waiting about three or
Tour rminutes, the pack-up rovelent off the braach was
nade, about 4.01 p.m., and then the nain line switch was
cloesed, the flagman whistled 1n, and about one minute
later trai.a No. 2 cane around the curve. Conductor Wiird
sa1d that at the tii1c he talked to the dispatcher acout
train No. 2, there was a slight pause in the conversation,
sormething was alsc saild about an extra west that would be
at Floreace, however, he did not hewr anything said about
tne train that was followiang train No. 2, naniely, triin
No., 46, a fast freignt train. As 1% turned out, hovever,
there was a misunderstanding between hinself and the dis-
catcher, the conductor was laporing under the impression
that the dispatcher saird train No. 2 would be at Chandler
Junction at 4.30 p.»n., while the dispatcher naintained
taat ne told the conductor train No. 38 was out of Canon
City at 3.30 p.m., also that an extra west was coming 1into
Tlorence and that train Neo. 458 would be at Canon City about
4.30 p.m, Conductor Ward stated that he had been criticized
by tne trainmaster for accumulating overt:ise, and for not
doing the work with less delay, the trainmaster saying that
considerable overtine had been paicd for standing up there
waitling. In this particulir inst-once, he was tryinz to do
whiat the trainmaster wantod done, and to move whenever there
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was tire to do so, a2nd the way re understcod the Jdigpaicher,
there wie ample time for extra 1022 to make the conterplated
nevement aheid of traia Ko. 2, 1t not being 2 question of
taking 2 cawnce or =an intentiornal violaticn of the rules,
aad he nlso stated that there was =wiple tire for txc fl-pg-
wan to have ~fforded proper protection; the intendsd move-
nent would not have been attenpted hai he known the re=l
condations.
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Flagman Walsh, of extra 1023, stated that afi le—
vhoning the dispatcher, the conductor tolc him tha 1T
train had unt1l 4.30 p.a. on train Ko. 2 and %o go back and
flag everything, as extra 1022 would core off the bhranch.
He started pack irmediately, between 3.50 and 7.55 p.m{,
walking at an ordinary rate of snmeed, and reached a ~oint
aroand the curve waich he toought was about 800 or S5O
feet from the branch-line switch, which would have nut him
entairely around the G° portion of the coupcound curve and
on to the 1° portion of it. He heard train Io. 2 whistle
for a crossing and placed one torpedo on the rail, but
becarie excited and took it up again, as the train 'as bear-
ing down upon himn. Several things ran through his rind,
ne thourht that nis own train was 1n the clear on the
branch, as he had not heard any pack-up signal sounded
for then to start out, and that meubers of his crew vouald
nhear the walgtle cf train FTo. 2 and rewmain in the clear,
Plagaaa Walsh also thought that 1f he flagged tne approach-
1ng train, the engincman probably would apply the air
brakes 1n emergency and wreck the train, therefore, Ze
nade ao attempt to flag 1t, arnad 1t passed him about the
tine ne was recalled by the whistle of his owvn enTine.
Flagman Walsh was on the fireman's side as train To. 2
passed, having crossed over because taere was moTe Toom
on the oatsidc of the curve, oang {c tae high bank on
the 1nside of the curve. Flagman Talsa said that he was
toree or four car-lengths back ©of the rear car or traia Uo.
s then 1t came to a stop after the accident, and that he
dird not have time to afford protecltion as required, estil-
rmating that about five or s1x minutes elapsed fron the
t1ne he started back until the cocllision ccourred, and ne
thought that nis om train could not have 1losv mucn tirve
11 hacking out on the mailn track. Staterents of Fire an
Gotschall and Brakeman Hubersherger, of extra 1022, ae-
veloped nothing additional of importance.
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Engineman Kelker, of train No. 2, stated that the
roaG crogsing signal was sounded on the engine whistle and
that the gpecd was apbout 35 or 40 »1les per hour wa.le
rounding the curve, the first inti.oation he had of inything
wrong was on seeing extra 1022 about thrce car-lengths
disteant, whercupon he applied the alr brakes i1in encrgency
and then tne collisilon occurred. He had received ao warn-—
1n2g of danger of any kind, such =28 torpedoes, fusee, or o
flofgrian. Firenan Deikman stated that he saw Flagaan walsh
cross fronm the eastpbound to the westbound main track, on



the curve, apout 700 feet 1in back of where the svitch apngine
was located, about 12 or 13 coach-lengthe back, mth hi1s
flag undcr ais arn, the flagaan sras looking eastoard tovard
tie switch engine, no effort being made to flag. Fireilan
Deikman said, however, that the flagman was too far around
te curve ic have seer the awitch encine, the fireman
thovght that he was on a wort train and was oLt to flag

sore following train.

Dispatcher Whiteman, on duty at the time of the acci-
dent, stated that nc received the 0OS on train I'o. 3 from
Canon City apout 3.Z2 or 3.53 p.m., and irmediately after—
wards Conductor Ward telepaoned fror Chsndler Junction,
wanved to know 1f train Nc. 2 had gone, and the dispatcher
tola him that 1t was out cf Caroa City aiv 3.50 p.m., also
taat an extra west vas coming into Florence and th=at train
No. 46 would be at Carnon City avroat 4.30 n.m. Dispatcaer
#miteman s»1d 1t was tae custom to give the crew of this
gwitch run 2 line-up and let them make their rnovement
hack to Florence uader flag protection. He thouzht 1%
was strictly within the rules to make such movements at any
time, and then made an exception 1n the case of first-class
trains.

Dispatcner Stearns, who had been relicved by Disrpatcher
¥hi1teran, sall Le knew crews had moved from the junction
to Florence, ahead of first-class trains, withoul alers,
and he had even heard of the return movement bheing ~ade
acalrnst the current of traffic withcut orcers.

Cperator O'Ne1ll, on duty at Portland, 6.1 milles east
of Tlorence, stated that ke was listening in on the tele-
phone between 3.50 and 4 p.m. trying to find out apout
train No. 2, so as to be 1n position to nang up tas @il
sack, he heard Ccnductor ward call from Chandler Junction
and ack the dispatcher apout train No. 2, and the dis-
patclier told ham 1t left Canon City at 3.50 p.m. As Oper-
ator O'Ne1ll hac found out all he wanted to know on train
No. 2, he ci1d not listen in to any further coanversatioa.

Conclusions

This accident e cavsed primarily by the fai1lare of
Flagman Jalsh, cf extra 1082, properly to protect hie
train by flag.

The evidence 15 clear that Flagrian vwalsh had been 1n-
structed to hold all trains, auf while 1% 1s very doubtful
woetner he was given sufficileat tine to provide proler oro-
tectica 1n acrcordance with the rules, the fact rerains that
20 wae back far enourh go thrt Tic couwld have stoppred troin
I'o. 2 had e not becomc cxcirted when he saw the train ap-
orcaching, with the result that he I21led to give a stop

=%

siznal of any kind.



—7-

The invectigation developed that a practice had gréwn
up whereby the crew c¢f the suvltcn run involved 1n this
accident coamunicates with tle dispatcier by telechone,
obtaing a line-up, and then ccmes out on the main track
under flag vnrotection and returns to Florence, the nove-
ment peilng made withouts train-order authority, even when
on the tine of overaue first class trains, and thus 1a
violation of rule 86, which requires 1inferior tralns to
clear the tine of superior trainsg 1n the same direction by
at least fave riautes, ara to be 1nto clear by the time a
first-class tialn 1s dae cut of the last station in the
rear where tire 1s shown. Im this particular cage, train
o. 2 18 due out of Canon City at 3.46 p.m., and extza 1022
nad no authority to occapy the main track after that 11.ae.
It 1s probaoly true taat in vhis particuler case tneée ove-
rient would not have been attermpted had 1t not been for the
rnisunderstanding between the conductor and the dispatcaer
as to tae time at wnich $rain No. 3 would arrive at
Chardler Junction, but this only serves to emphasize the
danger of adopting a practice not in accordance wiih tne
rules. Egad the rules been observer, then no accident would
have occurred, regardless of the misunderstanding petween
tne conductor and the dispatcher, and regardless of the
failure of Flagmran Wwalsh to give tresin No. 2 a stop signal.

Conducter Ward and Engineman Cavanaagh are responsible,
uader the rules, for attempting the moverent in question
without proper autherity, »ut on the other hand, thcre is
an equal responsicility on the cperating officials, whose
duty 1t 18 to know what practices are being followed and to
see thit ths rules are observed and obveved by all concerned.
The practice here in guestion had been 1n existence for
sone tine, the train dispatchers knew 1t was going on, and
16 1s certain that the officials responsible for tne safe
coeration of this railroad eilther kaew what was going on
and neglected to do anything apoul 1%, or else werc negli-
gent 1n failing to know of the exilstence of the oractice.

In e1ther case, 1t 1s 1ncu bent on then Lo awake to the
responsibilities of tlhelr positicns and to take 1umediate
steps to remedy this or any other situation whereby tralns
arc operated in violation of the vrovisions of the rules.

The empdloyccs 1nvolved rere cxperienced ren and at the
tine of the accident nonec of them had beer on duty 1n vio-
lation of any of the proviesions of tihe hours of service law.

Respectfully submitted,
W. P. BORLAND,

Director.



