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RTPORT OF THE DIRZCTOR CF THE BUw~_ AU OF SAFETY IN RE
INVESTIG, TION OF AN ACCIDENT ™HICH CCCURRED ON
THE DENVER & SALT LAKE RAILROAD NCAR ANTELCPE,
COLO., ON DZCENBER 24, 1933.
Ja.u\-_fj 1.., 1lond.,
To the Commission.

On December 3%, 1932, there was a aerall-
ment of a freaght train on the Denvaer & Salt Lake
dallroaa near Antelope, Colo , +hich resulted in the
death of t o employess and the injury of one employes,

Location ana methoa ©f operation,

Taie acciaent ocsurred on the First District,
whilch e xtends betveen Denwer and Tabzrnash, Colo., a -
distance of 85.83 miies, and 18 a single-track line
over wnich trains are operated by time-table and train
OTugTrs, no nlock-53gDil SyStew oelng in use, Corondg,
23,35 miles from Tepernasn, 18 the oeginning of a
deScenaing grade €asStwyara, wshlch extenas practically
all the +ay Yo Denver, a distance of ©5.47 wiles. From
Corona to 4 point just east of wsnere the accident
occurrea, a qistance of apout 11 miles, tne gracue 16
from 3 to 4 per cent ot practically all points. All
Trelns are requirea to stop at Corona for inspection,
and all eastpounda freight trailns are requireu to stop
2t Dixie lake and 4ntelope, 4.5+ and 9.04 miles from
Corcma, Twspectively, for imspection and cooling of
whecls, reteining valves are also regulreda to be turned
up at Corona, while tne alr pressure requirea On ledv
ing taat point 1s 130 pounds main reservoar, and 1C0
rounds brake-pipe Lpressure,

The point of acciaent ras about 8,300 fect
east of Antelppe, approaching tais roint from the wvest
toere are several short curves and tangents, followeg
by a ld-degree curve to the left, on wnich the accident
occurrad, at a point about 1,000 feet from 1ts western
ena. The weather was clear at the time of the accident,
mulch cccurred at about 12 o'clock noon.

Description,

Eastbounu freigat train extra 105 consisted
of 23 cars of coal ana a caboosc, hauled by engine 105,
ana was 1n charge of ConwucCctor Blackshear and inglneman
Tatkins, It left Antelope wcout 11.55 a.m., almost
immedliately got beyond control and had attalned a speed
gatimated at 40 or 50 miles an hour when 1t was derailed.
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The engine and farst 13 cars were derailed,
the engine being quite badly damaged, vthile the cars
vere demolashed. The employ:ees killed sere the engine-
ran and the head brakeman,

Suzmary of evidence,

According fto Conductor Blackshear, when the
train was inspected at Corona;, 1t was found to be in
good condition to start down the grade with the excep--
tion of the fourth and fourteenth cars from the engine,
the retaining valves on these cars did not hold well
and the hand brakes were applied on these two cars
before the train departed. Just after the train left
Corona, tne first pair of wheels on next to the last
car were deralled by 1ce, and after re-railaing these
wheels the train proceeded to Dixie lLake, where 1%
arrived at 10.30 a. m, At this point another inspection
of the train wae made and defects were found which maas
1t nccessary to cut out the d4ir brakes on the thirteentn
and nineteenth cars; the hand brakes on these oars wsre L
not applied as the defects involved brosen brake Iig-
ging. The train departea from Dixie lake at 11.05 a.m.,
and arrived at Antelope at 11.35 a.n., where 1t stopped
and another inspeciion was made, It 18 the custom at
this point to change the position of the retaining valvet
from the heavy to the light holding position, but 1t oo-
curred to Conductor Blackshear that the engineman had
not handled a train over thi1s territory for some time,
and he thercefore had the retainer valves left in the
heavy holding position., When the train left Antelope,
at 11.55 a.m., Conductor Blackshear boarded the c¢abgose
and he said he noticed that the gauge Showed brake-pipe
pressure of 100 pounds. When the speed had increased
to 10 or 11 miles an hour, he noticed tne engineman
made a brake-pipe reduction of 15 or 230 pounds, which
seemed to be effective and reduoed the speed to 6 or
7 miles an hour, After this reduction had been made,
the train line was recharged to & full 100 pounds pres-
sure, and the conductor said a second application vais
made about half a minute or a minute afterwards, and on
looking at the pauge he saw that the amount of the re-
duction was 30 pounds, This reduction did not scem to
take effect and about 10 or 15 seconas afterwards the
train lunged ahead, and before he could reich the con-
ductor's emergency valve, the indicator receded towgard
zero, 1indicating an emergency arplication had been made,
He did not thank the time between the 30-pound reduc-
tion and the emergency application vas sufficient to
permit the train line to be recharged. The speed of
the train then increased rapidly and the conductor
heard the engineman sound the whastle signal for hand
brakes, but before the rear vbrakeman could starv over
the train for tnis purpose, the spesd was S0 great that
1t was considered uneafe %o attempt 1%, The conducvor
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estimated the speed at the tiwe of the accident to

bave been betwecn 35 and 45 z''<e an hour, After
telephoning for assistanne, Cozauctor Blackshear
inspected the rea- porticn of the train and found

1t to be in tae same ocondition as when leaving Antelope,
cxGept that thore was a missing orake snoe and a vorn
brake head on the sixteentn car, ana he cut out the
brake on this car, thincing thet af the car were moved
in that conaition 1t =zight wear the brake head entirely
avyay. Conauctor Blacsshear further stated that the
train #as 1n the vicinity of the edst station mile
boarc when ne realized that the brakes were not holding,
tnis mile board as about 3,000 feet from the point of
accidmnt.

Rear Brakeman Heueisen sala he persondlly
inspectea the first 13 cars at Antelope and that the
Cenductor inspectied the rear portion of tne train,
the head brakeman not knowing now to handle the retaein-
ers, He also said that on account of the short section
of level track at Antelope 1t 18 necessary to turn aoan
the retainers to allow the brakes to release in order
to 8tart the train, the retalners btelng turned up agaln
as Soon as the brakes are released and that this was
done on this occasion, According to his further state-
ments, the first reduction made as the train was leav—
ing Antelope was a 1l5-pound reduction, and he thought
1t wsas a minute or two before the second reduction was
xade, giving the train line time to recharge. This
second reduction was a 30-.pound reduction, which did
not seem to take effect, and he sard the orakes were
then released and an emergency application made. The
stutements of both the conductaz and the reair brakeman
rere 1o the effect tbat the usual piston travel on
heavily loadea cuars leaving Corona 1is from 4 to 5
inches, that the piston travel on the cars of this
traln appeared to be .n proper condition, and tnat
they maae no ad)justments.

Fireman lemmuon Said the engineman experienced
no difficulty in handling the trailn between Corona
and Antelope, except at the point where the car was
derailed jJust east of Corona, the train stood at this
point about an hour, and the brakes seemed to leak off
on two or three occasions and allowed the train to
creep ahead a short distance. After leaving Antelope
the first reduction made by the engineman seemed to
hold, but the fireman said the next reduction dia not
seem to take effect and that the engineman then made
an emeTrpency application and told ham to Jump, at the
same time reversing the engine, orening the throttle
and. whistling for hand brakes. Fireman Leamon had not
noticed the air gauge to ascertain the extent of the
reductions which were made, neither did he xnos shether
the water brake bad been used after leaving Antelope,
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although he said 1t had oeen used retween Corona and
Antelope, He estimated the speea at the time he jumpe.
to have been between 35 and 40 miles an hour.

Conductor Roth, in charge of the train which
handled the undamaged portion of extra 105 bdck to
Antelope, salid he examined the cars before moving them
and found that the tenth car from the caboose had a
broken brake pipe causea by the accident that the
retatning valves were Lurned down on fovr cars, while
on tv¢ others the air brakes were cut out. Prakeman
CGorder, wsho was in Conductor Roth'e crew, heara the con-
ductor say the retaining valves were turned qown ou
four cars and sald he also heard Conductor blackehear
Say he had turned them down nimself, when he neard tne
relief train coming.

On December 29, inspection of the 10 rear
cars, which were sS%tiLl at Antelope, snowed that the
plston travel was from 54 to 74 inches. Tne brakes
were cut out on whkat had teen the sixteenth and nine-
teenth cars of the ira'n, while there was a brcken
check lever on the "A% ena of the fifteenth car, mak-
1ng the brok%es on the rcar end of this car inoperative,
and the seventeenth cat had a retaining valve which
held poorly,

Inquiry into the experience of the members
of the crew over this part of the raiiroad disclosed
the followrag:

This was the second traip the engineman had
mads 4s an engineman, with a tonnapge train, over this
partion of the road, since he gualified for bill ser-
vice 1n June, 1931, the previous trip having oeen 1in
July 1521, he also had mdace many trips in helper ser-
vice, The fireman was making his second trip since
November, 1521, ana had had only 6 weeks priol expel-
lence 1n railroad service, The cond'ctor was making
his second trip as a conductor 1n more than a year,
although during the same period ne had maue 12 trips
as a brakeman. The head brakeman was making his first
trip over this territory. The rear brakecan had mdue
one trip as a brakeman since November, lv2l, 1n adailtion
to 168 days' service on a rall loader.

Conclusions,

It 1s pelieved this accident was causea by
failure of the enginemamn to operaté the Lrakes properly.

Tae 1nvestigation disclosed thet this train
had been promerly controlled on the heavy zrade ogtveen
Corona and Antelope, deronstrating that the train brake
8,ster was in such condition that the train could pe
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contreolled, and the first arprlication whaich was maade
after departing from Antelore was effective in reduc—
ing the speeda. It appears, ccwsever, that <fter this
application the brzkes wers released osefore the speed
of the train had been sufficiently reduced to permat
the train brake system to be recharged properly, and
that the second aprlication was maue osefore sufficient
tire had elapsed to pormit the guxiliary reservolrs 1o
be fully recharged, resulting in lack of aaequate
braking power from a service application to control
the train, the emergency application snica vas maas
following the second service applicatlon 7«8, on account
of the depleted pressures then available anda the 1n-
creased speed, equally ineffective.

As previously shown, all the membsrs of the
train crew of extra 205 wére 1nexperienced in toe
operation of trains over this territory. Operating
conditions on this railroad are probably as sevegre-
as on any railroad in the comntry, and 1f trains are
to be operated in safety, 1t 18 a matter of absolute
necessity that only employees thorougnhly expzrienced
in mountain operation be placed in charge, and the
officials of this railroad are open to Severe censure
in permitting a train to ve operated by a crew com-
posed entirely of incexperienced men,

It also appears that the crev of this train
had peen on duty in viglation of the Hours of Survice
vaw, The traelr crew went on duty at 3.20 p.m,, and
tne engune ~rew at 3.10 p,m,, December 33, 192é, and
at the time of the accident, therefors, these employ-
eées had been on duty nearly 21 hours.

Respectfully submitted,
W, P. BORLAWND

Darector,



