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Denver and Salt Lake
September 27, 1938,
Lowell, Colo.
Head-end collision

D.& R.G.W. passenger D.& S.L., freight

) ¢ Filrst 72

D.& R.G.W, 1201 : D.& S.L. 201

7 cars ¢+ 41 cars, caboose
20 m.p.h. ¢ 8-15 m,p.h.

Timetable end train orders

Junction of single and double track; 0,64
percent descending eastward.

Clear

About 4:14 or 4:15 p.m.

1 killed, 26 injured.

Failure of inferior train to clear the

schedule time of an opposing superior
train as required by rule,
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November 18, 1938,

To the Commission:

On September 27, 1038, there was a head-end collision
between a Denver & Rio Grande Western Rallroad passenger
trein and a Denver and Salt Lake Railway freight train, on
the tracks of the latter at Lowell, Colo., whicn resulted in
the death of 1 trespasser and the injury of 16 passengers, 1
person carried under contract, 4 dining car employees, 1 employee
off duty, and 4 employees on duty,. The investigation of this
accident was made in conjunction with a representative of the
Fublic Utilities Commission of Golorado.,

Location and method of operation

This accident occurred on Subdivision 1 which extends
between Denver and Phippsburg, Colo., a distance of 167.8 milles,
over which trains of the Denver & Rio Grande Western Railroad,
hereinaftcr referred to as the D.& R.G.W., are operated, This
1s a single~track line except between Endo and Lowell, a distance
of 3,02 miles, which is a double-track line, Endo and Lowell
are located 2,41 and 5.4% miles, respectively, west of Denver,
Train movements are governed by timetable and train orders, no
block-~signal system being in use, A spring switch is located
at the junction of the sinzle and the double track lines at
Lowell, its normal position being for the eastward main tracke.
The accident occurred within yard limits at a point about 28
feet east of this switch, Approaching from the east the track
1s tangent a dilstance of 6,180 feet to the switch and 754 feet
beyond, Approaching from the west there are 2,809 feet of
tangent track followed by a 1°© 30' curve to the right 1,298-feet
in length, and then the tangent on which the accildent occurred,
The grade for west-bound traiis is 0.3 percent descending a
distance of 1,900 feet, folljwed by a vertical curve 600 feet
in length, and then 0.64 percent ascending a distance of 500
feet to the polnt of accident and approximately 1 mile beyond.

Due to trees being located on the inside of the curve,
the view was somewhat restricted,

Rules of the operating department provide;

8-87, An inferior trazin must kcep out of the way
of opposing superior trains, end failing to clear the
main track by the time reguired by rule nust be pro-
tected as prescribed by rule 99.
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S~89., At meeting points, between trains of differ-
ent classes, the inferior train must take the siding
and clear the superior train not less than five
minutes, and must pull into the siding when practic-
able, If necessary to back in, the train must first
be protected as prescribed by rule 99, unless other-
wise provided,

93, ¥*¥*Zecond and inferlor class trains, extra
trains, yard engines and light engines must move within
vard limits prepared to stop unless the track is seen
or known to be clear, ¥¥¥¥

98, Trains must approaclh the end of two or more
tracks, Junctions,and railroad crossings at grade
prepared to stop, unlesc the switches are properly

lined, signals indicate proceed, end track is clear,
33 34k

Special timetable rule 34 provides between Endo and
Leyden, within which territory this accident occurred, a maximum
speed of 60 miles per hour for passenger trains and 40 miles per
hour for freight trains.

The weather was clear and the sun was shining at the
time of the accident, which occurred about 4:14 or 4:15 p.m,.

Desecription

Noe. 5, a west-bound D.& R.G.W, passenger train, cousisted
of one baggage car, one coach, one dinette-coach, onec tourist
sleeping~car, two standard sleeping-cers, and one dining-lounge
car, in tnc order named, all of all-steel construction, hauled
by D.& R,G,W, engine 1201, and was in charge of Conductor Mauzy
and Enginemen Willingham, This train passed Prospect, 4,43 miles
east of Lowell, at 4:06 p.m., according to the train sheet, on
time, passed Zuni, 1.18 miles east of Lowell, at 4:13 p.m.,

1 minute late, and collided with First 72 at the junction of the
single and the double tracks at Lowell while traveling at a
speed estimated to have been about 20 miles per hour,

First 72, an east-bound D.& S.L. freight train, consisted
of 41 cars and a caboose, hauled by D.& S.L, engine 2Cl, and was
in charge of Conductor Thomas and Engineman Ohrns, This train
departed from Cliff, 31.61 miles west of Lowell, at 2:23 p.O.,
according to the train sheet, 4 hours 39 minutes late, passed
Plain, the last open office, 19,02 miles west ¢f Lozeil. at
0:126 pels; S hours 58 miautes late, and collided with No, 5 at
Lowell while traveling at a speed variously estimated to have
been from 8 to 15 miles per hour,
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Engine 1201 telescoped engine 2C1 a distance of 7 feet,
Engine 1201 was derailed and the engine truck and first pair
of driving wheels of engine 201 were derailed; both engines
were badly damaced, The first tcn cars of First 72 stopped .
in various positions on each side of the track within a distance
of about 100 feet; 8 of the cars werc destroyed. The Tirst
car of No, 5 overrode the platform of the second car, telescoping
the superstructure a distance of 15 feet, the rear truck of the
first car being Torced ancad, The remaining equipment in No, ©
was neither derailed nor damaged. The employees injured were
the fireman of First 72 and the engineman, the fireman and the
baggageman of No. 5.

Summary of evidence

“ngineman Willingham, of No, 5, stated that the air
brakes were tested at Denver and reported as functioning properly.
He made the proper comparisons of hls watch; it was 5 seconds
fast with the standard clock at the station, 3 scconds fast with
the conductor's watch and about the same as that of the fireman,
His train left Union Station, Denver, at 4:02 p.m., 1 minute
late, passed Prospect at 4:07 p.m., proceeded over 43rd and 48th
Street crossings at a speed of 12 miles per hour, and over the
various spring switches between Prospect and Utah Junction at
a speed of 15 miles per hour, and did not sttaln a speed of
more than 25 miles per hour uantil after Qassing the last spring
switch at Utah Junction, approximately 1z miles east of Zuni,

He then increased speed to about 40 miles per hour, but reduced
to 25 miles per hour to pick up slow orders when passing Zuni,
The train passed that point at 4:13 p.m., Aftcer Engineman
Willingham read the orders, which restricted the speed at loca-
Tions west of the point of accident, he handed them back to

the firemean, at which time he thought they were about 25 or 30
car lengths weat of Zuni. He then looked ahead and there was
nothing to distract his attention. He looked at his watch as
he pessed over Federal Blvd., located 3,458 fect east of Lowell
switch, and it was 4:15 p.m, He could see & distance of about
60 cear lengths to the curve and the track was clear. Just
after pacseing over Lowell Blvd.,, located 8C6 fest from the switch,
he saw an approaching train as it was leaving the curve and
entering the tangent track on which the accident occurred, The
fireman apperently saw it at the same time as he called a warning.,
His train was then traveling at a speed of 40 or 50 miles per
hour and he immediately closed the throttle, aprlied the air
brakes in emergency and opened the sanders; he felt the brakes
taking hold, Both he and the fireman jumnred off; he said that
he jumped off when about 1 car length from the switch, at which
time the speed was about 20 miles per hour. He fell and after
getting up he looked at his watch and it was 4:17 p.m. Ee
thought that the freight train was moving at the time of the
accldent,
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Fireman Harris, of No. 5, stated that 1t was 4:13 p.m.
when he picked up the orders at Zuni and while the engineman
read the orders he was looking ahead from the left side.

Fireman Harris then reached for the orders and after reading

them he hung them on the engineman's side of the cab, and he
thought at that time the engineman was sounding the crossing
whistle signal for Lowell Blvd. He returned to his side of

the cab and looking ahead saw a train approaching around the
curve; by the time he could warn the engineman the train wes
entering the tengent track. He Jjumped off when about 5 or &6 car
lengths from the switch, at which time the speed of his train

was betwecn 20 and 25 miles pecr hour. After getting up he looked
at his watch and 1t was 4:17 p.m.

The statements of Conductor llauzy, of No. 5, corroborated
those of the engineman and the firemsn as to the time their
train passed the various points en route. He was in the second
car when he felt the air brakes being applied in emergency; he
braced himself, took out his watch and it was 4:14:30 p.m, He
was not sure as to the speed at the time of the emergency appli-
cation but thought it was about 35 miles per hour and that the
speed had ‘been reduced to about 20 miles per hour at the time
of the collision.

Head Brakeman Cox, of No, 5, stated that he wes standing
beside Conductor idauzy when the latter took out his watch at
the time the air brakes were applied in emergency and he saw
that 1t was 4:14:3C p.m. The statements of Flagman Willis
concerning the movement of No. 5 corroborated those of the
conducter and the brakeman in ell essential details.

Engineman Ohrns, of First 72, stated that an air-brake
test had been made before leaving their initial terminal and
the brakes functioned properly. Hc compared his watch with
the standard clock ot Phippsburg and also with the watch of
the conductor, and there was very little varietion; he later
comparcd time witn the fireman and the head brakeman, Engineman
Ohrns sctatel that at Arena he had discussed with the head
brakeman the subject of clearing o, 5 at Lowell and the latter
indicated that they had sufficient time. They were at Arena
about 6 minutes and left there about 3:44 p.m. His engine
passed the east switch at Leyden, 6:54 miles west of Lowell, at
3:58 p.mey, and after leaving that point he computed his running
time and thought that he could clear No. 5 at Lowell, Ee
arrived at the west switch of the siding at Ralston, 5.55 miles
beyond, at 4:08 p.m., and when at a point about 8 or 9 car
lengths east of the east switch he compared time with the fireman
and 1t was 4:10 p.m.,, and the fireman remarked thet they could



get treir train in the clear befeore the schedule leaving time

of Yo, 5, which is 4:14 p.m. His trein was then traveling at
o speed of about 25 miles per nour, In o later statement,

rowever, Snginemen Olarns said that when 8 or 9 car lengths beyond
the east switch it wes 4:00 p.m., and 1n another statement he .
gsid 1t was a2hout 4:07 at the west switch end 4:08 at the east
switch and thot he had 5 minutes to reach the double track at
Lowell, The siding ot Ralston 1s 1,12 miles 1n length. He also
rede e stotement thet his speed was 30 or 35 miles per hour when
passing the cart switch 2t Ralston. After passing that switch
he saw the smolte of No., D 1a the vieinity of Zuni and he con-—
tinucd to watch the smoke of that train, and At no time was
there any indicetion of tle enginc being shut off. He sounded
his engine whistle zlmost continuously and began to reduce the
specd oT nis train to enter the double track, He first meade a
10-pound breke-pipe reduction, then cbout 2 4 or 5-pound reduc—
tion, Dbringinys the speed down to avout 10 riles per hour; he
then made an energoency aprlicetion of the brakes and the train
stopped prior to the collision. fnginerean Ohrrns adnitted that
he was a 1little short orf cle-rinz No, 5 the full five minutes,
a3 required by rale, that 02 violeted the yard-1limit rulc and
tnat he could have stopped his train when he first gaw the smoke
of Noe. 95, but was depending on the schedule time of No. 9,
stating that ke thaought No., 5 vould stop end clear the double
track on account of being ahcad of schedule. As soon as the
accldeat occurred he juuped off tue enginc and ran over to some
sectioanen on the C.% S. track and clecked his watch with the
gcction roremant's cnd they were the same, He gaid the section
foreman informed hin that the eccident occurrcd at 4:11:05 p,.m.
Head Brakeman Fisher was with him when the conparison was made,
The enzineman said that at the maximum authorized speed of 15
miles per hour eaterias the switch at Lowell it would have taken
1l minute 43 seconds from the time the enrlne entered the switch
until the caboose was into clesr,

Fireuan Bisbhop, of Pirst 72, stated that at Arena he
asked the eaglnensn where they msould go for Nc, 5 and the engine-~

man replied, "To the double-track." Approaching Ralston the
engineman sounded thz whistle and the fireman lepoked at hils
watch and 1t was about 4:08 Pelle He again looked at his watch

when they were a few car lengths west of the east siding switch

at Raleton and it was 4:09 p.m., and he asked the engineman if

they had time to go to Lowsell, adding that their timc was a

little short, The engineman replied that they could clear No, 5. .
He knew that No, 5 was duc to leave Lowell ot 4:14, and under

the rules his train should have been in the clear ot Lowell at

4109 peme; he thought they would get into clecar vefore 4:14 p.m,
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They passed the east switch at Ralston at a speed of about 30 or
35 miles per hour. The engineman sounded the whistle almost
continuously from Ralston to Lowell. Crossing over to the engine-
man's side Fireman Bishop saw the smoke of No, 5 and when he
returned %o his own side of the cab they were entering the

tangent track and he could sec the train approaching at a good
rate of speed, He warned the engineman but the latter had
already begun to reduce the speed, Fireman Bishop then descended
to the step to Jump off and as he did so the engineman closed the
throttle and applied the air brakes in emergency. When he Jumped
off the speed was about 15 miles per hour; he fell down the
embankment and, according to his position in relation to the
wreckage after the accident, he had jumped off between 3 and 4

car lengths from the point of accident. He stated that he lost
his wetch in the accident,

Head Brakeman Fisher, of First 72, stated that he com-
pared his watch with the standard clock at Phippsburg and also
with the conductor's and the engineman's watches. At Arena,
he asked the engineman where they were going for No. 5, and
the engineman replied, "To the double track," The brakeman
then asked him if the time was not going to be a little short,
and the engineman said that he could clear them by 4 minutes,
Brakeman Fisher rode in the brakeman's cabin on the tender, At
Ralston he relayed a proceed signal from the rear end to the
engineman; they passed the east switch at 4:08 p.m. Reaching
a point about 10 or 12 car lengths east of the east switch at
Ralston he started to go to the engine cab, but the fireman had
closed the coal gate so he went on top of the cab. He heard a
warning signal sounded by his engineman and looking ahead he
saw No, 5 which appeared to be some distance east of Lowell Blvd,;
his own train was then 25 or 30 car lengths from the Lowell
switch and his engineman was reducing speed, Brakeman Fisher
went back to the tender and seeing that an accident was in-
evitable he started down the ladder and the accident occurred
immediately thereafter, His train was moving at a spced of 8 or
10 miles per hour. He was thrown off and immediately after
getting up he looked at his wateh and it was 4:11. A section
motor-car on the C.& S, Ry., which parallels their tracks on the
south, came up to the wreckage and he asked the foreman if he had
witnessed the accident and what time 1t had occurred, The sec-
tion foreman replied that it had occurred at 4:11. The engineman,
the head brakeman and the section foreman checked their watches
and all indicated 4:14 p.m, at that instant.

Conductor Thomas, of First 72, stated that he compared his
watch with the standard clock at Phippsburg. He thought they
stopped at Arena about 8 minutes and left that point at 3:43 p.m,
Approaching Leyden he henard the station whistle signal, looked at
his watch and 1t was 3:55 p.m., then he gave a proceed signal, and
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planmned to go to Zuni for No, 5. As the caboose passed over the
west switch at Ralston he had his watch in his hand and it was

4:07 pem, He realized that they were on short time, but with a
running time of 2 minutes to Lowell he figured they had time to '
get into clear; he knew they should be into clear at 4:09 p.m.
under the rules but was depending on rules 98 and 99 for protec-
tion. There was no doubt in his mind that they could clear No. S
at Lowell, The speed of his train was about 35 miles per hour,
and as the caboose reached tile middle of the siding he noticed a
reduction in speed. He got up into the cupola on the right side
and could see smoke ahead. The train continued to reduce speed
and the caboose stopped with a jar at 4:10:40 p.!1.He looked at
the alr gauge and it went down to zero. He and the flagman
started toward the head end of the train and seeing what had
occurred he instructed the flagman to go back to the telephone

to report the accident. They were then about 6 or 8 car lengths
from the rear of their train and the telephone booth was located
abhout 700 feet west of the caboosec.

Flagman Everett, of First 72, stated that his train was
traveling at a speed of between 12 and 15 miles per hour and then
1t stopped suddenly, After the accident he walked toward the
head end of the train a distance of 8 or 10 car lengths, crossed
over to the C.& S, right-of-way to see what had occurred; and
then went back to the telephone booth located 724,7 feet west of
the caboose, He thnught that about 5 or 6 minutes elapsed from
the time of impact to the time he reported the accident. He
stated that he d4id not know it was necessary to clear No, 5 at
Lowell by five minutes,

Operator Epstein, at Zuni, stated that he received from
the dispatcher the clearance for No. 5 at 4:07 p.m. No 5 passed
at a speed of about 40 miles per hour, the usual speed, and after
he delivered the three sets of orders to the crew of that train
he looked at his watch and it was 4:13 p.m. After the train
passed he had a little difficulty in finding one of the hoops,
and had to go about 250 yards for one of them. He watched No, 5
and saw First 72 in the vicinity of the curve and saw that there
was trouble., Returning to the office and plcking up the telephone
he hesrd Brakeman Everett reporting the accident to the dis-
patcher, and as soon as he could talk to the dispatcher he re-
ported No, S having passed Zuni at 4:13 p.m.

Dispatcher Stephenson stated that when Brakeman Everett
called him by telephone to report the accident he looked at his
watch and it was 4:16:50, He had checked his watch with the
standard clock and his watch was 10 seconds fast,
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Chief Dispatcher Culbertson stated that the record showed
the accident was reported by Brakeman Everett at 4:17 p.m.

Section Foreman Gaston, of the C.% S. Ry., the tracks
of -which parallel the D.& S.L. track egbout 75 feet to the south,
stated thet he and his men had been working at a point about
1,300 feet west of the point of acclident and wcre preparing to
leave wnen his atteantion was attracted by the continuous short
blasts of the whistle sounded by the freight train. The treoin
was in the vicinity of Tennyson Blvd., which is located approxi-
rately 1,840 feet west of the point of accident; when he first
saw the train 1t was rmoving at a speed of about 20 miles per hour.
He then looked eastward and saw the passenger train which ap-
peared to be east of Lowell Blvd., but he was unable to estimate
its speed. It was working stear until it reached Lowell Blvd,;
both trains were moving at the time of collision, Section
Foreman Gaston stated that he and his men realized an accident
was imminent and they ran toward the south side of their right-
of-way, but as scon as the accident occurred they boarded their
mo tor-car, the motor of which they had left running, and
proceeded down to the scene of accident. Two nembers of the
freight crew came over to the notor-car and asked hin to compare
time, and his watch, which was a standard watch, at that time
showed 4:14 p.nm. The watch of one of the men showcd the same
time, but he did not see the other man's wetch. He d4id not look
at his wctch when the accident occurred but thought that it
occurred about 4:10 or 4:11 p.n. The statements of the section
laborers practically corroborated those of Section Foreman Gaston,

Conductor Tindesll, of Extra 3402 West, stoted thatv his
train had a meet order with First 72 at Arena, =t which point
his train entered the east switch of the siding. First 72
cleared the west switch at 3:45 p.m., imzedistely after which
Extra 3402 depearted, Looking back when passing the west switch
at Clay, located approxinately 3 miles west of Arena, he saw
First 72 when it started to leave Arenz, at which time 1t was
about 3:55 p.m,

Conductor Meaas, of the C.& S. Ry., stated that his road
practically parallels the D.& S.L. in the viecinity of Zuni. Hc
was in cherge of an east-bound freight train on the day of the
accident and saw No. 5 approaching in the opposite direction at a
ioigt a short distance east of Zuni, at which time it was about

: p.ml

George Scherzer, an eyewltncess to the occurrence of the
accident, stated that he was working in a field north of the
D.& S.L. tracks, about 175 yards from the point of accident. Both
trains were moving at the time of the collision, He saw the
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flagman cf First 72 start westward immediately after the

accident, The farmer immediately went over to the scene and as

he approached the wreckage on the south side ke looked at his

watch, about cne minute after the accident occurred, and as '
nearly es he could remember it was about 4:16 p.n. He did aot
know whether his watch was correct.

General Superintendent Johnson stated that there was no
speed restrictions for No. 5 over the spring switch at Lowell,

During the 30-day period preceding the day of the ac-
cident, a daily average of 21,8 train movements was made over
the territory involved, according to a statement submitted by
operating ofticinls,

Observations of the Commission's Inspectors.

Tests were conducted to determine the distance an east-
bound engine could be seen from the cab of a west-bound engine
epproaching Lowell; the same type of engines as those involved
in the accident were used. The east switch at Ralston can be
clearly seen from either side of a west-bound engine passing
over Clear Creel Bridge, locatcd 2,900 feet east of Lowell
switch; this distancc is about 5,144 feet and iancludes 3,583
feet of tangent, followed by 1°© »0' ~urve to the left 1,298
feet 1n length, then 163 fcet of tangent track; the view 1is
practically unobstructed from the left side of an engine procecd-
ing westward, but the view is gradually cut off from the right
side by thec boiler of the engine as it aporoaches the curve,

A train consisting of an engine and sever:l cars, with
the engine standing on Tennyson Blvd., approxiaately 40C feet
east of Ralston switch, could be clearly scen its entire 1cngth
from cither sidc of an engine hecded west ond pnssing over Clear
Creeck Bridge. The train was in signt continuously from the left
side of the engine as 1t proceeded westward; the view from the
right side was gradually cut off and the train passzd entirely
from view at a point about 500 feet eost of Lowell Blvd.

Discussion

There was considerable discrepancy in the evidence with
respect to the time the accident occurred, the crew of First 72
stating that it occurred about 4:11 and tne crew of No. 5 stating
1t occurred between 4:14 and 4:15 Dells The scheduled leaving
time of No. 5 at Lowell was 4:14 p.m., and under the rule First
72 was required to clear that train not less than five minutes,
ocr at 4:09 p.m.
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The engineman of First 72 stated in effect that his train
srrived at Arena, 12,55 miles west of Lowell, about 3:38 and
departed aovout 3:44 p.m.; the coaductor stated in effect that
the train arrived at Arena about 3:35 and departed about 3:43
Dol re conductor of Extra 3402 West sald that First 72 on
arrival at Arena cleared the west switch at 3:45 p.m., and he
looked back from a polnt approximately 3 miles weet of Arens
and saw First 72 just leaving Arensa, at which time it was about
5150 DPelis If First 72 left Arens at 3:55 p.m., then it would
have 14 minutes in which to travel 12.55 miles to Lowell and
clear No. 5, necessitating an average speed of 53,7 miles per
hour, whereas the maximum suthorized speed wes only 40 miles
per hour,

According to the stotements of the engineman of First 72,
he passed the east switch at Leyden, 6.54 miles west of Lowell,
at 3:58 pe.m., and after leavine thet point he computed his
running time and decided he could clear No. 5 at Lowell, The
schedule running time of First 72 1s 14 minutes from Leyden to
Lowell, and based on tnat time he would reach Lowell at 4:12 pa.m.,
leaving only two minutes to get into clear before the schedule
arriving time of No. &, He saild it would heve teken him 1
minute 43 seconds from the time his engine arrived at Lowell
switch to the time the rear end would heve been in clear. The
engineman made three dAiffercnt statements as to the time he
passed the cast switch st Ralston; he first stated that he checked
the time with the fireman when zbout 9 or 10 cer lengths beyond
the switch and it was 4:10 p.m.; in a second sictement he said
it was 4:09 pem., and in = third statement he said it was 4:08
p.m. when passing the east switch. He also stoted thet im—
mediately after the accident he checked his watch with the sec-
tion Toremen of the C.& S. Ry., and they were thce same; the
Toreman cdvised him thet the accident occurred about 4:11 p.u,
The section foreman stated that it was 4:14 p.m. when the check
was made but that he did not look ot his watch until the check
was mede; he said he had just cstirmated the time of the occurrence
of the accident; however, there was nc evidence that 3 minutes
elapsed between the time of the sccident and the time of come—
parison and according to the movements made by the section men
it appears probable thet less then onc minute elapsed., The flag—
men of First 72 said that 5 or 6 minutes clapsed between the time
of the accident and the time he reported it to the dispatcher,
which was &t 4:17 p.m.; he expleined that he first walked some
distence forward before starting to the tclephone at the rear,
but o farmer nearby saw him go directly to the recer immediately
after the accident occurred. The farmer fixed the time of the
accldent a2t 4:15 p.,m. and since the flagman had but 725 feet to
cover to reach the telephone i1t sppesrs that the farmer's estimote
wes felrly accurate. The engineman of First 72 further steted
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tnet slortly =fter pessing the east switch at Ralston he sow the
anoke of No. 5 at Zunl znd at no time did he sec eny indicatlon

of thc engine being shut off, yet he continucd to operate nls ’
train to the end of double track in the face of the opposing
first—-class train. He sounded the engine whistlc in an atternt

to wern the opposing train and reduced the speed of his train

to enter the double track, but said that he had stopped his

troin prior to the collision. The statements of the other
mombers of the crcw, as well as the other cyc-witnesses of the
accident, and the position of the wrockage, indicate that First

72 was roving at the time of the collicion end that it had entered
the switch & distance of about 28 feet when the collision oc—
curred, The fireman, the hoad bralkeman and the conductor all
stoted that their time was a littlc short to clear No, 5 at
Lowell, the fireman s2id he called the c¢ngineman's attention to
this fact but the letter denied 1t; all said they believed that
they could reach Lowell before the le~ving tinme of No. o even
though they would pess through yard limits epproaching Lowell,

The train sheet shows tht No. 5 left Frospect 4.43 miles
eest of Lowell, at 4:06 p.m., on time, and passed Zuni, 1.18
miles east of Lowell, at 4:13 p.m., 1 minute late. There are
two street crossings and several spring switches over which the
speed 1s limited to 12 and 15 miles per hour, respectively, and
according to the statements of the engineman of No. 5 he com—
plied with these restrictions, and did not attain a speed of
more then 25 miles per hour until after passing the last spring
switch at Utah Junction, approximately 1 1/2 miles east of Zuni,
He then attained a speed of 40 miles per hour which he rcduced to
25 miles per hour at Zuni to pick up orders, That No. 5 could not
have passed the point at Lowell for wnich time 1is shown in
advance of 4:14 p.m., 1s conclusively established by the following:
The times appearing on the train shect, the fact thet No. 5 had
traversed a distence of 5.43 miles from Denver, its initial ter-
minal, with the verious spcecd restrictions being cbserved, the
statement of the C.& S. Ry. coaductor to the effect that he saw
No. © & short distance esst of Zuni at 4:12 p.m., the definite
statenent of the operctor ot Zuni that No. 5 passed that station
at 4:13 p.m., one minute late, and that the distance from Zuni
to Lowell is only 1.18 miles which would preclude the possibility
of making up more than a Trcetion of 2 minute between these

stations, .

. Approaching the point of accident from the east the track
i1s tangent for more than a mile and thc view of the track to

the cnd of double track, and for several hundred feet beyond,

was unobstructed. As No. 5 approached the end of double track
both the engineman and the fireman observed that the track was
clear until within abnut 80C fcet of the switch, when First 72
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was seen coming eround the curve. The engineman of No. 5
applied the brakes in emzrgency but the distance was not suf-
ficient to stop the train short of the switch, There was some
evidence to the effect that the engineman and the fireman of No,
5 could have seen First 72 somewhat earlier by lcoking across
the curve,

The average dailly train movement of 21.8 trains over the
territory involved during the 30-day period preceding the day
of the accildent, and the conditicns disclosed by this inves-—
tigation warrant consideration of the need of additional protec—
tion; an adequate block system probably would have prevented this
accldent,

Conclusicn
This accident was caused by the failure of an inferior
train to clear the schedule time of an opposing supericr train
&s reguired by rule,
Recommendaticn
It is recommended that responsible cfficials of the
Denver and Salt Lake Railway give consideration to the need of
additional protectinn for train movements.
Respectfully submitted,
W. J. PATTXZRSON,

Director.



