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INTZRSTATE COMMEZRCE COUNISSION
RIPORT OF THE DIRZCTOR OF THTI ZURTAU OF SATTTY CONCEIRNING AN
ACCIDENT ON THT SrOKAN PORTLAND & STATTLE RAILWAY

Y
= -—J,
NEAR SPIARFISE VASH, ON AUGUST 15, 1933,

December 15, 1933.
To the Commission:

On August 13, 1233, there was a derailment of a freight
train on the Spokane, Portland & Seattle Railway near Spearfish,
Jash., which resulted in the death of 3 trespassers and the
injury of 10 trespassers.

Location and method of operation

This accident cccurred on the First Subdivision of the
Vancouver Divigion, which extends between Vancouver and Jisnran,
wash., a distance of 98.1 miles, and 1s a single-track line over
which trains are operatsed by time table and frain orders, no

lock-signal system beins in use. The accident occurred at a
point atout 4,100 feet west ol the west passing-track switch at
Spenrfish; appioaching this point from the east, there are a
nuaber of curves and short tangents followed by a 3° curve to the
12ft 1,397 feet in length, including spirals, the accident occur-
ring on this curve at a voint atout 1,020 fe=t from its eastern
end. The grade for west-bound trains 15 slightly descending, 1t
being 0.1 percent at the point of accident.

In the immediate vicinitv of ithe point of accident the track
is in a deep rock cut. It 15 laid with SO0-pound rails, 39 feet
in length, with an eaverare of 23 ties to the rail length,and is
equipped with 12 to 14 mcdified Farr ra:l anchore to each rail
l=ngth. No cpikes have besn driven in the angle-bar slots,
thus leaving the joints Ir=e. Taz track is ballasted with pit~
run sand and gravel to a depih of 1€ inches, and is well main-
tained. Spccial tire *tatle instructions restrict the speed
of freight trains to 40 milaes per hour.

The weather was clcar and exceptionally hot, with temper-
atures up to 112° at the time of *he accident, which occurred
about 4:15 p.ri.

Description

West-bound freight train extra 534 consisted of 82 cars and
a cavoose, hauled by enyine T34, and was 1n charge of Conductor
Johnson and Engineman Babcock. This train departsd from Wishram,
7.7 miles eact of Spsarfish, at 3.&57 p.m., according to the train
cheet, and was derailad after passing Spearfish while traveling
at a speed estimated to have bezn about 25 miles per hour.
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The rear trucks of the thirty-eighth and fortieth cars were
derailed, but the thirty-ninth car remained on the track and
all three of ihese cars remained with the front portion of the
train, vhich otopped 2,233 fect beyond the point of derailment.
The following 15 cars wvere derailed and stopped in varilous
positions, many of them being demolished. The trespassers
killed and injured were riding in a box car which was anong those.
derailed.

Sumiary of evidence

Engineman Babcock ctoted that as the enqine passed through
the cut he noticed nothing unusual; the track did not appear to
bs rough, and the first intimation he had of anything wrong was
when the air brakes applied. He was working steam at the time
and the train was traveling at a speed of about 35 miles per hour.
Fireman Ohlemeyer, and dead 3rakeman Nelson, who was also riding
on the engine, stated that they noticed nothing wrong as the
train rounded the cirve on which the accident occurred.

The first intimation that Conductor Johmson had of anything
wrong was when Bralkeman Sullivan warned him to hold on. His
exanination of the equiprient and track after the accidsnt led hinm
to think that the accident was due to a sun kink. He saw no
indication of poor track; hs found no braks beams down, and no
broken flenges or broksn wheels that could anve caused the
accident. A broken whesl was found undzr one of the cars, but
th1s break apneared to have been a result of the accident.
Conductor Johnson said the train had besn inspected and the air
brakes tested by the car inspectors bsfore leaving Jdishram.

It also appeared from hic stiitemants that he had beesn over this
portion of the road earlicr in the day, riding in a caboose, and
at that time had not noticad anything wrong. The statemsnts of
Brakeman Sullivan brought out nothing additional of importance.

Section Foreman Wilson, in charge of the section on wnich
this accident occurred, vtated that for several days prior to
the accident he had been working on ths track east of the point
of derailment and had to pass over the track whare the accident
occurred twice daily. HZe had patrollsd the track from Grand-
dalles, which 1s about at mile post 24, to mile post 101 and
return between the hours of 11 a.m. and 3:30 p.m. on the day of
the accident, "hich occurred near mile post 97, and on passing
through the cut on his return trip he observed that the rails
were tight due to expansion, and he heard a booming sound,

indicating that the rail was running, but the track did not .
appear to be out of line; ha also heard the same sound 1n all the
other cuts. He stated that thz en,ineman of train no. 3, which

arrived at Grandalles about 4 p.m., reported to him a rough spot
aocout six poles zast of nmile post 97, which 1s where the accident
occurrac, ancd he called the dispatcher and told the lattar o

put out a slow ordsr, but the dispatcher told him that he had
o2tter go down thiere immediately as ths extra train had alreaaqy
1=ft Wishram; the accident occurred bsfore Section Forsman

Yilson was able to reach mile post 27. Section Foreman Jilson
further stated that on July 8 there had bezn a sun kink at the



_* west switch at Granddallcs, the track conditions being acout the
same as they were ait the point of accidoent, although hz did not
think that the weather was as hot on July 8 as it was on the cay
of the accident.

Enfineman Barnick, of train no. 3, which left Wishram 10
minutes akead of extra o534, stated that when he reportzd to the
2ction foreman a rough spot in the vicinity of mile post 97, he
told the foreman that ne had also felt this spot on his east-
bound trip on train no. 2 on th: previous evening; it felt like
a low joint.

Superintendent Votaw stated that he talked with the engine-
man of train no. 1 and the fireman of train no. 4, these trains
having passed over this gsectior of track on the morning of the
accldent at a epeed of from 10 to 50 milcs per hour, and nsither
of them had noticed any rough spots in the track; they said that
had there been rough spots thoy felt sure that thay would have
noticed them.

Roadmaster Corey stated that for a distance of 400 feet
east of the vnoint of accident the gAauge varied from 4 feet 8%
inches to 4 feet 8% inches, witn an elevation of 4% inches. The
rall wat tight for a distance of 12 rail lengths east of the cut,
due to the extreme heat, with some expansion showlng beyond +that
point to the east, but during the hot spell which existed at the
time of the accident he had not seen any signs of wavy or kinked
track to indicate pressure approaching the danger point. The
track wae 1n good condition, having been worked on in May of
that year, and on August 1 and 2 an average of four new ties to
the rall length were placed on this curve. The section on which
this accident occurred consiste of 12 miles of track with the
section foreman in charge and one laborer to assist him. Formerly
two lavorers had been employad, but about 1 week befors the
occurrcnce or the accidzant the force had bezn rsduced to one
1aborer, and in extremsly hot or stormy weather tha saction
foreman 18 required to patrol the track daily. The force of
laborers was cut on this particular section in praference 1o
cutting some other section where there were six laborers, because
of the fect that the track was 1n such gocd condition. Road~
master Corey stated that 1n the absence of mechanical defects in
the cars, or a broken rail, he believed that the accident was
crused by a sun kink duc to the extreme hot mather. He further
stated that in the 13 years ae had bezn on this district he nad
naver before observed a sun kink that did not result immediately
following some work done on the track, in most cases while the
track was still skeletonized, but had never before experienced a
sun kink where the track was fully ballasted ard had not been
disturved at any time during the hot pariod. He stated that *he
sun kink referred to by the section foreman occurred where the
ssctlon nen were working and that the track had not besn properly
back-f1lled with ballact.
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Asszistant Superintendent Witchel, +ho formerly was chief

engineer, said he had considered this track to be cufficiently

strong to withstand a tenpsarnture of 1100, it having been

.suopjected to cuch temperatures nt various times since 1ts con- .
struction, and where the track structure is entirely adequate

for the service in which used he sai1d he did not “wnow of aay
protective mensures which could be taken ngainst sun %inks other

than track patrols.

Conclusions

It 18 believed that this accident was caused by the buck-
ling of the track under the train due to the extreme hzat pre-
vailing at the time.

The termperaturc was said to have besn from 106° to 112°,
-Taich mould be increcasad at the point of accident by the fact
that the trrck was laid in a deep rock cut. The section foreman
had patrolled the track a short time prior to the occurrence of
the accident and found that the rails had expanded and hezard a
booming sound which i1ndicated that they were creeping, although
ths track was not then out of line. The 2ngineman of a passeager
train, however, which departed from Wishram 10 minutes anead of
the extra, reported to the section foreman on arriving at Grand-
dalles that there was a rough spot in the vicinity of the point
of accident, and the scection foreman in turn called the dis-
patcher and asked him to issue a slow order, but sxtra 534 had
already departed fronm Wishram. Whather or not the condition
notsd by this engiizmna had anvthing to do with the accident 1s
not known, and 1t 1s to be noted th=at. the engine crev of extra
534 felt no irregularities in the track =nd also thet the engine
and first &7 cars passed over thes track before the derailaent
occurred. The track w's 1in ¢o0o0d condition and appeared to be
well maintained, while examinntion of the equipment disclosed
no derects that could have caused the accident, and 1t 1s believed
that any kink in the track which might hoave developed must aave
taken place under the train.

Respectfully submitted,
J. P. BORLAND,

Director.




