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SUMMARY

Spokane, Portland & Seattle
August 6, 1942

Yellepit, Wach.
Resr-end collision
Freignt Freignt

Extra 506 Wegt Extra 900 Wes?t

505 : 900

98 cars, caboose 117 cers, caboose

Standing 40 m. p. n.

Timetable and ftrain orders

Single; tangent; practically level
Clear

About 12:30 p. m.

S injured

Accident caused hy faillure to provide
adequate protection for preceding
Traln

That the Spokane, Portland & Seattle
Reilway Company cstabliesn an ade-

quate block-gsignal systcm on the
line itvolved in tnis accldent
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INTERSTATE COMMERCE COMMISSION

IMVESTIGATION NO. 2612

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY &, 1810.

THE SPOKANE, PORTLAND & SEATTLE RAILWAY COMPANY

September 22, 194%.

Accident near Yellepit, Wasnh., on August 6, 1942, caused
by fallure to provide adequatc protecticn for pre-
ceding train.

1
REPORT OF THE COMMISSION

PATTERSON, Commisgioner:

On August 6, 1942, there was a rear-cnd collielon be-
twecen two freignt trains on the Spokane, Fortlend & Scattlc
Railway ncaor Yellepit, Wasen., wnicn resulted in tne injury
of tarec employces. This accident was invecstigated in con-
Junction with a representative of tne Department of Labor
and Industrics of thc State of Washington.

lUnder autnority of section 17 (2) of thc Interstate Com-
merce Act the above-entitled proceeding was referrcd by tne
Commission to Commissioner Patterson for considcration and
disposition.
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Location of Accident and Method of Operation

Tnis accident occurred on that part of tne Vancouver Divi-
slon designated as the Second Sub-divieion and extending between
5. P, & 3. Junction and Wishram, Wasn., a distance of 123.6
miles. In the vicinity of the point of accldent tnils is a
single~track line over wnlch trains are operated by timeteable
and train orders. Tnere is no block system in use. The acci-
dent occurred on the main track at a point 4,747 feet east of
tne sgtation at Yellepit. As the point of sccident is approacned
from tne east there are, in succession, a tangent 1,075 feet in
lengtn, a 2°30' curve to the right 1,032 feet, a tangent 1,098
feet, a 3° curve to the Mght 1,146 feet and a tangent 349 fect
to the point of accident and a conslderable distance beyond.

Tne grade at the point of accldent is practically levcl.

Opcrating rulecs read in nart as follows:
DEFINITIONS
Restricted Spesed.~ Proceed prepared to
stop snort of train, obstruction, or anythnlng
tnat may requirc tne spced of a trein to be
reduced.,

# % W

11. A train finding a fuses turning red on or
near its track must stop and extinguish the
fusce. Train may then proceced at restricted
speed,

3&. The following signals will be used by flagmen:

Day signals-- A red fleg,
Torpedoss and
Fusces.

¥ % W

91. Unless scme form of block signals 1s uscd,
ftrains in the same directlon must kcep not less
than ten minutes apart, except in closing up at
stations.

99. When a train stops under clrcumstances in
waichh 1t may be overtaken by another train, the
flagman must go back immcdiatcly with flagman's
gignele a sufficlient distance to insurc full pro-
teetion, placing two torpedocs, and wnen nccessary,
in addition, displaying lighted fusces. When re-
callcd eand safcety to the train wlll pernit, he may
return,

W
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Wnen a train is moving undcr circumstonces
in wnicn it may bec overtaken by snoticr train,
thne flagman must takc such action as may e nc-
ccssary to insurc full protcction. By night, or
oy day when tne view is obscurcd, lignted fusecs
must be thrown off at propecr intervals.

* % %

In The vicinity of tnc point of accident the maximum
autnorized specd for the trains involved 1s 40 milcs per nour.

Deoseription of Accicent

Extra 506 Wcst, a wcet-bound freight train, decpartcd from
Pesco, 17.9 milces cast of Yellepit, ot 7:45 a. m., according
to the digpatcner's rccord of movement of trains. After some
cars wcere added, tnis traln, consisting of cngine 506, 55 loaded
and 45 empty cars and a crboose, departed from Kennewlck, 15.8
miles east of Yellepit, at 11:32 a. m., and stopped on tne main
track at Yellepit about 12:25 p. m., with the caboose standing
4,747 feet east of the station. About 5 minutes later the
rear end of tnis trein was struck by Extra 900 West.

Extra 900 West, a west-bound freignt train, consisted of
engine 900, 96 loaded and 21 empty cers and a caboose. A
terminal air-brake test was mede oand this train departed from
Pasco at 11:55 &. m., according to the dispatcher's rccord of
movement of trains, vegesed Kenncwick at 12:09 p. m., and whilc
moving at an cstimated spced of 40 miles per nour it collided
witn the rear end of Extrn 506 West.

From tne rignt side of a west-bound engine the view of the
point wnere tne accident occurred igs restricted to a distance
of 1,006 feet, and from tne left side, to about 350 feet, be-
cruge of a cut and track curvature immediately east of thne
point of accident.

The ceboose and the rerr 6 crrs of Extra 506 were derailed
and demolisned. Tne seventn cer anead of the caboose was some-
wnat damaged. Engine 900 wog derailed to the soutn and stoppcd,
bedly damaged, on 1ts left side with the froat end 377 fecet west
of Tne point of accident. The first 16 cars of Extra 900 were
derailed and stopped in various nositicns on the track and near
it. Of thnese cers, 7 were demolisned., The wreckage of both
treing wos conteined within a distencc of 420 feet. .

The weatncr was clear at the time of tne accident, wnich
occurred about 12:30 p. m.

Tne ecmployces injured werc the enginecr, the fireman aond
tne frent brakeman of Extra 900. ’
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Data

During the 30-day period preceding the day of the accident,
tne average daily movement in the vieinity of the point of
accident was 10.5 trains.

Digcussion

The rules governing operation on the line
tnat wnen a train is moving under circumstance n wnlcn 1t may
t2 overtaken by another trein, the flagman must take such action
as may be necessary to insure full protection. When tne view
ig obscured, lighted fusces must be tnrown off 2t proper inter-
vals. When a train stops under circumstances in whicn 1t may
te overtaken by orother train, the flagman must go back imme-
diately vith Tlegman's signals a sufficlert dictance %o insurec
full protection. All members of both crews involved understood
tnesge reqguircments.

involved provide
s i
+ 4
L

As Extra 506 West was anproaching Yellepit the speed was
about 30 miles per nour. Decausc it was necessary to take water
2nd to sct out a car at Yellepit, thnls train stopped on thc main
track at Yellepit at 12:70 p. m., with tne caboose standing C.9
mile wect of tre station, ¢ d rhout 5 minutes later the rcar

-

end was struck by Fxtra GO . ‘oo,

Is]
<

p

As Extra 90C Yest was -oproaching the point where the
accident occurrcd thc specd was about 40 miles per hour. The
cnginemen and trn: front brakeman wesre meintaining a lookouf
anead. Because of track curveture to the right and the cut,
thcir view of the track anead was considerasbly restricted.

Tnere was no condition of tne engine that distracted tneir
atiention or obscured tnelr vision. They did not see any burn-
irg fusee or a flagran, and no torpedo was e¢xploded. The
cngineer first saw the coboose of the preceding traln wnen nis
engine was about 200 feet from it, ond he immediately moved the
brake valve to emergency position, but the diestance was not
cufficient for Extra 900 to be stopped short of the rear end of
Extra B06. He expected oreceding treins to provide flag pro-
tection, ond snid tnat ned lignted fusees been dropped at proper
intervals from the rear of Extra 206 thnis nccident would neve
teen prevented., The fireman of Extra 900 was go gerlously in-
Jured that he wes unable to make a statement. The conductor

and the flagmen of Extra 506 knew thiat theilr train would gtop

ot Yellepit. Tnoey said that no burning fusces wes dropped in the
vicinity of the voirt of accident because tney thougnt 1t ccould
nct be seen in tue brignt sunlignt by the crew of the engine of
4 followirng train. The engincer of Extra 900 sald tnat ne nad
never cxperienced sny difficuvlty in secing burniang fusees 1n
daylignt. The flagman of Extra 508 sald that wnen hig train
stopped ne immediately procecded eastward and within a periocd

of about & minutes had rc-cazd a point ncar the one-milc sign,
located 2,132 fect cast of % point where thne accident occurred,
wnen he observed thc appro-c¢ .ir © train. He did not lignt a fuscr

——
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nor vlace torpedoes on the raill, He gave stop cignals with a
red flag, but his signals were not acknowledged. Extra 900
pessed nim at a speed of about 40 miles per nour, and at tnat
time tne brakes were not applied.

In the vicinity of the point of accident tnere is no re-
striction to prevent a following freignt train from proceeding '
ot the maximum autnorized speed of 40 miles per nour. The rules
require that flag protectlon be provided a sufficient distance
for following trains to stop from thnelr maximum authorized speed
snort of a preccding train. The investigetion disclosed that
enginecrs of west-bound freignt treains use a distance of about
1 mile for stopping at Yelleplt from a gpecd of 40 miles per
nour by ¢ service breke-pipe reduction, and a distence of about
£,640 feet 1s required for stopping a freig“t train from »
cpobd of 40 milcs per nour by eon cmergency application of the
brokes. Under the rules, wnen Extra 506 wess moving at reduccd
epeed througnout ¢ distance of about 1 mile in preparing to
stop at Yellepit, the flagman was required to drop lignted
fusceeg at intervele to provid- protection for his train. After
Extra 506 stopped at ¥Yel.erit, trc flagman woe required to pro-

COLd to tne reer a sufficir 2 distance to provide adequatc nro-
cction. Hed edoc ate 1 prrtoction been provided for Extre
506 1t is probable thieg nace Jdcit would nave becn averted.

In the fterritory involved trains arc operated by timctable
and traln orderg only. If ar adcquate block system anad been in
use on tris line, tnis accident would not have occurred.

Ceause

It ig found that this accident was cnuced by Tallure to
provide adequate protection for tne preccding troin.

Recommendation

Tne Spokene, Portland & Seabttle Rallwe; Comwnany snould
establisn an adequate block-signal system con thne line involved
in tnis eccident.

Dated at Washingtor, D. C., tals twenty-second
day of Scptember, 1942.

By tne Commission, Commissloner Pattecrson.
W. P. BARTEL, .

(SEAL)
Seccrctary.



