INTERSTATE COMMERCE COMMISSION

REPORT OF THE CHIEF INSPECTOR OF SAFETY APPLIANCES
COVERING HIS INVESTIGATION OF AN ACCIDENT WHICH
OCCURRED ON THE NORTHERN PACIFIC RAILWAY NEAR LAKE-
VIEW, WASH, ON MAY 12, 1913

Juny 10, 1914

To 11r Codxvissioy

On May 12 1913 there was a deralment of a passenger tram of
the ()rotron Washington Railroad & Navigauon Co near Lakeview,
Wash , wlile 1unning over the tiacks of the Northern Pacific R‘uL
wa3 1esulting m the death of 3 passengers and 1 employee and the
mjury of 7 passengers  In connection with the mmvestigation of this
accudent a public hearing was held at Tacoma, Wash , on May 14,
1913 conducted jointly by 1epresentatives of the Public Sexvice Com-
mission of Washington and the Tnterstate Commerce Commiss on
As a1e-nlt of the mvestigation of thi aceident I beg to submit the
tollowing repott

East-bound tramn No 362 consisted of 3 refrigerator cars 1 com-
hnation baggage and express car 3 day coaches, 1 diming car 1
Puilhian <leepma car and 1 ob-ervation car hauled by locomotive No
201 m charge ot Conducton Kramer and Engmeman Dunlap  The
firse 1etiigerator car was ot steel underframe construction and the
next two were of wooden construction while the eombination ca
mnd the coaches were of all--teel construction The dinineg car was
of wood the <leepmg car hiad a steel underfiame and the ob-erva-
flon car was of all-steel con~iuction Al the cars were equipped
with high-<peed brakes excepting the second and thud refrigerator
cats  Ihus ttam was en 1oute from San Francsco Cal  to Seattle
Wash  as Southern Pacrhe namm Moo 16 to Portland, and a< (rain
No 362 of the Oregon-Waslungton RRailioad & Navigation Co hom
Portland to Seattle 1unning over the trachs of the Noirthern acifie
Railnav hetween Vancomver 10 miles ca<t of Portland and Tacona,
Wash 142 male~ from Portland Tramm No 302 passed Lakeview,
& 2 mles wesg of Tacoma at 148 p m bemg 38 minutes late at the
time and at about 130 p m was derated at a pomnt a hittle more
than | mile hevond Lakevien while runnig at a speed estimated to
have been about 60 mmle- per hione

28T 1



2 INTEPSTATE COMMERCE COMMISSION

The engine, tende1, and first seven cars were deiailed, together
with the forward trucks of the dining ca1 the balance of the train
1remalmng on the rails  Illustration No 1 shows the position of
the engine tender, 1efrigerator cars, and the combination car  Illus-
tration No 2 1s a view taken from the 100f of the dining car and
shows the manner i which the coaches came to rest The foovward
end of the fiist coach was crushed on the notth side a distance of
about 20 feet by the rear end of the combmation car, the south side
of the coach, with the exception of the iestibule, being piactically
mmtact  The posttion of this coach and the combination car after the
accident «cemed to mdicate that when the tiucks were knocked from

No 1 -—General view of aceident looking In westeily dnection

under the forvward end of the coael that end dropped down until
the Lottom of the body of the combination car was on a level with
the (ops of the seats m the coach, the combimation car apparenily
having an upward tendency at the time All of the fatahties oc-
curred 1 the forward end of the coach  Aside fiom this coach the
prncipal damage to the cars was lunited to the vestibules ind tiueks
Tlu~tration No 3 shows the coach damaged by the combimation cu
whale 1losiration No 4 shows the end of the coach after the latter
had been 1emoverd from the scene of 1he accident  The gpeed of the
tramn al the time of the aceident GO mile~ per howr was the lumt
allowed at this pomnt by the speed 1estrictions contained 1n the time-
eard of the Northern Pacific Railway
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This division of the Noithern Pacific Railway 15 a single-track hne
used jomntly by trains of the Northern Pacific Railwasv, Oregon-

Mo 2 —%View leoking in easterls dicection, taken from 100f of diming en1

No —Side of «beel ronch vushed on Forw atd cud by siccl coombimanmn

Washmeton Radioad & Nesigation Co al the Gueat Noithern
Railway  Approadung the scene of the accident the vrade 1 <lightly
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descending although right at the point of the deraillment 1t 1s shghtly
ascending  Approaching from the west the track 1s straight for

SEocl vovcle altor removal Trom scone ol tonede nd

No oo

several nnles then there 15 2 1° curve /750 feet 1 length leading to
the niel ¢ tellowed by anotha stieteh of strarght frack It was on
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this second stretch of straight track at a pomnt about 1,700 feet beyond
the end of the curve that the derailment occurred The track at this
pownt runs through a slight cut varymng 1n depth It 18 laid with
85-pound steel rails, 33 feet m length, laid 1n 1908, tour-hole angle
bars being used On an average there are 18 fir ties undet each rail,
single spiked, Wolhaupter tie-plates being used The greater part of
the maternal constituting the roadbed 1s gravel, the remainder being
2 mixture of cinders and black dirt The dramnage at this point 1s
good The point of deralment was about 500 feet east of the westein
end of the Puget Sound Division ‘

On examination of the track after the acecident the first marks of
derailment were found under the diming car at a pomnt 512 feet
west of the pilot of the engme These marks consisted of wheel
marks on the inside of the web of the left-hand rail, 5 feet 6 1nches
from 1its receiving end These 1mitial marks were such as to mdi-
cate that only o few wheels, o1 possibly one wheel, had traveled

No b —View showing leaving end of 181l A apd intact portlon of receiving end of rall B

on the rail The marks then increased 1n number until at the
leaving end of this rail, referred to hereafter as rail “A,” 1t was
apparent that a number of wheels had been running upon the web
This rail was forced outward and over until at 1ts leaving end
the ball of the rail rested upon the ties, four of which under this end
being marked by the ball The rail adjoimng rail A on the east,
hereafter referred to as rail “ B,” was broken at a point 8 feet 4
inches from 1ts recetving end The break was a fresh one, and exami-
nation indicated that 1t was a result of and not the cause of the
derailment The distance from the first wheel marks on the left-Rand
1211 to a point opposite whele the wheels left the right-hand rail was
21 feet 6 mmches The couise of the derailment could not be traced
east of the broken end of rail B on account of the fiack being badly
torn up

Tlustration No 5 15 a view looking toward the east, and shows
rail A nearly upright, together with the receiving end of tall B
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Close examination of the ilustration will reveal the muks of the ball
of rail A upon the ties nea1 1ts leaving end

At the hearing Engineman Dunlap testified that on approaching
the scene ot the accident he san 1o slow flag or signal of any lkind to
indicate that the tiack was not safe for lugh speed  When the engine
teached a point near whete the section men were wolking 1t hegan to
10ll  In desciibing this rolling motion he stated thai the engine
leaned toward the left and the fiont seemed to dip down shehily
It then came back and agamn started to lean to the left and dad
not straighten up LUppng over on 1ts side Befme stating on
this t1ip Engineman Dunlap noted that the flanges weie 1n good
condition, while careful examination made of the engine when 1t was
reiatled after the accudent failed o disclose any defect wlieh could
have caused the accident

Engine No 201 was of the Pacific tvype weighing 11 020 pounds on
its dinving wheels the engine and tender having a combined weight
teady for service of #94420 pounds

On the day of the accident section men were engased 1n making the
annual 1enewal of tiecs  Examination of the tiack showed that in a
distance of 10 121l lengths west of the pomnt of derailment 46 ties had
been 1eplaced very few of which weire spiked  The tamping of these
ties had not been completed, and several of them had settled away
fiom the 1ails, this settling apparently Leing due to the fact that
several triains had passed over the tiack atter they had been put m
Tllnstiation No 6 15 a view of the tiack at a pomnt about 185 feet
west of the diming car, and shows how the new ties settled away from
the 1a1]l  Jnst east of where the locomotive stopped were found
additional ties with the ballast 1emoved and the spikes diawn pre-
paatory to removal  This condition can be seen by examination of
Hlustiation No 1 All the spilkes wee found to have been dianwn
from Loth ties at the 1a1l jomnt which connected 141l A with the ral
next to 1t on the west The spikes nere also diawn and the ballast
remoted fiom thiee other ties under 1211 A as well as from the first
tie under the 1ecerving end of 11l B Fiom this point eastward no
detarled information was obtainable on account of the 1oadbed bemg
toin up by the derailment The examination also chsclosed the fact
that many tie plates were embedded even with and 1 some cases
below, the tops of the ties

About two hours after the occurrence of the aceident the engimeer
of mamtenance of way of the Noithein Pacific Raillway made an
examination of the triack from the point of derazlment wesl to the
end of the observation car 5 1a1l lengths wesl of 11l A Procecding
m a westerly duection fiom 1l B ounepiked ties weie found as
iollons Rarl A 4 fist 1a1l west of 1a1l A 7 second rail, 4 third



No 6 —Viww showid, how new ties sciticd awly from ruls, on account of tamping and spllang not bring completed
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rail, 7, fourth rail, 2, fifth rail, 2 Of the 7 ties under the first rail
west of rall A 5 out of 6 successive ties were unspiked, while under
the thaird rail 4 out of 5 successive ties were 1n this condition In
view of the fact that the unspiked ties under rail A were old ties,
and that the first 4 unspiked ties under the first rail were also old
ties, the remaining ties under these rails being new, 1t would appear,
notwithstanding the statement of the section foremen to the contrary,
that the section men had started at the western end of the Puget
Sound Davision and, working 1n an easterly direction, had removed
the spikes and ballast from the ties to be renewed, and had then
started in agam at the westerly end and were working back toward
the east, taking out the old ties and putting 1n the new ones, mtend-
ing to fimsh the ballasting and spiking of the new ties after all of
them had been placed 1n the track It 1s of course entirely possibie
that the spikes were drawn by men working ordinarily a rail length
or two m advance of those who were replacing the old ties by new
ones, but the fact remains that the ballasting and spiking of the new
ties had not reached a pomnt nearer than 200 feet of where the derail-
ment occurred, at which point ties were found without spikes o1
ballast No detailed information was avatlable as to whether or not
any of the new ties west of the observation car were unspiked at the
time of the derailment

The track surface was irregular and uneven for a distance of sev-
eral hundred feet west of the point of derailment Beginming at the
western end of the Puget Sound Division, and extending 1n an east-
erly direction to the point where a temporary turnout was built
around the wreckage, a distance of 9 rail lengths, measurements were
made at each rail center and jomnt There was found to exist a varia-
tion 1n track levels of from % nch to 1% inches, and at only 3 of the
18 points at which measurements were taken were the 1a1ls found to
be level

Rule No 929 of the Northern Pacific Railway book of rules, refer-
ring to the dutles of section foremen, provides 1n part as follows

When ihe track Is to De made onsafe for train« at usuzl speed a flagman
wil]l be stationed at a distence of oot less than three-guarters of a opnle (130
1211 lengths) on each side of the polnt of ebstruction and where there is an
unobstructed view for at least a quarter of a mile beyond Two torpedoes will
be placed on the rail 60 feet apart on the englneman’s side 10 rail lengths
beyond the flagman On the appreach of a train the Aagman will display cau-
tion signnls vntil acknowledged by the engineman in accordance with rule
1 (g

A(t 21 distance of not Jess than 35 rml lengths on each side of the point of
the obstruction a red Rag by day or a red Light by night will be placed on the
engineman’s side where it can be plainly seen by an approaching train, and, m
addition, two torpedoes will be placed on the rails opposite each other so as to
make one explosion These stop signals must not be removed until track has
bheen made safe for trains to proceed without stopping
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Section Foreman Antrim stated that no flagman had been sent out
because he did not think the existing track conditions necessitated the
use of warning signals as provided by rule No 929, neither did he
think that the track conditrons had anything to do with the derail-
ment, these conditions having been practically the same for two hours
prio1 to the derailment, during which tume four passenger trains had
passed over the track in safety He did not think, however, that they
were traveling as fast as the derailed train  In malang tie 1enewals
1t was his practice to have two men draw the spikes from an old tie
and replace it at once with a new tie, althongh 1t might occasionally
happen that the spikes would be drawn from a few ties 1n advance of
wheie the men were renewing the ties The method he was follow-
ing 1n renewing the ties was the one he had followed for the past
two weelks He stated that 1t was not his practice to remove the
spikes from all old ties to be renewed, then replace them with new
ties, and lease the spiking of the same until all the new ties had been
replaced He stated further that his men had not worked east of
where the engine lay, work on this part of the track having been
finished about a weelt previously

The track 1n this Miamty was ballasted about 12 years ago, and
testimony was introduced to show that it was, 1n 1ts ex sting conds-
tion safe for a speed of 60 miles per hour

Roadmaster Donoyan, employed by the Oregon-Washington Rail-
10ad & Nawvigation Company said that although the track was not
i first-class condition yet 1t was not bad enough to call for slow
orders He sai1d that when the spikes were 1emoved fiom the fom
ties under rail .\ that 1a1l was weakened to some extent and there
would be a possible tendency of the rail to move outward under pies-
sure the 1ails on the lower side of the tiack having a greater ten-
dencv 1 tlis duection He further testified that he considered 1t
better to use slow flags when doing work of this character, but that
these matters weie geneially left to the individual discietion of each
section foreman .

The engineer of maintenance of way of the Northern Pacific Rail-
way, Mr Perlans testified that when he examined the track he found
nothing to indicate an unsafe condition e stated that many more
ties aie placed 1n track than are absolutelv necessary In fact, n
general piactice the tiack 15 fowr or five times as stiong as 1s theo-
retically considered necessary on account of the desire to take care
of any unusual conditions which might arise from time to time
He thought the 1emoval of the ties under raill A would deciease the
factor of safety, but in the condition 1n which the track was main-
tamed their removal would still leave a large margin of safety

Summarizing the circumstances leading up to this aceident, 1t 1s
believed that the section men engaged 1n the annual renewal of ties
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had begun at the extreme western end of the division and had
worked m an easterly direction, drawing the spikes and removing
the ballast from the ties to be renewed, then removing the old ties
and putting 1 the new ties, intending to spike the rails to the new
ties when all of the latter had been put in place, that the new ties
had been placed 1n at least 450 feet of Lraclk at the time of the approach
of train No 362, that since the new ties had been placed in this
short stretch of track several trains had passed over 1t and had caused
many of the new ties, which were not spiked to the rails and under
which the tamping had not been finished, to settle away therefrom,
resulting in the surface of the track bemng 1n an uneven condition,
that when the locomotive of train No 862 reached this stretch of
track, running at a speed of 60 miles per hour, 1t began to rocl on
aceount of the uneven condition of the track, and that when 1t reached
the rail 1eferred to as rail A the rocking motion placed such an out-
ward pressure upon that rail as to cause 1t to be pushed outward and
over, resulting 1n the derailment of the train

This accident was caused by uneven and msecure track conditions,
which would not permit the safe movement of passenger trains at
their usual speed, and by the failure of the track foreman to adopt
necessary precautions to msure the movement of trains over the inse-
cure track at reduced speed

That part of rule No 929 previously quoted leaves fo the judg-
ment of the individual section foreman the question of whether or
not the work being done by him necessitates the use of a slow flag
Section Foreman Antrim was 62 years of age and 2 man of much ex-
perlence 1n track work, having been a section foreman and extra
gang foreman on the Northern Pacific Railway for 29 years Using
the judgment he possessed as a 1esult of his years of experience, he
decided that the work being done by his men did not require the use
of a slow flag, and the result of this error of judgment was the de-
raillment of train No 362 The requirements of rule No 929 1ela-
tive to the use of slow flags are not defimte While 1t 15 realized that
m railway operation conditions arise the pioper handling of which
must be left to the judgment of the individual employee, yet 1t 15 be
Leved that this rule should definitely provide that trains be warned
when the track 1s undergoing such extensive repans as was the case
in this instance, not leaving 1t entirely to the judgment of the fore-
man to decide whether or not the work being done necessitates the
use of warning signals

Respectfully submitted

H W Brrxar,
Claef Inspector of Safety Apphances
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