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INTERSTATE COMMENCE COMMISSION 

REPORT OP THE DIRECTOR OP THE BUREAU OP SAFETY IN RE 
INVESTIGATION OP AIT ACCIDENT WHICH OCCURRED ON THS 
NORTHERN PACIFIC RAILWAY If BAR OLYMPIA, WASH. , ON 
NOYEMER 17, 1925. 

January 25, 19"26. 

To the Commission, 
On Novembsr 17, 1925, there was a derailment 

of a passenger trim on the Northern Pacific Railway 
near Olympia, 7ash., resulting m the death of 1 em­
ployee and 1 passenger, and t n o injury of 28 passen­
gers, 2 mail clerks and 6 employees. This accident 
was investigated m conjunction vith a representative 
of the Washington Department of Public Works. 

Location and method of operation 
This accident occurred on that part of t h e 

Tacoma Division extending between St. Clair and 
Hoquiam, T''ash. , a distance of 72.5 miles, m the 
vicinity of t h e point of accident this is a single-
track line ovei which tra3$3 arc operated by time­
table and tram orders, no block-signal system being 
in use. The accident occurred about 2.8 miles 
west of Olynroia, approaching t h i s point from the west 
t h o track is t a n g e n t for a considerable distance, fol­
lowed by c 6° OS'1 curve 1so the l e f t 7 74.9 feet m 
length, the accident occurring on this curve at a point 
about 400 f e e t from its western e n d . The rrade is 
1.20 per cent descending f o r rastDOund trams to a 
point just vest of t he western end o f t h e curve, and 
is then level around the curve. 

The track is laid with 72-pountf rails, 50 
f e e t m length, single-spiked, and fully tie-plfted 
on curves; there a r c about 17 or 18 ties to the- rail-
length, and the ballast consists o f sand rnd gravel, 
about 18 jncher m depth. The track is well maintained. 
At a point 95 3.1 fect west o f t h e western end of t h e 
curve there is a ETOGcd restriction board, on the e n ­
gineman's side o f an eastbound tr^m, reading as f o l ­
lows, "LIMIT 25 FOR 3 MILES". 
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Tt ''hp m m f n̂d dnrk the time of tlie 
accident, rhic-h occu-ifd "t "bout 6,10 p.m. 

Dose rnot -i on 
Hescbound passenger tram ITo. 424 consisted 

of one combination mail and express cpr, one combination 
bagcage and smoking car, and one day coach, hiuled by 
eng me d55, ana vas m charge of Conductor Foster and 
Engineman Putnam. This trnin left Little Rock, 11»9 
mil OR from Olympia, Bit 5.54 p.m., eccording to the tram 
sheet, lu iranutee late, and on reaching a point approxi­
mately 9.1 miles beyond was derailed vhile traveling at 
a sneed estimated to have been from 35 to 50 T a l e s an 
hour. 

The entire trom was derailed on the outside 
of the curve and came to rest "parallel T i t h the track. 
Enrine 255 wis on i t s right side, about 40 feet from 
the tract, with its head end buried m the travel to 
a depth of ebout 3 feet, the tender broic- loose from 
i t s trucks and car to reet a rhort distance behind 
the engine, oottom up. The first tvo carp passed the 
engine on tne left, the heed end of the first car he­
m p ?85 feet from the point where the track was first 
disturbed, while the second car j*as oppopixe the en­
gine and tender. These tvo cars '»erc nerxly upright, 
while the third car vas overturned. The employee 
killed was the engineman. 

Summary of evidence 
Fireman Whitman said that vhen passing Bclmorc, 

about 2.5 mice vest of the pomt of rccxdent, he finished 
putting in thf last firr, at which time he estimated the 
speed to hevf been Pbout 50 miles "n houi. The engine-
man shut off .steam Then rbout -J- mile beyond the station 
at Belmor<- End then pcrff'itted the engine to drift and 
Firemen \nhitmrri did not remember whether or not any a i r ­
brake application was m-ae prior to the accident, estirrnt-
lnp the spaed at this time to have been about 7>b miles 
an hour. He snd he v^u unavaie of pnythmg wrong prior 
to the derailment, v hen the left side of the engine seemed 
to rise very suddenly. He alto said he had talked with 
Sngmeman Putnam frequently en route and that there ap­
peared to be nothing wrong with his physical condition. 

Conductor Foster, who wan riding m the r e a r 
car a t the time of the accident, said the saced of the 
trr m did not fppo^r to be any higher than usual, esti­
mating it to hrve been about 45 or 50 miles an hour at 
Belmore , ?nd rbout 55 miles "n hour it the time of de­
railment. He said th?t the emmcmen shut off steam 
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when from l/E to 1 mile beyond "Belmore , and that the 
engine was drifting vhen it reached the curve, but he 
did not knov vhether or not the air brakes were ap­
plied just prior to the accident. Conductor Foster 
also stated that on a number of occasions he had spok­
en to Engineman Putnam about operating the tram at 
excessive speed. 

Brakeman Eephart was riding m the rear car 
at the time of the accident, he noticed nothing to in­
dicate excessive speed, and emphatically stated that 
on previous occasions the speed had been much higher 
on the curve than m this instance, estimating it to 
have been about 35 miles an hour just prior to the time 
of the accident. 

Several persons riding m the rear car were 
questioned but their statements were to the effect 
that while the tram was apparently traveling at a 
good rate of speed they vere not concerned m this 
connection and noticed no unusual rocking or swaying 
of the car. 

Division Roadmaster 2hight stated that he 
arrived at the scene of the accident about four hours 
after its occurrence and took measurements of the gauge 
and superelevation of the tracic on the curve. The 
maximum gauge was 4 feet 8-13/16 inches, and at one 
point, about 200 feet west of the point of derailment, 
the gauge was found to be l/l6 inch tight, the maximum 
superelevation of the outside rail Tra.s 4-5/8 inches 
and the minimum was 4-l/8 inches. The slinement was 
good, as vere track conditions as a whole, and he 
did not think that track conditions contributed m 
any manner to the accident. He said it was his 
opinion that a speed of 40 miles an hour could be made 
with safety around the curve m question, but that with 
a tram moving m excess of this rate of speed a strain 
would be exerted on the track, and he thought the speed 
of train No. 424 must have been not less than 50 miles 
an hour at the time of the derailment. 

Assistant Engineer Buchanan said first indi­
cations of the derailment were found to be where the 
spikes had been pulled loose on the outside rail of the 
curve. After the accident the left main rodlwas found 
to have been broken, but Mr. Buchanan said there was no 
mark to indicate that the ends of this rod had struck 
the ground or ties. He further stated that he did not 
think track conditions had any bearing on the accident, 
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that the curve ras safe for a speed of 25 miles an hour, 
and he thought the tram must have been traveling at a 
speed of about 45 or 50 miles an hour at the time of 
the derailment. 

Roadmaster Ager also errivcd at the point of 
accident a few hours after its occurrence, he found no 
track conditions that would have contributed to or 
caused the accident and thougnt that the tram must 
have been traveling at a speed of between 40 and 50 
miles an hour. He verified Mr. Buchananrs statement 
that there were no indications the broken left main 
rod was the cause of the accident. 

Section Foreman Ysrborougn stated that ho had 
inspected the track on the curve twice on the day of the 
accident, once on a gasoline car and once on foot, but 
had found nothing irregular. 

Engine 255 is of the 4-6-0 type, and had last 
received repairs in September 1924. Master Mechanic 
Bruce stated that on examining the engine after the 
accident he found the broken left m a m rod and at first 
thought this was the cause of the accident, but careful 
examination failed to develop anything to indicate that 
the broken rod had come in contact with the tics or 
ground on the outside of the left rail, while examina­
tion of the broken ends of the rod failed to reveal 
the presence of any dirt on them. Mr. Bruce said 
that apparently the broken rod had come up from the 
back, where it had revolved around the p m , and broke 
through the running board, wedging itself m this posi­
tion, the driving wheels never completing this revolution, 
m fact, making only about half of a revolution, indicating 
that the engine was not running on its wheels at the time 
the main rod broke. The throttle was found to be open 
but this could have been caused by its having been dragged 
m the dirt after the engine was derailed; the reverse 
lever was m forward motion. Mr. Bruce thought the 
accident was caused by excessive sceed, resulting m 
turning over the outside rail of the curve. 

Examination of the broken rod, which was 
126£ inches m length, showed that it had broken at a 
point 41 inches from1 its forward end. The broken 
ends were free from dirt, showing a fresh break, and 
there was no mark on the rod to show that it had struck 
anything or had come m contact with the ties or 
ground. The longest piece of this rod was attached 
to the main pin and when the engine came tor est the 
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loope end of this piece FE.S protruding throi;?li th^ 
rumirj? board inclined tov^rd the icar of the engine. 
This rod apparently broke at the tire the engine turned 
over, and at iris time the side rods vere bent, which 
probably stopped tne wheels frorr revolving, otherwise 
the rod would have stripped thrt side of the engine. 

The rails on the curve on vhich this acci­
dent occurred were relay railo, laid at this point m 
July 1925, at which time the track: was relincd and sur­
faced, r-nd placed generally m first-class condition. 
Examination oi the track showed that the first evidence 
of anything \ row* was r̂.rre tho spikes on the outside 
rail had been loosened for a distance of 44.5 feet 
extending to There the rail finally turned over; flange 
mrrks then appeared on the psrge side of the web of the 
outside rail, and on the tics on the gauge side of the 
inner m l , for a distance of 51.2 feet, at vhich point 
the engine apparently swerved abruptly to the right and 
left the roadbed. 

Conclusions 
This accident is believed to have been due 

to excessive speed on a curve. 
The speed of trains moving through the terri­

tory m which this accident ocou-Tcd is restricted to 
25 miles an hoar end the investigation failed to develop 
anything to mdicfte that the tr^ck ^as not entirely safe 
for this rate of speed. It seemed edually clear, how­
ever, that the speed limit wrs not being observed and 
apparently the strain pieced on the track rs a result 
of this excessive speed was so great ^s to loosen the 
spikes which were holding the outside rail, allowing th^t 
rail to overturn rnd resulting m the derailment of the 
tram. 

While the engine caire to rest on its right 
side, it vas found that the m a m rod on the left side 
was broken, and the side rods bent. Just what w s re­
sponsible for this condition Fas not definitely deter­
mined, although the investigation showed that the break­
ing of the m a m rod could not have been the cause of tne 
derailment. 

The employees involved were experienced men, 
and at the time of the accident they had been on duty 
less th^n hours after about 16 hours off duty. 

Respectfully submitted, 
W. P. BORLAND 

Director, 


