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INTERETATE COMMERCE COMMISSION

REPORT CF THE CHIZF OF THE BUREAU OF SAFETY IN RE INVESTIGA-
TION OF AN ACCIDENT WHICH OCCURRED ON THE NORTHERN PACIFIC
RAILWAY AT PARXTATER, WASH., ON SEPTEMBER 7, 1932,

Octobar 34, 19233.

To the Commission:

On September 7, 1932, there was & rear-end colli-
sion between a passenger train and a shop train on tne Nortn-
ern Pacific Railway at Parkwater, Wasn , resulting 1n the
death of 6 employees, and the injury of 4 employees. Tnis
accident was 1avestigated in conjunction with & representa~
tive of the Labor and Industries Departsent of the State of
TFashington

This accident occurred on that part of the Seccond
Suo-Division of the Idahe Division extending oetween Kootenal
Yard, Ida , and Spokane, Wasn., a distance of 70.5 miles; 1in
the vicinity of the pcint of accident this 15 & double-track
line cover whicua trains are operated by time-table, train or-
ders, and an automatic block-signal system. The accident
occurred 460 feet east of the telegrapn office at Parkwater,
at a point 12 feet east of tne switch points of the west
switch of a crossover 1,280 feet 1n length, connecting tae
two maln tracks, which are spaced 132 feet apart. The switches
of this ciossover are trailing-point cwitches for trains mov-
ing with the current of traffic. Approaching from the east,
tne track i1s tangent for several miléds; the grade 1s slightly
descending for mere than 1 mile. Toe east yard-limit poard
1s located 4,368 fest east of the point of accidsent Under
special instructicns in the time-table, the speed of all pas-—
senger trains 1s restricted to 20 miles an hour between Park-
water and Spokane, a distance of 4.5 miles, all of which ter-
ritory 1s within yard limits The headlight of a westbound
train can be seen for a distance of about 4 miles apprcaching
Parkwater; however, as a highway parallels the track for sev-
eral mles 1t 1s sometimes daifficult to distinguisn between
the headlights of automobiles and zngines, for any consider-
able distance 411 passenger trains change engines at Yard-
ley, at a point approximately 1 mile west of Parkwater.

The automatic block signals are of the normal-clear,

three-position, upper-quadrant type, the night indications
are red, vellow, and green, for stop, caution, and procesd,
respectively., Westbound signal 65.8 1s located 6,228 feet
east ¢f tne pecint of accident, while 12,558 feet farther east
15 westbound signal 63.5, this latter signal veing 1,758 feet
west of Irvin, the first station east of Parkwater and 3.8
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miles distant therefrom. The crosscover at Parkwater 1s not
bonded throughout, the circuits extending only to the fouling
polnts Both switch i1ndicators are equipped with push but-
tons which cperate lights to indicate tne ccndition of the
block The 1mdicator located at the east cross-cover switch
1s controlled from a setting section on the westbound track
about 4 miles east, or approxamately 2,000 feet east of Irvain,
Tne indicator located at the west crossover switch 1s control-
led from signal 68.2, located on the eastbound track about 1
mile west of the crossover Tne openiig of sither crosscver
switch causes signal 25 2@ to indicate stop and signal 63 5
caution on tne westbound trackx, and signal 67.4 to indicate
stop and signal 68 2 cautlon on the eastbound track, while if
a train 1s standing c¢n the unoonded sectiron of the crossover
with poth switches closed and the main tracks clear, all of
the above signals display c¢lear indicaticns. Tne weather was
clear at the time of the accident, which ¢ccurred at about

r-(' -

12 p m
Description,

The shop train involved conveys Nortnern Pacifac
snop emrployees betwsen Spnckanse and the shops at Yardiey and
Pargkwater Yarsdley 18 3 5 miles east of Cpokane, and Park-
water 18 1 aile east of Yardley The entire movement 1s
within yard limits, no traln orders being 1ssued to the crew
of the snop train, this crew operating on inforiation obtain-
ed from a blackboard located in the chief dispatcher's office
at Spokane, and a similar board at Yardley, on which 1s mark-
ed the time passenger and freight trains are expected to ar-
rive At about 8 » m. on the day of the acgident, the black-
board at Spokane i1ndicated train No. 41 was expected to ar-
rive at that point 2% 7.35 p m , and train Yo. 1 at 7 30
P m The blackbgard at Yardley was not examnined gn the trip
in gquesticn, The shop train left Spokane at 6.35 p. wW., on
the eastbound track, with 4 coaches, 211 of wooden construc-
tion, hauled by switca engine 1128, neaded west, and was 1n
cnarge of Switch Engine Foreman Leidloff and Engineman Hodous.
It arrived at the shops &t Parkwater at avcut & 52 p m , and
after unloading employees, proceeded to the east crossover
switch, the smitch was opened, and the cars were then shoved
westward through tne switch, ahead of the engine, the switch
being closed as socn as the train entersd the crossover The
train moved through the crossover and ocut upon the westbound
track, the rear end of the tender being 12 feet east of the
swmitch points wnen 1t was struck by train No 41 while travel-
ing at a speed estimated tc have been about 10 or 12 miles an
hour

Westbound passenger train No. 41 consisted of 2
baggage cars, 2 ccaches, 1 dining car, 3 Pullwan sleeping
cars, and 1 observation car, 1in the corder nawed, hauled by
engine 2081, and was 1n charge of Conducter Bushnell and



Frpinsman Scuthern Tae first, fourta, fafth, and last cars
were of steel-underfrase construction, 'whiles tne rest were of
all-steel construction This trairn pasced Velox, 6.8 miles
east of Parkwater ard the last open telezrarh office, at 7 05
p. m., 1 noar and 85 minutes late, aad ccllided with the shop
tralin at Parxwater while traveling at a speed ezolnated to
have been acout 40 or 45 mles an hour

En.ine 2081 cawme to rest =64 feet west of the poiat
of accident, 15 feet soutn of tne westuound sracxk, on 1ts left
slde, headed east, 1n a badly daweged condiiicu, The firet
car 1n this trala came to rest om 1ts Tight s1de, wita 1ts
forward end cruened 1n for a distance cf ascovt 20 feet. Tae
next three cars ana tne forward trvcek of tne following car
were derailed, but these ¢ars reuwained uprizlt and were not
materially +damagsd. Engine 1138 case *tc rest 44l Ieet west
of the peciat of acecident, across the westsound tiack, prac-
tically demolisned. Tne farst car ahead of tzae englas, 1n
the sancp train, was demolished, and tne se=04li car was Con-
siderably daingdged, while tns other cars were only slaightly
danagsd. The employees killed were tae engitexan and elec-
trician of train N¢ 41, the engineman and fireman of iae
shop train, and twe shop employses whe were riding 1n the
first car ahend of engine 1138,

Sumrary of evidence.

Before the shop train left Spokaans, 1t was tne nrac-
tice Tor Foreran Leidleff versonally to ascartain from the
olackboard the time overdus “rains were expected to arrive
On tnis occasion, however, he got off the swmtch engine in
order 1¢ 1nform the yaramaster concerning i1mportant switching
movements, ard Engineman Hodcus and Switchman Keenan weaot over
to the dispatcher's officae %o look at the blackboard Tt in-
dicated that train Nc 41 was expected to arrive at 7.35 p nm
and train No 1 at 7.50 p. m., and as Shese erplcocyees were
about to leave the office, Smtchuan Keenan inguired of Night
Chief Dispatcher Smitn whether or not this was a good figure
on that train and was informed that 1% was On the way oack
to the train, Engineman Hodous t0ld Switcnman Keenan tihey
would not make the ratiurn trip fror Parkwater ahead of train
No 41 AZter Foreman Leidloff and Switchuan Welton boarded
tne shop trairn, Switchman Welton heard Switchran Keenan tell
Foreman Leidloff the time train No, 41 was expected to arrive
at Spozane While the shop employees were getting off tne
Traln at Parrwater, Foreman Leidloff walked to tne engine and
cotpared time with Engineman Hodous, sajying also that over 35
minates was at their disposal within which to make the return
trip ahead of train No. 41, and 1t was agreed taat there was
sufficient time for this movement. The train then procecded
or. the eastbtound track, and when oppeosite the west crossover
ewitch Switchran Keenan drcpped off, and walked over to that
switch On arraival at the east crossover switca, the shop



train was brougnt to a stop just east of tne switch. Switch-
man Welton pusned tne switch indicator butcton aand ne said tne
indicator went to the clear position, after which he opened
the switch, gave a proceed siznal, and as scon as the train
entered toe crgssover and cleared the wain track the switch
was closed, Switchman Welton then caught up wita tne train,
and becarded the enzine, which was pushing tne train through
the crossover at a speed of 10 or 13 miles an hour. Enpine-
nan Hodous and Switchman Welton sadw tne neadligat of an ap-
proacning train on the westbound track, and came to ths con-
clusior 1%t -as a freight train Shorvly afterwards, Switch-
man Telton called Engineman Hodous' attention to slow signals
being given by Switchman Keenan, who was at the wsst cross-
cver to let the approaching tr2in pass; no answer was aade,
and Switchmar Welton then got of £ the engine and took up a
position on thz rear foot board of tne tender. He thea real-
ized that the approaching traln was a passenger train, at
which time <he shop train was fouling the westoound main
track' he at once ¢rossed over and wade svery sffcrt tc flag
train Ne. 41, waich was then about 300 cor 400 yards away. He
thought Engineran Hedous realized 1t was train No. 41 af ter
1t was tco late to avert the accident.

Switenmarn Keenan did not open tne west crosscver
switch as soon as nhe Teached 1%, as ae could plainly see tne
headl:ght of the tra-.a approaching on the westbound track; at
this time hae owvn traln was in the wicinity of the east cross-
cver switc., with the switch open. Being of the impression
Shat thls was train No. 41, and sesing that his own train was
not stopping on the crossover, he gave them slow signals, and
though? his frain was going to pe brouvght t¢ a stop on tae un-
bended section of the crossover, as Engineman Hoacus nad 1n-
formed him They wouid rot make the return trip ahead of the
superior train. The slow signils he gavz were not heeded,
and he thean gave stcp signals; whea he realized the shop
train was not going toO stop rce Opened the west crossover
switcn, at whicn time his trzin was less +tnan 100 feet away,
in order to keer 1t from running through tne switch. He es-
timated 1ts speed at 10 or 12 miles an hour,

Foreman Lexdloff said ne saw Switchman Welton look
at the indicator before tarowing tne east crossover switch,
that his train tnen amcved through the switch at a speed of 10
or 1z milss an hour, after which 1t slcwed down so that
Sswitchran Welton coulld overtakre 1t Tnere were several audto-
meeile headlignts on the nighway parallel to the railircad
tracks east of Parkwater, apparently several miles distant,
and from his position near the east switch, Foreman Leidloff
g21d he could not tell whether oT not tanere was an engine
neadlight among them, but with the 1adicator shoving a clear
track and nothing in sight, he 1ntended to operate nis train
cut upon the main track mithout protection: he also said tnat
1f his train had waited cn the crossover for trzin No 41, 1%
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voluld also have nzd to walit for trzin Ng 1, and would have
begen delaysd about 1 nour 1n reaching Spckane He was riding
¢n the lead:ing car as the train ameved torougi tne Crossover
anl wnen 1% was 2bcut one-nalf or two-thirds of tne way
turcazh saw Switchman Keenan gaviag stop signals When his
train did not stop he got domn on tone step ana also gave hils
engineman step signals, and sald waen he realized his train
wags not going tc stop 1t was so clcee to tae mwaia track that
0y the time ae coula have entered the car and open an emer-
gency valve the train would have stepped on the Ireg of the
west switch., Foreman Leidloff furtler statzd tnat he had not
understood the rule wpnich requirss at least oune switch of the
crossover to be opern while tne croessover 1s being used, al-
thougn ne knew the opeaing of one of the switches would cause
the avtomatic signals to display stop indications, and said
hz tncugnt tne crossover was bonded througaout i1ts length,
aad that tnz signals would diesplay stop irndicsaticne 1f any
part ¢f the creossover werse occupied Fecreman Leidlcff also
wae under ths 1mpression that he ccoculd place full reliance

on tha Tire at which trains were expected to arrive at Spo-
kane as shown in cthe dispatcher's office, and that in view of
that 1aforaation na was nct occurying the mair tracx on ths
time of train Nc =1

Fireman Carlisor, of train No. 41, said signals 63 5
and €5 9 were displaving clear ladicaticns when his train
rassed them. Fe wzs working on the deck of the engine, which
was to be charnged for another engine at Yardley, and 414 not
sse the shop train head out on the main track, his first
kaowledze of anythung treng oeing when the enginemsan placed
the brake valve i1n the emergency pcsiltion

Members cf the trarn crew felo 2 service applica-
tion of the air-orakes made abcut half a mile east of tne
poirnt of accident, however, none of tham was aware of any-
thing wrong until the orakss were applied 1a emergency Just
before tre accidens occurzed Supervisor of signals Cuth-
bertson, who was 3 passenger on train No. 41, said that on
goi1ng back to sigaal 65.8 he found 1% displaying a stop 1n-
dication, while suabseguaent te.t of the signal apparatus show—
gd 1t to be 171 proper working ordsr.

e

A test made with a snop tiain of three zars, handl-
ed by a switcn erzine, showed tkat 3C seccnds were consuaxed
cetween tne tige Yne easy switch was opasned and the time 1%
was closea after the train nhad soved onwo the crosscver,
walle tne rolnt of collisica was reached 1in an additional
period cof 1 minute and 24 seconds, cr a total of 1 minute and
o4 seconds tetween opening tne switch and reaching the point
of accident, £11 the surviving members of the snop train
crew were presént at this test, and they stated that tiae
speed used was aboul the saxne as on the night of the accideat.



Coaclusions

This accident wis causeq primarily by tae shop
traln occupying the wzin track within yard limits on the time
of a first class trzin, without autnority or proper flag pro-
tection as required oy the rules, for whichn Foresan Lerdloff
and Engineran Hdodous are responsible. A secondaTy cause was
the failure of the crew to keep at least cne of the crossover
switches open all the time the crossover was D2ing occupied,
for which Foreran Leidloff and Switchuaa Melton are raspon-
sible,

Orerating rules 93, 510, and 510-a read in part as
follows*

Fule 23. "Within yard liuwits the main tracks mav
be used, prote~ting against first class trains.***"

Fule 510, "*** Trains using a cressover, rust
have at least one switch open waile qccupyrlng any
part of tae crosscver. Tne opzning of any switeh
w11l set ard hold signal of that block at stop
until the switch 1s closed The opening of any
switch at ertaer end of a2 double track cressover,
will heold signals on both main tracks at stop **+*"

Bule 510-a "Vhere switch indrcators are used the
indicatione disrlayed do not relieve englnemen and
trainren® fro~ protecting their trains as required
by the rules.”

Foreman Leidloff considered taat the posting of the
egxpected *ime ¢f arrival of trains on tae blackboard in the
dispatcher's office at Spokane, coupied wita a clear indica-
tion at the switch indicator, gave aim a rignt to occupy the
maln track witncut flag protection, and ne dad not consider
that 1n so doing he was using the main track on the time of a
gaperior train.

The blackboard locat~d at the dispatcher's offace
at Spokane, and at the yerd office at Yardley, cn which the
expected arrival of trains 1s posted, are merely for the pur-
pose of inforsation and for the guidance of yardmasters, car
inspectors, etc , and there 1s no authority for tas use of
such 1nformation as substitute for trzin crders. The rules
clearly require that yard movements on the main track must be
rade under protection against first-class trains even mithin
yard limits For +this laxity on the part of Foreman Leidloff
and Fngineman Hodecus there 15 no excuse.

Under the rule Switchman "elton should have remain-
¢d at the east crossover switch and have kept the switch copen
until the switch at the west end of the crossover had been



opened 1n order ihat the signals or ooth eastoound and west-
bound wracks woald be neld 1n the stop position until the
movement had been coapleted Had Le deone so train No. 41
would have received a stop irndication at signal 65 9 It
was also the daty of Foreman Leidloff *o kanow tnat this rule
was complied wita. The excuse offered by toth of these en-
rlecyees for their failure to comply with the rule, 18 that
they did not know that the crossover ras not bonded 1ts en-
tire lengta

Exarination of the sizgnzl system znd 1ndicators
disclosed that they were 1in proper working order shortly
after the accident and the evidence 1s that +rain No 41 ve-
ceived clear signal indicaticns aprroachinz the crossover
Considering this, together with the fact that tae collision
cccurred at approaimately 7 12 p m , that trzin Bo. 41 weculd
ordinarily r~onsume zZpout 4 minutes in making the run between
Irvin and the point of accident, znd that tne shop train
would consune about 2 minutes or less 1n passing through the
crossover, 1t 1s believed that the shop train reached the
crossover a¢ 7 03 or 7.20 p m , that at this time train No
41 had passed signal 82 5 and that Switcnman Felton 1s mis-
taken 1n his belief that tne switch indicator gave a clear
inolca*ion when he lookea at 1t before opemng thne switch,
and that the switcn was opsned and closed and the shop train
had passed on 10 tne unbonded seciion of the crossover while
train No 41 was mcving between signals 83.5 and 85.9, a
distance of 2 3 miles, tlus acccanting for the procesd in-
dicaticns displaved oy both signals

Engineman Hodous nad ample warning, which, 1f he
had observed 1t, would have averted tne accident Switcnman
Keenan gave slow signals shortly after the train entered the
cressover and his attention was called to them by Switchman
Welton, who was on the engine witch hiam, stop slgnals were
also given by Switchman Keenan and Foreman Leidloff as the
train neared the west crossover switch, and 1n addition this
switch was held against tne movement being mades by the shop
traln, until 1t was apparent that 1t%s i1ndication was going
to be disregardsd and the tra'~ was going %o rua through the
switch. This failurs of Engineran Hodous can nct be explaln-
ed On account of tne high spesd at which train No 41 was
running, 1t 1s deubtful 1f the engineman of this train saw
the warning in time materially to reduce the speed of the
train

There 1s some evidence 1n this case tnat the rules
and conditions under which this shop train was operating were
not fully understocd by members of the crew in charge. It
was the 1mpression of Foreman Leidloff that the posting of
the time of the exzxpected arrival cf first-c¢class trains on the
blackboards was autnority for yard engines tc make use of
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that time without flag protection Both he and Switchrman
Welton were ignorant of tne fact that the gyreater part of
Thlis crosscver was no* bonded, Thes=z are cenditions for
wanich tne operating oificials of the Northern Pacific Railway
are responsible

The shop train i1nvolved 1n this accident was one
which operated practically every day, and on the day of the
accident 1t was not materially different from thnat of any
other day. Proper vigilence on the part of supervising of-
ficers would have easily disclesed tnat the information post-
ed on the blackboards at Spokane and Yardley was being im-
properly used to dispense with flag preotection and that the
swltches at this crossover were not being operated 1n accord-
ance with the rules. A rule which requires a switchman af ter
he has opened a switch, to remain at 1t and keep 1t open un-
t1l the forward part of the train reaches the otuer end of
the crossover some 1,200 feet distant, and the switch opened,
15 not a rale which under c¢rdinary circumstances 1s likely tc
be strictly comwplied with, particularly when the train 1s 4
short one, and where tne observance of suca & tule 1s such a
large factor in the safety of train operation as in tnis in-
stance, specizl atiention should be given toc secure obed-
lence to 1%

In mcvewents where passenger equipment 1s being
rushed ahead of awu engine for any consideraole distance, the
interests of safety require tnat the forward platform of tne
leading car be equipped with an auxiliary hose ana valve so
that the air brakes can be operated directly by the person
maintaining tne lookou%., If tanis shop train had been so
equippred 1t 1s probable that Foreman Leidloff would have ap-
plied the air brakes 1n time to nave avoided the collision,

The employees i1nvolved were experienced nmen, at the
time of the accident the yard switching cres had been on duty
about 4 nours, arter having been off duty for about 15 hours,

Respectfully submitted,

W. P. Borland,

Chief, Buresau of Safety.



