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Railroad:

Date:

locetion:
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Train numbers:
Engine numbers:
Consist:
Estimated speed:

Operation:
Track:

Weatner:
Time:
Casualties:
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Recommendation:
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SUMMARY ‘..

Nortnern Pacific
Septenber 18, 1944
Castle Rock, Yasnh.

Side cocllision

N. P. freignt : G. N, freignt
Extra 1553 Vest : Extra 2185 West
1556&-~1677 + 2185

87 care, cabocse 1 27 cars, caboose

Practically stonned : 40 m. p. n.

Timetable, train orders and
»automatic block-signel system

Double; tangent; 0.20 vercent
ascending grale westward

Clear
8:23 p. m.
1 killed; 4 injured

Train fouling main track immediately
in front of following train

Tnat tne Nortnern Pacific Railway
Company instell, at clesrance

points on its sidings in automatic(’
block-signal territory on tne Tnird™
Sub-division of tne Tscoma Division,
derails coorélnated witn electric
switch-locking



INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2829

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REFORTS
JNDER THE ACCIDENT REFORTS ACT OF MAY 6, 1910.

THE NORTHERN PACIFIC RATLUAY COUPANY

November 3, 10944.

Accident at Castle Rock, Wasn., on September 18, 1944,
caused by a train fouling tne main track immediately
in front of a following trein.

1
REPORT OF THZ COMMISSION

PATTERSON, Cnairman:

On September 18, 1944, there was a side collision be-
tween a Northern Pacific Railway freignt train and a Great
Nortnern Rellway freignt train on the line of the Northern
Pacific Reilway at Castle Rock, Wash., wnicn resulted in
tne death of one Great Nortnern Railway employee, and the
injury of four Great Nortnern Reilway employees. Tnis acci-
dent was investigated in conjunction witn a representative
of tne Devartment of Labor and Industry of tne State of
Wasnington.

lUnder autnority of section 17 (2) of the Interstate Com-
merce Act tne above-entitled proceeding was referred by tane
Commission to Chairman Patterson for consideration and dis-
position.
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Location of Accident and Metnod of Operstion

Tnis accident occurred cn that pert of tne Tacoma Division
designated as tne Third Sub-division and extending westward,
according to time-table directions, from Vancouver to Tacoma,
Wasn., 136.4 miles. Tnis was a double-track line over vnicn
treins moving with tne current of traffic were opercted by time-
table, train orders and an automatic block-signal system. Treins
of tnhe Great Northern Railway were regularly operated over tnis
line. At Castle Rocx, 4C miles west of Vancouver, a siding
5,640 Tfeet long varslleled the westward main track on the nortn.
Tne west switen of thnis sidineg was 6860 feet west of tne station.
Tne clearance point at the vest end of the siding was 158 feet
eagt of tne switcn. The accident occurred 47 feet va2st of tne
cleerance point and 141 feet east of the west switen. The main
trecis were tangent tnrougnout a distance of 1.73 miles east of
tne point of accident and 772 feet westward. At tnis point the
grede was 0.20 percent escending westward.

Automatic signal 85.4, which governed west-bound movements
on trne westward mein track, was located £,516 feet east of the
point of accident. Tnhis signal was of tne one-arm, three-
position, upper-quadrant, semapnore type, end was aporoacn
lignted.

Cvoerating rules read in vmart a2s follows:

513. Unless otherwise provided, before a train
r engine enters on or fouls a main track * % %
trainmen will ovnerate tne switcn and wait two min-
utes at the switen before making englne or train
movement; * % %. Tnis will not relieve employes
from the duty of prompotly and properly protecting
the movement.

514 (4a). =% % %
Fron s . . . 1 w w
Irains or engines proceesding from sidings % % *
e malv reck, must remaein 0 ! 1SU-
to tne mein track, must remein clear of the insu
lated jointe &t trne clearance point on such tracks
until the main track switcn nss bean opened.

Tne maximum autnorized spezd for tne G. N. tralr involved
in tnis accident was 40 miles per nour.

Description of Accidert

Extra 1553 West, a west-bound N. P. freignt trein, con-
sisted of erglne 1553 and 1677, 67 cers and a caboose, in thne
order named. Abcut 8:53 p. m., after tais traln asd moved
vestward on tne siding at Castle Rock and nad practically
stopped witn tne engines fouling tne wectward main track on the
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turnout of the west siding-~switcn, tne second engine was struck
by G. N. Extra 2185 West.

Fxtra 2185 West, a west-bound G. N. freignt train, con- .
sisting of engine 2185, 27 cors and a caboose, passed Kelso,
0.9 miles east of Castle Rock, tnz last open orfic: east of
Castle Rock, at 8:28 p. m., passed signal 88.4, wnicn dlsnlayed
procced, and wnile moving on the westwera main track at an esti-
mated speed of 40 miles per nour it collided with Extra 1853
Weat.

The engines of botn trains and tne first 6 cors of Extra
2185 West were derailed and demaged.

It wes clecar at the time of thae accident, wnicih occurred
about 8:53 p. m.

The front brakemen of Extrs 2185 West was killed. Tae
engineer, tne fireman, the swing brakeman and the rflagman of
Extre 2185 West wers injured.

In tests after tne accident tne automatic block-signal
system functioned properly.

Discuegion

Tne rules governlng cperation in automatic block-signsel
territory on tn line orovide tnat a train or an ﬁngine pPro-
ceeding from s siding to the mein track must remaln clear of
the insulated joints at tne clearance noint until tinie switen
nas been opened, and an intervel of 2 minutes must elapse after
tne switcn nas been opencsd before a movement to tne main track
may be made. In addition, a movement from s siding to tne main
track must not be stoarted until provner fleg protection nas been
provided. All the surviving employees concerned understood
these requirements.

Extra 153& VWest nad moved wes*tward a distance of about 900
feet on tne siding at Castle Pock and nad practically stopped
witn tne engines fouling tne westward main track on tne turnout
of tne west siding-switcn wnen tha second engine was struck by
Extre 2185 'lest. MNo train order restricting tne autnority of
eitner trein to oroceed nad oeen issued. Under tne rules, Ext
1553 West was required not to pass the clearance point of the
west siding-switen until after the switcn nad be~n in open po-
sition en interval of not less than 2 minutes, and Ilag protec-
tion was required for tne movement.

As Extra 2185 West was approacning Castle Rock tne speed
was agbout 40 miles per nour. Tne neadlight was lighted brigntly,
and tne enginemen were maintaining a lookout anead. Signal 88.4,
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loceted 5,657 feet’east of the west siding-switcn and tne lest
automatic signal wanlicn this train passed, disnlayed proceed.
Tne first warning the crew nad of anytning being wrong was waen
tne engine reached a point about 800 feet east of the west
siding-switcn. Then the engineer saw tne enginees of Extra 1553
foullng tne maln track. He immediately moved the brake valve
to emergency position, but tne collision occurred before tne
brakes became effective.

Tne conductor of Extra 1553 €aid that ne lined tne west
slding-switcn for the movement of nis train from tne siding to
tne westward main track. He thougnt ne opcrated tne switch at
least © minutes prior to trne time the accident occurred. Wnen
the movement started, tne otner members of tne train crew were
in tne vicinity of tne front end of tne train, and the engine-
men were on taelr respective engines. Tnese employscs said
tney did not see tane conductor operate tne switen and they did
not observe tne position of thae switch until just before tne
engines entered tne turnout. Flag protection wes not provided
for tne movement, and no member of tne crew was awere tnat
Extra 2185 was closely approacning until the engincs of Extra
1553 entered tne turnout. Then tne fireman of tne first engine
saw thne reflectior. of the neadlignt of the avproacning train a
few nundred feet distant, and ne called a warning. The englneer
immediately moved tne brake valve to emsrgency position, and
Extra 1553 nad prectically stovped with tne front end of the
first engine opposite tae west siding-switcn when tne collision
occurred.

Extra 2185 was moving at a speed of about 40 miles per
hour wnen 1t passed signal 88.4, and, since no restrictive indi-
cation was displayed by the signal, tnis speed was maintained
tnroughout a dietance of avproximately 1 mile to the point
wnere the engineer observed that the engines of Extra 1553 were
fouling the main track. Besed on an average speed of 40 miles
per nour, an intervsl of approximately 1 minute 30 seconds
elapsed between the time Extra 2185 passed signel 88.4 and the
time tne accident occurred. Trerefore, it is evident tnat if
an interval of 2 minutes had elapsed between tne time the west
siding-switcn was opened and tae time tne movement of Extra
1553 was started from tne siding to the main track, as redquired
by the rules, tnis accident would not mave occurred.

During the two years immediately preceding tne date of
this accident, the Commission investigeted six accidents in
wnicn a train, witanout providing protection, fouled tne main
track immedistely in front of an approacaning train, sucn as
occurred in the accident under discussion. Tnese accidents
resulted in tne death of 43 and tne injury of 197 persons. Of
tnese, five occurred in territories where tne operation was by
timetable, train orders and automatic block-sigrnal system, and
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one occurrcd in territory whasre tne oveoretion was by timetablc
and train ordere only. . o

Trains of five reilroads, ramely, tne Nortnern-Pacific,
tne Union Pacific, the Great Nortnern, tne Milweukec, and tne
Longview, Portland and Yortncrn, are O?“ratbd over tne sub- ‘l’
division involved in tnis accident. During tne 30-day period
przczding tone day of tne accident tne avcrage daily movenent
on this sub-Aivision wes 49.7 trains. Moximum autnorized spceds
on trnis line were 65 mlles per nour for vassenger trains end 50
milcs per nour for frelgnt treins. In view of tne nature end
volume of traffic on tnls line, e1ll facilities whicn are rzason-
ebly requirecd for adequcte orotection snovld be provided. De-
reils locested at tiiz clecarence points and arrang:d to operote
in conjunction with electricelly locked switcnes would vrevent
trains, about to enter e mein track, from foullng the main treck
immediately in front of &n eporoacning trein. If suen an
errengenent nad been provided at the clearance moint at tne
weet end of tne siding at Castle Rock, tais accident would heve
Lzen prevented.

Cavsge

It is found thet this sccident wes ceused by e train
fouling the mein treck immedietely in front of & following
trein.

Recommendation

It is recommended tnet thne Nortnern Paciflc Rellway Company
install, at clearance voints on its sidinge in automestic block-
51gn al territorJ on the Third Sub-division of tne Tecoma Divi-
sion, derells coordiretod with ele ctric swviten-locking.

o Dated 2t Washington, D. C., this third
day of Novemper, 1944.

By tne Commission, Cneirmen Protterson.

7. P. RARTEL,

(SEAL) Secratary.



