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August 8, 1957
Canadian Pacific

Attean, Mo
Head-end collision
Freight

908

Diesel-electnc units 4016
and 4001

27 cars, caboose

W0mph

3773

Freight
951

Diesel.electric units B450
and 4019

50 cars, coboose

20m p h.

Timetoble, train otders, and automatic block-slgnal system

Single, tangent, 0 45 percent descending grade eastward

Clear
1M05a m

1 killed, 6 injured

Overlapping of outhority of two opposing regqular trains as o
result of failure to 1s5ue a maet order to the supenior train,
and failure to operate the inferior train in accordance with

signal indication



INTERSTATE COMMERCE COMMISSION

REPORT NQ 3772

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS UNDER
THE ACCIDENT REPORTS ACT OF MAY 6, 1910

CANADIAN PACIFIC RAILWAY COMPANY

January 17, 1958

Accident near Attean, Me , on August 8, 1857, caused by overlapping of authority of two
opposing reqular trains as a result of failure to 1ssue a meet order to the superior traiwn, and faml-
ure to operate the inferior train 1n accordance with a signal indication

1
REPORT OF THE COMMISSION
TUGGLE, Commtssioner

On August 8, 1957, there was a head-end collision between two freight trains on the
Canadian Pacific Railway near Attean, Me , which resulted 1n the death of 1 train service employes,
and the mjury of 6 train-service employees This accident was investigated in ¢onjunction with a
representative of the Maine Public Utilities Commission

1
Under authority of section 17 (2) of the Interstate Commerce Ac! the above=entitled proceeding was

reterred by the Commiselon to Commieslonar Tuggle for consideration and dispositlon
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Location of Accident and Method of Operation

This accident ocourred on that part of the Brownville Division extending between Megantic,
Que , Canada, and Brownwville Jct, Me, 117 1 m.les, a single-track line over which traing are
operated by timetable, train orders, and an autcmanc block-signal system The eccident occurred
on the man track at a point 37 3 miles east of Megantic and 1 07 miles west of the station at
Attean, Me From the west there are, 1n succession, a 3902' curve to the night 1,253 feet 1n length,
a tangent 158 feet to the point of accident and 50S feet east ward From the east there are, 1n
succession, a tangent 263 feet in length, a 3932' curve to the right 2,479 feet, and the tangent on
which the accident occurred At Attean and at Elmer, 3 3 miles west of Attean, sidings parallel
the main track on the south and north, respectively The grade 1s 0 45 percent descending eastward
at the pownt of accident

Automatic signals Bl6 and 808, governing eastbound movements on the main track are
located, respectively, 1 95 miles and 1 15 miles west of the point of accident  Autematic signals
785, 791 and 797, governing westbcund movements on the man track, are located, respectively,
1 20 miles east, 3,134 feet eaat and B8 feet west of the point of accident These signals are of
the searchlight type aond are approach highted Aspects applicable te this investigation, and the
corresponding indications and names are as follows

Signal Aspect Indication Name

785 Green Proceed Clear Si1gnal

816

808 Yellow Proceed, preparing to Approach Signal.

stop at next signal

Train exceeding medium
speed must at once reduce
to that speed Reduction
to medium speed must
commence before passing

signal
791 Red with marker Stop Step Signal
bearing letter
flA'l
797 Red Stop, then proceed at Stop and Proceed
restricted speed signal

The operation of these signals 1s based on the absolute permissive block prineiple under
which entry to the section of track between the sidings at Elmer and Atteon 1s governed by ubso-
lute signals 816 and 791, and movement over the sectlon 15 governed by intermediate permissive
signals 80B and 797 The controlling circuits are so arranged that when an eastbound train passes
signal 816 indicating Proceed and the block of signal 785 1s unoccupied, signal 791 indicates Stop
and signal 785 indicates Stop-and-proceed When an eastbound train passes signal 816 indicating
Proceed and the block of signal 785 15 occupied, signals 79] and 797 indicate Stop and Stop-and-
proceed, respectively, and signal BOB indicates Proceed-preparing-to-stop-at-next-signal  After
the eastbound train passes signal BOB and clears the block of sinal B16, signal 808 windicates
Stop-and-proceed and signal 816 indicates Proceed-preparing-to-stop-at-next-signal
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This carmier’s operating rules read 1n part as follows

34 * * * Al]l membera of engine ond train crews muat, when practicable, communicate
to each other by [ls name the Indlcotion of each signal affecting the movement of thelr
train or engine

72a (SINGLE TRACK) Trains in the direction soecililed by time table are supsrior
ta tralns of the same class in the opposite direcllon

87 (SINGLE. TRACK) An Inlerlor train must keep out of the way of opposalng superior
irains and failing to clear the main track by the time required by rule must be protected as
prescribed by rule 99

L I

89 (SINGLE TRACK) At meeting points the Inferior troin must tcke the siding and
clear the time of the superior traan not less than five minutes, except at schedule meeting
points between trains of the same class where the lnferior train must clear the main track
before the leaving time of the superier train

204 Train orders must be addressed to those who are to execute or observe them,
nanung the place at which each is to receive has copy Those lor a train must be regarded
as addressed to conductors, enginemen, * * *

208 A train order to be sent to two or more offices must be tranamitted aimultaneously
to as many of them as praclicable When not sent simultanecusly to all, the order must be
sent first to the superior train

211 Clearance [orm A or B must be filled out by the operator before clearing a train,
showing thereon, without erasure or alteratlon, the number of each train order, if any, for
that tramn with other required Information, and will then repsat to train dispatcher, from the
clegrance, the numbers of such orders The dispatcher will make the required record in
the train order book, and if operator has correctly repeated the numbers of the train orders
for that train will respond by giving O K * * *

ok x

FIXED SIGNAL DEFINITIONS

SPEED, MEDIUM—A speed not exceeding thirty miles per hour

Timetable special lnstructions provide that eastbound trains are superior to westbound
trains of the same class

The maximum authorized speed for freight trains in the vicinity of the point of accident 1s
45 miles per hour

Description of Accident

No 908, an eastbound second-class freight train, consisted of diesel-electric umts 4016
and 4001, coupled in mubtiple-umit control, 27 cars, and a caboose  This train departed from
Megantic at 925 a m, on time At Holeb, Me , 7 6 miles west of Attean, the last open office, the
members of the crew recewved coples of a Clearance Form A indicating that there were no trmn
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orders  This train departed from Holeb at 1055 a m, on time, passed the east siding-switch at
Elmer at 1102 a m, on time, passed signal 816 which indicated Proceed, passed signal 808
which mdicated Proceed-preparing-to-stop-at-next-signal, nnd while moving at an estimated speed
of 30 miles per hour 1t collided with No 951 at g point 1 (7 miles west of Attean

No 951, a westbound second-class freight train, consisted of diesel-electric umits 8460 and
4019, coupled 1n multiple-unit control, 50 cars, and a caboose At Greenville, 45 3 miles east of
Attean, members of the crew received copies of train order No 225 agddressed to No 951 which
read as follows

No 908 Eng 4016 meet No 951
Eng 8460 at Elmer

The order was made complete at 9 29 a m and the members of the crew received copies of a Clear-
ance Form A This train departed from Greenville at 9 45a m, on time, ptssed Jackman, 5 1mi les
east of Attean, the last open office, at 1052 @ m , 6 minutes late, passed signal 785 which 1ndi-
cated Proceed, passed signal 791 which should have indicated Stop, and while moving at an esti-
mated speed of 20 miles per hour 1t collided with No 908

The locamotive and the first seven cars of No 908 were derailed The locomotive stopped
in line with the track The sixth ¢l stopped on its side on the top of the second diesel-electric
unit The other derailed cars stopped on or near the track structure The first diesel-electric
unit and five of the dermiled cars were demolished, and the other derailed cars were damaged The
locomottve of No 951, the furst car, and the fifth to the tenth cars, inclusive, were derailed The
locamotive and the first car stopped in line with the track The front end of the second diesel-
electric unit stopped on top of the rear end of the first diesel-electric unit, and the front end of the
first car stopped an top of the rear end of the first diesel-eleciric unit The other derailed cars
stopped on or near the track structure Three of the dermiled cars were demolished The other
derailed cars and the second car were damaged

The engineer of No 951 was killed The fireman and the front brakeman of No 951, and
the engineer, the fireman, the front brakeman, and the flagman of No 908 were injured

The weather was clear at the time of the accident which occurred at 11 05 m

Discussion

Under the rules of the carnier the dispatcher was required to transmit train order No 225 to
bath No 908 and No 951 In the event that the train order was not transmitted simultaneously ta
the two offices involved, the dispatcher was required to transmt 1t for delivery to No 908 first
since that train was superior to Ne 951 by timetable direction  Clearance Form A or B must be
filled out by the operator before clearing a train, showing thereon the number of each train oider,
if any, for that train with other required information, and the operator must repeat to the dispatcher
the numbers of such orders from the clearance The dispatcher must then make the required record
in the train order book

Elmer was the timetable schedule meeting point for No 908 and No 951 No 90B was due
to leave this paint at 11 62 a m  If Ne 951 proceeded to Elmer to neet No 908 under timetable
quthority, 1t was required to enter the siding at the east switch and clear the main track before the
leaving time of the superior train, or provide flag protection In the event that No 951 cculd not
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proceed to Elmer and clear the mamn track by 11 02 @ m, 1t would have been necessary for this
train to keep out of the way of the opposing superior train and clear the main track at some point
east of Elmer by the time required by rule, or be protected as prescribed by Rule 99

The dispatcher said that in order to insure that these trains would meet at the timetable
schedule meeting pomnt he intended to 1ssue a train order tc that effect This was a frequent
practice to minimize delays The dispatcher sard that when ne called the operators at Holeb
and Greenville by telephone tc transmut the meet order the operator at Holek did not reply and
after two unsuccessiul gttempts to communicate with him, he proceeded to issue train order No
225 to the operator at Greenville for delivery to No 951 at that station The operator repeated
the order and 1t was made complete at 925 a m The dispatcher then cleared No 951 at Green-
ville The operator at this point said that since the order was transmitted only to him he assumed
that It previously had been transmitted to the operator at Holeb The dispatcher said that before
No 951 passed Jackman, the last open office, he aguin attc ' wied to communicate with the opera-
tor at Holeb but did not recetve any response  The dispatcher then became engaged in other
duties  Later when No 908 was ready to depart from Holeb the operator at that point requested
the dispatcher to clear the train  The dispatcher said that he overlacked the fact that he had
not transmitted order No 225 1o the operatar for delivery to the crew of No 908 at Holeb, and
without checking the train order book, he instructed the operator to clear the train

When No 908 departed from Holeb 1t was not restricted with respect to No 951 except
for the timetable schedule meet, although No 951 was authorized by order No 225 to proceed to
Elmer to meet the superior trmin  Under these circumstances, when No 951 had not arrived prior
to 11 02 a m, the leaving time of No 908 at Elmer, a lap of qutherity was created and hoth trains
simultaneously had authonty to occupy the main track at the point where the accident occurred

As No 908 was approaching the point where the accident occurred the speed was ahout 45
miles per hour The fireman, a qualified engineer, was operating the locomotive, the engineer
was i the engine compartmrent of the second diesel-electric unit inspecting the engines, the
front brakeman was in the contrel compartment of the first diesel-electric unit, and the conducteor
uand the flagman were in the caboose The brakes of this train had been tested and had functioned
properly when used en route When the train was in the vicinity of Elmer, the members of the
crew observed thal Neo 951 was not on the siding and that the time was 11 02 a m, the time
at which No 90B was permitted by timetable authcrity to leave Elmer Signal 816 indicated Pro-
ceed The front brakeman called the indication to the fireman and the fireman answered The
engineer said that he observed that signal 816 indicated Proceed from his position in the rear
urut  Signal B08 indicated Proceed-preparing-to-stop-at-next-signal  The front brakeman called
the indication to the fireman and the firermnan answered The fureman intigted a service appli-
cation of the brakes before the train passed the signal While the train was moving on the curve
immediately west of the point of accident at a speed of about 35 miles per hour, both the fireman
and the frent brakeman observed No 951 approaching at a distance of about 600 feet The {ireman
imnedigtely inthated an emergency application of the brakes and the speed of the train was re-
duced to about 30 miles per hour when the collision occurred

Asg No 051 was approaching the point where the accident occurred the speed was about
20 miles per hour The fiurst diesel-electric umt was of the road-switcher type and the control
compartment was at the east end of the unit
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The engineer and the front brakeman were 1n their respective positions in the cab of the
first unit  The fireman was in a kneeling position near the control panel mn the front of the cab,
and cther members of the crew were 1n the cabcose The engine of the first umit had stopped at
a pout east of Jackman and power was being supplied by the rear umit  The brakes of thls tramn
had been tested and had functioned properly when used =n -oute The front brakeman said that
the engineer called the Proceed indication of signal 785 He said that signal 791 indicated Pro-
ceed when 1t came into his view as the train moved on a curve to the left ond he called the indi-
cation but did not hnow 1if the engineer responded He estimated that at this time the locomotive
was approximately 1,200 to 1,400 feet east of the signal He smid that he then turned to inspect
the train as 1t moved on the curve and he did not again observe the aspect of the signal before the
locomotive passed 1t  When the train was 1o the vicimty of Attean, an unsuccessful attempt was
made to start the engine of the first unit The fireman said that he and the engineer then agreed
to defer further attempts to start the engine until their train arrived at the meeting point with
No 908 The fireman said that the wayside signals were not visible from his positien in the cab
and nhe did not see the aspects displayed by any of the wayside signals after the tramn passed
Jackman until the enguneer called a warning that signal 797 was displaying a 1ed aspect He
said that en route while he was trying te find the cause of the engine stoppage he had heard the
other members of the crew on the locomolive call indications of signals but he was unaware of
the exact locations at which they were called The fireman and the front brekeman said that the
engineer applied the brakes and socunded the whistle immediately after he called the red aspect
of signal 797 They then observed Ngo 908 approaching and alighted from the locomotive a few
seconds before the collisicn occurred The engineer remained in the cab and wuas killed in the
accident

The signd system in the viciniiy of the pomnt of accident was tested after the accident
cccurred and was found to function as intended A representative of the carrier observed that
signal 816 indicated Proceed-preparing-te-stop-at-next-signal shortly after the accident occurred
which 1= the proper indication provided No 908 passed signal 816 befcre No 651 passed signal 791
Since signal 816 indicated Proceed-preparing-to-stop-at-next-signad after the accident eccurted,
and since signal A0B indicaed Proceed-preparing-to-stop-at-next-signal when No 908 passed
that signal, 1t 1s evident that No 908 passed signals B16 and BOB befcre No 951 passed signal
791, and that when No 951 passed signal 791 1t indicated Stop Avparently the locomotive of
No 951 was closely approaching signal 791 at the time the mndication changed trom Proceed to
Stop and members of the crew on the locomotive did not observe this restrictive indicdion

Cﬂuse
This accident was caused by overlapping of authority of twe opposing reqular trains as a

result of failure to 1ssue a meet order to the superior train, and failure Lo operate the inferior train
in accordance with a signal 1ndication

Dated at Washington, D C , this seventeenth
day of January, 1958

By the Commission, Commissioner Tuggle

(SEAL) HAROLD D McCOY,

Secretary
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