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INTERSTATE COMMERCE COMMISSICN

REPCRT NC. 3313

K

IN THE MATTZR OF MAKIIG ACCIDENT INVESTIGATICN REPOARTS
UNDER ThE ACCIDEIT REPORTS ACT O# LAY 6, 1910.

GAEAT NORTRERN RAILWAY CCMPANY

April 11, 1080

Accident at Agsinnib.tne, ¥ont,, »n Jannary 18, 1950,
caus-d by en inrerior train ocrupving the main ﬁr:

. on “he time of an opposfing surnrior traln wilthous
riac T‘,“Of sction

PATTEREON, Commiesioner:

)

Cn January 16, 1?50, there was a head-end colllinio
between a freight Erain

Norilern Rallwey at Ass:ﬁniboine, Mont., whkich resuited
The injury of 21 nassenwt-rs, 1 person oa-ried unéar con
2 dininc-car employvees, and 5 tralin-sevrvice mpTOVPnn.
This aceident wae investizated in sonjunction vith
representatlve of the Montana board of Railroad Commiss
and Public Service Commiscion.
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Location of Accident and Method of Operation

Thls accldent occurred on that vpart of the Butte
Division extending between Great Falls and Havre, Mont.,
123.24 miles. In the vicinity of the polint of accident
this is a single-track line, over which tralns are operated
by timetable and train orders. There is no block system
in use. At Assinnlboine, 7.53 mllcs west of Havre, a siding
2,960 feet in length parallels thc main track on the north.
The east switch of this siding is 901 feet east of the
station sign. The accident occurred on the main track at
a point 361 feet cast of the east siding-switch. From the
west there are, in succession, a tangent 4,163 feet in length
and a 2° curve to the left 676 fect to the point of accident
and 2,390 feet eastward. From the east there are, in
succession, a tangent 4,262 feet in length and the curve
on which the accident occurred. The grade for east-bound
trains 1s, successively, 0,10 percent ascending 1,000 feet,
0.183 percent ascending 1,350 feet, 0,209 percent ascending
185 feet, 0.209 percent descending 284 feet, and 0.62 percent
descending 76 feet to the point of accident. The grade for
west-bound trains varies between 0.35 percent and 0,82 nercent
ascending throughout a distance of 2 miles immedlately cast
of the point of accildent.

This carrier's operating rules read in pert as follows:

5-5. Unless otherwise specificd, the time applies

at the switch where an opposing traln enters the siding;
% 9% 3

17, The headlight % * % must be extinguished when &
frain turns out to meet another train and has stopped
clear of the main track % % #

% % W
S—17, % % %

Until the headlight of a train turned out to meet
another traln 1s extinguished, 1t is an indication
that the main track 1s obstructed., The opposling traln
nust approach prepared to stop before passing the
headlight and if the head end of train 1s clear of mailn
track, may proceed only at restricted speed to the polnt
where the mailn treck may be obstructed,
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17(C). On % # # diesel-electric * % % powered
trains, when Tull power headlight is not required it
must be burning dim during dayllight hours, except
as prescrfbed by Rule 17.

35. The folleuwing.signals will be used by flagmen:

Day signals—-A red flag,
Torpedoes and Fusees.

# % ¥
73, Extra trains are ihferior’to rcgular tralns,

§-87. An Anferior train must keep out of the way
of opposing superior trains and falling to clear the
maln track by the time requlred by rule must be protected
as prescribed by Rule 99,

Extra trains must clcar the time of opposing regular
tralns not less than five minutes unless otherwise
provided % % # : .-

5-89., At meeting points, the inferior train
must take the siding and clear the time of the
superlor train not less than flye minutes #* % %

The inferior train must pull into the slding when
practicable., If nccess~ry to back in, it must be
protected as prescribed by Rule 99,

99. When a train stops under circumstances in which
1t may be overtaken by another traln, the flarman must
go back immediately with flagman's signals a sufficient
dlstance to insure full protcction # % %

% %

, The front of the traln must be protected 1n the
same way when necessary by the forword brakeman,
fireman, or other competent employe.

* % W ".
The maxlmum authorized spceds were 55 mlles per hour

for the passenger train and 35 miles per hour for the freight
train,
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Description of Accident

Extra 263 East, an east-bound freight traln, consisted
of Diesel-electric units 263-A and 263-B, coupled in multiple-
unit control, 49 cars and a caboose. This train departed
from Big Sandy, the last open office, 28.02 miles west of
Assinniboine, at 6105 a.,m. and stopped on the main track at
Assinniboine about 8:23 a.m., with the front of the first
Diesel-electric unit about 300 feet east of the east siding-
switch. Several minutes later 1t moved eastward and stopped
with the front of the first Diesel-electric unit 381 feet
east of the east slding-switch. About 8:35 a.m, 1t was
struck by No. 235.

No. 235, a west-bound first class passenger train,
corisisted of Diesel-electric unit 228, one mall-baggage
car, one coach, and one cafe-parlor car, in the order named,
A1l cars were of steel-underframe construction. Thils train
departed from Havre, the last open office, at 8:20 a.m., -
on time, and while moving at an estimated speed of 15 mlles
per hour it struck Extra 263 East.

None of the eaulpment of either traln was deralled. The
first car of Extra 263 East was badly damaged, and both Diesel-
electrlc units and the second car were somewhat damaged, The
first car of No. 235 was badly damaged, and the Dlesel-electrlc
unit and the second and third cars were somewhat damaged,

The engineer of Extra 263 East, and the conductor, the
engineer, the front brakeman, and the flagman of No, 2395 were
injured.

The weather was clear at the time of the accident, which
occurred about 8:35 a.m.

During the 30-day period precedling the day of the accident,
the average daily movement in the vicinity of the point of
accident was 8.6 trains.

Discussion

Under the rules, the schedule time of a west-bocund
train at Assinniboine applies at the west switch of the
siding. No. 235 was due %o leave Pacific Jct., 3.5 miles
east of Assinniboine, at 8:27 a.,m,, and to leave
Assinniboine at 8:32 a.m. Unless flag protection was
provided as prescribed by rule No, 99, Extra 263 East was
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required to be clear of the main track between Peciflc Jct.
and the west siding-switch at Assinniboine not later than

8:22 a.m. If it entered the siding at Assinnibolne at the
west swltch, 1t was requlred to be clear of the main track
not later than 8:27 a.m.

As Extra 263 Eact was approaching Assinniboine the speed
was about 30 miles ver hour, The .brakes of this train had
been tested and had functioned properly when used en route,
The headlight was lighted. The engineer and the firecman were
in the control compartment at the front of the first Diesel-
electric unit, the front brakeman was in the control comnart-
ment at the rear of the second Diesel-electric unit, and the
conductor and the flagman were in the cupola of the caboose,
The conductor and the flagman sald that the traln departed
from Laredn, 7.38 mlles west of Assinnibolne, about 8:05 a,.m.
and they cnnsidered that there was ample time to proceed to
Assinniboine to clear the time of No. 235 in comrlliance
wlth the rules., As the train was approachlng Asslnnibolne,
their view from the cupola was somewhat obscured by swirling
snow along the sides of the traln, and they were unable to
determine thelr exact location until the front of the train
was in the viclnity of the west sidins-switch, When 1t
‘became apparent that the train would not be stopped short
of the switch, the conductor opened the conductor's valve,
The train stopped with the front end about Z00 feet east
of the east siding-switch. After the conductor clused the
conductor'ls valve so that the brakes could be released, he
proceeded toward the front of the train, Immediately after
. the brakes were released, the conductor and the flagman

heard a proceed signal sounded on the pneumatlc horn of the
Dlesel~electrie unit, then the trailn moved forward. The
flagman at once opened the conductor's valve again, which
action caused the brakes to be applied a second time, He
closed the valve and then, from the top of the caboose, gave
back-up signals with a red flag. The conductor continued
foward the front of the traln and used a lichted fusee to
‘glve back-up signals. He had reached a point about 275 feet
west of the front of the train when the collislon occurred,
The engineer was 1njured in the ‘accident and could not be
questioned during this investigation. The fireman and
_the front brakeman said that the engineer had not

discussed with them the matter of clearing the main track
for No., 235, and they both overlooked the fact that their
train-was occupylng the main track on the time of an
opposing superlor train, Thelr train had been delayed at
several polnts en route because of overheated Journals,

.



When the brakee were applied &% Agsinniboine by the usc oXf
the ronductor's velve, the front braxeman assumed that 2novier
Journol nod become overheated. He csscmbled tools and
prepared to assist the other mombers of the train crew in
maklng necessary repairs. Whnen he alighted from the Dlsuel-
eleciric unit he observed the signuls being given by tae
conCuctor and the fl-.gman. The fireman also observed fie
sicnals at the scome time. The fireman saxd the englner v
atterpted to starv the train in backward motion, but »Heiore
the brake pipe was chorged sufficlently to release the brakes
to peormit the train to be moved westward, the enginemen ard
the front brakeman obgerved the approach of No., 235. The
front brakeman then ran toward the aprroaching train and cave
ston signals with a red flzg. Hd2 had reached a ooint noout
150 feet ecst of the rront of ris %rain when No. 2856 proced
him,

As No, 228 was approaching tha point whiere the accldent
occvrred the speed wnas about 50 wilss per hour. The cneinemen
were mointeinine a lookout aheud from th-ir nositions in the
control compartment =t the front of the Di.sel-eclectric uatt,
and the members of tl.e train crew wer= in various locsilona
througl.cut the cargs of tho train, The brnkes of thig tr-in
had been fested and rad functioned propoerly when used en route.
When the train was abont 0.9 mile efst of the eigt sidin-s-
switoh at Agssinnibeine, ths enginemen ohserved Extra 270 Eact,
which appeared t5 be standing betwcen the switches of M-
siding at that station. The headlight of Extra 263 Eact
was lichied, and the engincer of No. 235 initiated a serviceo
brake cpplicaticn. Becausc of curvature of the trock, the
encinemen did not become 2wrare that Extra 263 Enst was
ocecupying the main track east or the -~nst siding-switch
until their troin was abcut 750 fect distant from the front
end of Extra 263 Eust. The engineer immedictely initl .v:A4
an emcrgency bruke application, and ths speed of the tr.ln
was reduced to about 156 miles per hour whoen the coliislien
occurred,

Sause

It 1s found that this accident was caused by o¢n infericr
train occupying the main track on the timc of &n opposing
supcrior train without flos protection,

Dated at Wasrington, D. C., thls eleventh
dey of April, 1$50,

L)

By the Commission, Commissioner Patterson.

( SZAL) W. P. BARTEL,
Secrotary.



