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SUMMARY

Aucust 2, 1952
Great lYorthern

Summit, Mont.

Head-end colllision

Freight : Pascenger

Extra 414D West : 4

Diecel-electric : Diesel~rlectric
units 414D and units 381G,
414C 3618 and 061A
é6 cars, caboose : 14 cars

Undeternined : Undeternlned

Tinetable, train orders and aJtomatic
hlock-sisnal system

Sinle; ©°12' curve; 0,30 percent
ascending grade westward

Clowdy

5 p. n,

14 injured

Traln occupylng main track on time of

opposina superior traln without
protcction
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INIERETATE COMMERCY COMMISSION

REZPORT NO. 3478

I' MAXINMG ACCIDENT INVESTIGATION REPORTS
CCIDENT REPORTS ACT OF MAY 6, 1910,

B0

GREAT NORTHERN PAILWAY CONMPANY

Septomper 11, 1952

Accldent near Sumnit, Mont., ~a Aucust 2, 1982, causced by
a traln Oﬂcubyinv thie maln track on the time of an

opposlng supericr train without protectilon.

1
REFCRT OF THE COMMISSION

PATTERSON, Commissioner

On August 2, 1982, there was a head-end collislon
hettecn a fre1~h+ trn n and a vassenzer traln on the Great
Northern Railway near Summit, Mont, Wnich resulted in the
1njarv of 12 passengers, 1 dlning—car emnloyee, and 1
train-service enployee,

—

1

Under authority of section 17 (2) of the Intersiase Come
nerce aAct the above-entitled proceeding was referrcd by the
Commigsalon to Commissioner Patterson for consideretion and
Glsposition,
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Location of Accident and Method of Opecration

This accident occurred on that part of the Kalispell
Division extending between Blackfoot and Whitefish, Mont.,
100.28 miles, Betwsen Blackfoot and Summit, 32.83 miles
west of Blackfoot, this 1s a single-track line., Between
Summit and Red Eagle, 34.09 mlles west of Summit, 1t 1s a
double—-track line, Tralns in both dlirectlonson the single
track and trains moving with the current of traffic on the
double track are operated by timetable, train orders and an
automatic block-signal system, At Rising Wolf, 6.26 mlles
east of Summit, a siding 1.21 miles in length parallels the
main Yrack on the north, At Summit a siding 1,16 miles 1ln
length, deslgnated as the eastward siding, parallels the
main tracksg on the south. The east siding-switch 1s 2,277
feet east of the end of double track. The accident occurrcd
on the single track at a polnt 3,348 feet eaast of the end
of double track at Summit, From the east there are, in
succession, a 6°03' curve to the left 1,075 feet in length,
a tanpgent 40 feet, and an 8°12' curve to the right 386 fect
to the moint of accident and 442 fret westward. PFrom the west
there are, in succession, a 5"&1l' curve to the right 539 feet
in lcngth, a tangent 57 feet, and the curve on which the
accident occurred, The grade is 0,80 percent ascending
westward at the point of accident.

Immediately west of the point of accident the track is
lald in a hillside cut. The north wall of the cut, which
rises to a height of about 25 feet on a slope of about 1 to
1, restricts the range of vision between opposing movements
to a distance of about 380 feet.

Automatic signal 1144,9, governing west-bound movements,
1s located 4,75 miles =ast of the polnt of accident., Automatic
signals 1149,1 and 1149,9, the fourth and fifth signals west
of signal 1144.,9, are located, respectively, 4,713 feet and
331 Tect cast of the point of accident. Semi-automatic signal
1150,6, governing east-bound movements from the eastward main

rack to the single track at Summit, and automatic signal 1150,2,
governing east-bound movements on the single track, are
located, respectively, 3,697 feet and 947 feet west of the
polnt of accident. Signal 1150,5 is of the two-arm upper-
quadrant semaphore type, and the other signals are of the one~
arm upper-quadrant semaphore type. Each signal displays three
aspects, Aspects applicable to this investigatlion and the
corresponding indications and names are as follows:



-6 - 0478

Slzual Agpect Indication Naano
1144.9) Vertical Proceed on main Clear signal.
1149.1) route, % % ¥
1149.9) Horizontal Stop, then procsed Stop and
1150,2) OVEF nume at restricted procead

ber plate spead, * # W signal,
1150,6 Herizontal Stop., ¥ * ¥ Stop sinnal,

over horl-
zontal

The controlling circuits of the automatic block-signal system
east of the end of doubls track ar: arranged to permlt follow-
inr movemcnts betwecen statlons and to provide statlon-to-statlon

protection for opposing movements, Blocks for following
movenments extcend betueen consecutive signals which govern

movements in the same dlrection. Rlocks for opposing movencnis

extend between stations. VWhen a wost-bound train enters the
bloel at signal 1144,9, loratcd immediately wert of the west
slding-ecwi tch at Riszing Wolf, wiiile that signal dlsplays

an aspect to proceed, all opprosing signals to and including
slgnal 1150,6 are caused to dlsplay treir most restrictive
espccts regardlees of the poslcion of the lever contirolliag
slgaal 1150,6. If an easi=bonnd train passes signal 1150,6

after a wcst-bound “rain has parscd signal 1144,9, all sigrnals

betwecen the two trains are caused to display tiielr most
restrictive aspects,

Interlocking linits at Summit extend between signal
1150.6 and a pcint 1,398 feet cast of that signal. The
swlteh at the end of double track is power operated., Thc
control mackine of the interlocking 1s located in the
station, 611 fect west of slgnal 1150.6. Visual and audible
indlcators are provided which indicate track occupancy of
the eastvard approach clrcult, track occupancy of the block
extendlng between signal 1144,9 and signal 1150.8, and
whether controlled slgnals dlsplay aspects to proceed.

Trls carrier's operating rules read in part as follows:
73, Extra trains arc inferior to regular trains.
S~87, An inferior train must keep out of the way of

onposing superior tralns and failing to clear the maln

track by the time required by rule must be proteeted as
prescribed by Rule 92,
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Extra trains must clear the time of opposing regular
trains not less than five minuteg % ¥ #

99, When a train stops under circumstances in which
it may be overtaken by another train, the flagman must
go back immediately with flagman's signals a sufflicicnt
distance to insurc full protection % % ¥

L L

The front of the traln must be protected in the same
way when necessary by the Tforward brakeman, flremen, or
other competent employe.

S % W

509 (B)., When a train is stoppcd by a Stop and
procced indication, i1t may procced:

On any track signaled for traffic¢ In both directlons,
at restricted speed through the entire block. Where the
Stop and proceed signal ls located at the leaving end of
a cilding, the Stop-indication may be due to an opposing
train proceeding in the same block on an Approach-sirnal
indication and every precaution consistent with train
riclhits and the track ahead should bc taken belorc pro-
ceeding, to insure safe movement through the block,

wotk W%

663. When a train or engine 1s stopned by an inter—
locking Stop-indlcation, it may proceed at restricted

gpeeg after receiving a hand signal from the slgnalman
i

663 (E). Unless otherwise provided, in automatic
block signal territory, when a train or engine has
moved through the interlocking limits * * % on hand

sicnals * * % 1% must proceed as provided by Rule 509
(B) % # %

Tinctable speclal instructions read in part as follows:
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Where Automatic Block and Interlockings Rules and
G’gﬁal Indications require movements at RESTRICTED SPEED
such uovements must be made premared to stop short of "
train, obs t?untion, oxr vitcﬁ nat properly ilncd and on
the *ookout for broken ra¢l or anything that may reguire
the speed of & train to be reduged, 1% not exceediag 15
MPH or as much slower gos neges sary and vhere conditlons
require the movemcent mugt be conirolled so stop can be
mede in tlme to avold acopldent.

In the vicinity cf tho point of accident tho maximun
authorized specds are 4C mileg per hour for passenger trains
and &5 miles per bour for Yrelzgnt trains

Descrintion of Aacgldent

Extra 414D West, a west-bound Treight train, consisted

of Dlescl~elcctric unlts 414D and 414C, coupled 1n multiple-
unit control, 36 cnars and a caboese. This train departed from
Glacier Park, 12.03 mlles eost of Summit and the last onen
office, at 4:10 p, m. and passcd Rislng Wolf, the last statlion
east of Summlt af which 1% could clear tho maln track to mecct
Ne. 4, about 4:32 p, m., tle tlmo that No. 4 was duc to lecave
Sunit, It pasced signsl 1144 ¢ and the next four signals,
cach of vhich iﬂdiCdted Prccced, and stopmed at sirnal 1140,9,

which indicast.d Stop and Droceed It immedintely procecded
w strard., At a point 331 feet west of sirnal 1149,9 and 5,348
feay cost of the end of doubls track at Summlt this train clihoer
struck No, 4 vefore 1t could be stopped or was struck by No., 4
imincdla ely after 1t stopned.

Fo., 4, an vast-tound first-class passenzer trailn,
consleted of Dicscl-electric units 3€1C, 361B, and 361A, counled
in nultinle-unit control, one mell~baggarce car, one banra e
car, five coaches, one lounge car, one dining car, four ﬂr\oping
cara, and onc observation~sleeplng car, in the ordvr nane 2d
The third car w:s of coavontinnel all-steel construct loi, and
the othrr cars wore of lishtwelght steel consiruction, All
cars eicent the sscond and the third were cqulpped with
ti*rtlook couplers., Thic troin departed from Wnitefish at

| A

5~ Pe M., 12 minutes lete, and stopped at Sumrnit at 4:00

p. m, after the enginemen roccived permission from tre ‘ .

operator to pass signal 1180.6, which indicated Stop, the
traln departed at 4:54 po m,, 16 mlnutes lats, It stopped
at siznel 1180.2, wkich indicated Stop and Procced, and
immedlately proceeded eastward. It cither struck Extra 414D
West belfore 1t could be stopped or was struck by Extra 4141
West Immediately after it stopped,



Two rails 1n the south side of the track weore canted
outward by the force of the impact, and the front truck of fthe
first car of No. 4 was derailed., There was no damage to the
cquinuent of elther train except a broken couplcr on tle
locomotive of Extra 414D West and small slid flat spots on tlhe
vheels ol the rear four cars of No, 4,

The train baggageman of No. 4 was injured,

Tre weather was cloudy at the time of the accidount,
which cccurred about 5 p. m,

Discussion

Mo, 4 was due to leave Summlt at 4:38 p, m, and to
lecave Rising Wolf at 4:48 p, m. Under the rules, unless
Extra 414D Vest was protzcted as nrescribted by rule o, 99
1t was required to enter the interlocking limits at Suamlt
not later than 4:33 p, m,, if 1t proceeded to that siation
to meet No. 4. If 1t remalnad at Rising Wolf to meet No, <
it was required to clear the main track not later than 1170
p. m. All members of the c¢rew so understocd.

On the day of the accident the crew of Extra 414D Wesd
reported Zor dquty at Blackioot at 10 a, m, Becouse the
train included n number of cars on which the Journals haa
praviocously been overheated, two members of the cor dipartuent
were asslzned to acrompany the trailn and assist the crew 1T
any Journals should sagaln become overnheated. After leaving
Slackfoot the train entered sidings at two stations east of
Glacier Park and also at Glacler Park to meet or to be pnansed
by other trains. At each of these stations the crew rfound
that journales on several cars were becoming overheated and
required attention, After the traln departed Ifrom Glaclar
Park the enrginemen ond the front brakeman were in the coavrel
compariment at the front of the locomotlive, and the
conductor, the flagman, and the members of the car deps«t-
ment were in the caboose. The crew had recelved no train
order that affected the movement of thelr traln with resmect
to No, 4, Because of the condition of the cars the speed
of the train was restricted to about 15 miles per nour, and
the crew wae malntaining a careful lookout for indicatlons
of overnented Journals, Each signal east of signal 1148.9
indicated Proceed, Signal 1148.S% Indlcated Stop and Proceead,
and the train was stopped at that signal., The cnzincer sald
1t weas unusual to pags signal 1149.1 while that siznal
indicated Proceed and then find that signel 1148,9 indicated
Stop and Proceed, but he assumed that signsl derart.ient
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orevated. a switeh after his train pasreod aipnal 1140.,1, The
train rroceeded immediatey after 1t stopred, and 1t rad
attolned o specd ot akout 3 milcs per hour wnen the cmnloyess
on tre locouotive ovserved the aspproach of Ne, 4., The
encineer Innedintely made an emergency applicationan of the
tralzes, The cmployees on tha locomotive thourht thet thedr
tialn stoored a=d wre struck by No, 4, but tiliv atteatien
wat concwlirated on Lhe ovmosins train nrud they woere not
covbain 1t thelr train »8 not in ustlon wihen the
col’lialon ocurred, Each member of the erew s:1d tiat

untll the colliclon occurred he had overlooked the

schedut e of No, 4, Thesr cmplevezs could not nccount for
thelr oversiaht unless 1t vas dve %o the fnet that trey s
were concerned atout the ceadl! Lion of th. cars and were
devoilng thelr sttontinon to tiic ranning reer o tne trala,

enployces or malntenance-of-way emplovees at Sunmlt rmay have
o

Waien Yo, 4 arrived ot Sumnit 1% was stopped wost of ‘
slrnnl 115C,6, which indicnted Stop, The oparoator Antormaucd
) ] P

-

tho endirerien that the ofpnal vz eut of ovdar that therce
wag no veet-dound train betveen RAlsint Wolf and Sunndt, and
that No, -+ anould procecd, Tir Troin miocerdad frow slrial
1150,6 to silonol L180.2, stopprd 25 the Iatter signad, videh
inddented Etop rnd Puogeed, rnd Loen ro efcled castwasd.

Alter the train deported trom Suv et the nzlnemen 18 o traln
master vvero maintalnins a Iookout lecad Jrom she eontiral
a

compertnent at th: fyrent of the locorstive, LhLe acrbers of

the train crew wevce 1n varilous locations toror . out the cars

of the traoln, Tre ermineren sold trat the engiseer rade on
emercency appiicstloa of the brogee laprtistely after Exlia

414D Woay heowre viogible %o thew, Tley thoauit thet thair

train stovped ~ad wrs sir 2% by Exwrs 24l ¥Wost, but thoir

attention was concentrat=o osn the opresions train and they

were not cortain that tnolr troln wes not in motion when

the colllision occurrcd, Accordlaz to ton tape of Lhi: snced
recording device, the trrin wrs movine &t a epeed of 21 nllces

per hour vien tne brakesg weve epollié.  The encinecr gnld

that alter tne trin doprried from Cuwmd o hie v s malntalidng

a locrout vor Greferiive rack £ad wes not wrtellng ire siced
Indlcating device., As tne traia entered the curve ol whlex

the ocnident cccurred, hoe noticed trat the specd was In cecs ‘
of 1 miles per hour and he inltlated 2 1) 'ht s-rvice -
applinsution of the brakes, Immedlrtely afterwsrd he observed
ghjkopposing train and made ar (merzency oppllcating of the

rukes
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The operator at Summlt said that according to the
indicators in her office No. 4 entered the approach circult at
4:36 pe me and Extra 414D West passed Rising Wolf at 4:38 pe me
When she informed the train dispatcher that these trains vere
approaching, the dlgpatcher told her that he did not think
there was a west-bound trailn between Rising Wolf and Summit.
Because the 1ndicetor had indicated track occupancy between
Riging Wolf and Summit on scveral previous occaslons when the
block was unoccupled, the operator assumed that the same
condition prevailed on this occaslon. After another employee
inspected the swltches of thc lnterlocking to see that they
were properly llned for the movement of No. 4, the operator
told tne englnemen of No. 4 that signal 1150,6 was out of
order, that there was no train in the block, and that No, 4
should proceed,

The conversation betwecen the operator and the dispatcher
took place about 4:40 p, m, No, 4 was due to leave Sumnit at
4:38 n, m,, and at 4:40 p, m, Extra 414D West could not, under
the rules, occupy the main track west of the east siding~switch
at Rising Wolf without flag protection. For this reason the
dispatcher concludaed that Extra 414D West would not procecd
beyond Rising Wolf to mect Mo. 4, and he informed the operator
that there should be no west-bound train between Rising Wolf
and Summit, He thoen callcd the signal malntainer and notified
him that apparently the signal system ln the vicinity of
Sumnit was not functioning properly,

The signal system between Rising Wolf and Summit was
tested several days aftzr the accident occurred, It was found
that the voltage at the controlling relay of one of the signals
was lower than normal, This condition might, under certain
clrcumstances, cause signal 1150.6 and several signals east
of that signal to display their most restrictive aspects
whilc the blocks of the signals were unoccupied. In this
event the indicator in the station at Summlt would indicate
that the block between Surmmit and Rising Wolf was occupled,

No other conditlon was found that would cause an lmproper
opcradvlon of the signal system,

. Although this accident was caused primarily by the fail-
ure of Extra 414D West to clear the schedule time of No, 4,
the information which the enginemen of No, 4 recelved from the
operator at Summit undoubtedly was a contributing factor. The
trains collided within a block in whlch each traln was
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requlrcd to move at restricted speed, The rules requirc that
extra precautlons be takxen belfore a train enters a block vhich
may be occupled by an cpposing train, but in the instant case
the onginemen of No. 4 had been informed that the block was not
occunied by an opposing trein,

Cause
It 1s found that this accident was caused by a train
occunying the main track on the time of an opposling superior
traln vlithout protection,

Dated at Washington, D, C,, thls eleventh
day of September, 1952,

By the Commission, Commissioner Patterson,

( SEAL) GEORGE W, LAIRD,

Acting Sceretary.



