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INTERSTATE COMMERCE COMMISSTION

REPORT OF THE DIRECTOR OF TilE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCTDENT WHICH OCCURRED ON
THE NORTLERN PACIFIC RAILWAY AT DIXONW, MOWT,,
I APRIL 4, J031.

June 10, 1931,

To the Commission,

On April 4, 1931, there was a side collision between
a passenger train and & light engire on the Northern
Pacific Railway at Dixon, Mont., whicn resulted in the
1njury of 13 passenpers and 3 employees. The invesbi-
gation of this accident was held in conjunction with a
representatire of i1he Montana Board of Railroad Coumis-
sloners and Public Service Commlssiomn.

Location and method of operation

This accident occurred on the Fourth Subdivisicn
of the Rocky Mountain Division, which extends Detween
De Smet and Parsdise, Montana, a distance of 64.2 miles;
in the vicinity of the point of accident this 1s a single-
track lirne over which trains are operated by time-tavle,
train orders, end an aubtomatic block-signal system. The
accident occurred at the Touling point of the house track
with the main track at Dixon, 84 feet west of the east
swltch of the¢ house track, this being a trailing-point
switch for eacibound trains; the howse track parallels
the main track on the south and the east svitch 1s
located 1,478.8 feet east of the station. Approaching
the point of accident from the west, the track 1s
tancent for a distance of 2.53 miles and for a short
distance beyond that pornt, while the grade at the point
of accident i1s 0.1347 per cent ascending for eastbound
trains.

The signal invelved, signal 33, is located 3,373.4
feet west of the east house-track switch. It i1s of the
approaci-ligating, color-light itype, and displays red,
yellow, and green, for stop, caubtion, and proceed, re-
spectively,
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While the view of tae east switch of the house
track 1s unobstructed from the engineman's side of an
eastbound engine, yel on account of the depot being
located between the house ftrack and the main track,

a helper engine on the east end of the house track
would be obscured from the view of an eastbound en-
gineman until his engine passed the depot.

Missocula, division headquarters, 18 located 6.6
miles east of De Smetv, on the Third Subdivision; Evaro
18 located 10.6 miles west of De Smet, Arlee 1s located
10.5 miles west of Evaro, while Dixon 1s located 16.7
mirles west of Arlee. Both engine and train crews of
passenger trains are run cut of Migsoula, and helper
engines are operated on regular assignments between
Missoula, Evaro and Arles. Westbound passenger trains
are helped from Missoula to Arlee, and eastbound passen-
ger trains are helped from Arlee to Evaro, the helper
engines usually returning to Missoula on the last train
they help over the hill, On special cccasions, and when
80 required, helper engines are run out of their assign-
ment, to Dixon or other points, but under such conditions
message i1nstrmictions are given them as ¢o Just what to
do and which train to help. In this instance, however,
no such message instructlons were given to the helper
engine involved, although 1%t was run out of 1ts assSign-
ment to Dixon.

The weather was clear at the time of the accident,
which occurred about 3.58 p.m.

Description

Helper engine 1583 was in charge of Engineman Bell
and Fireman Beebe. After assisting westbound passenger
train No. 3 from Missoula to Arlee, the helper engine
wasg cut out, according to message instructicns. The
crew of helper engine 1563 then received train order
No. 126, Form 19, directing them to run extra from Arlee
to Dixon, with right over train No. 2. This movement
was executed, the helper engine arriving at Dixon about
1.35 or 1.40 p.m. After the helper engine was turned,
1t entered the east switch of the house track and moved
into clear. In the absence of any nessage instruction
as to 713t to do, 1t having been overlooked by the dis-
patc . - rhat helper engine 1563 was at Dixon without
ine’ « . un3, Engineman Bell and Fireman Beebe formed
the errc.eous i1mpressioa that they were to help east-
bound passenger train No. 2. Helper engine 1583 remained
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1n the clear on the east end of the house track at
Dixon until train No. 2 wes observed approaching, after
which tne helper eagine started to head out, directly
1n front of the epproachiag passenger train, 1n Ccon-
formity with the practice of helper engines that assist
easthound pass:nger trains from Arlee, but just before
the helper engine reached the main track, moving at a
low rate of speed, the left rear corner of the tender
wag sitruck by train No. .

Eastbound pessenger train No. 2 consisted of 1
baggage car, 1 coach, 1 tourist car, 1 dining car, 4
Pullman slecping cars, and 1 observation car, 1n the
order named, all of steel consiruction, hauled by
engine 2360, and was i1rn chsrge of Concuctor Kilcoyne
and Engineman Riley. Thts tiain leflt Paradise, 26.4
miles west of Dizon, at 3.25 p.m., according to the traan
sheet, 2 hours ard 28 minules late, passed signal 38,
which was displaying a clear indication, and collided
with helper engine 1083 at the east house-track switch
while travcling at an estimated speed of from 30 to 30
miles per hour.

Both engines aand their tenders were derailed and
came to rest on their right sides, tne engines resting
diagonally acrocs tne main track with the forward end
of engine 22860 about opposite the cab of helper engine
1563. The tenders stooped directly behind the engines,
although the tender of helper engine 1563 was about 15
feet south of the track and the rear end of the tender
of engine 2560 rested on the track. The forward end of
the firet car in train No. 2 was also derailed. The
engines were gilte badly demaged and the first car was
sligh$ly darmaged. The ewmployzes i1njured were the en-
gineman of the helper engine, and the fireman and a
brakeman of train No. 2.

Summary of evidence

Engineman Bell, of engine 15€3, stated that he re-
ceived instructions before leaving Missonla to help
train No. 3 to Arlee; he also gathered the erroneous
impression that his engine was to help train No. 2
eastward from Arlee. Upon arrival at Arlee his engine
was cut off and after train No. % departed he nmoved to0
the station, where the operstor handed nim the order to
run extra to Dizxon with right over tiesin Ho. 8. He
remained at Arlce until an cpvosing trein psessed and
then proceeded to Dixon, turned the engine, and backed
into clear on the house track at the east switch., En-
ginéman Bell then went to the station and registered,
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at about 1.45 p.m., and inquired of the agent as to

the expected arriving time of train No. 3, the agent
informing him that 1t would be about 3.50 p.m. He

did not inquire of the agent as to wihy his engine had
been sent to Dixon, out wnen he learnmed that train No.
2 was late he assumed that 1t was the i1ntent to help
that train, although he had no instructions to that
effect, further stating that he cxpected to receive
such instructions after his engine coupled to the
train, as had been the custorm when helping trains from
Arlee. He then returned to his engine and awaited the
arrival of train No. 2, and shortly before 1ts expected
arrival he boarded the engine and watched the automatic
signal west of the atation from the fireman's side of
the cab, being unable to sce the approaching train on
account of buildings obstructing his view, and the
fireman being located at the switch, ready to open 1%,
As soon as he saw the signal change to a stop indica-
tion he knew that the approaching train had passed that
point and he immediately crossed over to his side of
the cab and started moving the engine out onto the

main track without having noticed whether the train

was coming to a stop, which he expected 1t would do,

a8 he was still of the opinion that 1t was the train

he was to assist, and in this connection it might be
noted that train No. 4 was also overdue and that sc far
as he knew he might have been pulling out in front of
train No. 4 instead of train No. 2. On the day prior
to the accident Engineman Bell had helped train No. 3
21l the way west to Dixon and then had helped train No,
s eastbound from Dixon, but on that day he had received
previous instructions as toc what he was to do, and
pulled out on the main track in front of the train in
the same way as on the day of this accident. Engineman
Bell said that the message received at Missoula on the
day of the accident, however, contained no information
about train No. 3, and tnat he had not received any
instructions concerning the movement of his engine
after arriving at Dixon, but started moving out onto
the main track, as scon as the approaching train passed
the signal, through force of habit, as 1t had been the
practice to make movements of tnis kind at Arlee, and
he thought the same practice apvlied at Dixon., Bulletin
No. &1, dated October 17, 1929, and relating to the
practice at Arlee, required helper engines at that
point to remain into clear until the train to be
helped had passed the signal at the west passing-

track switch., This part of bulletin No. 31 was super-
seded by bulletin No. 34, dated October 21, 1929, re-
uiring helper engines at Arlece to remain into clear
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unti1l the arrival of the train which they were to

help. According to Engineman Bell, however, the
practice at Arlee had not been changed since the is-
suance of bulletin No, 34, 1t still being the custom

to move out on the main track as soon as the train to
be helped had passed the last antomatic signal, couple
to the train, and geb orders or instructions, which
usually require him sitner to help the train to Evaro
and then retura to Arlee, or else go through to Missoula.
No adeguate reason was developed to explain how Engine-
man Bell developed the exroneous 1dea that he was to
help train No. 3.

Fireman Beebe, of engine 1563, stated that he did
not read the message recsived at Missoula pertaining
to the movement of his enzire, but asked the enmineman
to read 1t to nim and vas cerfein that the engineran
read the meessage to cul the nelper off at Arlee and to
help train No..2 1o fvaro. He read the train order re-
ceived at Arlee directing his enpine to proceed to
Dixon, but &1d not discuss 1% with the engineman as he
was 8%11ll of the impression that the movement was being
made s0 they could asgist trasin Xo. 2 eastward. After
theiT engine got into clear on the house track at Dixon
the engineman went to the station, and upon his return
the engineman informed him. that-irain Mo, 2 would not
arrive until about 3.50 p.m. Fireman Bsebe weat to
the station, about 3.25 p.m., and wade i1ngquiry as to
when train No. 2 would arrive and vhether the helper
engine was to assist that train to Missoula, the agent
replying that he did not knop as he had no instructions
to that effect, but possibly the crew of the train had
received such instructions at Paradise., The agent then
informed him that heloer engaine 1658 had been sent to
Arlee to help %train Fo. 4 aand had already arrived at
that point, also that his own engine would receive a
clear board out of Dixon. Upon returning to the engine,
Fireman Beebe informed the enginerman as to the conversa~
tion held with the agent, add:ing that engine 1656 prob-
ably had been sent to Arlee to assist train No. 4.
About five minutes before the expected arrival of train
No 2, he went to the east house-track switch, and as
goon as the train passed the signal west of that point
he opeaned the switch, vhile at about the same time the
¢ngineman started moving out of the house track. In
Justiiying his action by cpening the switch directly
in front of an approaching train, the fireman said
that when he first started working with Engineman Bell
1n helper service the enginemen told him that as soon
a8 a troin which was to e helped had paesed the last
si1gnal, the helper ensine was to enter the main track
promptly in crder to avoid unnecessarily delaying the
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train. He also stated that he did not see any instruc-
tione as tc what hie engine was expected to do after
arriving at Dixon, but was of the impression that when
the operator at Arlee handed the order to the engineman
to continue to Dixon 1%t was for the purpose of helping
train No. 2, and during the conversation with the engine-
man and also the ggent at Dixon, he received no advice

to the contrary.

Engineman Riley, of train No. 8, stated that he
received a message at Parvadise to pick up a helper
engine at Arlee, but received no information concerning
a helper enginc at Dixon. The automatic signal at Dixon
was displaying a clear indication when his train passed
it, and he did not see the engine standing on the house
track until his own engine passed the station. At the
time he thought the engine on the house track was stand-
ing st11l, but upon reaching a point about 12 or 1o
coach-lengths from this engine he observed steam escap-
ing from the cylinders and on looking ahead he noticed
that the switch target was showing a red indication and
saw somebody standing i1n the vicintty, although hes re-
ceived no signal from this person. He immediately
sounded the whistle, shut oft stgam, and applied the
brakes in emergency, but was unable to stop before the
helper engine had fouled the main track. He estimated
that his train passed the signal west of the station
at a speed of 60 miles per hour, although this speed
had been reduced to about 20 miles per hour at the time
0t the accident. Engineman Riley rfurther stated that
he had operated trsin Wo. 2 since November, 1930, and
1t had always been ths practice to pick up a helper
engine at Arlee, but 1t was not his custom to go into
that point expecting to find the helper engine on the
main track; he could not recall oi ever having picked
up a helper engine at Dixon.

Fireman McDonald, of train No. 2, stated that he
read the orders received at Paradise, among them being
the message to pick up a helper engine at Arlee. While
approaching the signal west of the station at Dixon he
Observed it displaying a clear indication, but did not
see tne engine standing on the house track, although
nhe saw smoke in the vicinity of the east switch. When
his train neared a road crossing, located about 700 feet
east of the station, he noticed some one open the east
house-~track switch and thought the engineman observed
1t about the same time, as the engineman sounded the
whistle and applied the brakes in emergercy. He estfi-
mated the speed of the train at the time the brakes were
applied at 80 miles per hour, bul thought the spesd had
been reduced to 32 or 40 miles per hour by the {ime he
Jumped oif, which was just before the collision occurred.
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The statements of Conductor Kilcoyne, and Brakemen
Beauchamp and Davis, of train Ho. 2, added no additional
facts of importance, as shey were unawar€ of anything
wrong until thev heard umisual whistle signals sounded
efter passing the stotion at Dixon, followsd by an emer-—
gency application ol the brakes, the accident cccurlng
very shortly afterwards.

Agent-Operator Crsne stated that he was on duty at
Dixon on the day of the accidenv, but did not see Ea-
gineman Bell enter the orflice althouzh upon looking up
he eaw him registerra~. He inguired of the engineman
ab tc where he come [rom, and, as well as he could re-
member, tae engineman replicd that ne vas there to help
train No. 2, clthougn ke sarc 1t 7as possible the engine-
man 1ncvircd as to now tac passenger treins weare running.
Fe 1mnediately cormunicate’d visn the dicpascher arnd was
inforuaed that troin uso. 8 wovld arrive about 3.20 p.m,
and ticin Ko. 4 2tou¢ 4.40 p.n., end after repeating
these times to the engineman he advised the disoatcher
that engine 18633 had wrrived. To the best of arc knowl-
edge he held no further conversation with Engineman
Bell, but about 3.30 p.m. Fircnan Beebe came into the
office and asked 1f tnere was any change 1n the time
of train No. 2, and uvon again inguiring of the dis-
patcher he was sdvised that that {razin would arrive
betwesen 3.45 and 3.%0 p.m. The firsman then inquired
avout the trzin-order board being displayed and he told
the fireman that 1t was for the purposge of allowing
another helpcr engine to reach Arlee; he did not re-
member whether he told the firewan the other enzine was
tc help train No. 4, but did tell the fireman that he
expectced that engine would arrive shortly and that the
order would then be annulled, and he was of the im-
pregsion that tne fircmen vas st11l in the office when
the order was cancelleu and he clcared the train-order
board accordingly. The operator alsc said the fireman
asked whether there wes a message for his engine, and
that he told the fircman there was none. Operator Crane
further stated thet as a genoral rule, helper en9ines
arriving at his etetion receive instructons helore
reaching there, ond that tne only time he maxes any
1nguiry concerning these enpines 185 when the engineman
inguires as to whether his engine 18 to couple benind
the trvin or ancad of 1%, und.: these circumstances,
therefore, he nays 1litils atteation as to wnit trans-
pires when helper engines ariive at his station.

Agent-Operator Wilson, on duty at Arlde, stated that
shortly vefore tiain No. 3 arriveda, he received a message
from ihe dispatcher, addressed to the crew of that train
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and the helper engine assisting it, directing them to
help the train through to Dixon and then to help train
No. 4 from that point to Missoula. Just after train

No. 3 arrived, the dispatcher again called, 1nstructed
him to cancel the mecssage, and i1ssued train order to

run engine 1563 lignt to Dixon with righte over train
No. &, When engine 1583 arrived at the station after
cutting off from train No. 3, he handed the order to

the engineman and notified the fireman, who was riding
on the pilot at the time, that his engine was to run
light to Dixon. He could not recall holding any further
conversation with the crew of the light engine, and said
he volunteered no information as to why their engine

was being sent to Dixon, being of the opinion that the
crew had received previous instructions, which was
usually the case when helper cengines arrived at Arlee.
Agent Operator Wilson further stated that 1t was the
practice at Arlee as was etated by Engineman Bcll; that
18, the helpers zo out on the main track ae soon as ihe
train has passed the last signal.

Trick Dispatcher Bixby, at Missoula, stated that he
165ued mesgage instiuctions at Missoula at 11.03 a.m. as
follows: "No 3 cut helper out at Arlee." After train
No. 3 departed from Missoula he sent message 1nstructions
to Arlee, at 12.21 p.m., to "Take your helper through to
Dixon. To double nead No 4 Dixon to Missoula." After-
wards 1t was decided to cancel the message instructions
sent to Arlee, which was done, verbally and in a nuiry,
and train order No. 125 was issued to Arlee at 12.33
p.m. providing as follows: "Eng 1563 run Eng Extra
Arlee to Dixon. Has right over No 2 Arlee to Dixon."
Trick Dispstcher Bixby overlooked the fact that when
the message instructions sent to Arlee were cancelled,
it cancelled the entire instructions, including the part
"To double head No 4 Dixon to Missoula', and 1t did not
occur to the dispatcher thsat when the helper engine got
to Dixon 1t would be there without instructions as to
what to do; as a matter of fact, 1t was intended that
the helper engine should assist train No, 4 from Dixon
to lissoula, Trick Dispatcher Bixby further stated
that under ordinary conditions ncthing of serious con-
sequence would have followed his oversight, only possilbly
a elight delay, neceseitating that the helper engine
crew go to the office at Dixon and find out why they
were there,

Chief Dispatcher Snyder stated that he instructed
Trick Dispatcher Bixbv as tc what message instructions
to 1ssue; he also instructed the trick dispatcher to
have helper engine 1583 run light from Arlee to Dixon.
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Chief Dispatcher Snyder entered the dispatcher's room
several times bhetween the time of deparfture of train No.
3 and h=lper enpine 15683 {rom kisecula, and the time of

the accident, for the purpose of ascertaining the progress
o of delayed trains; he noticed on the tTain sheet that
helper engine 1563 wae on the way to Dixon, but he did
not examine the message file and ascertain whether the
helper engine had instructions as to what to do on
arrival at Dixon, sayine that he assumed they did have
such instructions, as he had personally written the
first message instructions that were sent to Arlee,
relative to helper engine 1563 goinz through to Dizxon
ard to doukle hecad No 4 Dixon to Misgoula, and there-
fore he dad not inguire into the macter.

Recad Foreman of Engines Le Vaa stated that he was
fully avare of the practinc at Arlee whercin helper
engines would nead oJt on the rnain track after the train
they vere to help had pacsed toe autoratic signel west
of the vassing track, this practice being 1n violation
of oulletin instructions i1nsued when autcratic signals
were installed in 1C3€. He had never guestioned the
practice, hovever, as 1t had beer done in this same
general manner for 35 years, there being yard limits
at Arlee, while trains stop there at ihe water tank
while picking up the helper engine. Prior to the azci-
dent 1t never entered his mind that ther® was any danger,
consequently he permitted the violetion of bulletin in-
structions, not considering for example that a helper
éngine crew at Arlee could mistake some other appreoaching
train, such as a silk train, for the one they were to
help and then hecd out on the marn track directly 1in
front of 1t. Road Foreman of Engines Le Van stated
that 1t was an entirely different proposition at Dixon,
however, as trains do not stop there, nor wae 1t the
practice for helper engines at that point to enter
upon the main track until the approaching train had
come to a stop, and as a matter of fact 1t was very
seldom necessary to send a helper sngine to Dizon to
ags1st a train. His only basis, however, for enforcing
the bulletin at Dixon and not at Arlec, 8ecmed to rest
on the dirfefence in conditions at the two points; in
fact, when Assistant General Manager Lowry suggested

. that there was no danger at Arlee, Mr. Le Van replied
"None whatever", and when Mr. Lowry asked the guestion,
"So the wulletin that we have out 18 not necessary
from a safety standpoint?" Mr. Le Van replied "I would
Bay not., I+t has been that ray for 35 years."
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Conclusions

This accident wos cauased primarily by helper eagine
1563 heading out on the main track directly in front of
an averdue first-clase train, without authority, for
which Engineman Bell 1s ruesponsible,

Helper engine 1563 assisted westbound passenger
train ¥o. 3 from Misscula to Arlee, wherc the helper
ehgine wgs cut out, Chief Dispatcher Snyder had in-
structed Trick Dispatcher Bixby bto send a message 1o
Agent-Operater Wilson at Arles, for train No. 3 o
take the helper through to Dixon, from vhich point 1%
vag to double nead train No. 4 Dixon to Missoula, but
later on, just after train Fo. 3 arrived at Arlee, tae
trick dispatcher verbally iustructed the agent-operator
to caacel the messaze. Trown order No. 186 was then
issued, directing eagine 15683 to run extra from Arlee
to Dixon, with-righ{ over train Fo. 2 between those
peinte. Engine 1563 then proceeded to Dixon, and the
dispateher overlooked the fact that the cancellation
of the message lesst mentioned resulted in the engine
being at Dixon without instructions as to what to de.
Ergineman Bell did not make any inouiry at Dixon as to
what he was to do and both he and Fireman Reebe were
under the erroneous impression that they were to help
train No., 2. The result woe thab when train No. 2
approached Dixon, and after it had passed the las%
automatic signal, engine 1563 headed out on the main
track directly in front of 1%, this being in conformity
with fthe practice at Arlee, Had either Chief Dispabcher
Snyder or Trick Dispatcher Bixby been fully alert as
to the existinz conditicns they would have realized
that helper engine 1563 was at Dixon without instruc—
tlons a8 to what to do, and they could have taken neces-
Sary measures to remedy the situation; thelr failure,
however, does not excuse the error made by the engineman.

Under instructions contained in superintendent's

Eilietln No. 31, 1issued Qctober 17, 1929, 1t 18 required
at: .

*

Helper engine at Arlee must remair clear of
main line until the train they are to help
passes the signal at the west passing track
switch.

* %%
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These instructions were cancelled by superintendent!s
bulletin No. 34, issued QOctober 21, 19229, and the fol-
lowing i1nstructions substituted i1n lieu thereof:

LE R

Enginemen of helper engines arriving at
Ariece to help g passenger train will ***
stand into clear of the main line *** until
the arrival of the treain they are to help.

The testimony indicated that no attention was veing paid
to bulletin No. 34, and that it was the practice for
helper engines at Arlee to head out on the main track

a8 soon a8 the approaching train passed the last signal,
and Engineman Bell explained his action in heading out

ag he did at Dixon by saying that he permitted the prac-
tice at Arlee to govern his actions at Dixon, although
there 18 a difference in the conditions at the two points,
to the extent that at Arlee there 1s a water tank, also
yard limits, and trains stop at the water tank while
picking up the helper. Road Foreman of Engines LeVan
knew of the:violation of bulletin instructions at Arlece,
but had not criticised the violation nor had he reported
1t to his superior officer, saying he had not realized
the danger involved and that 1t had been the practice

for 35 years for hclper engines to head out on the main
track at Arlee, directly in front of tne trains they

were to assist without an accident having occurred, and
guestions asked of him by Assistant General Manager Lowry
indicated that the latter official also did not seem to
think that bulletin No. 34 was necessary from the stand-
point of safety. This would be true, perhaps, but only
1f the operating rules were enforced and obeyed, and the
evidence in this case indicates that they were not en-
forced or obeyed by any one; to be more specific, the
Tules require inferior trains to clear the time of superior
trains in the same direction not less than five minutes,
and the custom or practice at Arlee constituted an open
and clear violation of thas rule. Under such circum-
stances there would appear to be ample reason for the
exlstence of bulletin No. 34, forbidding a continuation
of the practice; in fact, from the standpeint of safety,
1t 18 difficult to understand why the rules should not
have been enforced to such an extent as to make these
particular provisions of both bulletin No. 31 and bullefin
No. 34 unnecessary. Bulletin No. 31 placed official ap~
proval pn the practice, but this approval was cancelled

a few days later in bulletin No. 34, and with thils latter
bulletin once issued, there remained little excuse for
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the failure of supervising officials to enforce 1%t by
correcting the practice wuich nad existed for many
years, and any attempt to justify their failure to do

so on thne grouad of custom, or that bulletin No. 34 is
not necessary from a szfety standpoint, does not reflect
credit on them,.

All of the employees involved were experienced men,
and at the time of the accident none of them had been on
duty i1in violation of any of the provisions of the hours
of service law.

Respectfully submitted,

W. P. BORLAND,

Director.



