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INTERSTATE CCMMERCE CCHMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RZ
INVESTIGATION OF a¥ ACCIDENT WHICH OCCURRED ON THZ
FERE NMARQUETTE RAILWAY AT AN PERE, LICH., ON DECEI
BER 2, 1930.

December 27, 1230.
To the Cormiission:

On December =2, 1320, there was a derailment of a
freight train on the Pere llarquette Railway at Ann Pere,
hich,, which resulted in the 1injury of three employees,

Location anéd meéthod of operation

This accident oceurred on the Tetroit Division,
which extends between Detroit and Grand Rapids, Mich.,
a distance of 152,13 miles; 1n vhe vicinity of the
point of accident tais 1s @ single-track line over wnich
trains are operated Ly tine-table, train orders, and an
avtomatic block-signal system, supplemented by an auto-
matic train-stop system, The dccident occurred at a
point 412 feet east of the station at Ann Pere; approasch-
ing this point from the east, there is a 39 reverse curve,
leading first fo the left for a distance of about 1,700
feet and then to the right for abecut 1,375 feet, from
which point the ftrack i1s tangent to the point of accident
a distance of 1,158 feet, and for a consideraple distence
beyond that point, The maximum grade 1s 1,20 per cent
descending, and 1t 1s 0,88 per cent descending at the
point of accident,

The signals involved are distant signal 1007
and the home i1nierleocking signal, located 4,315 and b4
feet, respectively, east of tne poinu of accirdent., 4
view of the nome rfignal can be obtained frcm the engine-
man's side of a westbound traitn for a distance of about
1,580 feet, There 158 a derail located 54 feet west
of the hc1e signal, or 637 feet sast of the entrance
to the passing track,

The weather was clear and 11 was cold at the
time of the accident, wnich occurred about 1,27 a.m,
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Description

Westbound freight train extra 1041 consisted of
37 loaded and 2 empty cars, and a caboose, nauled by
engine 1041, and was 1n chaige of Conductor Wige and
Engineman Gaul, This train left Plymouth, 38,42 miles
east of ann Pere, at 12;45 a,m,, passed South Lyon,
11,56 miles beyond, at 1.01 a.,m,, and wac derailed
upon encountering tre deéerail near the home signal at
Ann Pere while traveling at an estimated speed of 8
miles peTr hour,

The engine and tender were derailed and remained
upright, coming to rest on the rcadbed approximately
a75 feet west of the 1nitial point of derarlment, The
first five cars and the forward end of the sixth car
were also derailed, the first car remaining couapled to
the tender; the second and third cars slid down an
embankment alongside the track, while the fourth and
fifth cars remained upright on the roadbed, None
ol the equipment was badly damaged. The emnloyees
injured were the cngineman, fireman and head brakemarn,

Sumriary of evigdence

Engineman Gaul stated that prior to departing
from the initial ftcrminal, a proper air-brage test was
made and upon completion of this lest ne Teceived
a proceed signal I{rom an air-brase insmuctor, the
brakes also worked perfectly in makins threz ctons,
ag well as 1n reducinz cpeed at other noints en route.
When taoe train reached 2 prnt a»ict 42 or 50 car-
lengthe east of ~¢ “_slan: s-:iraL 4pnresc™ L - Ann Pere,
and while tra—elir a5 a sni-w ol 2001V &3 117 Lo X PEr
nour, he coserve. Lr1g cif.a. vianleyllg a ver oD
indication and apnnlied the brakes by raXing a 12 to
15-pound brake-nine reduction. In passing the distant
signal he operated the train-stop device permitting
n1s train to proceed, and unoer redaching a pornt about
one car-length wess of 1i1s signal he made a turtner
reductron of abone 10 pounds, 1he craces not ceing
used alter thait ture, A48 souh 43 the pome siznal came
into viev he saw that 1t was cispiayiny a stop 1ndica-
tion, and at thav time he had no doubt but that the
train would stop before reaching the signal, but when
the engine was aoout three or four car-lengths Irom
the signal, he felt a surge from the rear of the train
and immediately moved the brake-valve handle into
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emergency nosltion, et ®as unaole to stop before
reacning the derail, He estimated the speed of his
train at the tiae of the accident at 8 miles per hour,
Engineman Gaul was of the opinion that his train
approached the nome sipral under ccntrol, and he was
unaonle to account for the action of the rear end in
surging ahead other tasn tne fact that, aue to the
cold weather, he thought sore of the brakes wight have
become frozen since he had last used them,

Fireman Carlsoan, altaough an experienced man,
was making his first irip over the Detroit Division,
He noticed no unusual handling ol the train prior to
the time 1t reached tnec distant signal east of Ann
Pere, He wae lookin~ ahead while approaching this
signal and saw that 17 vas displaying a caution indi--
cation; tne engincwan ard heaa brakeman alsc apparently
gaw the indication 1t disnlayed asg they both remarked
ebout 1t, the enginenan making a service application
of the braXes before rerachine the signal, Fircman
Carlscon then went back in the teader, ond while so en-—
gaged he heard the exnhaust of another brake-pipe reduction
He was st11l 1n the tender when he heard the head brake—
man shout corething to the enpgineman but was unable to
understand what was saig, sfter tne Ttrain had traveled
a short distance farthcr, hevever, the engineman apnlied
the brakes in emcrgency, out tne fireman thought that
on account of a consideranle amount of air havinT been
drawn off nreviously, the ¢xhaust ol the emergency
application was slight, He th=n returned tc the cab
to learn what the difficulty was, and lockcd ahead, bdut
saw nothing out of trhe ordinary, although he did ssee
the engineman and head brakeman preparing tc get off,
He alsc stepped off -.en the engine went over the deraal,
ard at that tine the train was woving at a speed of
net more than 8 miles per hour,

Fead Brakeman Sharitt stated thut before reaching
Plymouth he discovered fire flying from the wheels of
a car in about the ceanter ¢f the train and upon
arriving at the next staticn he went back and cut out
the crakes on this car. He was riding on the fireman's
seatbox as the train approached the distant signal east
of ann Pere, and when he neticed 1t was 1n csution
position he called 1t5 1ndication to the engineman,
who 1n turn aciknowlzdged the signal and then made an
air-brake application, which was fcllowed Jater by a
gecond applicaticn, and ¢o his knowledge the brakes were
not released priocr to the accident. While apvroaching
the home signal he saw ihat 1t was displaying a stop
indication, which ne also called to the attention of
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the engineuman, but he 4id not hear the engineman
answer him, He cstimsted the speed of the train &
20 or 25 milez per hour + the time the first applica-—
tion of the brakes was mde, which was about 20 car-—
lengths east of the dist. -t signal, be got off the
engine about one car-length east ¢f the home signal
and at that time the train was traveling aporoximately
8 miles per hour,

Conductor Wise staied that before departing on
the trip on winich the accident occurred, he was informed
that the brakes were in proper working order, The first
stop was made at Romulus, where the brakes on about the
twentieth car from the engine were cut cut on account
of their having been Bticking, Upon arrival at Plyrmouth,
he looked the train over in company with the rear
brakeman, but there was nothing found tc be wrong. He
was riding 1n the cupcla of the caboose approaching
Ann Pere, but was unable tc distinguish signal indica-
tions clearly due to frost on the windows, although out-
side visibility was good. He felt the brakes on the
caboose apply before reachinz the distant signal; they
seemed to hold properly and were st1ll applied at ihe
time of the accident. While he was not certain ol 11,
he thought the rear end of the train passed the distant
signal at about 30 miles per hour, the rear cf the train
came to an easy stop, and he did not know that any
thing was wrong until he looxed at the air gauge 1n the
caboose and noticed that 1%t did not register any pressure,
He also said that he had looked aft tle gauge on numeTcus
occasiong during the trip and 1t had registered 70 pounds
pressure, but he did nct look at 1t at the time the
brakes were applied near the distant signal.

Fear Brakxeman Young i-as also riding in the cubola
of the caboose as the train apnroached Ann Pere onc felt
an air-brake application before the train reached the
distant signal; the train was then traveling at a gpeed
of between 20 and 35 miles per hour, The brakes were
not released, and after the caboose passed the distant
signal they appeared to take further hold, although the
cabocse came ito a2 smooth stop.

Cperator Miller, on duty at Ann Pere at the time
of the accident, stated that he had orders to head
extra 1041 into the siding in order to meet an opposing
guperior train, Wher he attempted te line the switch,
however, the interlocxing lever would not latch for the
switch 1n the open positicn, sc he left the {tower and
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upon examining the switgh he found 1t fto be i1in a fzested
conditiom, He procurefi & piece of i1iron and wag sévaping
the frost from the switch when extra 1041 came 1into

view around the curve east of that point, He said the
train approached the home signal slowly, the engineman
apparently intending to stop, but he alsc gave a hand
signal tc stop, so the crew would not be expecting to

get a clear indication when close to the signal.

Road Foreman of Engines Roberts state@ that he
arrived at the scene of accident at 12 15 p.m., and
made a thorough inspection of the engine, both before
and after 1t was rerailed, and found the brakes in proper
working condition. ATter the train was reassembled
using this same engine, he rode the engine, hauling the
entire train except the first four cars, from Howell to
Wyoming; while en route .~ also operated the engine
himself at different tros, but did not notice any
improper working of the w_akes at any time,

Conclugions

This accident was caased by the failure of Engine-
man Gaul properly to control the speed of his train sc
as to stop before passing a home interlocking signal
which was in stop position,

According to the statements c¢f Engineman Gaul, he
made a 18 or 1l5-pound reducticn at a speed of 25 miles
per hour when about 5,000 feet from the point of accident,
Tollowing this with an additiconal reduction of about 10
pounds when 4,100 feet from the point of accident, With
the air brakes in proper working order, and there was
nothing to indicate that they had not been working
properly at all times, these brake~pipe reductions should
have brought the train to a stop before 1t reached
the home 1nterlocking signal; i1n fact, the engineman said
i1t appeared that the train was going to step and that it
was moving at a speed of only 8 miles per hour when there
was a sudden surge from the rear which pushed the head
end of the train off the derail, These various state-
ments are not consistent with each other; the weather was
cold, and the fact that the brakes had not been used for
some time previously, undoubtedly interfered to some
extent with their proper holding power until they hadI
become warmed up, but had the brakes been manipulated
as stated by Engineman Faul, the distance traveled after
the first application s. .1la have been sufficient to
take care of this difficulty. It 15 belaeved, therefore,
that Engineman Gaul did not begin braking as sgcoon &s he
thought he did, or else the speed at the time he began
braking was much higher than has been estimated, and
1% i1s possible that a comprnation of these factors may
account for the cccurrence of the accident,
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The employees involved were experienced men, and
at the time of the accident none of them had been on
duty in viclation of any of the provisions of the
hours of service law.

Respectfully submitted,
W. P. BCRLAND,

Director.



