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INTERSTATE COMMERCET COMMISSION

RTPORT OF THT DIRECTOR OF THE BUREAU OF SAFETY IN RS INVES-
TIGATION OF AN ACCIDINT WHICH OCCURRED ON THE MICHIGAN
CENTRAL RAILROAD AT TOWN LINI, MICH., ON MARCH &, 1931.

April 13, 1931.

To the Commission: »/

On March &, 1831, the:e was a derailment of a passenger
train on the Michigan Central Railroad at Town Line, Mich.,
which regsulted in the i1njury of three employees,

Locatiorn and mwethiod of operation

This accident occurred on that part of the Middle Divi-
sion ertending between Jackscn and Detroit, Mich., a distance
of 74.07 miles, over which trains are operated by tine-
table, train orders, an automatic block-signal system, and
an automalic traln—ﬁyop of the i1ntermittent inductive type.
West ¢f the point ofl accident this 1s a double-track line,
the westbound track being known as the second main and the
eastbound track as the first main. At Town Line a switch
connects the first mnain with yard tracks 4, 6, 8 and 10 and
a wye track leading Lo the Toledo Division, tracks 4
and & paralleling the tw- nmain lracks on the scuth are also
knewn as the third and fourth main tracks, The main line
switch leading to these tracks 1g a facing-point switch
Tor eastbound movemrnts, & high switch stand controlling
this switch 1s located on the south side of tne track
opposite the ftelegraph office. Approaching this switch
from the west, the track 1s tangent for a distance of more
than 2 miles, while the grade 1s slightly descending for a
distance of about 4,000 feet, being 0.09 per cent descend-
1ng at the point of accident. The derailment occurred on
the lead track between tae tnird and fourth main tracks
at a point about 505 feet east of the main line switch.

The signals involved are signals 72 and 83, located
516 feet and 5,155 feat, r-spectively west of the main
line switch. Signal 72 1is of the two—arm, three-position,
upper guadrant type, the top arm governing main-irack
movements and the lower arm controlling diverging movements,
and the inductors for s.grnals 72 and 82 are located 58.98 feet
and 69.9 feet, respectii=ly, west of these sagnals. The
train-order board 1s locited north of the main tracks and
1imneciately east of the t© .egraph office. The maximum
speed permitted for mpass nger trains 1s 60 miles per hour.

It was daylight and the westher was clear at the time
of the accident, which occurred about 5.19 p.m.
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Desgription

Eestbound passenger train do. 10 consisted of two ex-
press refrigeralor cars, one mall caTl, one baggage car, one
Pullman club car, two Pullran sleening cars, one dinilng car,
and three coaches, 2n tne order named, all of steel construc-
tion, hauled by engine 8302, and was 1n charge of Conductor
Hintz and Engincman Schempf. The train departed fron Jack-
son, 68 08 miles wast of Town Line, at 3.51 p.m., one minute
late, reached the telegraph oflice at Town Line at 5.18 p.nm.,
three minutes late, entered the open switch leading to the
yard tracks, and was derailed while traveling at a speed
estimated at 60 milss per hour.

The engine and tender stopped on therr left sides about
960 feet east of the main tracg swiich, across the third and
fourth main tracks. The Tfirst cight cars were also dorailed,
stopping 1n various positions to tihae rear of the engine,
whtle the last three cars in The train rewmained on the
track, The engine was badly damsged, thes first car was
destroyed, and the otner derailed cars were more or less
damaged. The employees 1ujured were the engineman, fiTeman,
and the baggageman.

Summary of cvidence
4

Fngineman Schempf stalesd that after leaving Jackson
he made a running test of the corakes and that they functioned
preperly en 1o0ute Approaching Town Line he sounded one
long blast of the engine whistle, beth the distant and home
signals were displaying clear indications, and the clear
indications of the home signal and train-order board were
called to him by the firenan. He made a brake-pipe rTeduc-
tion of © or 10 pounds as a running test, although he held
the engine brakes off and continued to work a light throttle.
After making this brake application, when the train reached
a point from 6 to 10 car-Jengths west of signal 72, he
leaned out of the side wiadow to makxe certain that a clear
indiction was sti1ill displayed by the train-order signal.
As he resumed his position on the seat box his engine was
passging signal 72; he estinated the speed at thal time at
about 60 miles per hour. Just after passing this sgignal,
the fireman shouted a warning and he thought hs saw the
open switch at sbout the same time, he 1mmediately applied
the brakes 1n emergency tut did not remember whother or notE
he shut off the throttle prior to the accident Eroineman b
Schempf stated he did not operaie tnc forestalling uovice |
wnile pagsing over the inductor west of s.omel Y3 a 1 was
unable to state whether ne received an autonatic brake
application at that point as he azlrcady had applied them
1n gervice and shortly aftciwards made an emergency applica-
»t1on, He did not examine the equiprient after the accident
as he was 1mmediately takern to a hospital.
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Firewman Herron statcd tiiat when his train reached the
tangent west of Town Line the signals and the train-order
board were in clear posilion and he called the indications
of tne home signal and tle train-crder board to the engine—
man When the train reacaed a point threse or four car-
lengths from the heome signel he lost sight of 1t, as 1t 1is
located on the opposite si1de of the track At about this
time, however, he gaw some one cross the tracks, from the
north to the soutn side, stop and then return, and becoming
alatmed he rose from his seat box and on leaning out of the
window and looking ahead 1: saw that the main track switch
was open. Fileran EHerron then called a warning to the
engineman, who 1miediately applied the brakes in eumeIgency,
but by this tirme the engine was only about one and one-half
car-lengths frow the switch, Ee also stated thst the
engineman made a service gpplication of the brakes i1in the
vicinity of signal 72 but did not forestall, and that the
cab-whistle did not blow while passing this signal; the
cab i1ndicator referred to by the firsman 1s a waistle which
gounds when the enginzman acknowledges a restrictive signal
indication thereby forestalling a brake application by the
automatic train stop device. He was not certain of the
exact location of his enginc when the switeh was thrown, he
said 1t might have befn either evast or west of the signal,
but 1t was after his view of the signal was obstructed by
the front end of hils enginc

Conductor Hintz stated that the proper terminal test
of the brakes was made t3for: departing from Chicago on the
trip on which the accident occurred, and that he noticed nc-
thing unusual aboul the hi~dling of the train in making
several station stops en rcute. He was riding in the rear
seat of the last car and the train was traveling at a
speed of about 60 miles psr hour approaching Town Line when
the brakes were suddenly applied. He was unable to state
how far the rear of the train was located from the telegraph
of fice when this application of the brakes was made. After
the accident he returned to the office and thc opsrator told
him that he had mistaken train No. 10 for a freight train.

Flagman Simpson stated that his train approached Town
Line at 2 speed of about 60 miles per hour and that he was
standing in the rear end of the last car preparatory to
exchanging signals when there was & heavy application of
the brakes, thie being the only brake application he noticed
before the train stcepped. TImiediately after the accident
he went back to protect and when hgpassed signal 72 the
top arm was displaying a r-d and the lower arm a yellow
1ndication, with ooth lights burning.

Baggageman Lafayetie, who was working on his Trecords,
thought the train approocrned Town Line at a speed of about
50 miles per hour He did not observe the indication of
sighal 72 and could not remember having felt a brake
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application approaching that point, but he felt the baggage
car lurch as 1t was entering the main-track switch.

Brakeman Trimmer stated that he was riding in the next
to the last car of the train and his first knowledge of
anything wrong was when he felt a severe application of the
brakes, wiich appeared to be an emergency application, about
14 or 1b car-lengths from the telegraph office at Town Line,
this was the only brake application that he felt apprcach-
ing the point of accident. He estimated the speed at €0
mirles per hour at the time this airr-brake application was
made.

Operator Greenwood stated that he had teen employed
a8 operator-switchtender at Town Line since January 24,
1931, his hours of duty weing from 3 to 11 p m, On the
date of this accident he went on duty at 3 p.m., the local
freight which was usuelly by before that time had not come
and he kept watching for 1t. The local freight was report-
a by Wiard, 20.8 miles west of Town Line, at 4 p.m., and a
special train was repcrted by that poant at 4.48 p.m., the
latter train passing his station at 5 p m. About 5 15 p.m
the cperator at West Detroit incuired as to the time of
train Ne. 10 and Operator Gieenwood then called Wiard and
was 1nformed this train had passed th:t point at 4.58 p.u.,
he gave this information to West Detroit, and then saw a
train approaching about 1 mile distant, he had just receirv-
ed the report that No. 10 was by Wiard and he sald there
was no other train expected at that time except the local
freight sc he felt sure 1t was that train which was coming.
He left the tower, crcsssd the tracks and opened the switch
leading into the yard He then returned to the platform
on the north side of the tracks so as to have a tetter view
of the approaching train, and he then realized 1t was the
passenger train. He thought the approaching train was then
about 100 feet west of the signal and that 1t was then too
late to cross the tracks again and close the switch ahead
of the train. He gave stop signals from the fireman's
side, although he did not see the fireman at the time. He
paid particular attention toc see 1f the brakes were applied
but did not see any sparks flying and did not hear the
grinding of the brakes until avout half the train had pass-
ed his office, he thought the train entered the switch at
a speed of about 40 miles per hour Operator Greenwood
sai1d that when he opened the switch, signal 73 assumed 1ts
proper position, the top arm dropping to horizontal and
the bottom arr going tc the 450 position, and that at that
time the approaching train was west of the signal. He
thought 1% would take him from 20 to 30 seconds to cross
the track, thiow the switch ana return to the platform. He
further stated that 1t was his practice to keep 1n touch
with the dispatcher when the local train is likely to be
ahead of train No. 10, but the dispatcher had told him on
previous occaslons that he would have to leck out for that



himself as the dispatcher gould not tell him when the local
would arrive On the day of the accident he made ne attempt
to learn the location of the local train and did not have
any report on train No. 10 until he called Wiard in order

tc obtain inforuaticn for the operator at West Detroit.

He said the reason he threw the switch 1maediately and then
watched the approaching train, whics he assumed was the

Taeal freiccht waa +nAa An Gﬁ-]n1r+h9 c1onal ahezsd of the train
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gso that tne engineman Would know his train was te go into
the yard; had he net done so the engineman might sound the
whistle signal calling for the switch or he might come on
down the main line. He sald the local was usually diverted
into the yard, but that he was never absolutely sure that

1t was the freight train approaching when he opened the
switch as he had no means of obtaining positive information.
He thought there should be gome method adopted for giving
the operator at Town Line dcefinite 1nformation when the
local freight was approaching.

Dispatcher Prentice stnted that as a rule the local
freight train arrives at Town Line before Operator Greenweccd
goes con duty. On this particular day, however, the local
train was passed at Wayne Dy trains Nog. 2 and 8, and also
by the special train, and he said there was no reason Ior
the operator at Town Line to expect the local ahead of
train No. 10 any more than that 1t would e ahead of the
other threc trains. The operator did not 1nquire of him as
to the location of th: local train, had he done so, he
would have been informed that 11 was behind train No. 10.
On the other hand, 1f the local hod left Wayne ahead of
train No. 10 he would have taken 1t upon himself to notify
the operator at Town Linec, as he always nctifies him when
any train 1s close ahead of a pascenger train so that he
can avold delay to the passenger train. The local train
clears the time of all first-class trains and occasironally
clear al Dearborn, located botween Wayne and Town LEine,
perdorms its work, and leaves that point without his know-
ledge, as Dearborn 218 a non-telegraph office, i1n such cases
he 1s unable to inform the operator at Town Line as to the
location of this train, and 1t 1s then necessary for
Operator Greenwood to look out for himself, and to be sure
before making any :ove that he 18 certain which train 1s
approaching. Dispatcher Prentice stated that 1rmediately
after the accident the op:rator at Town Line 1n reporiing
the wreck said thot he had 1ot train No 10 1nto the yard,
that when that train approached one long blast of the
whistle was sounded and he thought 1t was the local freight.

KAecording to Master Mechanic Adams and iIngineman TTipp,
who operated the derrlck after the accident, the automatic
train stop device was found in application puSlthﬂ, however

1t was thought pessible something which occurred after the
derailment caused 1t to assume this position.
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Conclusions

This accident was caused by a swilch being opened
directly 1in frout of an approasching train, for which
Operator Greenwood 18 Teéesponsgibla

According to the statewents of the engineman and
firewan, signals 82 and 72 viers displaying clear indications
as their train approached Tovn Line. AS they were closely

approaching sigani 72 the enginc.uadn was watching the
train order board and he did not see signal 72 1muediately
before his engine reached 1t. The firewun stated the signal
was st1ll 1n the ¢lear position when 1t becane obscured
frowm his view by tne front c¢nd of his engine at a distance
of three or four car lengths, but until that time 1ts
indication was clear. His statement was very definite
that 1t was after he lost sight of the signal, due to the
Tront end of the engine cbstiructing his view, that he gaw
the man walk across the track and bsck again, and then saw
that the switch was s2t for the diverging route. He 1mne-
diately warned btae engineman who applied the brakes 1n
=nergency, but 1%t was then too latc to prevent the acci-
dent. According to tne operatorfs statement, however, he
saw tne approaching train when 1t vas about 1 nile away,
and assuming 1t to be the local freignt he at once proceed-
ed tooen the wain track switch to kead this train into
the yard. After he had done so, and when the train was
in the vicinity of signal 73, he ciscovered 1t was the
Passenger train.

The estimated speed of train No. 10 as 1t approached
Town Line wasg about 60 miles per hour. The distance between
signal 72 and the main line switch opposite the tower was
ble feet At this rate of speed train NWo. 10 would have
govered this distance in approximately six seconds., It
would have been manifestly i1mpossible for the operator to
cross the tracks, open the switch and return to the plat-
form 1n this short period of time. The operator must there-
fore at least have started across the track for the purpose
of opening the switch when ftrain No 10 was some distance
west of signal 72, It 1s beli~ved that when hesaw thas
train approaching swie dictan. e gvay, assuming 1t to be
the local freight, he startce?l across tne track, opened the
gwltch, returned to the plaliorm and then discovered that
the approaching train was the passeéngsr train. This is
not in conflict with the engineman's and fireuan's state-
nents The engineman said he was watching the train-order
signal for a distance of friom 6 to 10 car-lengths west of
signal 72 and dvring that interval did not opserve the
indication of signal 72. The fireman's view of signal 72
was cut off by tne front end of his engine some distance
'west of signal 72, and 1t 1s entirely possible that this
signal went to stop position during that int=rval.
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After the accident the autcmatic train stop apparatus
on this engine was found 1n application position and it 1s
reasonable to believe that an automaztic brake application
was 1nitiated by this device at the inductor installed in
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connection with signal 72. The engineran under the cir

cumstances would not be able to determine definitely whether
the device functicned in view of the previous service
application of the orakes and the subseguent emergency
application made by him. It is apparent, however, that there
was not sufficient tine or distance after the switch was
opened 1n which to slop the train by means of any of the
brake applicaticons which were uwade.

The cause of this aceldsnt was practically i1dentaical
with that of tne accid:n% on the Grand Trunk Railway at
Battle Cresk, Mich., on Pebriuary 7, 1931, a report concern—
ing which was 1ssued by this Bureau on March 9, In that
case a switchtender also opened a switch to a yvard directly
in front of an approaching high-speed train, having failed
definitely to i1dentify tnat train and having miataken 1t
for a freight train which was to be diverted to the yard.
In the present case Operator Greenwood said that when he
opened the switch to divert the local freight into the
yard, he was never certain that the approaching train was
the local freight. A switch for a diverging movement
should not be operated directly in front of an approaching
train until the train has been definitely i1dentified and
ei1ther 11 18 a sufficient distance away to enable 1t to
be properly contreolled or 1t 1s known that the rate of speed
1e sufficiently low to permit the diverging movement to
be made 1n safety. The operating conditions and practices
at this point should at once be given proper attention by
respensible officers of this railroad.

Operator Gresnwcod has been 1n the employ of the Mich-
igan Central Railroad since August, 1220. The other employees
involved also were experienced wen, and at the time of

the accident none of them had been on duty in violation of
any of the provisions of the hours of service law.

Respectfully,
W P. BORLAND,

Director.



