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INTERSTATE COLUMZACE COMMISSION

REPORT OF THE DIRECTOX OF TEE BUREAU OF SAFETY IN RE
INVESTIGATION GF AN ACGCIDEI'T WHICH OCCURRED ON THE
PERE MARQUETTE RAILJAY AT EDMCRE, UICH., ON
SEPTE!BER 35, 1931.

Deceumber 1, 193).

To tae éDJHlSBlon:

Cn Septenber 25, 1831, there was A derallment of a
mixed traia on tanc Pere Marquette Raillway at Edaore,
liich., which resaltea in tae death of 2 employees, and
tae injury of 8 passengers, 2 mall clerks, and 1 eaployee.
The 1nvestixption of this accident was made in njunc-—
tion with a representative of the Lichigan rPublic Utili-
ties Cormission.

Location and method of operation

This accildent occurred on Sub-Division No, 2 of the
Detroit—-Graad Rapids Division, extending between Elmdale,
Mich., and Paines, near Saginaw, lich., a distance of 102,85
umrles; this 1s 2 sinle-track line over waich tralas are
operatea by time—table 2ad train orders, no block-signal
systean being 1a usc. Conpass direcctions are north and
south, but the correeponding time-~table Cirections are
east and west, respectively, and these latter directions
aTe used 1n tais Teport.

The accident occurred within yard limits, oa the
southeast leg of tae wye, at a point 291 feet east of the
west wye switch; appreoaching this point from the west, the
track 1s tangent for a aistance of 3,320 feet, followed
by the wye track, which i1s on a 13° 30! curve to the right,
1,108 feet 1n length. Witnin these limits the graae 1s
descending, varyin, from 0.34 to 0.71 oer cent, being 0.42
per ceat at the point of derailment. This leg of the wye
has a No. 10 fturn-out aad 13 laid with 90-pound rails,
averaging 33 feet 6 inches 1a length, double-spiked, fully
ti1e-plated, with tie—~rods spaced about 5 fest apart, aand
is ballasted with washed gravel to a ‘epth of about 10
inches; it ie well maintainsd. The wyg is usoed as a portlon
of the maln linw, nnd special 1astruwefbions in the time-table
provide that the noraal nasition of $he switches 1s for
movenents over the wye aae restrict the speed of all trains
to 8 miles ver hour wille making this movement.

The wind was blowiag and 1t was raining hard at tae
t11e of the accident, wiico occurred at 3.30 a.ul.
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Description

Eastbound first—-clasg :1ixeu train No. %2 consisted of
1 combination mail and haggage car, 5 loaded box cars,
1 conbination baggage and express car, and 1 coach 1n
the crder named. All cars were of steel underfrane con-—
struction with the exception of the last two cars, which
were of wooden ccenstruction. This itrain was hauled by
engine 708 and was 1n charge of Conductor Latham and
Enginewan 3loomquist. It left McBrides, 3.99 miles west
of Eamore, the last stopning point, at 9.34 a.n., 34
minutes late, and was deralled on the wye at Edmore while
traveling at a speed var_ously estimated to have been
between 15 and &80 niles per hour.

Engine 708, with tender coupled, came to rest on 1ts
left side parallel with the track, with the rear of the
tender 383 feet east of the west wye switch, fhe con-
bin=tion wmall and basgagFe car, the first two box cars,
and about hall of the third hox car pa.sed on by the de—
raliled engine and came {0 rest 1in an uprirht position
with the head end of the first car 185 feet east of the
front end of the engine. Thae front truck of the mazil
car was devolished and the lelt side of the car was torn
off almost entirely by contact with the derailed eagiae;
the box car behind the mail car was slichtly damaged and
had the froat pair of waeels of 1te rear truck derailed,
but none of the renaining eguiprent was derailed or
danaged. Tine employees xkilled were the englneman and
the fireran and the employee i1aJured was thetrakeman—
bagpagenan.

Surmary of evidence

Cenductor Latham stated that approaching Edmore he
was riding in the coacn, and that the train was itraveling
at a speed of about 15 wiles per hour when the air brakes
were applied in what he assumsec was the emergency, and
the train was derailed, It hac occurred to him that the
train was traveling at a higher rate of speed than usual
approaching the wye, but as he had not observed any ex-—
cessive speed prior to that time, and as the engineman
had slowed the train down approxinately to 25 miles per
hour, when about one-hall mile west of the wye switch,
he had asswaed taat he would oopserve the specd liaita-—
ti10n on the wye. He stated that he had been conductor
on trains Nos. 31 and 32 for about seven years, and that
Fireman Gortber had been oa the run about a aonth; i1t was
the first timd®had Enzinewan Bloonguist on the run, and
he had a conversation with him before leaving the terninal
that morning, but did not ask hin anything regarding his
familiarity with the division as he «new that he had made
a trip over i1t before. ke further stated that he heard
the whistle soundecd for the station and also for Main
Street crossing, which 1s located Just beyond the wye
switch.
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Brakeman—-Baggageman Morrison stated that he was
riding 1n the bacgare end of the nail car with the
doors closed, ancd for that reason he was unable to
estimate the speed of the train approaching the wye.
He had noticed two applications of the air braxes, the
Tfirst one a service application in the vicinity of
the passing track, and the secont one an erergency
aprlication Just before the mail car reached the wye
switch. It was not possible for him to state, however,
whether this latter application was made by the earine—
nan or was due to the breaking of the train line. He
did not notice that the speed was excegsive prior to
their arrival at Edwmore, but di1d observe a higher rate

of gpeed than usual when entering the wye.

Brakeman Swikert stated that he was riding in the
coach approaching Eduore and aoticed that the speed of
the traln was reduced fronm approxiumately 40 niles »ser
hour to about 15 miles per hour between the passing track
switches. The next application of the air brakes that
he observed was an e.ergency application about the time
the coach reached Main S8ireet crossing. He knew that
the engineman was new on the run, but 4dic not 1inquire
of him as to his familiarity with the divisioan, althouszh
Engineman Bloomquist had requested him to call his atten—
tion to anything he did chat was not right. In this coa-
nection he stated that waile he was riding on the engine
poln; down the hill at Lowell, a station 44,56 miles
from Edmore, the train attained a rate of speed that
caused the engine to rock; he looked over at Engineman
Bloomquist and shook his head and the enginean applied
the air braiges and steadied the train. The brakeman Cid
not notice that the speed of the train was excessive at
any otner porat between there and Edmore. He also statved
that he heard the whistle blown for Main Street crossing.

Section Foreman Tracey stated that on the morning
of the accident he was at the tool house, located 836
feet west of tie wye switch. He heard train No. 32 coming,
and whea the train passed him 1t was running at a hizh
rate of speed, while the eacineman was blowing one long
blast on the whistle. He hac patrolled the wye track
at 7.15 a.m. that day ant found both the track anc the
west wye switch in p00d concitvion. After the accident
he examined the track west of tiae derailed equipment
and stated that the first mark of derailment was on the
ends of the ties, on the outside of the curve, 53 feet
gast of main Street crossing, He taen continued on
back and inspected the track anf¢ the wye switch, but
found nothing wrong, and tnere was nothing t0 1ndicate
that any portion of tliie eguipuent had been drarsing.
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Road Forenan of Engines Roberts stated tant he
arrived at the scene of L1ie accident at 1.35 p.rm. aud nade
an 1nspection of the ensine; uc founc tne win“ows on the
right side of the cab closed =xad tane front one broken
ocut, the automatic brake-valve nandle 1n service apnli-~
cation pesition, the throttle slightly open, and tas
reverse lever acout four notcnes from the forward end
of the quadrant. Tac flanges of all wheels 7ere 1in
good condltlon, the ennlne trucks, however, were de—
riolished 1n the accieent. He thought thai the last trip
made over the division by Engilnenan Bloomguist, prior
to the accident, was on Septeiber 18, 1931, this being
a student trip to familiarize hinmsell with the road.
Road Foreman of Engines Roberts further stated th=t
after an engineman hac made 2 student trip over a
divigiaon he would perrit the earinenan to tAake charge
of an engine, 1f 1n nis jucgureats the enzineman vas then
competent %o co so.

Trainnaster Wilecon stated that he was 1n nis oflice,
located apuroxintely 800 feet east of tne west wye
switch, mhen he heard the vhistle of %traia Neo. 33.

He railsed tne window to observe the approach of the
train and about that t1iic the telephone rang and he was
inforned that the engine had turned over on the wye.

He procecoed there at once an' btock charce of the
siturtion, and after assistiac 1n the rercval of the
engloyvees from the cab ae nade n inspection of the
track, switch, and equipaent, but was unable te find
anything vront with then;, the =est wye switch was locke
snc properly set for the wyc. Ec also stated that wvhen
the rear portion of the trein was pulled away from the
derni1led c¢ars 1t was ngcessary to tleed off the air ove-
fore they could be <oved.

J. T. Pfeaffer, a citizen of Edmore and tac ouner
of 2 luwaber yard located adjacent to the railwy tracks,
was an e¢ye witness to the accident, Aand in a written
staterent to the railway officials he stated thnt he vas
in his office at the yard vhen he heard train Jo. 33
approaching anld 1t /As mAaxking SO nuch nore noise thon 1t
ordinarily made that 1t attracted his atteation md ae
went to the deor. As 1t passed he observed th=at 1t s
traveling ~t such ~ high rate of speced that 1t pecrred
very coubtful to hii1 whether 1t would round the curve
in safety, and shortly ~Iter the cngine entercd the wye
e sw 1t tip over, Ilr. Pleiffer furtner stoted -ant
he hnd been driving autoriobliles ever since they 1cere
first nraufactured, ~nd s a good Judee of speea, ~ad
having hnd sore personal experience with speed on curves
he was not 2t <11 surprised at vhat aappened. He csti-
1ated the speed of tuc train when tne engine tipped
over to have been between 50 ~nd 60 .11les per hour.
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The Commission's inspectors exained the track for
a distance of 1 nile west of the peint of cerailnment
anc found 1t %to be 1in good condition, with no narke fo
1ndicate anything that gould nave contributed to the
occcurrence of the accident, while only slight danace wag
sustained py the track at the poiat of accident.

Uonclusioas

This accilcent was caused hy excessive speed on a
snirp curve.

The several opinions expressed covering the rate of
speed at which train Ko. 23 was traveling when 1t entered
the wye vary to such an extent that no definite conclusion
can be arrived at as to Jast Low fast the train was runaing
wnhen the derailnent occurred, but tiae distance the train
traveled beyont the derailed enpine, with the air brakes
apnplied, together with the addivional resistance cauased
by the fearinz out of the left side of the maill car as 1t
rassed by the derailed engine, and the fact that the
encine apparently turned pver from centrifucal force
without first beinyg derailea, indicates that the train
was traveling 2t a auch higher rate of speed than was
consistent with satrety, anc 1t 1s believed that this
excessive speced wag reswmoansivle for the accident.
Engineman Bloonguislt wag apparently i1in nornal concilclon
and mentally alert approacaing Edmore, for hie souaded
the regular station and crossing whistle signals; this
also would i1ndicate that he st have been aware of his
approximate location, and under these circunstiances no
definite reason can te assigned for his failure to have
his train under proper control when enterinc tae wye
track.

In tnis connection, however, attention 1s called to
he fact that Engiaeman 3looxgulst was only required to
make one gtudent trip over the sub-division prioT Lo tae

trip on which this accident occurred, after an absence
Tfrom the territory of at least 10 years. 1t 1s guite
possible, therefore, that the real reason for the occur-
rence of thipg accident m=y have been the wunfaniliarity
cf the eacineman with tha sub—Givision over which he

was operating, and this nosesilcility 1s strengthened oy
the fact that at ona poiat ean route the brakenan riding
the engine in effcct waraied the ensineman about the
speed at which e was operasing his train on a grade.

It was stated by the officials that when an cnrinenan
nad not veen over 2 territory within six wonths, he was
requrred to make a sufficient number of tripse:to famil-
1arize himself with the road, the road forenan of carlaes
checking arm for the purpose of aaking sure wien he was
gualified, This kind of an arrangeamcnt would seen to
provide a satisfactory rulc, buv 1f the present case 1s
to be taken as An exnmple of the practice, then ithe
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question 1s raised as to winy the practice 1s not i1n harnony
with the rule. Examinasion of the records back to 1920
showed that Engineman Bloomquist h=2d nmade one throu h srip
over this sub-division 1n Aucust, 1921, aand a turn-around
run fror. Grand Rapids to Edwore in July of the sanes year,
and tnere appears Lo have been no record of any other trip
unti1l he made the student trip niae days orior to the Cdate
of the =ccident, althouch one of the enrinemen thought he
a1ad made a similar student trip about four years previously;
this latter statement, however, was not verified. Tais

can neot be considered ae gualifying 2 man for service and
the responsible officials of this railway saould follow a
practice whilich will nore nearly aarmonize with the rule

and wmage 1t 1npossivle for an engineman to be used 1n A
territory with warch he is not fanilaiar.

All of the employecs involved were experienced nen,
ana at the tine of the accident none of them had been on
duty in violation of any of the nrovisions of the hours
of service law.

Respectfully submitted,
W. 2. BORLAND,

Director.



