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INTERSTATE COlStiERCT COMMISSION 

REPORT OF TNE DIFECm01 OF TNE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT VICH OCCURRED ON TNE 
GRAND TRUNK "ESTE^N 1AIL7AY AT NOR^ICE, nlC'H. , ON 
AUGUST 18, 1029. 

December 3, 1929. 
To the Commission: 

On August 18, 1929, there was a rear-end collision 
between two freight trams on the Grand. Trunk "western 
Railway at Norrioe, Mich., which resulted m the death 
of two employees and the injury o± one employee. 

Location and method of operation 
This accident occurred on the Flint SuD-divmion 

of the Chicago Division, extending between Battle Creek 
and Poit Huron, Mich., a. distance of 159.30 miles, m 
the vicinity of the point of accident this is a. double-
track line over wnich trains are operated by time-table 
and tram oraers, no block-signal system being m use, 
The accident occurred at a point 2,020 feet west of the 
station at Norriee, approac nng tnis point m either 
direction the track is tangent for several miles and 
the grade is sliwntly undulating; it is 0.09 per cent 
ascending foi eastbound trains at the point of accident. 
The eastbound parsing track at Ilornce parallels the 
m a m tracks on the south and is 4,723 feet m length; 
the east switch of this passing track is located 86 
feet west of the station. Tho maximum speed permitted 
for freight trams is 40 miles omr hour. 

A dense fog prevailed at tie ti^e of tne accident, 
which occuried about 5.41 a.r. 

Description 
Eastoound freight tram symbol 500 consisted of 

67 cars and a caboose, hauled by engine 3453, and was 
in charge of Conductor Rutledge and Engmeman Hutchmgs, 
This tram departed from Nichols Yard, 64.89 miles west 
of Morrice, at 2.05 a.m., and arrived at U o m c e at 5.30 
a.m. It was brought to a stop on the eastbound m a m 
track a short distance east of the station, and was still 
standing at that point at tne time of the accident. 

Eastbound freight tram symbol 486 consisted of 38 
cars and a caDOose, nauled by engine 6311, and was in 
charge of Conductor Scouten and Engmeman Henry. This 
train left Nichols Yard at 3.20 a.r-., passed train 
second 484 at Bellevue, 11.9 miles beyond, at 3.43 a.m., 



aia arrived at ICorrice at 5.39 a. m, , where It was 
stepped in t hb real cf train 5C0, and shortlv after­
wards i t was struck by train second 484, 

Eastbound freight tiain symbol second 484 con­
sisted of 64 cars and a caboose, hauled by engine 3748, 
and was m charge of Conductor Marks and Engmeman Drew. 
Tnis train departed from Kicnols Yard at 2.50 a. m., 
and remained at Bellevue until tram 486 passed. It 
departed from this point at 3.53 a. ir. , and was approach­
ing Mo^rice when it collided Vu i th the roar end of tram 
^36 while traxTelmg at a. speed estimated to nave ooen 
between 35 and 45 miles per hour. 

The oaooose of tram 486 was demolished and the 
four cars immediately ahead of it were badly damaged. 
Engine 3748 was derailed and came to re at loaning at 
an angle of about 45° and headed in a southeasterly 
direction. The tender was torn from its trucks and 
rested on tne frame of a car across the main tiacks. 
The first ear m train second 434 was demolished, the 
next five cars v,reie badly damaged, and the following 
two cars were partly derailed. All of the ck railed 
can's except the two last mentioned were piled in a mass 
of wreckage. The employees killed mere the engmeman 
and fireman of tram second 484 and the employee in­
jured was tne head brakeman of the same tram. 

Summary of evidence 
Engmeman Hatchings, of tram 500, stated that 

after passing Haslett, 13.15 miles west of Ifiorrice, fog 
was encountered which increased in density and when 
he arrived at Morrice he found it very heavy. As 
ins engine passed the station the operator signalled 
m m to pull by and back m at the east switch of the 
passing track. The tram was stopped clear of the 
switch and after waiting for a period of time which 
he could not estimate, he received a back-up signal 
from the head brakeman, who was located alongside the 
tram about five or six cai-lengths from the engine; 
this signal could only be seen dimly due to the fog 
and he could not see tne markers on the rear of tne 
tram. After backing a distance of about two car-
lengths the tram was stopped by the air brakes being 
applied from the rear end/ 

Conductor Rutledge, of tiam 500, stated that upon 
arrival at Morrice he observed the operator east of the _ 
station With a yellow fusee in his hand. He inquired 
as to what was wanted and the operator informed him 
t h c t his tram was to back into tne eastbound passing 
track to enable tram 48G to pass, the operator then 
continued eastward for the purpose of assisting m 
relaying signals for this movement. Conductor P.utledge 
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lnstructcd tne flagman to go back and protect and the 
flagman departed immediately and soon disappeared 
in the fog. The conductor ooserved the following 
train approaching at a distance of about 600 or 700 
feet, but waited until it came to a stop before he 
gave his own ciew a back-up signal. The train only 
troved about three car-lengtns rhen the flagman, who 
reappeared from the west, lighted a red fusee and 
gave him a, stop signal, on account of the accident 
having occurred, and he at once applied tho air from 
the caboobe. Conductor Rutledge also said that al­
though he was ar are two other manifest tiains were 
following m m , there were no fusees thrown off ^hile 
passing through the dense fog, as he did not think 
it was necessary in view of the fact that his tiam 
maintained a speed of between 30 and 35 miles per hour, 
which he thought was sufficient to keep the other 
trains from closing up on him. 

Fla.gman Hughes, of tram 500, stated that as soon 
as his tiam stopped at Morrica he complied with the 
conauctor's instructions C y going back to flag He 
opened the east passmg-track smten as he passed it 
and then ran ^est^aid and had reached a point abort 35 
or 40 car-lengths from his train wnen he heard the 
whistle or the approaching tram, he immediately 
lighted a fasie and gave beveral stop signals before 
they were acknowledged. He esbimatad that the headlight 
of train 486 CuffiC within view at a distance of 65 
car-lengths, and when the ed him he boarded 
the steps and informed the engmeman as to what v»as 
taking place ana was still in this position when the 
collision occurred, which was only a. minute or two 
after tram 486 nad stopped. In going back and finding 
the passing track blocked, he ran ahead and stopped 
the back-up movement of his ô rn train. 

Engmeman Henry, of tram 4C5, stated that while 
at Lansing the head brakeman told him that the 
operator at tnat point nad advised that tram 500 had 
departed only a short time previously. As his tram 
approached the coal dock a„t East Lansing, where coal 
was taken, he noticed a yellow fusee anead, but this 
fusee burned out before his tram departed from the 
coal dock. Realising that tram 500 v. as not much over 
10 minutes ahead, he did not operate his tram at more 
than £5 irmles per hour after leaving that point, 
Intermittent banks of fog A ere encountered between 
Haslett and Shaftsburg, and it became very thick m 
the vicinity or hornce, so that he could not see more 
than three ear-lengths ahead. When about 3 miles west 
of 3naftsburg, which ib 6.4S miles from Morrice, he 
obtained a faint glimpse of the caboose of train 500, 
about 15 car-lengths ahead, and at once reduced speed 
to aoout 10 miles per hour m order to permit a 10-
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minutc spacmg of the trains, ne later increased the 
speed ro about lo mite*"! per hour. Engineman H nry 
expected tram 500 to be either heading m , or already 
on tho passing track at Morrice, but when he did not 
find that tram there ne doomed that the train-older 
board would be against him ana therefore made a 
further redaction in speea to 6 or 8 miles per hour, 
at which speea his train was traveling when ne observed 
stop signals being given by the flagman of train 500. 
he did not know the eaict time at winch his train 
stopped, bat thought it was pbout 5.40 a. m. , and he 
said no did not whistle out a flag aftoi stopping as 
he was talking wTith the flagnan of tram 500 and iorgot 
to do so. 

The statements of Fireman Olney and Head Brakeman 
DoLaeey, of train 433, substantiated those of Engmeman 
Henry. They both stated that their tram came to a 
stop at Merries at 5.40 a. m. , and that not incie than 
one minute elapsed befoie the occurrence of the accident. 

Conductor Scouten, of tram 486, stoted that short­
ly after leaving Lansing, fog was encountered which 
prevailed at intervals Speed was Teduced appicaching 
Shaftsburg and tno flagman threw off a yellow fusee. 
Two more yellow fusees were thrown off at different 
points after passing Shaftsburg, and a red fusee was 
thrown off when the tram reached a point about three-
fourths mile west of where it afterwards was stopped. 
On account of the density of tne fog ne could not de­
termine the speed of his tiam, but was of the opinion 
that these fusees were proocrly spaced. The tiam 
continued at reduced speed and then was brought to a 
sudden stop at 5.40 a. m. He was on the rear platform 
of the caboose and as soon d.s the tram stopped he 
heard tram second 484 approaching, although ne could 
not see it. The flagman ran back immediately with a 
rod fusee but the fog was so dense that he disappeared 
fiom view when about one and one-half car-lengths fiom 
the caboose. He estimated that his tram had been 
standing about one or one and one-half minutes before 
it was struck by the following train. 

Flagman Given, of tram 483, stated that because 
of tno fog lie rode on the rear platform of the caboose 
between Lansing and Morrice, dropping off five yellow 
fusees en mute, and he said he threw off a red fusee 
upon reaching a point just west of the west switch of 
the eaotbouna passing track at Mori ice. All of these 
fusees were burning when they struck the ground, but 
they soon disappeared in the fog. Immediately after 
the tram stopped ot iiorrice, he ran back writh a lighted 
led fusee, and he thought he had readied a pomt about 
20 car-lengths from nis caboose before ne vias able to 
give a stop signal to the crew of the approaching tram. 



He could, not see this tram until it was only a car-
j.engtn from m m , but lie sâ d. be heard a whistle signal 
sounded, aLthough he did not know whetner this was 
an acknowledgment of nis stop signals. He judged 
the speed 01 tram second 4C4 at 35 miles per hour 
when it passed him and at that time ne heard the brake 
shoes grinning against the wheels. 

Conductor Marks, of tiam second 484, stated that 
his tram entered, tne siding at Bellevue to permit 
trains No. 16 and 436 to pass and that he lode m the 
engine cab benmd the engmeman from Lansing to Moirioe. 
He estimated the speed of his tram between thnsc 
points at 40 miles per nour. The weather was foggy, and 
it increased in density as the train proceeded, and 
aft^r passing Shaftsburg he kept a snarp lookout ahead 
but noticed no burning fusees. Ke did not sea the stop 
signals being given by the flagman of tram 436 until 
he '.as only 150 or 200 feet distant, this Ilagman being 
aooat 15 or 30 ear-lengths from his own train. The 
engmeman immediately applied the makes m emergency, 
but tnere did not appear to be any reduction in spmd, 
although he thought the speed might have been ^educed 
and that he did not notice it due to his excitement. 
Conduct oi Harks further stated that the engmeman was 
also keeping a strict lookout, and he did not know 
how they could have failed to see burning fusees unless 
they were on the opposite side of the track, m which 
event it was possible they could have missed mem. The 
conductor did not suggest to the engmeman that speed 
snould be reduced, as he had worked with this engine-
man on numerous occasions for years, and considered 
htr a careful man. 

H°ad Brakeman White, of tram second 434, stated 
that he rode on tne left side of the engine cab between 
Lansing and Morrice, looking ahead from the side window, 
but did not see any fusees between these points, neither 
did he see anything of tram 486 prior to the accident. 
His first intimation of anything wrong was wnen tne 
engmeman shouted a warning, he immediately left his 
seatbox and was descending tne steps at the gangway 
when tne collision occurred. He estimated the speed 
of his train at 45 miles per hour as it approached 
the point of accident and he did not think it had been 
reduced to any extent, because tne engmeman did not 
apply the crakes until just before the collision 
occurred. It was his opinion that, although the weather 
Was quite foggy, he would have seen burning fusees had 
tne tram passed them. 

Flagman Clubb, of tram second 484, stated that 
after leaving Lansing he dropped off fusees at 10-
rninute intervals, due to the fog. The door of his 
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caboose was oncn -noat of the time but ne saw no burning 
fusees other than the ones he threw off. Between 
Lansing and tne point of accident a speed of about 
40 miles per hour Tiras maintained, and tnat upon arrival 
at Morrice he felt a surge of the train which was 
followed almost immediately by a sudden stop. He did 
not know whether the brakes nad been applied in emer­
gency and because of the fog he was unable to state 
the distance his tram travelled before coining to 
a stop. 

Dispatcher Campbell, on duty at tne time of tne 
accident, stated that on account of trains 486 and 
second ^84 being faster trains than tram 500, and 
m order to save delay, it was his intention to get 
the latter tram out of tho way of the otner two trains, 
and it was for this reason that ho sent a message to 
the operator at Lansing, addressed to the conductor of 
tram 500, telling him to keep clear of tram 486. 
That operator later informed m m that he had been 
unable to deliver this message, a passenger tram hav­
ing b^en between tne operator and tram 500, so 
Dispatcher Campbell notified the operator at Morrice 
to instruct the crew of tram 500 to clear the m a m 
track at that point for tram 486. The rules do not 
require operators to report weather conditions, but he 
said he had received repoits from four stations east 
of Morrice that a light fog prevailed. He also said 
that in extreme cases of inclement weather, and where 
conditions warrant it, trains aie blocked one station 
apart, but this was not done on tne morning of the 
accident a,s he had received no weather report from 
the operator at Morrice. 

Operator Racey, on duty at Morrice, stated that 
he first noticed the tog at about 4,30 a. m., and about 
six or eight minutes later he reported tnis condition 
to the dispatcher. He received a message from the 
dispatcher to clear tram 500 for train 486 and when 
the former tram arrived he signalled the crew to back 
into the passing track. Due to the flagman going back 
to protect, and also because of the heavy fog, he 
proceeded eastward along the tram to a point about 
35 or 30 cai-lcngths from the caboose to assist m re­
laying signals, and was at this location at the time 
of tne accident. He did not know how long tram 486 
nad oeen standing prior to the collision as he did not 
hear the crash. 

Conclusions 
This accident was caused primarily by tram second 

484 being operated at a speed which was excessive m 
view of the existing weather conditions. 
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It appears that fog mas encountered by all of the 
trains involved shortly after leaving Lansing, a 
station 21.35 miles west of Morrice, and that in the 
vicinity of ilornce it was very dense and materially 
restricted tne range of vision. The conductor and 
engmeman of tram second 484 knew that train 486 
had passed their tiam at Bellevue 10 minutes before 
tney departed from that point, yet they operated their 
tram at approximately the maximum speed for freight 
trams and did not take any action to reduce its speed 
when the fog was encountered or when approaching the 
passing track at Morrice, an open office. 

According to the statemerts oi the conductor and 
flagman of tram 486, yellow fusees werp thrown off 
at rntervals, and finally a red fusee was thrown off 
in the vicinity of the west switch of the eastbound 
passing track at Morrice, tneir tram coming to a stop 
shortly afterwards. On the other hand, Conductor 
Marks and Brakeman White, both of whom were riding on 
tne engine of tne following tram, maintained tnat 
tney did not see a^y fusees along the track after leav­
ing Lansing. Tne fusees used by this railway burn for 
a period of 10 minutes, and if tney were tnrown off as 
stated by the crew of tram 486, some oi them should 
have been banning at tne time tram second 484 en­
countered tnem. 

The automatic block-signal system now m use be­
tween Chicago and Battle Creek is being extended to 
Lansing. The protection afforded by such a system 
probably would nave prevented this accident. As it 
was, the requirement of rule 91 tnat freight trains 
keep 10 minutes apart was the only protection other 
than that affordeu by the vigilance of the crews. 
These three trams passed Lansing at 3.55 a. m. , 4.43 
a. m. , and 4.58 a. in. , according to the tram sheet. 
Tne coal dock is east of the office, however, and the 
conductor of the first tram said it was 4.40 a. m. 
when they were out on the m a m track and ready to 
leave, The conductor of the second train said they 
got coal and left at 4,45 a. rn. , and the conductor of 
the third tram said they left the coal dock at 5.07 
a. m. The first train used about 50 minutes m reach­
ing Morrice, the second tram aeout 55 minutes, and the 
third tram, according to the conductor's figures, 33 
minutes. These facts illustrate the inadequacy of the 
system, which resulted m the first two trams not 
being properly spaced when actually leaving Lansing, 
and in the third tram overtaking the trains ahead 
because of its operation at a much higher rate of speed. 
The need for adequate protection against such a situa­
tion is obvious, and it is believed tnat when considered 
in connection witn the average daily tram movement, 
which is about 38 trams, there is justification for a 



recommendation that steps he taken toward providing 
block signal piotection east of Lansing. 

The employees involved are experienced men and at 
the time of tne accident none of them had been on 
duty in violation of any of the provisions of the 
hoars of service law. 

Respectfully submitted, 
W. P. BORLAND, 

Director. 


