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INTERSTATE CCOMMERCE COMMISSION

IN RE INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON
THE NEW YORE CENTRAL AND MICHIGAN CENTRAL RAIL-
ROADS AT PORTER, IND ON FEBRUARY 27 1521

Marey 14 1921
To the Commassion

On Febiuary 27 1921 there was a «ide collision between two
passenger trains one of the Miclngan Cential Raihioad and one of
the New York Central Railroad at a cressing at grade of the two
1ailroads at Porter Ind which reculted 1n the death of 35 passengers
and 2 employees and the mymy of 11 passengers 2 emplovees and 7
other persons After mmvestigation 1 part of which the Public
Utihities Commassion of Indiana partiapated I respectfully submit
the folloning report

TOCATION

In the vianity of the pont of acadent both railroads are double-
track himes  trams are opcrated on both 10ads by tiamn oirders and
automatic block-signal «y<teme< and the crossing 15 protected by an
intetlocking plant The line of the Newm York Cential extends east
imnd west while that of the Michizan Central extends southwest and
nottheast and crosses the track of the New York Central at an angle
of about 45 degrees  The interlocking tower 15 located 1 the north
angle formed by the tracks of the two roads

Approaching the point of acadent on the Michigan Central Rail-
ioad from the southwest which by tune-table direction 1z west be-
gmmng at distant s1ignal 2412 the hine 1< tangent for 500 feet fol-
lowed by a 33-minute curve to the left 3960 feet 1n length 1t 1s
then tangent for about 600 feet to the (rtossing ind for a consider-
able (distance bevend  Home <1gnal 33 15 located on this tangent,
366 {eet southwest of the ecroscing A derail 1~ placed 1 the south
rail of the eastbound man track 55 feet east of the home signal
Paralleling the eastbound main track on the south 1¢ a passing sid-
g which begins just west of the distant signal and terminates at a
man-track switch hetween the derail and the ciossing In thig
vianity thete s a shight grade descending eastward
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The hne of the New York Central in eaclh duection trom the point
of acaulent 1s tangent for weveral miles  The distant signal for the
New York Central, 499 1 15 located about 4 500 feet cast of the cross-
imng the home signal about 3 900 feet west of the distant sigmal and
the derail about 50 feet west of the home signal or about 500 feet
east of the crossimmg The grade 1s shghtly descending westward

At the crossing the line of the New York Central consists ot thiee
tracks the track on the noith bemng the westbound main tiack the
middle track the eastbound main tiack while the track on the south
1s a passing suling used by tiains in either direction At the time of
the accident 1t was dark and the weather was clear

DI'SCRIMLION

Michigan Cent1al eastbound pas-enger train No 20 known as the
¢ Canadian’ 1unnming between Chicago, I, and Detroit Micli, was
hauled by engine 8306 and consisted of the following cars in the
order named 1 baggage a1 1 smoking car, 1 coach 2 sleeping cais
1 parlor ear 1 dining car, 1 parlor car and 1 coach the second
third fouirth and fifth cars weie of wooden construction, the <ixth
seventh and nmth of all-<teel con-tinction while the eighth ea1 had
a steel underframe

This train, with Conductor Foote and Engineman Long 1n charge
left Chicago at 503 p m on time and passed kast Garv the last
teporting station 91 mile- west of Porter at 612 p m 7 minutes
late 1t pas-ed distant signal 2112 1n the caution position home signal
35 1n the stop position, and was derailed at the open derail east of
the home signal  The train continued on the ties the engine beng
retatled by contact erther with the iog of the pas-sing widing ~witch
or the frog of the crossing  The train came to a stop with the engine
on the rails 400 feet east of the crossing, with 1ts tender derailed
The baggage car was derailed and came to rest about 75 feet behind
the engme the smoking car stopped about 35 feet east of the crossing
and blocked both Michigan Central mamn tracks the first coach ap-
parently stood with its center over the westbound New York Central
main track the next four cars came to rest on the roadbed, west of
the crossing, while the last two cars of the train remained on the
track not having passed the derail

New York Central westbound passenger train No 151, known as
the Interstate Expiess running between Buffalo, ¥ Y and Chi-
cago Il comsisted of engine 4828 and the following cars n the
order named 1 .Arms palace hotse car 1 combnation baggace cai
and coach 2 coaches, 1 diming car and 2 parlor cars  All cars were of
ll-steel constiuction except the horse baggage.and dining cars which
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were of wood with steel underfiames The tram was 1in charge ot
Conductor Roy and Ingineman Johnson and left klkhait, Ind 1t
mitial station tor the Westein Division at 433 p m  on time,

Fic 1 —Yien looking east on Michigan Cuntral tracks <bowing ~igpal 2412

passed Otis the last reporting station % & miles east ot Poiter, at
612 p m 2 munutes late and while 1unning at a speed estimated o
hate been 3 miles an hour collided at 6 22 p m with Michigan Cen-

Tic 2—%Viuw of siznd 55 had by Michigan Crotril engineman

tral tram No 20 which had been derailed on the crossimg It was
impossible to determine whether o1 not the lattcr tiam had come to
full <top when the collision occurred
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Ihe cngiic ol wun No 151 «truch the hi=t coach of tramm No 20 1m
the center cartving 1t for a considerable di-tance to the west and en-
pirely demolishing 1t 1t was m this coach that neaily all of the

110 —wignal 45 New York Central tram on <1oss1ng

fatalities and iyuries occurted T ngine 4828 was turned completels
atound and came to 1est on 1ts lett side, partially buried 1n the
grouncl about 75 feet west of the crossing and a few teet north of

11 4--D1ul east of agul 33

the westbound New York Cential main track  The tender was be-
lund the engime with ats 1ear ¢nd swung to the noith e hoise
car cume to 1est 1hont 150 feet west of the (rossing  its bru hs were
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missing and the hody of the car blocked the easthound track anl the
passing stding which adjoins 1t on the left  The haggage ca1 came
to rest 75 feet west of the crossing, followed closely by the combina-
tion car both were derailed, blocking the eastbound track The
forward end of the coach 1ested on the crossing, while the rear end
rematned on the westbound tiack  The remainder of the tram wis
not derailed  The employees kulied were the engineman and fire
man of train No 151

DESCRIPTION OF SIGN Al AFDPATIALL ~

The switches and signals at this ecrossing aie controlled by a
mechanical mterlocking plant which 15 operated jointly by the New
York Central and Michigan Cential Ratlroads  The mechanical
apparatus 15 maintamed by the New York Central while each 10ad
maitatns 1ts own electiic appatatns  The mterlocking machme 1=
v -lever Sasby and Farmer machine having 1 spare lever and no
spare spaces  Llectiic locks a1e provided on all home-cignal levers
Two hand screw-releases are provided for the New York Cential
which require about 2 minutes to opetate and the Michigan Cen-
tral has one clockwork 1elease ~et to operate m 1 minute

Approach annuneiators and mdicators are 1n service on both 1oads
the New York € entral use- a busser the Michigan Central a bell
The westbound Yew York Central busser operates when anv part
of the track 15 occupied between signal 497 1 and the tower a 1=
tance of 10250 feet the eastbound Michigan Central hell operates
when any part of the track section hetween signals 2422 andd 2412 1<
nccupred beginning 9 230 feet west of the tower

Michigan Central distant saignal 2412 15 a three-position uppe:-
quadrant semaphore block signal  The home signal 15 a three-po«
tion upper-quadrant semaphore mounted on the same mast below
the home <ignal 15 a mechanically operated two-position upper-
quadrant calling-on signal  Located opposite the toner 9 feet east
of the Michigan Central tracks and 37 feet north of the Nen Yok
Central track 1s the tramm-order signal governing the Michigan Cen
tral tracks The mast 15 29 feet lngh and beats two three-position
lower-quadrant semaphores one governing eastbound and the other
westhbound trains this signal was destroved 1n the aceident  On the
New York Central flags o1 lights dhsplaved from the tower are used
mnstead of a train-order signal

SUMMARY OF FYIDENCFEF

Tower Operator Wlitehead who was on duty at the tower at the
time of the accident stated that piio1 to the entry of either tramn on
the annunciator crcuits all levers were 1n normal position 1t was
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expected thal both tramns would arinve about the same time and
Leyerman Cook asked him which tiam he would hine up the route for
to which he rephedd  Line up for wlichever hits the arewmt hrst’
Shortlv atterwards the New Yok Central buzzer <ounded which
mdlicated the approach of train No 151 and the 10ute was lined up
tor that ttaan  abont 20 or 30 seconds after the New York (entral
bursset sounded the bell on the Miclngan Cential rang indicating the
approach of tiain No 20 Shortls afterwards he looked out of the
window and saw tram No 20 approachmg around the curte at a
hieh 1ate of <peedd  Remarks as to the high 1ate of speed and the
probablity ot that tramn coming to a stop passed between lum and
Leverman Cook When it was diceovered that t1am No 20 was not
gomg to ~top both he and Cook started for the doom  the collision
ocentred before they 1cached 1t He further stated that theie was
nothing to prevent him fiom thiowing the New Yok Cential home
signal to stop 1 the face of tiain No 151 hbut that when he 1ealized
that tram Yo 20 was not gomg to stop there wa- no time to do 1t

Actmg Teverman Cook nho was the 1egular assistant signal main-
tamet at this tower but was acting as leverman on the dav of the
accudent  corrobarated the statement of Operator Whitehead He
also stated that he had completed setting up the 1oute for tiamn No
151 before the approach of tramn No 20 was announced and that
on account of the time 1clease 1t would have taken about 3 minutes
to change the 1outes

Frgmnenman Long of train No 20 stated that the last stop prior
to the accident was at {zarv at wlueh pomnt the hrakes were oper-
ating properls  Approaching the distant signal the speed of lus
rramn was about 60 mile~ an howr as he came m sight of the distant
agnal 1t wa- displaving a cantion 1ndication  before reaching 1t he
made a ~etvice appheation of the brakes 1educing the speed of hi-
v am about 1ivmiles an hour when the tram had 1eached a point near
the 10ad crossing about the micddle of the curve, Firteman DBlock
calied to him A1l the way  whach indicated to lnm that the home
signal was (lear He released the brakes and when the engine
teached the tangent he looked tor the home signal and thought he
can a4 green hight above a 1ed one  As he got (lose to the home
strnal hie looked for the signal agun but it was hidden In amolke and
steamr At that time he thought the speed of his tiain was between
33 and 40 miles an howr  he did not wee the tfiam-order signal on
aceount of the -moke and steam neither did he see anv hand signals
In discussing the indwation of the home signal 1n 1esponse to the
inquiry . What de vou think caused those indications that jou re-
ceinved’ ’ Engmeman Long replied  The only thing that could be
if T didd pot have them 1< that T mistook the order hoard for the
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green light Engineman Long further «tated that he does not
depend entirely upon the fireman when he calls a signal and that
he has never before had an3y trouble in distinguishing the signal< at
this point

Fireman Block of tiain No 20 stated that approaching Porter
the cistant stgnal was in the caution position when about a nule
tiom the home signal he observed the indication of that signal and
the train-order signal, two green lights and a 1ed light at this time
there was some steam or white smoke escaping from the engine stand-
mg at the water plug near the home signal but he could see the signal
Lights through the smoke As soon as he saw the signal indications
he called All the way to Engineman Long who about 30 seconds
later answered All 113ght  at that time the speed of his ti1ain was
between 35 and 40 miles an hour After the engineman answered him,
he got down and began to work on the firc he did not see any hand
signals given from the track  Afier pa-sing the deiail he knew that
the tender was derailed but did not think that the engine was de-
1a1led

Conductor Foote of train No 20, stated that he was riding 1n the
fit~t coach of lu~ train and as the train was approaching the distant
signal he felt the 1unmng test made and biakesieleased he started to
collect tickets and was at about the seventh seat from the forward end
of the car at the time the collision occurred He did not know the
position of the signals

Fngmeman Curtis, of Michugan Central eastbound fieight train
extra 7849, stated that has train pulled 1n on the passing siding at
Poirter had taken water, and had just started to pull down the en-
mne was nearly opposite the home signal when train No 20 passed
him He stated that before taking water he looked at the home
signal and both blades were in the stop position and that he looked
again when he saw the reflection of the headlight ot t1amm No 20 and
at that time thev were still mn the stop position he also notecd that
the tramn-order signal displayed a proceed indication At this time
smoke and steam from his engine was blowing across the Michizgan
Central main track, which may have obscured home signal 35 fiom
the vision of the engineman of train No 20 He estimated the speed
of train No 20 to have been between 30 and 40 miles an hou1 when 1t
passed him  He further stated that it never had appeated to lum
that the tramn o1der signal could be confused with the home signal
at this point

Fireman Arthur of extra 7649 stated that he observed the Llades
on the home signal mast and that they were both at <top  He 1lso
observed two brakemen of hie train who were standing on the track
and were giving stop signal- with then lantern- to the engineman
of train No 20 as it approached
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Brakemen Wise and Kubbernuss, of eatia 7849 stated that they
were ~tanding near the head end of thenn train west of home s gnal
35, and saw that the signals weie at stop when thenr tiain <topped,
which was at about 615 p m as they saw tiam No 20 appioach
around the curve at a high 1ate of speed they began to give Ease-
off signals with their white lanteins receying no acknowledgment
to their sigmals thev began to gne violent sigmals to stop  at this
time one of them was standing en the fireman s <ide and one on the
engineman s side of the ea~thound track but no 1esponse wa~ received
to these signals  Thev stated that 1t was darh and clear and there
was no 1cason whi the engineman of traimn No 20 could not hate seen
their signals had he been looking tor signals at this point - Theyv also
corroborated the statement that there was <ome <moke and steam
from their engine blowing acioss the Muchigan Cential main track

Conductor Rov of tramn No 151 <tated that appiroaching PPorter
he thought he felt a running test made of the brakes of his tram and
that the speed of his tr1a1n was about 30 mule~ ati how when 1t collided
with Machigan Central traimm No 20

The time-table rules of the Michuigan Cential permit first-class
tramns to pass through mterlocking plants at a 1ate of 40 miles an
hour while the rules of the New Yoirk (Central permit a speed of 50
miles an hour  The speed of train No 20 1s variou<ly estimated to
have been from 35 to 55 miles an hout  Thete 18 no 1ariation 1 the
estiniate~ of the speed of tram No L5311t 1s stated that 1ts speed was
about 30 mles per homr  According to the statements of Operator
Whitehead and Acting Leverman Cook the lapse of time between
the announcement of tiam No 151 and tiamm No 20 was 20 or 30
seconds, and as the distance between the announcng points of the two
roads and the ciossing 15 about 1 000 feet longer on the New York
Cential this time interval would place trtamn No 151 about the same
distance from the tower as was tian No 20 when 1t was announced
Thercfore, if train No 151 was runmng at 30 miles an hour 1t 1~
obvious that tramn No 20 wa- 1unning at a still higher rate of speed,
as 1t arrived at the erossing before tiamm No 151

A careful examination of the nteilocking plant and the signals
governng the routes mvolied mdicated that 1t had been in pioper
conclition and failed to disclose any defect o1 condition that could
have 1esulted 1n any amproper opetation of the signal -vstem A
phyvsical chieck o1 test of the ciruts was impos~thle on acconnt ot the
destiuction of a large amount of trunking and wires A reful
check of the cnaut plans lockie <hieet and dog chart mdicates that
this c1ossing 15 adequately protected a« far as signaling 1< concerned
and masmuch as the mvestigation mdicates that the <1gnal syvstemn
was opetating as mtended a detalled description of the crants s
unnecessary 1n thi- repoit
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The statements of evenitnesses who observed the home signal at
the time tramn No 20 was approaching together with the mnvestiga
tion of the signal svstem ndicate that hoth blades of the home signal
were 1n the stop position and displaved red indications when tram
No 20 approached and passed 1t

Observations made from an engine similar to that on tramn No
20 approaching the crossing on the Miclngan Central from the west
disclosed that from the hreman s side ot the engine the home signal
could be scen a distance of approvimatelv 4 000 feet while by lean-
ing out of the window on the engimeman s side the home signal could
be seen a distance of ahout 1980 feet

The locations of the tiamn-order and home ~1gnals wire such that
1t would have been possible for the fiteman to have nustaken the
green mdication of the tramm-order signal for a dlear mdication of
the top Dblade of the home signal 1f the hight on the latter was out
o1 obscnred by steam o1 smoke  Lowever with both Dlades of the
home signal 1n the stop position  as s shown by the exnlence at
would have been mipossible for Fireman Block to sce the indication
he Jdams to have seen two gieen lights above a red light  The
possibility of a contusion ot the <ignals from the engimeman s side
of the engine 15 much less than from the hrenian s side on account
of the signals bemng much closer when thev htst come within the
enmneman s 1ange ot vision

CONCITSIONS

The dunrect cause of thi~ accident was the failuie of Engineman
Long of Miclugan Central ttamm No 20 to obserie and obev the
sigmal mdicanon of the home <1gnal govelnming the movement of
trains over this crossing A contributing cause was the failure of
Fueman Block also of Michugan Central tram No 20 propeily to
observe the home-~ignal indication and convey the coriect informa-
tion to Enginem in Long

The eridence indwates that Engineman Long 1elied practicallv 1
not entirely upon the announcement by Fireman Blockh ot the indi-
cation of the home signal mstead of observing 1t hunself  The loca-
tion of the signals 15 ~uch that 1t was both possible and conyenient
for lum to observe the <ignals personally and for hus failuie to do so
there 1= no excuse  Esen 1f he did confuse the train-oider signal
witl the top blade of the home signal as he stated he mu-t hve done
1t the home signal was 1 stop posttion he still did not 1ecenve a
proper indication to proceed at normal <peed as Ins movement was
also goveined by the traimm-e1der signal opposite the tower the mdi-
cation of which he was required to obeerve before puassing 1t
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According to his own statement kngieman Long 1ecenved a cau-
tion indication at the distant <ignal this infoimed him that the
home signal governing the crossing was then 1n the stop position and
requrred him to  pioceed under such contiol as to be able to stop
before reaching the next signal  The evidence discloses that En-
@ineman Long observed and beeded this cantion indication as he
made a Inake apphcation and shightly reduced the ~peed of his train
It was then necessaiy for him to ascertain the mdication of the home
-1gnal and be governed by that signal i the further operation of his
fram

Under these cnicumstances knowing the anangement of signals
at tlus pomnt Engineman Long should have exercised particular
care atter having recened a caution mndication at the distant sigmal
to see that the signals governing his tiamn were clear, indicating
that the rounte was properly lined up and that 1t was proper for his
tramm to procecd. before passing the home signal and staiting over
the crossing at high speed  In addition to lus failure to obserse and
obev the stop mdication ot the home signal Epgineman Long failed
to see and be governed by stop signals gnen with lanteins In two
trainmen of the freight tramn standing on the siding These hand
<1gnals were 1n no wav obscured and had Engineman Long been on
the alert and maintammmg a proper lookout ahead he could not have
failed to obseive them

The farlme of Engineman Long in this case properly to observe
and be governed by signal indrcations together with the appalling
loss ot life resulting therefiom adds another to the alreads long
list of aceidents resulting from the fallibility of enginemen upon
whom the safety of passengers depends In this instance Engine-
man Long was probably misled by the incorrect information given
bim by the fieman who called the signal clear when it was as a
matter of fact 1 the stop position But this does not relieve
Engimeman Long ot responsibility 1in any degree as there was ample
opportumity after the home signal came within his 1ange of vision
to1 lum propetly to control his tramn in accordance with its indi-
cation

The miestization disclosed that Fireman Block misiead the home-
qenal mdication and consequently comveved ncorrect nformation
concermingr 1t to the engineman A signal should not be called by
 fireman until he 1 absolutely certain of 1ts indieation  In this
case he called the -1ignal when, according to his own statement it
wa< nearly « mile away and partially obscured by smoke  For his
error 1n Incoirectly reporting the signal as being clear a portion of
the responsibility for this aceident rests upon him
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This accident again calls attention to the necessity for an auto-
matie train-control device to be used in conmection with esisting
signal equipment for the purpose of automatically controlling the
speed of a train mn case the engineman for any reason fails properly
to observe signal indications and to operate his train accordingly
mignal Engineer Wiegand of the New York Central Railroad in
response to an inquiry as to what means could be provided to preyent
similar accidents stated that in this case as far as signaling was
concerned ample protection had been provided, and the only thing
Le knew of that would provide further protection was the nstalla-
tion of an automatic stop or train-control system he stited how
ever that he was not at pre-ent prepaled to recommend any paiticu-
lar device of this character

Investigation diselosed that the home signal was mote or less ob-
scured by steam o1 smolke and 1its location 1s such that similar con
ditions mas fiequently exict due to the relatie location of a watel
plug near by, also that the position of the train-order signal wa-
siuch that there was possibility of eonfusing 1t with other signals  If
the home s1znal wa= 1n this 1nstance obscured to such an extent that
the approaching engineman was unable to sec 1t, then it was his duty
to reduce speed or to stop 1f necessary and determne 1ts indication
before pas<ing 1t and 1t was necessary fo1 him to 1eceive clear indica
tions trom both the home signal and the tram-order signal before
paseing them nevertheless evers effort should be made to so locate
signals that thev are not likely to become obscured by steam or smoke
from engimes m to be confusing to emplojees 1equited to obserse
their indications It 1~ helieved the location of both the eastbound
home signal and the tram-oider signal on the Machigan Central Rail-
10ad at this pownt <hould be 1mpiroved

The intended function of the derail used at this point was to derail
a train and thereby prevent 1t from proceeding upon the (1ossing 1n
case the engineman failed to obev the stop indication of the home
signal  From the ciidence 1n this case although the estimates as to
the rate of speed of train No 20 vary 1t 18 believed that with a tramn
running at the maximum preseribed speed himit of 40 miles an hour
the deirail located 311 feet fiom the crossing does not afford the
protection intended and that in order actually to provide the protec-
tion intended the maximum speed It at this point should accord-
mngly be reduced or the location of the derail changed

It 15 noted that the coach 1n the Machigan Central train which was
struck by the New York Central engine was of wooden construction
with steel center sills and that it was demolished by the impact
While 1t has been proven that steel passenger cars generallv aie safer
than wooden cars nevertheless with the tremendous unpact 1n this
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ca~c which was apphed to the center of the side ol the car it 15 doubt
tul whether gireater protection would have been furnished the oceu-
pants had the car heen of all-steel constiuction

Engineman Long entered the service of the Michigan Central as
a firaman 1 1390 was promoted to vard engineman m 1900 and to
1oad engineman 1n 1901 His service record contains the following
entrics

Ocrober 1901 suspended 10 divs tor 1unmng off interlocking signals agunst
himn

Septemher 1907 ~uspendod 10 davs for falure to stop tor telegraph sign il
not hurnnsg

Decenmiber 147, suspended 10 davs for falme to stop for block < nal not
bummng

Tibruiy, 1900 taken out of <ervice account defective vision

Tune 1909 resrored 1o seliice dccount mproved yision

Apiil 1 1914 observed surpirise test hight out ou tlegraph signtl

April 25 1918 1eco1d suspen~ton W divy ceonne collided with ciboose ear,
Adg out

Fireman Block entered the service of the Michigan Central as a
fireman 1n December 1913, was promoted to 10ad fireman in Feb-
ruary, 1916, in military service fiom Mav 1916 to Januaiy 1919
promoted to switch engineer 1n March 1920 Apuil 1919 gnven sus-
pended sentence of 30 days which was later modified to 1eprimand,
for distegarding fixed signal 1n stop mdication

At the time of the accident Kngineman Long wnd Fireman Block
liadl been on duty 1 howm and 47 minntes piiot to which they had been
off duty 7 hours and 50 minutes

Respectfully submitted

W P Borraxp
{ haet Buienu of Sapety
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