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INTERSTATE COMMZRCE JOMMISSION

PORY OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGA™ION OF AN ICCIDENT VWICH OCCURRED ON THE
PIRE YARQUETTE RAILVAY NEAR FEVVICK, MICH , O
JANUARY 18, 1929. '

April 5, 1539
To the Commission:

On January 18, 1929, there was a derallment of a
freight train on the Pere Marquette Railway near Fenwick,
Mich., which resulted 1n the death of twoe emoloyees and
the 1njury of one emvloyee The investigation of this
accident was held 1in conjunction with a revreseatative of
the Michigzan State Utilities Commisslon.

Location and method of oneration

This accident occurred on Sub-~division No. & of the
Port Huron-Grand Ranids Division extending between Stanton
and Haynor, Mich , a distance of 20 miles, and 1s a single—
track line over which trains are operated by time-table and
train orders, no tleck-signal system beins 1in use.Annroach-
ing the point of accident from the north there 1s a 39 30!
curve to the left 1,850 feet 1n length from which point the
track 1s tangent for a distance of avoroximately 1,725 fest,
the accident occurring on this tangent at a noint 330 feet
from 1ts northern end. The grade 1g descending for south-
bound trains for a distance of about 2,300 feet, being 0.0
per cent at the point of accident. The maximum spesed
permitted for engines running in backward motion 1s 1b
miles per hour.

In the vicinity of the point of accident the track
1s laid with 58-pound rails, 30 feet in lengtn, with an
average of 18 softwood ties to the rail-length on tangents
and 19 hardwood tie® on curves, and 1s ballasted with sand,
no tie-vlates or rarl anchors are used.

The weather was clear at the time of the aceident
which ogecurred at about 4.30 p.m.
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Deccrivtion

Southbound freight train extra 346 consisted of four
cars and a cabvose, hauled by ¢ngine 348, backing uon, and
was 1n charge of Conductor Kunkle and Enginemaan Humphrey.
This train denarted from Sheridan, 4.15 mileg north of
Fenwick, at 3 35 » m., left Fenwick at about 4.15 p.m. and
was derailed at a point 2.12 miles south of Fenwick while
traveling at a soecd estimated by the crew to have been
from 10 to 15 miles wver hour.

The engine Was derarl.d to the wast and came to rest
at right angics to ths trac:, partly overturned, the tender
was on 1tg left side beyond the engine and vnractically
varallel with 1t. The first car anc the forward truck of
the second car were also deralled, while all of the éde-
railed eoulvment was damaced more or less The emnlovees
killed were the fireman and head brakemnan.

Summary of evidence

On account of his condition as a result of i1njuries
sustained i1n the acddent Engineman Humwhrey could ot be
questioned 1n detaill. His statement 1mn substance was to
the effect that he merely glanced around his éngine while
ci1ling 1t before devarting from Ionia on the northbound
trip prior to the trip southbound on which the accident
occurred, not making a careful inspeetion of the engine,

and during that trip he noticed so-e rough snrts 1n the
track but considercd 1t would be safe for careful running.
On the return trin one car was vicked uv at Fenwick and
then the train voroceeded. As soon gs 1%t started down the
grade on wnich the accident occurrced he shut off steawm and
the train was still driftine when he observed that the rear
end of the tender was off the track, tais being followed
1mmediately by the derailment of the engine He said the
al1r brakes had been working proverly and that he did not
apmly them until he saw that the tendzsr was derailed He
estimated the speed at the tine of the accident at not
more than 10 miles per hour.

Concductor Kunkle stated that aft2r the car was
nicked up at Fenwick the air was counled up and the train
departed at about 4£.15 p.wm., the air zauge 1n the caboose
registering 70-vounds pressure at the tirme. No stons were
made after leaving Fenwick and a uniform speesd of between
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12 and 15 miles per hour was maintained. He was riding

in the cuvnola of the cabeose avorcacliing the point of
accident and observed that steam wes shut off when the
train started down the grade but he did not know whether
the brakes had been annlied on the grade and did not
notice anything unusual until the sudden jar at the time
of the accident As spon as the train came to a stoo he
started toward the head end and upon examining the track
he noticed wheel marks wnich extended for a distance of
from 60 to B0 feet and which terminated where the engine
left the roadbed. He had noticed nothing wrong with track
conditions on the northbound trip nor had he received any
comolaint from the engine crew as to the condition of the
engine., He also said that there are no facilities for
turning engines at Sheridan and for this reason 1t 1g
necegsary to run engines 1m backward motion from that
roint to Ionta.

The statements of Bra%eman Rebbing, who was alsc
riding in the cuvola of the caboose, wnractically
corroborated these of Conzcictor Kunkle as to train vper-
formance vrior to the accident, he thought the sneed of
the train was uniform on the descending grade and that
the brakes were apovlied in emergency at the time of the
accident. He said he did not particularly notice any
rough soots 1n the track while moving northward but the
caboosge appeared to ride roucher than 1t did on another
division.

Section Foreman Simmons stated that he has had
charge of the section on which the accident occurred for
the pegt three years. Duraing the afternoon on the day of
the accident he vassed over hig section on a motor car at
a speed of avbout 8B miles per hour but noticed no rough
gpots in the vicinity of the point of accicent, this 1s
the only method used 1in 1nsvecting the track. He arrived
at the scene of accident at about 8 p.m. but made no
insnection to determine 1ts cause, He said that no general
work had been performed in that locality since last
November while the track had not been gauged since August,
1928 It also avveared from his statements that same
trouble 1¢ experienced during the summer months due to
the creening of the track, causing 1t to kink, which
condition he attributed to ascendings grades 1n both
directions from the porint of wmccident. It was his opinion
that the tzack was safe at a speed of 20 mileés per hour
for freight trains.
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Track Suvervisor Phillips stated that during the
fall of 1927 the track in the vicinity of the point of
accident was gone over thoroughly, and cduring the fall of
the feollowing yoear avproximately 150 ties per mile were
rencwed., He made what he considered a thorough in-
gspection of the track in November, 1928, bv vassing over
1t 1n a motor car,while his last trip over this sub-
division was made 1n December ricding 1in a caboose, At
the time he inspected the track the only exceotion noted
was a rough spot azbout 13 miles south of Sheridan. He
sa1d the ties were good for that class of roilroad and
that he did not think a dangerocus condition existed unless
they were rail-cut to a depth of at least 2 inches. From
his experience 1n riding on an engine he considered the
track perfectly safe for a speed of 20 miles ver hour for
certain types of engines Supervisor Phillips further
stated that during the summer they had considerable
trouble from creeping raile but this occurred at only
one point which was about 1 or 1% miles south of the
point of accident. He never knew of any irregular track
conditions in the vicinity ¢f the point of acecident and
did not think that such 2 condition caused the accident,

Reoad Foreaan of Engincs Covpernoll stated that
he arrived at the scene of the accident hetween E.10
and 8 20 p.m. on the day of 1ts occurrence and after the
equipment that remained on the track had been vulled
away from the wreckage he examined the track and found
flange marks on the top of the trest rail fcllowed by
wheel marks on the ties for a distance of 40 or 45 feet,
He aiso found a broken rail on the west side of the
track about 1% rail-lengthsbeyond the initial point
of derailment. As scon as the engine had been rerailed
he obgerved that the throttle was closed and the reverse
lever in backward moticn, he could not determine the
positicn of the brake valve as the handle had been removed
1n releasing the engineman. He estimated that the tender
was about one-half full of water and contained about
13 tons of coal at the time of the accident. In his aepinion
1t 18 safe to overate an engine of the type 1involved at
a speed of 15 miles wer hour at some points on this sub-
division but at other points 1t 18 not safe.

Superintendent Grigware stated that in September,
1828, he made an 1mspec{1on of Sub-division No. & and at
that time the only unusual condition noted was the fact
that the rails were creeping 1n a northarly direction on
the entire branch This conditicen did not make 2t neces—
sary to cnange the class of power, lcad lirit or speed



Testrictions, thcee restrictions being 20 miles wecr hour
for engines running 1n forwvard motica ond 15 ~i1iles vper
hecur for engines backine up He se2i1d therz are no regular
vassenger or mlixed trains operated over this branch and
that extra trains are run once sach week unlees business
warrants additional trips.

Engine 346 1s8 of the 2-8-0 tyve with a rigid wheel
base of 24 fecet 4 incheg and has a total weight of
163,000 pounds. The wheel bace of the teander 15 16 feet
3 1ncheg and 1t has a bheignt of 11 feet 6 inches zbove the
tops of the rails, 1t 1s equivved with splash plates and
weigh@#r, loaded, 103,500 pounds This eéngine reccived
class 3 rcwailrs in November, 1923, An examination of the
tender subsequent to the accident disclosed that the rear
truck remained intact. One vpair of wheelg in the forward
truck was torn from the frame, the left side of the frame
wags crushed and the left side bearing missing., There were
no defectes found that would have caused the derailment,

The first mark of cerailment was a flange aark
19¢ inches in length on ton of the west rail. This mark
first avveared 11y 1nches fron the receiving end of the
ra1l and 1 3/8 1nches from the gauge side, the other end
of the mark boine 3/8 i1nch from the same side of the rail,
there was no other nark on this rail This was followed
by stheel marlks on th. tics on the i1nside of the vest rail
for a distance of 31 feet, where the following rall was
broken at a point 42 1aches from 1ts receiving end, from
this point the =warks oa the ties ran diagonally to the
west for 10 feet to the ¢nds of the ties. At the time
the track was examined repalirs had been mace and 1t was
1mpossible to determine what concition 1t was 1n »rior to
the accident. An inspection of the track from the 1in-
1t1al point of derailment for a distance of =swproxiwately
3,000 feet northward, however, developed that nany cf the
t1es were reil cut to a depth of from 1 to 4 inchesg, many
of thc sprkes were pulled and in sorme 1nstanccs they were
found to be 2 1ach from the base of the rail, vocrmitting
a lateral movement of the rails under a vassing train.
The bunched condit on of the ties at rail jJoints indicated
that the track had been creeving to the north, while the
ralls were badly wera and kinked. Measurvments of the
cauge and elevation were taken for a distaance of about
3,000 feect north of the derailment and showed that the
gauge varied from one-fourth inch tight to 1 1ach wide,
The elevation on the curve just north of the woint of



accident varied considzrably and at ssveral woints the
outside rn1l was lowver than the inside rail, on the -
tangent track avwroaching the voint of acecident, 1356
feet from the first mark of derailuent, the east rail
was 1/4 inch low, 90 fect away the east rail was 1 5/8
inches lovw, 60 feet away 1t wns 2 inches low with gauge
1/2 inch wide, at 30 f=et the east rarl was 3/8 1inch low
and the gauge correct, ¢ at 1 faet both surface and
gauge were correct,

Conclusions

This accident apvrarently was caused by poor track
conditione.

Before the arrival of the Comnission's 1inspectors
at the scene of the acecident remairs had bean made to
the track in the 1mmediate vicirity to mnermit the safe
movement 6f the wrecker in rerailing the equinient,
therefore the exact condition of the track prior to the
accident could not be ascertained An insvection of the
track for a considersble distance northward, or beyond
where repalrs had been mwade, disclosed that the track
was very poorly iraiantnained, the ties were badly rairl-cut,
the east rai1l was as uch as 2 inches low at a peint
less than 100 feet froa the first aark of deraiiment,
the gauge varied from -ne-fourth inch narrow to 1 1inch
wide, the rails were badly worn and kinked, and 1in some
casces the svikes were so far away fron the base of the
ra1l as to vermit them to riove laternlly, or to one side,
under a passing train. It 1s believed that these con-
ditions causaed the tender to sway and roclk to such an
extent that one whecl of the tender wounted the west
ra11 where 1t rode for 2 short distance, then wns reised
in the air agaiin, and then drooved off on the inside of
the rai1l and continued on the tiesg until the final
derailment ccecurred.

The maXium gpced for freight trains 1s 20 miles
per hour but this 15 furtl!er rcstricted to 15 wiles per
hour for engi-ec backing up. Acording to the evidence
steam was shui off at the start of the descending grade
and the train allowed to drift on the grade of practically
1 per cent until 1t was derailed; under these cir-
cumstances 1t 18 probable that 1ts speed was in excess of
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15 =1les per hour at the point of accident On thc other
hand, however, 1t docs not anscar that the track 1is
gufficiently well 1aint=inced to permit even the moderate
ratcs of speed allowed for these cnginzs on this branch
ol the roilway.

The evployees involved were expericnced men and

at the time of the accident none of thewn had been on

duty 1in violation of any of the provisions of the hours
of service law.

Regpectfully submitted,

W. P. BORLAND,

Dircctor,



