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INTERSTATE CCMMERCE COWMISSION

REPORT OF THE DIRECTOR CF THI BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
PERE LARQUCTTE RAILROAD AT GLEN LORD, MICH., ON
MAY 28, 1929.

September 30, 1929,

To the Commisesion.

On May 28, 1929, there was a derailment of a mixed
train on the Pere .'arqueite Railroad at Glen Lord, Mich.,
resulting 1a the death of one employee and the injury
of one employee.

Location and method of operation

This accident occurred cn that part of the Sub-
division Fo. 1 of the Cnicagc—Petoskey Division, ex-—
tending between New Buffalo and Crand Rapids, Mich.,

a distance of 114.86 miles; in the vicinity of the point
of accident this 1s a single-track line over whicn trains
are operated by tume—table, train orders, and an auto-
matic plock—-signal systen. The accident occurred at

the north switch of the passing track at Glen Lord,
approacining this switch from the north the track is
tangent for 4,834 feet, this tangent continuing for a
considerable distance south of the passing track.

The grade 1s practically level.

The passing track 1s 1,204 feet 1in length and
parallels the main track on the east; the turnout 18
a He. 10, the switch being a facing-point switch for
southbound trains. The switch—staml 1s located on
the east side of the main track, and has a yellow banner
or semaphore target, measuring 2 feet by 5 inches, which
18 located 8 feet 2 inches above the base of the stand,
this banner assumes the horizontal position when the
switch 1s open, and 45° above the horizontal when the
switch 1s closed.

The automatic block signals arc of the three—-position
upper—quadrant type. The last southbound signal 1s
located 3,573 feet north of the switch involved, ncar
the south end of ihe passing track at Vine, while the
last northbound signal 18 located 8,551 feet south of
thie switch involvwed, at the north end of the passing
track at Steveausvillie.
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In the vicinity of the point of accident the main
track 1s 1aid with 110-pound rails, 38 feet 1n length,
with an average of 21 oak ti1es tc the rail-length, and
168 ballasted with gravel to o denth of about 12 inches,
the track 1s well maintained.

The wenther was clear and the sun was shining at
the time of the ~ccident, whica occurred 2t about 6.02
Tall.

Description

Southbound first—class mixed train No. 16 consiasted
of one express car, two baggage cnrs, one coach and a
caboose, 1n the oraer named, hauled by enpgine 1023, 2ad
wat 14 cherge of Conductor Hepfinger and Enginemzan
Haoskins. The third car was of all-steel coastruction,
the fourth car of wooden construction, and the remainder
were of stecl-underframe construction. Thas train left
Beaton Harbor, the last open office, 6.05 miles north
of Vine, at 5.35 p.n., 2ccordiag to the train sheel, and
upon arrival at Vine was brought to a stop 1n obedleénce
to the step indication displayed by the automatic block-—
8ignal. A Dack-up movcment was then wmade as far as
the telephone boot., where Conductor Hepfinger reported
to the digspatcher that the Plock was 1n the stop position.
The dispatcher i18sued 2 caution card to the conductor
granting permisslion to procecd to the next signal under
coatrol expecting to find an open switch or the track
broken or obstructed, and the conductor personally de-
livered 1t teo Enginenan Haskins. The train then pro-
ceeded, and was derniled at the north switch of the
passing track at Glen Lord while traveling =t A speed
gstinated to have been about 230 niles per hour.

At the time of the accident there were ccme frelght
cars standing on the siding, al a point avdcut 340 feet
south ¢f the switch, and engine 1032, after beiag derail-
ed, struck these cars and came to rest between the
vassing track and main track leaning sharply toward
the right. The tender and first car were derailed,
tut remained upright; the forward truck of the second
car was also derailed. Four of the freight cars stand—
1ng on the sidiag were derairled and damaged, tne car at
the extreme north end being praciically demolished.

The enployee killed was tae engineman of train No. 18,
while the employee inJured was the fireman of that train.
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Sumnary of evidence

Fireman Damaska, of {train No. 16, stated that after
the train backed up to the telephone booth at Vine,
Conductor Herfinger went 1into the booth aand then came to
the engine and delivered a caution card to Englneman
Haskins; the engineman looked at the cord and then handed
1t tc the {ireman. According to Fireman Damaska, the
conductor said that the block was out of order and
startec back toward the rear end of the train. The
train then dcparted and a spesd of acout 20 miles per
hour was attained approaciing Glen Lord. Fireman Damaska.
was 51tt1ng on ni1s seat box looking ahead at the rail,
watching for aa obstruction on the track or a plece of
missing ri1l, and did not noetice the pesition or the
switch target. On nearing the switch he looksd ahead
townrd the grade crossing a few hundred feet beyond the
switch, o bus having come to a slop near the crossing,
and the firet he knew of anything wrougr was when the
lead, truc’t of the engine headed 1n at the switcs, where-
urcn he shouted a warning of danger and at about the
same tiwe the engineman avplied the air brakes. After
the accident he went back and saw the switch lock lying
on the north head-block tie, unlocked, and the ball of
the switch-lever thrown in thc open position. Firenan
Damaska further cltated that he had not been paying
particular zttention to the manner in which the train
was belng handlew, nor had he noticed whether the whistle
was scunded after leaving Vine, as he was looking ahead
at the rail, which he could see plainly for a couple of
car—lengths, but in his estimatiocn the specd of the
train was such that 1t could not have beea brought to =2
stop within that distance had he noticed anything wrong.

Conductor Hepiinger, of train No. 16, stated that
at the time his traln backed up to the telephone booth
notning was seen of a train between that point and
Stevecasville, located 2.9 miles south of Viae. After
receiving the caution card from the dispatcher and per-
sonally delivering 1t to tne engineman the train de-
parted, and Conductor Hepfinger bosrded the baggage car
and rode in that car uwatil thc accident cccurred.

After the accident he inspected the switch and came to
the conclusion that 1t had been left open, and then had
been run throough by a northbound train. " Conductor
Hepfinger was of the opinion that the engineman operated
he train with caution after passing the stop indication
displayed by the signal at Vine, estimating the epeed to
have been not more than 30 mlles nNeTr hour and gaying that
1t was broad daylight, with the sun shining brightly
and the track stralght. He coulc nct account for the
failure of tne engineman to notice the indicatron dis-
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played by the switch-banner, unlessz 1t wac that he was

not loocking at 1t. He felt the air brakes take effect
about tne time tnat the cars sitanding on the siding were
struck, and said taat Just after Engineman Haskins was re-
leased from the wreckage the enginenan said to him, "Hep,
I aever saw toat switch until T nit 1t."

Statements of Srakeman Covert and Baggagenan liiller,
¢t train No. 16, were to the ¢ffect that the speed was
not over 30 miles per hour and that the air brakes wcie
applied irmediately prior to the impact. After the
accidaent theoy cxa-iased the switch and found it to be open,
with the switch lock unlocked and lving on the switch-tie,
a bridle rod beat, and the switch pnints badly battered.

Track Supervisor Meler arrived at the scene of the
accident within legs than one hour after 1ts occurrence
and hi1s exawination of the switch at that time disclosed
1t to be open and latched; the switch—lock was unlocked
and lying on the end of the hend-block tie. The connect-
1ag rod was bent downward at 2 point about 2 feet from
the rail and the No. 1 head rold had also becen bent, with
both of the switch »noints slizgatly rolled at their top
edges, 1ndicating that the switch had been run through.

He did not see any zndication of the switch or i1ts ap—
purtenances having been tampcred with, ana sald that

go far as he knew tne signals 1n this vicanity werc 1n
proper working crder on the d=y of the accideat. Track
Supervisor Meier further stated thnat his sechbion crew
rassed over the track at Glen Lord, southbound, the svitch
being a facing-point gwitch for such » movemcnt, about
three hours prior to the accident and at that time nothing
wrong was noticed.

Trainmaster Gondor arrived at the scene of the acci-
dent several nours after 1ts occurrence and on EXamining
the switch he found conditions to be as described hareto-
fore. He thought that the switch had been run through
previously by some nortaboand train, and was of the
oplaion, Judging frow the condition of tae deralled
equinment, that the speed of troin No. 138 was about 356
miles psr hour at tas $1ae of the accident.

The last time the switch was used priox to the acci-
denc was by the crew of the local switch run, extra 202, at
about 4.40 p..1., Glen Lord being the turn-arcund point
of thie train prior tc 1ts return movement couthward.
Condactor Xibberness, of extra 502, stated that after
some caTs had been moved 1w on the siding at the north
switch, he personally closed aad locked the switch and
1t wvas not used by any cther member of his crew, and
on departiig southwaréd he noticed tnat tne switch strll
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was 1n the clear position. After the arrival of his
train at Steveansville 1t went 1in on the passing track
to meet northbound sxtra 1004, at about 5.30 p.m.
Extra 1004 ihen proceecded towaTrd Glen Lord and passed
the north switch at that point at about 5.35 p.n., at
a speed estimated by the crew tc have been between 25
and 35 miles per heour. The crew did not obaserve the
position of the switch tarzet nor dii they notice any—
thing unusual at the t1.:e their train passed over the
switch, and they also stated that the ancrthbound signal
at Stevensville was clear when they departed from that
point, thig latter statenent being verified by members
of the crew of extra 903.

Concluyusions

This accident was causcd by the danaged condition of
a facing-point switch, which had been run through by a
train noving in the opposite direcction.

txamiaation of the gwitch i1mmediately after the
occurrence ol the accident showed that 1t had been left
open and th~1 the switch lock was lyiag on one of the
head—-block tics, and the condition of the switch points,
connecitlng rod aadl bridle rod, indicated thnl the switch
hac been rua through vy some northbound train; there was
no indication of ualicious tanpering. Undoubtedly 1%
was this conditioa of the switch which caused the signal
at Vine to be 1n the stop position when train No. 16 ap—
proached 1t, and rooulted fiaally in Bhe 1ssuance of a
clearance card autuorizing the train to proceed past the
signal with cautlion ex»necting to find 2 switch open or
the track broken or obstructed. For some reagon walch
1s not entircly clear, the enyine crew apparently failed
to notice anythiag wrong until about she time the engine
rcecached the switca, and 1t wns ihen tno late to avert
tac accldent. The results of the accident, however,
probably would have becn much less serious 1n their nature
had the traia been operated throush this block at a low
rite of gpeed; the condition of tac wreckage, and 1ts
extent, i1ndicnted th-t *tne estimate of 35 miles per hour
made by the trainmaster was wuch more nearly correct
than the estimate of 30 '11les per hour made by the crew.

The conductor of exlra 903 was the last person to
have occasion to use the switceh and he wns positive he
closed and locked 1%, while tae crew of extra 1004 did
not notice anything tnusunl when taey passed over the
pwitch slortly afterwarils. Unlcos sonie unknown percon
¥a8 10 nossession of a switch key and opened the switch
after the departure of extra 902, 1t would appear tnat
thipc was the crew which left the switch open. In either
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event, however, 1t 1s cert=in that extra 1004 ran through
the switch, there having been no other trzin movement
over this portion of tne lise between the departure of
extra 902 and the tine of the accident,

A1l of the enployees involved wWere expericnced men
and at the time of the accident none of thea had been
on duty contrary to any of the provisicns of the hours
of service law.

Respectiully submitted,
W. P. BORLAND,

Director.



