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Raillroad: Michigan Central
Date: February 13, 1938
Location: lonroe, lich.’
Xind of accident: Fear-end collision

Trains involved:

Passenger :Pagsenger

Train numbers: o 309 :No 227
Engine numbers: 5335 15294
Consist: 1?2 cars +10 cars
Speed: 10-10 ri.p.he +15-~25 MeDehs
Track: Tangent; level

Weather: Fory

Time: 1:30 a.me

Casualties:

Cause:

14 injured

Failure to obey signal indications,
and failure to provide adequate
rear-end protection.
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March 8, 1938

To the Commission:

On February 13, 1833, there was a rear-end collision
between two passenger trains on the lichigan Central Railroad
near Monvoe, Mich., which resulted in the injury of 10 passen—
gers, 1 Pullman porter, and 3 -ining-car employees.

Location and method of ocperation

This accident occurred on that part of the Detroilt
Division which extends between Detroit, I!Mfich., and Toledo,
Ohio, a distance of E7.57 miles. In the vicinity of the point
of accident thisg is a double-track line over which tralins are
operated by timetable, train orders, and an automatic block-
signal system supplemented by automatic train-—stop devices of
the intermittent-inductive type. The accident occurred on the
southward rain track at a point spproximately 4 miles north of
the station at Monroe. Approaching this point from the north
the track is tengent for a disternce of more than 5 miles To
the point of accident, and for several miles beyond. The grade
is practically level.

The signals directly involved in this accident are auto-
matic Hiock signals D-303, 20%, D-283, and p-£273, governing
southward novements, which arc of the 3~indication, color light,
continuously-lignted type; they arc located 2,927, 8,230, 12,540,
and 18,3561 feet, respectively, north of thc point of accidente
Indications are rcd for "etop, tnen vroceed at restricted speed';
yellow Tor "procced preparin: vo abop at next signal; train
exceeding wedium speed must abt oner reduce to that speed'; and
green ol "proceed". Wien the gouthwardl track 1s occupled south
of signal 303, this sizaal wili aocmally display a red indica—
tion, signal 283 a yellow inilcotion, ~i1d signals 283 and 273
will display green indicatiosy; n-weves, there had been a severe
electrical storm in this tervicim o short tine prior to the
time of the accident with the resuls 4ant lichts at some of the
signals viere not burnings while at other signale restrictive
indications were being displayed. Autonatic train-stop inductors
are located approxsimately 70 feet in approach of each signal.

Restricted speed 13 defined as a speed not exceeding that
which will enable a train to stop short of train ahead, obstruc-—
tion, or switcn not propcrly lined, and look out for broken rail.
gedium speed 1s defined as a speed noy exceeding 50 miles per
aour. '

The meximum authorized speed for passenger trains is 70
miles per hour.
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Direction of trains //

Detroit, WMich.
14.66 mi. /
Trenton Signal D-263 ———
6.16 m1. 71
Rockwood
5.62 mi. r+—Southward main track
Newport
3.35 mi.
Point of accident A liorthward main track
b.07 ai.
Monroe Signal D-273 r~—|~
: -
23.75 mi. | .

Toledo, Ohio !
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Rule 27, in part, reeds ac follows: "A signal\imperfegtly
displayved, or the absence of a signal at a place where a signal
ig usually shown, must be regarded as the most restrictive
indication that can be given by that signal, except that when
the day indlecation is plainly seen, it will govern”.

Rule 34 reads as follows: "The engineman and fireman must,
and when practicsble the trainmen will, communicate to each
other the indication of all eirnals erTectinz the movement of
their train'.

Rule 99, in part, reads as Jolleows: "When a train stops
under circumstances in which it may be overtaken by another
train, the flagman must ro back immeliately with flagman's
signals o sufricient distsnce to incure full protection, placing
two torpedoes, and when necessary, in addition, displaying
lighted fusees. When recalled nnd safety to the train will
permit, he may return. When the conditions require, he will
leave the torpedoes and a lighted fusee. When a train 1s move
ing under circumstances in which it may be overtaken by another
train, the flagman must take such action as may be necessary
to insure full protection. By nizht, or by day when the view
is obscurcd, lighted fusees must be thrown off at proper
intervals'.

It was dark and Toergy at the time ot the accident, which
occurred at 1:30 a.rl.

Description

No. 3509, a south-bound passcnrer train, consisted of one
baggage car, three coaches, eix Pullman sleeping cars, one
diner, and one Pullman sleeping car, in the order named, all of
all-steel construction, haulrd by engine 5335, and was in charge
of Conductor-Murphy and Enzineran Coyne. This train left
Detroi%, approximately 30 miles north of the pcint of accident,
at 11:55 p.m., accordine to tne trein sheet, on time; passed
Trenton Tower, the last cpen effice, located approximately 19
miles north of the point of accllient, at 12:25 a.m., according
to the train sheet, 4 minutes iate; stopped at signal 303 on
which there was no light burninz; then proceeded and while
traveling at a speed of 10 or 12 milecs per hour its rear end
was struck dy No. 287.

No. 227, a south-bound passenger train, consisted of two
express cargs, one mail car, one combination car, one coach, four
Pgllman sleeping cars, and one coach, in the order named, the
first two being of steel underframe construction and the
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remainder of all-steel construction, hauled by engine 5294,
and was in charge of Conductor George and Engineman Freidel.
This train left Detroit at 12:30 a.ri., according to the train
shcet, on time; passed Trenton Tower at 1 a.m., according to
the train sheet, 4 minutes late; passed signal 273 which was
digplaying a yellow indication; and without stopping passed
signal 283 on which no light was burning, signal 293 which was
displaying a red indication, and signal 303 on which no light
was burning, and collided with the rear end of No. 309 while
traveling at a speed of betwecen 18 and 20 miles per hour.

No equipment of either train was derailed. The two rear
cars of Noe. 309 and the fourth and fifth cars of No. 227 were
slightly demaged.

Summary of evidence

Engineman Coyne, of No. 309, stated that all signals en—
countercd between Trenton Tower and Rockwood, located approxi-
mately 6 miles south of Trenton Tower, displayed yellow indi-
cations and a speed of about 35 mileg per hour was maintained
through this territory. The signal at Rockwood displayed a
red indicetion and cn the next two signals no lights were dis-
played; a stop was made at each of these three signals. The
fourtnh signal south of Rockwnod displayed a yellow indication
and he thought the fifth sicnal did not display any light; a
green indication was displayed on signnl 263, the sixth signal
south of Rozkwood; signal 273 displayed a yellow indication,
signal 263 a red indication, ond no lights were displayed on
signals 293 and 303. Stops were rode at the last three signals
and due to not being able to see more than two car lengths ahead
on account of a dense for, which wns first encountered Jjust
south of Rockwood, he operated the train at a speed of about 10
miles per hour. The train had proceeded one-half or three-—
fourths of the distance through the block governed by signal 303
when the rear of his train was strucke

Fireman Miller, of No. 309, corrovorated the statement of
the engineman in all essential details and said that from his

side of the enginc he could see the indications when close to the
signalse

Conductor Murphy, of No. 309, stated that he observed the .
flagman protecting the rear of the train when the stop was made

at Trenton Tower, but made no furtner observations prior to the

time of the accident and did not caution the flagman because he

did not think it was necessary as the flagman Was good at flag-—
ging. GConductor Murphy said several other stops were made and

the train wes operated at a speed of 10 or 12 miles per hour
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between these stops. He looked out the door of one of the
Pullman cars as the train passed a signal but he was not able
to distinguish a light on it, and shortly thereafter the train
lunged forward, whicn was caused, he discovered upon investiga-—
tion, by the rear end having been struck. He said it was his
first daty during weather conditions existing on this trip to
sec that the aspeed of the train was not unaafe. He said it

was hls duty to know that the flagman performcd his duties
properly, but due to making so many stops he was unable to stay
at the rear end continuously and do his other work. He knew hisg
train was losing time and was encroaching upon the schedule of
No. 227.

Flaguen Buckland, of N»s. 308, stated that when the stop
was made at Rockwood, he sli-hted from the train and was immedie
ately called in by the engineman. He left one 1ighted fuseee.
Thereafter he alighted at coch stop snd in each instance was
called in by the engincman. He left a burning fusee at each of
the two stops betwecn Rockwood and Newport, a point sbout 5.6
miles farther souvh, ond onec more near sional 283, which he
supposed would burn & minutes. Having left Detroit with only
10 fusees he thought he nad better conserve them, although aware
of the fact that nis train was encroaching upon the schedule of
No. 227. As the traln decreased speced he assumed that signal
303 was displaying a yellow indication, but when he looked out
he saw the indication was red, but he thought this was due to the
engine having passed it. He saw signal 313, the next signael
beyond, aisplaying a green indication and he assumed the signal
beyond 1% would be displaying a grecn indication also, and that
the train would resume normal speed. He then spent sbout 2
minutes in the lavatory, located in the rear end of the rcar car,
after which he looked through the glass of the rear door and saw
a headlight approaching abkout twenty car lengths distant. He
stepped to the rear platform and gave stop sifnals with a red
lantern; the following train was so close there was no time to
light a fusee and throw it off. He then started to the forward
end of the car, where he was when the accident occurred, at
which time the specd was sboit 15 niles per hour. He said 1t
was very foggy at the time ol the accldent and that the markers
were 1in good order nnd weore otill burning after the accident.
He sald there was no limitation on the number of fusees permitted
as a supply for each trin.

Engireman Freifcl, of No. 227, gtated that the air brakes
were tegted before leaving Detrolt and found to be working
satisfactorily, and they Tunchicned properly en route. A fog
Was encountered about 2 miles south of Trenton Tower. The first
signal north of Rockwood was dieplaying a yellow indication and



the one at Rockwood staticn was displaying a red indication.

He stopped at the latter sisnal. He thought the next four
lights were not burning but ne proceeded at a speed of 15 %o

20 miles yer hwour. At Wewport he received a clear indication .
and he increased the speed to 90 milesg per hour; from signal
273 to 303, inclusive, there were no lights burning except one
which snowed a red irdication, =nd he said that he was positive
the 1izht at signal 203 was out, but he Lad reduced speed %o

18 or 20 miles per hour at this point. Operating the forestalle-
ing device, he did rot stop at any signal south of Rockwood
regardlss of whethcr a red indication or no indication at all
was displayed. Shortly after passing signal 303, he observed

a red spark which proved to be the rear of No. 309. He immedi-
ately aprlied the brakes in emergency, following which his
train Jerked and broke in two znd the collision occurred; at
this time the speed was about 12 or 20 miles per hour. Engine-
man Freidel stated that he was familiar with, ond understood,
the rulcs governing block sifnnals but said that he did not
observe them in tnle inctance although he should have stopped
at all signals displaying either red or no indication and then
proceeded at restricted speed, not to exceed 10 miles per houry
and that rad hc done so “he accident would have been averted,
Betwean Reckwood and the point of accident, he did not see a
burning fusee; had he found one ne said he would have stopped
as qulckly as he could. Ee trousht that if a lighted fusee had
been threwn off by the vreceiing trsin the accident would have
been averted.

fireman Pauloen, o No. 227, corrohorated the statement of
the enzineran relative to the (venss up %o the time of the stop
at Rockwcod. Due So the densge Tor he could not see all of the
signal indications from nis .ide of the engzine, and 4id not know
whether the signal indicutbions were yellow or red when the engine-
man forcstalled; however, he gaw one rod indication which the
train pacsed at a very lov rntc of specd. He thought it was the
duty of the engineman to comrunicate the signal indications to
him when he could not sce thom himself. The Tirst intimation
he had of the impending sceident was “hen the brakes werc applied
in emergency, and he then saw the morkers on the train ahead.
He said hc understood the block-signal r1ules snd knew that 1%t was
Lls duty %o communicate the signal indications to the engineman,
He madc no comment to the engineman concerning the latter!s
fallure to stop at the red signal rcferred to sbove or at the .
signals where the forestalling was done.

Sonductor George, of lNo. 227, was in the fifth car of his
train and said the specd was sbout 15 or 20 miles per hour just
prior to the accident. He did not observe any signal indications
south of Rockwecod. He could not state definitely whether the
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train was being operated at restricted speed because he did not
know the engineman's range of vision in the fog prevailing at
that time. After passing signal 303 he felt the brakes belng
spplied in emergency, followed by a llttle Jar. After the
accident, which occurred at 1:30 a.m., he observed that his
train had parted between the second and third cars.

The statements of Baggageman Packard and Flagman
Kirchgessner, of No. 227, brought out nothing additional of
importance.

\‘\:7\,
Assistant Signal Enginecr Green stated that during the
night of February 12-13, a severe electrical storm occurred,
resulting in the automatic block signals on the southward main
track between Trenton and Moaroe, a distance of 19 miles, giving
either Talse-restrictive indicatioans or no indications at all.
This trouble wes caured by fuscs being burned out by lichtning
discharges. The sign~ls were r~stored to normal functioning at
6 a.m., Dekruary 13.

Discussion

A severe electrical storm had occurred during the night
of Februsry 12, resultine in signals for a distance of 19 miles
south of Trenton being out o7 order snd a densc fog prevalled
over tnis territory at the time of the accildent.

No. 509 left Detroit on time and passed Trenton Tower 4
minutes late. Due vo encounterins cignals displaying yellow
indications between Treaton and Rockwood, a maximum speed of
35 mileg per hour was maintained. Becaugse of false~restrictive _
indications and signals displaying no lights, restricted speed
of 10 to 12 miles per nour was maintained between Rockwood and |
the point of accident and stops Were made at red signals as well
as at sicnals displayinzg no lights. As a result, this train
lost considerzktle time on its schedule and at 1:30 a.m. 1t was
4 miles north of Monroe where it was due at 12:47 a.m. No 227
was due =t llonroe at 1:22 a.m. Tie “lagman of No. 309 stated
that ne used four fusees between Detroit and the point orf the
accldent, the lazt one being used near signal 283. Thereafter
this train stoppcd at eignals 293 and 300 and was operated at
restricted spced over this territory. The flagman realized that
hie traln was falling back on the %ime of No. 227 and his
reason ror noet uasing furees southl ef signal £83 was that he had
started from Detroit with only 10 Pusees and he wanted to con-
serve his suprly. He thousht, too, that nis train would soon
resuine ngrmal speed becsouse signal 303 was passed without a stop
being made and was displaying a red indication after the engine
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had passed 1it; 2ls0 he could see sipnal 313 ahead displaying a
green 1indication. However, the engineman and fireman of No. 309
stated that no light was displayed on signal 303 and also stated _
that a stop was made at this signal. ’.

Noe. 227 passed Trenton Tower 4 ninutes late. It stopped
at Rockwood due to a red signal indication, but thereafter no
stop was made until ot the point of accident. The engineman
of this train admitted having passed several signals, between
Rockwood and the point of accident, displaying either red
indications or no indications; he did not stop between ‘tHese
points, He understood the requirements of the rules and said
that he should have stooped at these signals and then should
have operated at restricted spced of 10 miles per hour. Had
he done so this accident would have been averted. He saw no
burning rusees en route and was of the opinion that had No. 309
dropped burning fusees the accident would have been averted.

Conclusion
This accident was caused by the failure to obey signal
indicatiors and the failure to furnish proper rcar-end protection.

Respectfully submitted,

W. J. PATTERSON,

Director.



