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INTERSTATE COMMERCE COMLISSION

REPORT OF THE DIRECTOR OF TYZ BUREAU OF SAFETY IN RE
INVESTIGATION OF AL ACCIDENT WHICH OCCURRED ON
THE MICHIGAN CENTKAL PALLROAD AT WEST DETROIT,
MICH., ON LIARCH 19, 1931.

April 22, 1931.

To the Commission:

On March 19, 1931, tanere was a head-end col-
lision between a transfcr irain and o pasgenger train
on the lacnigan Centrel Railioad at Weet Detroit, Mich.,
which resulted 1n tne injury of 39 passengers and 1
employee.

Locetion and method of operation

This accident occurred within the territory
known as Detroit Yard, at the southsrn end of inter-
locking limits. Apnioaching from the eastern end of
the interlocking limits, there 1s & four-track msin
line, the tracks being numbered from north to souih as
follows: 1, westoound passerger, 2, eestbound passen—
ger, 4, westbouna freight, and 86, eastbound freiynt.
These tracks were para’leled on the north by a running
track, known as track 3. There are two sets of cross-
overs, herein referred to as tane north and south crosg—
overs, respectively, which connect these tracks end
ex#end toward the left or south to the double-track
line of the Toledec Division. Trailn wmovements on the
Toledo Division, beginning in the 1amecalate vicinity
of where this accident cccurred, are poverned by time-
toble, train orders, an automatic block-signal systen,
and an autoriatic train stop device of the intermittent
inductive type. The 1interlocking tomer 1s located in
the angle formed by the diverying tracks, at a2 point
approximately 1,200 feet west of the eastern limits
of the intorlocssing plant. At the southern limits of
the interlocking plant the tracks of the Toledo Division
are paralleled on the east by a series of yard tracks
and a switching lead. The accidenl occurrad on this
lead track at a point approximately 6b0 feet south of
the tower and about 31 feet ocutside the western or
southern end of interlocking limits, at a switch lead-
ing from the lead track to the yard tracks.
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loclins Jlant and grverns movewen.s ¢ ..Te. el om
tree’ 1. D oarf si,mael 85, of t'e @i~-p 31ulc., coleo-

T, 13 lUCghEd betueen T.8 W~ rein traecls oo
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2, and 1s en all-rcoute sS1ignal governing teverse
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Plant 1s e-uipped witi appreach route locliins and rovte
indlec tor lighting, whilech encbles an cperetor to ante
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Description

The trcasier ftrcin eansisted of yard en_ine
8951 and 27 -zars, ..aded norith, and was 11 ca.rLe Ou
Condvetor aXeirucde gaod I inciial atoe.  This orelnl was
standing on a yard Jigc’, e & p01Ns abous £04 Tfect south
ni dwarl signal &5, soulin: the switcatag lead and vith
the swicc. epen, .nd was _repared co move t.Troucl Tue
interlrekins dlant as s-01 as 6ol e r~ute covld be ch-
toined, L, vad jeen ctending at that Zoint abouvt 9 oo
10 . 2icuces when 1t WoS 80T CK by troain second Mo, 309

Souvbuhound pessengel wrala second No. 309 co
glsted i1 one b.gpade cowr, one erpress ca., onc coach,
nd fo 7 rullm.n sleeplng cars, all of sisel construc-

on, i.ouled by oergiae CZ313, 2adé was in cacrge of Coad-
chLoL ch frel end Zveinenan Initter. Yia1s trein
Jaited “rom Detioit at 11.15 p.n., 5D minutes late,
oneeded oo crack 1 o esuy Devroit, passed signal 2
solayvias, a caution indicetion on tre calling-ou arm,
ﬂd,WdS routed over Llie souc. crosso.cIs to the north
bound Toledo Divaision track. Instead of continulng
on tie nordbound tfgCa to ¢ ossover 91, where .1 was
to be {diveried back to the scuo.bourd track, 1t assed
dwar: sicnal 85, viich was displaying & c¢autlon 1ndica-
t1iom, passea throu n the o en ecxcsegover lesding 1o the
lead traeck, entered tl.e cpen yard track switch, and col-~
lided with ftransfer 8951 w'.1le traveling at a speed
estimeted tc have peen 12 miles per Lovr, alihough one
estimcte ves that ihe trzin had practically stopped when
the accident occurred
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“he transfer train was uriven back 25 or 30
Teet, the ergine being slightly damaged and derailed.
The englne ond first cor 0o train second No. 309 vere
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slightly damaged. The employee injured was the engine-
mon of the trensfer trean.

Summory of evidence

Towerman Schemehorn, stationed at West Detroit,
stated that at the time train second No. 309 oame upon
the annunciator circuit he was moving a train of 55 cars
over trrck 6, the eastbound freight main track, through
the north set of crossovers to track 3, which mede 1%
necessory for trein second No. 3039 to be routed through
the south crossovers and over the northbound trnck of
the Toledo Division for 2 short distance. Tronsefer
trein 8951 had been standing in the south yard obout
10 minutes prepared to move out of the yard through
the switching lead to the northbound track; Towermen
Schemehorn had openzed the switches for this movement
to be mode after the passage of trein second No. 309,
but no signel had been given. He then lined the route
for troin second No. 309,throucgh the south set of cross-
overs, over the northbound track, nnd through crossover
91 which led bock to the southbound trrck, but overlooked
crossover 87, which was open ond led to the switching
lead. If ne hed looked ot the route indicetions he
could hove seen by the light thot the route wos lined
for » movement into the south yard, but he was more or
leess busy, the telephones were ringing and he expected
the 55-car trein moving on track 6, which was on short
time ahead of two other scheduled trrnins, to become stalled,
and i1n the confusion he overlooked the position of cross-
over 87 snd olso the light indication. He estimated the
speed of train second No. 309 to have been 10 or 12
miles per hour when 1t prssed the tower. Towermen Sohemehmn
stated that he hnd five years' experience o5 towerman ot West
Detroit nnd Bay City Junction, n~nd was thoroughly familiar
with the operrtion of the interlocking plent at West
Detroit, and that 1t 1s customary to set the route for
passenger treins against the current of traffic in order
to keep the traffic moving on the various routes.

Engineman Knitter, of train second No. 309,
stated that as he approached West Detroit he receaved
& calling-on signal indication and after being diverted
to the northbound track he reduced the speed of his
train to 10 miles per hour, he observed dwarf signel
85 1n the cesution position ond expected to cross over
to the southbound treck after poassing that signel, but
when he noticed his trrin leave the main track at cross—
over 87 ond enter the switching leed, he concluded thet
they were to be diverted back to the northbound track
through crossover 28, located just beyond crossover
87, end then back to the gouthbound track. He then
made a 1l0-pound brrnke-pipe reduction, but after traveling
about 2300 feet ne saw thet the switch points were lincd
for the yard track, with engine 8951 about two car-lengths
distant; he spplied the sir brekes 1n emergency and shut
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off steam, stating that he thought the troin had come
practicerlly to o stop when 1t collided vith engine

8951. Engineman Knitter stated that he was thoroughly
femiliar with the signals #nd rules governing the opero-
ti1on of trrins within 1nterlocking limits, thot the
calling—-on sign~1 indicated thet he might expect to

take ~ny route, ond to find the treck occupied, @

broken roil, or ~ny obstruction, ¢nd he sald that with

¢ cpution indication on a dwarf signnl he should be

even more coutious, he wes not prepored to stop, how-
ever, before colliding vith the tronsfer train. Engine-
men Knitter thought he was opercting his trein under
control ond did not congider 10 miles per hour ~n ex-
cessive speed for the movement he thougat wos intended
to be mede.

Fireman Lorkins, of tTroin second No. 309,
stated that after leaving the station ne called the
signol indications, which were repeated by the engine-
men, 2nd the enginemrn mnde a slight applicetion of
the air breokes just 8 they entered the lerd track.
When reoching a point about two or three cor-lengths
from engine 8951, Firemen Larkins saw thot the swltch
wes open, called a warning to tae engineman, ond the
latter applied the air brokes in emergency. Fireman
Lorkine estimated the specd of their troin to have been
10 miles per hour at the time of the nccident.

The stotemente of Conductor Dapprich, Eead
Brekemen Nheaton rnd Rear Brakeman Thompson were to
the effect that the troin traveled about twoe car-lengths
after the air brakes h.d heen applied 1n emergency.
Conductor Depprich estimated the speed of their train
ot the time of the accident to have been 12 miles per
hour while Rear Brokemen Thompson stated thet they
were traveling at about 15 miles per hour before the
emergency applicotion was mede and about 10 miles per
hour at the time of the accident. Conductor Depprich
further stated that the brnkes hed been tested before
leaving Detroit cnd o running test had been made after
toelr departure from that point.

Engineman Rice, of traasfer 8Y5l, stated that
he was waiting in the south yard for the route to be
given him. The brakes were spplied on hls engine, butl
when he saw train second No. 409 approaching he called
to the other members of his crew .nd stood up to reverse
his engine, but was knocked down by the collision. He
stated that the hecdlizht on his eéngine was burnlng.

Fircman Hull ~nd Brokemen Rhocdes oand McKenzie,
of trensfer 8951, 1ho vere also on the englne, stated
that when the engineman told them thot o passenger train
was approrching, the eagilneman reversed the engine and
gave 1t stear and they were of the opinion that the
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train had started to move at the time of the collision,
ond Brakeman Rhoades ond McKenzie stated that 1t was
shoved back about 30 feet by the collision.

Conductor Axelrude, of transfer 8951, was at
the tower at the time of the accident and was not able
to give ony information in regard to the occurrence of
the accadent.

Maintainer O0'Brien, on duty at the tower at
the time of the accident, stated that he did not know
of the movements being mode and the first he knew of
anything wrong wae when he heard the sir brakes epplied,
end he remarked to the towerman that something must
have hgppened to the air, the towerman replying thet he
had forgotten crossover 87.

Signal Forerian Taylor stated that he considered
Towerman Schemehorn competent to take charge of any
tower and that he 1s as good a towerman as they had on
the system; his last oral examinetion, on March 18, 1831,
was perfect.

Conclusions

This accident was caused primarily by the
failure of Towerman Schemehorn properly to line the route
for the passage of train second No. 309 within inter-
locking limits.

The evidence indicates that due to a transfer
train being moved from track 6 through the north set
of crossovers to track 3, Towerman Schemehorn set the
route for train second No. 309 through the south set of
crossovers so as to make a reverse movement over the
northbound track and thence through crossover 21 to
the southbound track. Previous to lining the route
for train second No. 309, however, he had lined the
route, including crossover 87, for transfer 8951 to
leave the south yard, and when le set the route for
train second No. 309 he overlooked crossover 87, result-
1ng 1n the passenger train entering that crossover and
striking transfer 8951. He also overlooked the light
indlcation which would have informed him of the im-
proper routing for that train, stating that this
oversight was due to the fact that he was more or less
busy, the telephones were ringwng, and he also was con-
cerned with the fact that the transfer train moving over
track 6 to track 3 was on short time ahead of two scheduled
trains and he was afraid 1t would become stalled.

The indications displayed by the calling-on
arm on home signal 2, and at dwarf signal 85, required
that a train be operated a2t low speed, and Engineman
Knitter understood that they governed movements to any
route and that such movements should be made expecting
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to find the track occupied, a broken rall, or other obstruc-
tion 1n the block, and that the maximum speed 2llowed for
diverging movements 1s 10 miles per hour. He sald he was
operating his train at a speed of approximately 10 miles
per hour upon passing dwarf signal 85, and when he paw
that his irain was being diverted from the main track
through crossover 87, he made a 1l0-pound brake-pipe
reduction, followed by an emergency application at a
point about 300 feet beyond and about two car-lengths
from transfer 8951 trzin heving come practically to a
stop when the collision occurred. The statements of

the other members of his crew, however, indicated that
their train was traveling at a speed of 10 or 12 miles
per hour at the time of the accident, &nd the occurrence
of the accident 1tself 1s evidence that Engineman Xnitter
was not prepared to stop short of an obstruction.

All of the employees i1nvolved were experienced
men, end at the time of the accident none of them had
been on duly 1in violation of eny of the provisions of
the hours of service law.

Respectfully submitted,

W. P. BORLAND,

Director.



