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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF TH3 BUREAU OF SAFETY IN RE 
INVESTIGATION OF All ACCIDENT WHICH OCCURRED ON 
THE MICHIGAN CENTRAL RAILROAD AT WEST DETROIT, 
MICH., ON MARCH 19, 1931. 

April 22, 1931. 

To the Commission: 

On March 19, 1931, tnere vas a head-end col­
lision between a transfer train and a passenger t r a m 
on the Kicnigan Centrdl Railioad at Wert Detroit, Mich., 
which, resulted m tne injury of 39 passengers and 1 
employee. 

Location and method of operation 

This accident occurred within the territory 
known as Detroit Yard, at the southern end of inter­
locking limits. Apuioaching from the eastern end of 
the interlocking limits, there is a four-track m a m 
line, the tracks being numbered from north to soutn as 
follows: 1, westoound passenger, 2, eastbound passen­
ger, 4, westbound freight, and 6, eastbound freight. 
These trecks were paralleled on the north by a running 
track, known ae track 3. There are two sets of cross­
overs, herein referred to as tne north and south cross­
overs, respectively, which connect these tracks end 
exHSend toward the left or south to the double-track 
line of the Toledo Division. T r a m movements on the 
Toledo Division, beginning in the immediate vicinity 
of where this accident occurred, are governed by time­
table, t r a m orders, an automatic block-signal system, 
and an automatic t r a m stop device of the intermittent 
inductive type. The interlocking to;;er is located in 
the angle formed by the diverging tracks, at a point 
approximately 1,200 feet vest"of the eastern limits 
of the interlocking 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 accident occurred on this 
lead track at a point approximately 650 feet south of 
the tower and about 31 feet outside 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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Ti ̂  interlocking signals .nvclv^d arc 1 p 
signs 1 3 and dwan signal 35. 8 uni 2, of U e 
a m , i A p i guadrai ty^o, the lei <*r c m o«3jnf) a "filing 
• l U T . , J S located at the ^astei : limes pi tne lii/j. 
looking ^1 ant and governs movements c ̂ ,rr,.<"_-mg mi 
tree1 1. Jj ciif signal 85, ^f h1 e c\ p-p nuici , ool^i-
ligT-t is located between t._e tv- r e m tracks oj 

'-Sco E.visicn et a p o m e 1,350 feec scuti.T, est 
of si; ial 2, and is en all-roate signal governing xpwrse 
movei'ierts cn the northbound r v m track. The interl»c_.ug 
plant is equipped with approach route locking, and route 
indicator lighting, which enables an rjeretor to note 
the r-vjte actually lined up as SOBI US a train encers 
the routp. Gpecial time tajlc ins U ii enias provide a 
maximum speed of 10 unlet, ,,er hour " ^ n o irLiii bjies 
o diverging roaxe from rne tr>_ rd t« c.er 

The wectner v;L s cle<.r at uhe uime of tun 
evident, v;hich occi rr=>G at 11 2 2 p.m. 

Descx'iption 

The trr ns±er trem tansisted of yard engine 
8051 and 27 oars, ^eaded north, and was m cju rge oi 
Conductor Axeirude end Jliginciiar m o e . This cie m was 
standing on a yard cicch b.^ a ^ o m t abouu 404 feet south 
of dwarf signal 85, j oulmg the switcnmg lead and v/ith 
the swicc- »ipeii, m l was _ repared co move through the 
inte/lnckiiir plant as s-oi as tie r^uto could be ob-
teined, i, i<ad jeen standing ax that point about 9 Oi 
10 , ir.uces v/hen it w_s s en ck by train second No. 309 

Soiithhound psssenger brain second No. 509 con­
sisted ri one baggage oar, one errpresn. c a M one coach, 
and io r !jullmr~n sleeping cars, all of steel construc­
tion, x,w uled bj engine C313, and was m oik rgo of Cond-
ductor Dcg_fi'cL\ and Engineman Flutter. T.uis trein 
r'epaitec1 "rcii Detioit at 11.15 p.s., 55 minutes late, 
proceeded on erack 1 GO est Detroit, passed signal 2 
displaying a caution indication on tie callmg-on arm, 
nd was routed o\ er the souci CIOSSO.GIS to the north­

bound Toledo Division track. Instead of continuing 
on the norchbcu.id fcroch. to c ossover 91, "here ^t was 
to be diverted back to the scUb„bouid track, it gassed 
dwari aignal Q 5 , t ilch was displaying a caution indica­
tion, passed thr-ougn "the o en euTssovei leading to the 
lead track, entered the open yard track switch, and col­
lided with transfer 8951 while traveling at a speed 
estimated to have oeen 12 miles per hour, although one 
estimrte was that the tram had piacticallj stopped when 

- the accident occurred 

The transfer train was unven back 25 or 30 
feet, the ergme being slightly damaged and derailed. 
The engine and first c^r of t r a m second No. 309 vere 
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slightly damaged. The employee injured was the engine-
man of the transfer tram. 

Summary 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 track 6, the eastbound freight m a m track, through 
the north set of crossovers to track 3, which made it 
necessary for t r a m second No. 309 to be routed through 
the south crossovers and over the northbound tra.ck of 
the Toledo Division for a short distance. Transfer 
t r a m 8951 had been standing m the south yard about 
10 minutes prepared to move out of the yard through 
the switching lead to the northbound track; Towerman 
Schemehorn had opened the switches for this movement 
to be made after the passage of t r a m second No. 309, 
but no signal had been given. He then lined the route 
for train second No. 309,through the south set of cross­
overs, over the northbound track, and through crossover 
91 which led, back to the southbound track, but overlooked 
crossover 87, which was open and led to the switching 
lead. If ne had looked at the route indications he 
could have seen by the light that the route was lined 
for a movement into the south yard, but he was more or 
less busy, the telephones were ringing and he expected 
the 55-car t r a m moving on track 6, which was on short 
time ahead of two other scheduled t r a m s , to become stalled, 
and m the confusion he overlooked the position of cross­
over 87 and also the light indication. He estimated the 
speed of t r a m second No. 309 to have been 10 or 12 
miles per hour when it passed the tower. Towerman Sohemeham 
stated that he ha„d five years' experience as toY/erman at West 
Detroit and Bay City Junction, and was thoroughly familiar 
with the operation of the interlocking plant at West 
Detroit, and that it is customary to set the route for 
passenger trains against the current of traffic m order 
to keep the traffic moving on the various routes. 

Engmeman Knitter, of t r a m second No. 309, 
stated that as he approached West Detroit he received 
a callmg-on signal indication and after being diverted 
to the northbound track he reduced the speed of his 
t r a m to 10 miles per hour, he observed dwa.rf signal 
85 m the caution position and expected to cross over 
to the southbound track after passing that signal, but 
when he noticed his t r a m leave the m a m track at cross­
over 87 and enter the switching lead, he concluded that 
they were to be diverted back to the northbound track 
through crossover 38, located just beyond crossover 
87, and then back to the southbound track. He then 
made a 10-pound brake-pipe reduction, but after traveling 
about 200 feet he saw that the switch points were lined 
for the yard track, with engine 8951 about two car-lengths 
distant; he applied the air brakes m emergency and shut 
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off steam, stating that he thought the tram had come 
practically to a stop when it collided with engine 
8951. Engineman Knitter stated that he was thoroughly 
femiliar with the signals and rules governing the opera­
tion of trains within interlocking limits, that the 
callmg-on signal indicated that he might expect to 
ta„ke any route, and to find the track occupied, a 
broken real, or any obstruction, and he said that with 
a caution indication on a dwarf signal he should be 
even more cautious, he was not prepared to stop, how­
ever, before colliding n t h the transfer t r a m . Engine-
man Knitter thought he was operating his t r a m under 
control and did not consider 10 miles per hour a„n ex­
cessive speed for the movement he thought was intended 
to be made. 

Fireman Lcrkms, of t r a m second No. 309, 
stated that a.fter leaving the station ne called the 
signal indications, which were repeated by the engme­
man, and the engineman ma.de a slight application of 
the air bra-kes just as they entered the lead trexk. 
When rebelling a point a.bout two or three ca.r-lengths 
from engine 8951, Fireman Larkins saw that the switch 
was open, called a warning to tne engmeman, and the 
latter applied the air brakes m emergency. Fireman 
Larkins estimated the speed of their t r a m to have been 
10 miles per hour at the time of the accident. 

The statements of Conductor Dappnch, Head 
3rakeman Ihee.ton and Rear Brakeman Thompson were to 
the effect that the t r a m traveled n„bout two car-lengths 
after the air brakes h t d been applied m emergency. 
Conductor Dappnch estimated the speed of their tram 
a„t the time of the accident to have been 12 miles per 
hour while Rear Bralceman Thompson stated that they 
were traveling at about 15 miles per hour before the 
emergency application was ma.de and about 10 miles per 
hour at the time of the accident. Conductor Dappnch 
further stated that the bra.kes had been tested before 
leaving Detroit and a running test ha„d been made after 
tneir departure from tha.t point. 

Engineman Rice, of transfer 8951, stated that 
he was waiting m the south yard for the route to be 
given him. The brakes were applied on his engine, but 
y.hen he saw tra.m second No. 603 a.pproachmg he called 
to the other members of his ere?; t Jnd stood up to reverse 
his engine, but was knocked down by the collision. He 
stated that the headlight on his engine was burning. 

Fireman Hull and 3rakeman Rhordes and UcKenzie, 
of transfer 8951, \ ho wore also on the engine, stated 
tha.t when the engmeman told them that a passenger t r a m 
wa.s approaching, the engmeman reversed the engine and 
gave it steal11 and they were of the opinion that the 
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t r a m had started to move at the time of the collision, 
rnd Brakeman Rhoades and McKenzie stated that it was 
shoved back about 30 feet by the collision. 

Conductor Axelrude, of transfer 8951, was at 
the tower at the time of the accident a„nd was not able 
to give any information m regard to the occurrence of 
the accident. 

M a m t a m e r O'Brien, on duty at the tower at 
the time of the accident, stated that he did not know 
of the movements being made and the first he knew of 
anything wrong was when he heard the air brakes applied, 
and he remarked to the towerman that something must 
have happened to the air, the towerman replying that he 
had forgotten crossover 87. 

Signal Foreman Taylor stated that he considered 
Towerman Schemehorn competent to take charge of any 
tower and that he is as good a towerman as they had on 
the system; his last oral examination, on March 18, 1931, 
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 
t r a m being moved from track 6 through the north set 
of crossovers to track 3, Towerman Schemehorn set the 
route for t r a m second No. 309 through the south set of 
crossovers so as to make a reverse movement over the 
northbound track and thence through crossover 91 to 
the southbound track. Previous to lining the route 
for t r a m second No. 309, however, he had lined the 
route, including crossover 87, for transfer 8951 to 
leave the south yard, and when he set the route for 
train second No. 309 he overlooked crossover 87, result­
ing m the passenger t r a m entering that crossover and 
striking transfer 8951. He also overlooked the light 
indication which would have informed him of the im­
proper routing for that tram, stating that this 
oversight was due to the fact that he was more or less 
busy, the telephones were ringing, and he also was con­
cerned with the fact that the transfer t r a m moving over 
track 6 to track 3 was on short time ahead of two scheduled 
trams and he was afraid it would become stalled. 

The indications displayed by the calling-on 
arm on home signal 2, and at dwarf signal 85, required 
that a t r a m be operated at low speed, and Engmeman 
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 rail, or other obstruc­
tion m the block, and that the maximum speed allowed for 
diverging movements is 10 miles per hour. He said he was 
operating his train at a speed of approximately 10 miles 
per hour upon passing dwarf signal 85, and when he saw 
that his train was being diverted from the m a m track 
through crossover 87, he made a 10-pound brake-pipe 
reduction, followed by an emergency application at a 
point about 200 feet beyond and about two car-lengths 
from transfer 8951 t r a m having come practically to a 
stop when the collision occurred. The statements of 
the other members of his crew, however, indicated that 
their t r a m was traveling at a. speed of 10 or 13 miles 
per hour at the time of the accident, and the occurrence 
of the accident itself is evidence that Engineman Knitter 
was not prepared to stop short of am obstruction. 

All of the employees involved were experienced 
men, and at the time of the accident none of them had 
been on duty m violation of any of the provisions of 
the hours of service law. 

Respectfully submitted, 

W. P. BORLAND, 

Director. 


