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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 passernger, 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 system,
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 soutuern 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.



was

*TC6T' 6T HOUVH
‘HOIR' LIOYIAT ISHM
H ¥ TVHINTD NVDIROIN

869T "ON *ANI

1€ 2 HLIMES

ANIQIDOY 20 LNIQYH
68N TIVYNDIG

-2~

l..\\\\\.l\«..\\\.\u

\X&\\\/Hl\\\ﬁl wamol 5] \Rﬂ'
I

= — 17 VA
— = 7= S — C3 — -
N ] - ¢ 77
2N .EzZ\ \\ j
e /
\ﬂmuxfownozu _.:.zozj.



B

Tie interleclkirn; siznels .nvelved are 1 e
sicnel 2 and dwary siongl 3%, 30 el 2, of tue eien
8rrt, 1g,er cuadratl  Sype, M2 lever oy om0, oa ~.llling
1 7, 18 socated at the eastel  Limlcs nL tae 148001
loclking Llant and grverns movewen.s ¢ .. Tre.ee 1.¢, on
4 - hl ~
troe’ L. D azf si1 mal 885, ~0 Ve oir-p s1ulcs, colro-
Ligtt vy-n, 18 located between t.e ve nein treecls oo
t e tefo I'_visica et a poinc 1,350 Teetv scutiivest
of s171w} 2, aad 1s gn all-route signal governing [eVerse
movene~rhs cn the portabound moin track. The i1aterlec 1.
plans 1s eruipped w1t appreach roubte locliing and rovte
indies tor lighting, whieh encbles an cperetor to aote
the Toube artually lined 1,y as soe1 o8 a Ttrain encers
the rouce, DSpecial ftime taslc 1nso.ie,iens Jrovide &
maximim speed ¢f 10 miles .er lour -~ f.2 & 1Tl LliIES
3 diveriing rouve from ene Lren! Le (T GLeT

-
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Ta wect.er ¥.8 clocr at vile oime oI Tace
arrydent, which occirr=2g 2t 11 22 D.m.

Description

The trcascer ftrecin eensisted of yard en_ine
8951 and 27 -ars, ..eaded north, and was 1n ca.I¢y6 OL
foadvetar axeirude ead Jagaincllal nlce. LHLS Creln Was
standin. on a yard :icc’, &. a p.oinbt abou. £04 Teet south
Al duwarf signal 85, soulin: the switenias, lead saad J1th
the swicc. epen, .nd was Tejpared co move t.Troucl Tue
1ntorleckins nlant as s 01 a3 tle r~ute covld be ob-
tolned, 1. uad oeen steading at that joint about 9 oo
10 . “ruces wen 11 wWos sorick by train sccond le. 3UD
Soubuhouad wEsseager wraln second No. 309 co
ted 31 one b.opasne oL, one erpress ca., Onc coach,
{o 1 rullm.n sleecpilns cars, all of sieel construc-
, L.uled by ergiae 2313, 218 was 1n cucrge of Coad-
or Do frel end Encinsnen fnitter. 1ils treln
ted “reom Detiolt at 11.15 p.n., 55 minutes late,
eded on srack 1 co est Devriois, passed signal 2
layia:, a covtion 1ndicetion con tie calling-on arm,
nd was routed over “le souc. ciosso.crs to the north-
bouid Toleco Division track., Instead of corzinmulng
on the norilbouid tree. to ¢ ossover 91, where .1 was
to be diverized back to the scuu.boud btrack, 1t assed
dwar: sicnal 85, viieh was di1splaying & cuutlon 1ndica-
t1on, pessed througn the ¢ en cxCsE0VEX legding to The
lead treck, entered tle open yard trach switch, and col-
1lided with transfer 8951 w.1le traveling at a speed
estimated te have oeen 12 miles per novr, altiiough one
estimrte wes that the train had practically stopped when
the accident occecurred
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The transfer train was crivea back 25 or 30
Teet, the ergine being slightly damaged and derailed.
The enfine and [irst car or train second No. 309 vere
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slightly damaged. The employee injured was the &ngine-
mon of the trenefer treain.

Sumnmory of evidence

Towerman Schemehorn, stationed at West Detroit,
stated that at the time tresin second No. 309 oame upon
the annuncilator circult he was moving a train of 55 cars
over trrck 6, the eastbound freight main treack, through
the north set of crossovers to track 3, which mede 1%t
neceseary for train second No. 309 to be routed through
the south crossovers and over the northbound track of
the Toledo Division for = short distance. Tronefer
trean 8951 had been standing in the south yard obout
10 sinutes prepared to move out of the yard through
the switching lead to the northbound track; Towerman
Schemehorn had openad the gwitches for this movement
to be mede after the passage of trein second No. 309,
but no signel had been given. He then lined the route
for troin second No. 309,throuch the south set of cross—
overs, over the northbound track, nnd through crossover
91 which led brck to the southbound trrck, but overlooked
crogsover 87, which was open ond led to the switching
lead. If ne had looked ot the route indicctions he
could hrve seen by the light thot the route woas lined
for » movement into the south yard, but he was more or
lses busy, the telephones were ringing and he expected
the 55-car trein moving on track 6, which was on shoTt
time ahead of two other scheduled trrnins, to become stalled,
and 1n the confusion he overlooked the position of cross-
over 87 rnd nlso 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 Sohemehmmn
stated that he had five years' experience as towerman at West
Detroit and Bay City Junction, and was thoroughly familiar
with the operation of the interlocking plent at West
Detroit, and that 1t 18 customary to set the route for
passenger treins against the current of traffic in order
to keep the traffic moving on the various routes.

Engineran Knitter, of train second No. 309,
stated that as he approached West Detroilt he received
a callinz-on signal indication and after being diverted
to the northbound track he reduced the speed of his
train to 10 milee per hour, he observed dwarf signel
85 1n the ceution position oand expected to cross over
to the southbound trock after passing that signal, 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 88, located just beyond crossover
87, end then back to the southbound track. He then
made a 10-pound brrnke-pipe reduction, but after traveling
about 200 feet he saw thet the switch points were lincd
for the yard track, with engine 8951 about two car-lengths
digtant; 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 signale #nd rules governing the opers-
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, ond 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-
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to be mede.

Fireman Lorkins, of troin 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 reaching 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 speed 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 two car-lengths
after the ailr brakes h.d hecn applied 1n emergency.
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 bcefore the
emergency application was moade and obout 10 miles per
hour at the time of the accident. Conductor Depprich
further stated that the brnkes hed been tested before
leaving Detroit cnd a Tunning itest had been made alter
toelr departure from that point.

Engineman Rice, of traansfer 8951, stated that
he was waiting in the south yard for the route to be
given him. The brakes were spplied on hls engine, butb
when he saw train second No. 409 approaching he called
to the other members of his c¢crew .nd stood up L0 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,
snd Brakeman Rhoades ond McKenzie stated that 1t was
shoved back sbout 30 feet by the collision.

Conductor Axelrude, of transfer 8951, wae at
tower at the time of the accident ond was not able

LN Vo ata Vel Th R NANFAL W

th
to give eny information in regard to the occurrence of
the accadent.
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Maintainer 0'Brien, on duty at the tower at
the time ol the accident, stated that he did not know
of the movemsents being wmode and the first he knew of
anything wrong wae when he heard the o1ir brakes opplied,
end he remarked to the towerman that something must
have happened 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 18 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
train being moved from track 8 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 s0 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. 308, however, he had lined the
route, including crossover 87, for transfer 8951 to
leave the south yard, and when Lhe 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
indication 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 wae afraid 1t would become stalled.

The indications displayed by the calling-on
arm on home eignal 2, and at dwarf signal 85, required
that a train be operated a2t low speed, and Engilneman
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.



