2003
INTERSTATE COIMERCE COIMI SSION

REPORT O THE DIRECTOR OF THE BURZAU OF SAFETY CONCERNING AN
ACCIDENT ON THE CINCINNATI & LAKE ERIEZ RAILROAD NEAR
SPRINGFIELD, OHIO, ON AUGUST 10, 1935.

October 14, 1935,

To the Commigsion:

On August 10, 1935, there was a head-cnd collision between
a passenger train and a work train on the Cincinnati & Lake Erie
Railroad ncar Springrield, Ohio, which resulted in the death of
6 vassengers and 1 ewployee, and the injury of 20 passengers, 2
employees and 1 percson carried undzr contract.

Location and method of opzration

This accident occurred on the Teledo Division, an electric
line extending betweon Toledo ard Suringfreld, Ohio, a distance
of 138.,9 miles; in trne vicinity of the peint of accident this
is a single-track linc over wiich trains are opcratad by time
table and train orders, no block-signal svstem beiong 1in use,

A siding, known as 31ding No. 61, parallcls the main track on

the west; the accident occurrcd at a point 3,347 fcet south of
this siding, or 4.2 wmiles rorth of the stztion at Springfield.
Approaching the point of accident from the north, there is a 2°
curve to the left 843 feet in length, then tangent track for a
distance of 1,376 feet, followed by a 6° curve to the left 484
feet in length, thc wccident occurring on the latter curve at

a point aptroximately 300 foet south of its northern end. Approach-
ing from the south, there is a 2° curve to the lcft 6883 feet in
length, from whica point the track is tangent for a distance of
2,545 feet, foliow~d by the curve on whicu the accident occurred.
The grade for scuth-bound trains is 3.43 percent ascending at

the point of accident.

Owing to a hignway, which parallels the railroad on the cast
and is about 3 fcet higher than the track, and to treces and an
cmbankment on the east side of the highway south of the point of
accident, the view of opposing trains is rcstricted to a maximum
of about 1,900 feet.

It was raining at tnc time of thc accident, which occurred
about 2:42 p.m,



-

To
Toledo

i

Siding 61

20 . 5
Point of | 6
accident gl ft,

sy Toledo, Ohio
73.2 mi.

¢ Lina

38.2 ri, "&I’

$ Siding ¥o.38

14,1 mi.

¢ Urbana

8.8 111,

$ Siding ¥o.61

mi.

v Springfield, Ohio

—Teo Springfield .

Inv. NWo. 2003
Cincinnati & Lake Erie RR,
Springfield, Ohio
August 10, 1935



o

-3

Description

Train First No., 401, a south-bound pegsenger train, consisted
of motor car 128, of all steel construction except the floor which
was of wood, and was in charge of Operator Eastep. This train
departed from Lima, Ohio, 65,7 miles north of Springfield, 2t
12:40 p.m,, and amet Train No, 403, in charge of Operator Zirmerman,
at Siding No, 38, 38,3 miles south of Limes, where cach operntor
transferred to the opposing train., Train First No. 401 left that
point at 2 p.m,, 34 minutes latc, and upon arrival at Urbena, 14.1
miles south of Siding No., 38, train order 30 was dclivered to
Operator Zimmerman reading:

"Train No, X Car No., 204 No and Train lo.
1/2/401 Car No, 128/121 will mcet at 59.
Train No. 1/401 Car llo. 128 and Train No,

Car No, 710 will aecet at 61L. Train

No. 8/401 Car No. 1231 and Train No, X
Car No, 204 will meet at 59, Train No,
2/401 Car No, 121 and Train No, X Car.
No. 710 w1ll meect at 61."

This order was made couplete at 2:35 p.m., and Train First No.
401 departed frou that station at 2:28 p.m., according to the
train sheet, 29 wminutes late, passed Siding No, 61 cnd collided
with Train Extra 710 while noving at cstimated spced of about
45 miles per hour,.

Extra 710, a north~bound work train, consisted of line motor
car 710, of wooden construction, and was in charge of Operator
Allen. At Springfield the operantor reccived a copy of train
order 31, reading:

"Train Nos, 1/2/401 Car Nos. 128/131 and
Train No, X Car No. 710 No will meet at

6l. Train No. X Car Mo, 710 No and Train
No. X Car No. 847 So will meet at 61l. Train
No, X Car No. 710 No and Train No, X Car
No, 2C4 8p, will nmeet at 61, Car 710 run
extra frow Spfld to Belft."

This order was completed at 2:23 p.m.; the train departed from
Springfield at 2:28 p.n.,, and was aporoaching Siding No, Gl at
an estimated speed of betwecn 10 and 20 miles per hour when it
collided with Train First No. 401,

Neither car was dcrailed, but the forward ends of both cars
were telescoped for a distance of about 12 feet, the floor and
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roof of car 710 sliding over those of car 138. The enployee
killed was the operator of Train First No. 401 and the employees
injured were the operator of Extra 710 and a lineman, who was
riding on the latter train.

Summary of evidence

Operator Eastep, of Trairn First No. 401, stated that he
operated the train from Lima to Siding No. 38 and had no diffi-
culty with the operation of the train during the trip. TUpon
arrival at the latter point he changed over with Operator Zimmer-
man, of north-bound Train No. 403; the operators exchanged
train orders and read then to each other but did not receipt
Tfor them. He noticed nothing unusual about the condition of
Operator Zimmerman and believed that there was a thorough under-—
standing as to the trairns to be mct.

Train Porter Bull, who is carried under contract and was
injured in the accident, stated that he worked on Train No. 403
between Springfielid and Siding No. 38, where he changed to Train
First No. 401 for the return trip to Springfield. He talked
with Operator Zimmerman once or twice when the train stopped at
stations and he appeared to be normal. The operator got off at
Urbana for orders but Porter Bull cid not know what their re-
quirements were. Standing at about the third scat from the front
end of the car as the ilrain approached the curve on which the
accident occurred, he sew the line car anproaching and, realizing
that a collision was imminent, he ran toward the rear end of the
car. He estimated the speed of his train at the time of the
accident at 2bout 45 miles per hour,

Operator Allen, of Extra 710, stated that on the day of the
accident, he was operating the line car or work train, his regular
duty. The car first moved southward from Bellefontaine to
Springfield, where there was power trouble. After repairs were
made he received train order 31 by telephone, for the return trip,
which required his train to meet traians First and Second No. 401,
and Treins Extra 304 and 647 at Siding No. 61. At the time he
received this mect order hec heard the dispatcher issue orders
to tlie operators of the other four trains and the operators re-
peated their orders correctly, which assured him that the way
was clear aos far as Siding No. 61. The brakes functioned proper
after leaving Springfield in making two stops for the purpose of
removing trce limbs from telephone wires. On account of a heavy
storm which had just abated, 1t was rnther dark although it was
not necessary to use the headlight. Approaching the point of
accident at 2 speed of approximately 35 miles per hour, he ob-
served the opposing train and immediately applied the brakes in
emergency but did not have time to reverse the motor before the
collision occurred. He estimated the cpecd of his train at the
time of the accident at 10 or 15 milgs per hour.
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Lineman Grubbs, of Extra 710, stated that after rcpairs were
made to electric and telephone wires 1t Springfield the train
started the north—-bound trip. He was standing in the front end of
the car while approaching the curve on which the accident
occurrced when hesaw the opnocinz train about 500 or 600 feet away;
he shouted a waruing to Operator Allen, who anplied the brakces.
Lineman Grubbs then opened the door to get off before the colli-
sion occurred and, when the trains were about 100 feet apart, he
Jumped off. He estimated the speed of his train at the time he
first saw the south-bound car at 3b to 40 miles per hour, and at
the time of collision at 15 to 20 miles per hour. After the acci-
dent he walked northward bevond the peint of collision and noticed
by the condition of +the rails that the brakes of Train First No.
401 had been spplied.

Dispatcher Mason stated that he hac been employed as a dis-
patcher at Lima since Octobver, 1913, was on duty on the day of
the accident and issued all train orders given from that office
between 7 a.m., and 3 p.m. Two sections of TrainNo. 401 were
operated southward from Lima, the first section bcing car 128 and
the second cection being car 121; thesc trains deperted from Lima
apout on time but werc later delayed by power trouble due to a
storm. TUpown arvival of Trairn Firgt No. 401 ~t Siding No. 38
Operator Zimrmerman, who had overntcd north-bound Train No. 402
to that point, took chargs of Tr=in No. 4C1 and continued the
trip southward. When the train arrived at Urbana the operator
callcd for orders and was given train order 30, previously quoted.
He i1ssued thie order to both sections of Train 401 and 1t was
made complete before he completed train order 31 to the operator
of Extra 710 at Springfield. He said that he had no difficulty
in making any of the operators of the trains involved understand
their orders, all of whom rereated the orders back to him. Dis-—
patcher Mason stated that he had ypreviously issucd train order
22 to Train Firsv No. 4C1 at Lima, fixing a meet with Train Extra
204 at the north end of Springfield; but, on account of the delay
to the superior train, order 30 was 1ssued, changing the meeting
point of thege trains to Siding No. 52, which he considered
gsuperseded order 2323 although in tvhe second order he did not use
the worde "instead of", as rcaouircd by the rules, these words not
always being inserted when iscuing sunerseding orders. He could
not see where failure to ingcert these words in this order might
confuse the operntor. As thece two trains mct at Siding No. 59,
Extra 204 arriving at that point first, he could not account for
Operator Zimmerman's failure to comply with that part of the order
requiring his train to meet Extra 710 ot Siding No. 61. Dis-
patcher Masor stated that he had not heen exrmined on the book
of rules during the past four or five ycars but was familiar with
the proper forms of i1ssuing train orders and admitted that the
wording of the orders involved was not strictly iun accordance
wWith the rules. A train reoceiving a meet oraer must remain at
the meeting noint until the opposing train is met or the order
superseded or annulled, he said.
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Superirtendent of Transportation Duncan stated that he was
in the dispatcher's officc and heard train order 30 issued; this
order was according to rule except that it should have contained
the phrase "instead of North End Springfield", but nt that time
he was not paying particular attention and did not learn that
this order was improperly issued until aftcr the collision occur-
red. He hnd not rcviewed the dispatchers record book for some .
time prior to the accicent although it was a part of his dutics
to do so. ©Since the accident, however, he examined the books and
in practically all caces the orders were 1scuecd according to the
rules, excent when meet ordcrs are chonged the phrase "instead of"
was sometines omitted and the nunbers and wording did not always
corrgspond as requircd by the rules. It is the general w nctice
to put out orders to all trains affeected under the same number -
when practicoble; but, after the dispatcher has put out an order
several times, the order is reissued in part under another number
and the wording changed to somc extent which, he said, was to
avold rewriting the full order, so therc 15 less chance of the
dispatcher waking an error. This systom of putting out train
orders is not provided for, but hc cousidcrcd 1t safer practice
than to insist that all orders be 1ssucd according to rule. It
has been the practicc cver sincc he has been with the company,
a period of about 18 ycars, and he considered 1% the best way to
dispatch treins when scveral arce operating in each dircction, which
was the case on the dny of the accident. Hec had never suggested
this rcthod of handling train orders to his supcribr officer, as
he undcrstood that it existed before he took charge and thought 1t
was a safc practice; thercfore, hc did not insist that the rules
governing the i1ssuance of orders be strictly complied with. The
reason thnat Operators Eastep and Zimmerman were instructed to ex—
change trains ~t Siding No. 38 was to return both empluyees to
their home terminals at the commnletion of their dey's work. The
operator of Train Extra 710 was within the limits of hic train
order, he said, and the operator of Trein First No. 401 was
entirely responsible for the cccurrence of the accident.

General Superintencent Curtisc stated that at the time Trains
First No. 402 and First No. 401 rnict nt Siding No. 38 the unful-
filled orders were transferred and thoce pcrtaining to the
operation of Trnin Firect No. 401, rcceived by Operator Zimmerman
were found afterward by a Statc highway patrclman. Train Order
30 was later 1ssued directing Trains First and Second No. 401 to
meet Train Extra 710 at Siding No. 81, while Extra 710 had an
order containing the grme information, but i1ssued under A differ-
ent train order number; this was not in accordance with the rules,
as 1nstructicns are to the ceffect that the same train order num—
ber must be usecd to all trains addresced in consecutive order.
Dispatchers are instructed to write all train ordcrs in a book
provided for that purpose at the time issued, underscoring cach
word when repeated by the operator or conductor receiving ocane.
Orders arc sometimes issued to trains to report at sidings or
stations so that the dispatcher may keep in contact with them when
he anticipatcs some movemcnt in the opposite direction which has
not yet been called or is not ready to leave the terminal. The
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last meeting witn employees was during 1931, since wnich time
there has been a great reduction in forcc and those remaining
have been in the service from 13 to 30 years; howcver, the rules
have becen discussed with individusl employees. At the time a —--
new book of rules was 1lgssued, effective May 1, 1935, and on
account of 1t being a rcprint of the rulcs previously in effect,
trainmen were not examined in groups but were instructed by
bulletir to familiarize themselves with it, this bulletin calling
thcir attention to the fact that there was no change so far as
the operstion of trains was concerned.

Passenger car 128 was built in 1930 and had a length overall
of 44 feet 10 inches; it was equippec with straight air brakes
with cmergency features. The last general rcpalrs werc made 1o
this car July 19, 1935. Car 710 was built for passengcer service
in 1900, convertzd into a line car rn 1922 and rebuilt in 1937.
This car was 44 feet 8 inches 1n length and was equipped with
straight air brakes only. Tnc last general repairs to this car
were mode Septeriber 239, 193%t. The buffcr of the passengcr car
was saven 1nches lower than that of the line car.

Discussion

Under the provisions of the neet orders, Trains First Nos.
401 and Extro 710 were reoulred to meet at Siding No. 61. While
train order 30, issued to Trein First No. 401, and train order
31, 1ssucd to Extra 710, were not in compliance with the rules,
that part of train order 30 relative to the mneet with Train Extra
710 should have been fully understood by Opcrator Zimmerman. Why
he failec to stop at the meeting point 1s not knovm as he was
killed in the accident.

The rules require trat cach train orcer nust bc given 1in the
sane worcs t0 all persous or trains ad ressed; train orders zare
numberec consecutively cech day beginning with No. 1 at midnight.
Orders once in effect continue so until fulfilled, superseded or
annullecd. Any part of an order svecifving a particular mnovenent
may be either suncrseded or mrnulled. Superseding an order will
be given by adding the words "Instcad of — — — =". The investig—
ation disclosed that there wos general lack of understanding
by some officials and troaianen of the requircments of the opcrat-
ing rules in connection with the movement of trains bv train
orders. The Buperintendent of Transportation said that ordcers or

parts of ordcers are issued unuer thc same number provided there
is only one train to be met, but if thcre is morc than onec train
at the meeting point the orders are issued uncer diffcerent num—
bers to avoiu a possiblc error bv the dispatcher in rewriting

the original order. In supcrseding an order or nort of an order
the worcs "instead of" are sometirmes omitted. A train order of a
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lower number is sometimes used to supersede an order of a higher
number provided the train orcer of the lower nurber 15 the last
order to be mace complete to the cumloyee receiving the order;
this systen of handling train orders has been 1n effect since

he has becen with the company and was handed down by preceding
officials, and he considered 1t a safer vractice than that pro-
vided by the book of rules. The gencral cuperintendent said that
the last general discussion with empmloyees was i1n 1931 although
a new book of rules had bcen 1ssued since that time; but, as
there was no change concerning the operation of trains anu as
the trainmen now employed have hzd considerable experience, he
did not dcem 1t neccscary. Train orders which were not in con-
formity with the requircuents of the opcrating rules have been
1ssued Ifrequently; a situntion of this kind should be given
immediate attention and ccrrectec by the officials of this rail-
road.

Conclusion
This accicdent wes caused by failure of Operator Zimmerman,
of Train First No. 401, to obey a meet order.
Respectfully submitted,
W. J. PATTERSON,

Dircctor.




