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SUMLIARY .

Cincinnati Union Terminal
January 51, 1936
Cincinnati, Ohio

Side collision

Pagsenger Passenger

C.& 0. Train llo. 4 : L. & N. Train

(cuthound) No.32(inbound)
474 v 401
14 cars : 12 cars
Standing : 5-12 m.n.h,

Curve to left outbound; interlocking
signals; enrineman's view materially
restricied, but fireman cculd cbtlain
v.ew across inside of curve lor con-
siderapnle “istence; accildent occurred
2t east end of double-track; route
lined for inbound L. & N, irain,

Clear
10:51 p.m,
524 injured
o
Fallurc of engineman and [ireman of

C. & 0. train properly fto observe and
obey sicnal indications,
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April 2, 1836
To the Commission:

' On January 51, 1936, there was a side collision between a
‘pagsenger train of the Chesapeake & Ohio Railway and a passenger
train of the Louisville & Nachville Railroad on the tracks of the
Cincinrati Union Terminal Company at Cincinnatti, Ohio, whiich re-
sulted in the injury of 39 pascengers, € postal employees, 4
Pullman employees, 1 dining car employee and 4 railrcad erployees,

Location and methcd of operstion

The Cincinmnati Union Terninal Co. cousists of station and
terminal facilities including 43.6 miles of track, of which 6.6
milee are main line, and the remaining 42 miles yard tracks and
s1ldings:1t is owned Jointly by seversl railroads, and passenger
stetion gervice is rendered to these linces. Trains of the Chesa-
peake & Chio Railw.y, hureinafter referred to as the Co & 0., and
trains of the Louisville & Nashville Railroad, hereinaflter re-
ferred %o as the L. & N., move into and out of the terainal over
tracks known as the soitheacvt connection, which extend [rom the
southesst end of the throat tracks of the Terminal Coapany to a
conacction with the high line of the C. & C.; leaving c¢ne throat
tracks this connctiion is double track for about 2,600 reet, then
single track to the C. & 0. high lire, a distance of 1,938 Ileet.
The couble trecks arc desgiznnted nes Track 3-1 and Track S-2 and
movement is permitted over cach track in either Airection subject
to egilgnsl indications, tke signalz being electrically controlled
by interlocking frem MD Tower, located near the C. & O. righ line,
and Tower A, located in the station building of the Cincinnatil
Union Terminal Compsny; apnrosch =nd route locking are vsed in
the two interlocking plants. Tae accident occurred wichin the
interlocking limits of Tower A, the point of accident being on a
viaduct near the fouling point of the switch at east end of
Gouble track, 77.5 feet east of gicnal RA-214.

Approaching the end of double track from the wes®, There 1s
a compound curve to the left congisting of a 3C 20' curve for a
distance of 1,330 feet, then a 1° 30! curve for a distance of 368
tfeet, to the juncticon switch. Apnroacking frem the cost there
1s a compound curve te the rient with a curvature of 4¢ Tor the
Tirst 477 feet, followed By 16 30 for s Adictance of 802 feet,

‘ to the Junction switch. The 2race is level at the pcint of

accidgert and the switch is a No. 10 tuinout.

Slgrnals R-2028 and RA-214 govern ocutbound movements oa track
5~-2; they are loantel :»,122 feet and 20C feet, respecsively,west
of the Junctiocn swit. h and are operated from Tower A. Siznals
L-8 and L-2l4, governing inbound movements from single-track to
dourle-track,are located 1,778 fect and 33.2 feet, respectlively,
east of the Jjuncticn switch. The signals are ol the color-light,
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tvo—-unit type, continuously lighted electrically, and display
red, yellow, and green, separately or in combination. Yellow-
over—red indicates prepare to stop at next signal; red-over-red
indicates stop; red-over-yellow indicates proceed at resiricted
speed, The integzrity of the csignal system is not involved 1n
this accident.

Apvproaching from the west on track S-2 a full view of both
units of signal RA-214 is restricted to 260 feet from the
enzineman's side of the cab; from the Tireman's side of d¢ke cab
a view can be had of this signal from a point 791 feet distant
to a point 208 feet from the signal, then it is obscured by the
front end of the engine.

The weather was clear at the time of the accident, vinich
occurred about 10:51 p.m.

Degcripticn

Train Nc. 4, an outbound train of the C. & 0,, consisted
of & express cars, 1 storsze-nail car, 1 pocstal car, 1 cipress
car, 1 combination car, 2 coaches, ond 5 Pullman cars, in e
orc¢er named, all of steel construction, hauled by C. & 0, cngine
474, and was in charge of Conductor Gaynor and Enginemon Belton,
This ftrain departed from the teraminal station at 10:47 p.i.,
according to the train shect, 1 hour 2 minutes late, oassed
gignal R-228, which wag disvlaying yellow-over-red, prepare to
stop at next signal, traveling at a speed estimated to have
been 10 or 12 miles per hour, passed signal RA-214, which was
displaying red-over-red, stop; the train overran this signal and
stopped with the engine fouling track S-1 at the Jjunction sitch,
Imiediately thareafter the left front side of C. & O. englne 474
was struck by the left frent side of L. & N. engine 401,

Train Nc. 32, an inbound passenger train of the L. & N.,
consisted of 2 express cars, 1 mail-express car, 1 express car,
1 comvination car, 1 coach, 1 dining car and 5 Pullman cars, in
The order named, hauled by L. & N, engine 401, and was in charge
of ConZuctor Yaden and Engincman Bowling. The first Two cars
were of stecl-underframe construction, snd the remainder were of
all-steel construction. The route was lined for this train, with
The Jjunction switch set for a movement from single-track To
track S-1, and thence to the terminagl station. L. & N. Traln No.
32 passed signal L-8, which was displaying yellow-over-red,
prepare to stop at next signal, passed signal L-214, which vas
displaying a red-over-yellow aspect, proceed at restricted speed,
entered the turnout of the junction switch, the engiane colliding
with the oppcsing C. & 0. engine while traveling at a specd esti-
naced c¢o have been between 5 and 12 miles per hour,
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The left frent sides of both en~ines were concidcorably
danazed. The e<ngine truck of L. & N. cnginc 401 was cerailed
but 1t remained uprivht; fthe teuder was derailed and part of the
frame remained coupled to the engine; the ternder trucks, cistern
end The other part of the frame fell to the street belovr, along
with the first car, which was loadcd with express; this car was
totally destroyed. The forward truck of the second car was de-
railed, C. & O. engine 474 was Jderailed with the exception of
1ts two main driving wheels and the tender was telescoped To some
extent by the first car; ncne of the other equipmeat in the
Co & O, train was derailed, One rail was overturned under the
ricnt egide of cngine 474, The railroad employees injured were
the baggagemaster of L. & N. Train Neo, 32 and the couductor
of Co & 0. Train No. 4, as well as a genersl yardmaster and a
carpenter of the C. & J. Ry., both of whom were Jdeadneading on the
C. & 0. train. ‘

Sumunary of evidence

Engineman Relton, of ©, & O, Trein No. 4, stated c¢hat he had
been in the service of this railroad for 4% years; this run, which
ne had held for 12 or 15 years, was rls regular assignment, The
alr brakes were tested before departing from the terminal, and
alter leaving that point he did not exceed a speed of 10 or 12
miles per hour; the headlight wag burning brightly. Signal R-228
was Atsplaying a yellow-over-red aspect and he knew ke was re-—
cuired Lo cperate the train prepared to stop at the next signal.
Sipnal RA-214 is located on the outside of the curve at che end
of counle-track and the view of this gipnal, frcem the .n’ ineman's
sicde of the cab is materially restricted; the fireman can see
across the inside of the curve and 1t 1s cusiomary to depend upen
him to call the indication displayed by this signal. Freauently,
after recelving a restrictive indicaticn at signal R-£2%8, as was
the case in this instance, the stop indication belng displayed by
sinal RA-214 will clear before that signal is reached. On this
ocCaslon the rail was frosty and the Ariving whesls slipred and
the enpgineman used the air valve to saad tho rails; also, duc to
wet coal, the barrcl of the stocker became clogged, causing steam
to blow bach into thke cab, and the fireman wes working on Ghe
stoker, all of which contributed, to gome extent, Toward digtract-
Ing the engineman's attention from watching the track anc signals
ahead., He left the operation of the stcker entirely fto the fire-
man, outl was depcnding upon him to call the indication of signal
RA-214. Zngineman Belton was looking ahead through the 7indshie
ground the outeide of the curve, and 3id not look across the cab
%o sec what the fireman was doilng; he did not se= ths stop indica-
tlon displayed by signal RA-214 until the front end of the engine
Wwas almost opposite the signal, at vhich time the speed of his
troin was about 10 miles per hour. Hs immediately appliled the
alr brakes in emergency, but the engine ran by the siznal and stoped
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fouling the switch, whereupon the fireman warned him of the
approaching L. & N. train; immediately following this his own
engine was struck. Engineman Belton 4id not see the opposing
train prior to the accident; he was aware of his location as he
neared signal RA-214 and was looking ahead for that signal; the
fireman did not call 1ts indicstion, however, nor did the engine-
man ask him what indication was displayed, saying that he was
expecting the fireman to call it at any moment as 1t was visible
from the left side of the cab only for any material discence and
had it been properly called he could have stopped before passing
the signal. This was Engineman Bcelton's second trip with Fire-
man Cavins; 1t was the practice for his regular fireman always to
call this signal indication; on the trip prior to the accident
Fireman Cavins called the 1indication, as customary.

Fireman Cavins, of C. & 0. Train No. 4, stated that he was
a qualified engineman, but that he had never operated an engine
over this particular piece of track and therefore was not
acquainted with the view to be had from the right side of The cab.
Signal R-228 was displaying a yellow-over-red indication, which
he called, and the engineman repeated. Just after passing tThis
signal, the left distributor of the stoker became clogged, on
account of wet coal, and he immediately started to cleai it.
While doing this he had his back %o the window; he saw the engine-
man looking ahead, and he thought there would be time to clean
it out before his engine reached the next signal. He knew there
was a signal located at the east end of double-track, but it did
not occur to him, at any time while working on the stoker, that
his engine was as close to the signal as was actually The case,
and. he did not realize his exact location at the time, It took
longer to clean out the stoker than he figured, but as soon as
the barrel was cleaned he looked out and saw signal RA-214 dis-
playing red-over-red, indicating stop, at which time his engine
was almost to the signhal, traveling at a speed of about 10 or 12
miles per hour; then the signal was opbscured from his view by the
front end of the engine. Fireman Cavins said that he shouted
"red block" and that at the same time the engineman applied the
alr brakes in emergency, but that he had called the siznal
lndicatien tco late for his engineman to get the train stooped
before reaching the signal. The engine gtopped fouling the Junc-—
tion gvitch, and he then saw the reflection from the headlight
of the opposing train for the first tirue; immediately afterwards
his own engine was cornered by the L. & N, engine. He had nade
but four trips in and out of the terminal within the past six
months; on the trip prior to the accident he called the indication
of this signal to the enginsman obut on the trip in guestlon the
trouble that developed with the stoker distracted his attention,
and not wanting to be reprimanded for steam failure, or to take
any chance of being dismissed as fireman in passenger service,
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he immediately started working on the stoker, thinking that he
would have sufficient time to clean out the barrel and then
observe the indication displayed by the signal. .

Conductor Gaynor was not avare of anything wrong until the
alr bregkes were applied in emergency, at which time he estimated
The speed of his train was about 10 or 12 miles per nour, follow—
ing which the train stopped and then the accident occurred; he
said the alr brakes were tested and worked properlye.

Engineman Bowling, of L. & N. Train No. 32, gtated that on
entering the Cincinnati Union Terminal property, Sisgnal L-8,
the Tirst one he encountered, was displaying yellow-over-red,
prepare to stop at next sicnal, and that signal L-214, the next
signal, at the west end of single-trsck, was displaying red-
over~yellow, proceed at restricted speed. He was sitting on
his seat box looking ahead and he first saw the indlcation of
signal L-214 when about 10 or 12 passenger car lengths from 1%;
he continued to watch it until the signal wes passed, and the
indication did not change curing that time, He also saw the
readlight of the outbound train but could not tell whether tThe
train was standing or moving; the headlight of his englne was
also burning brightly. Engineman Bowling was not aware of any-
thing wrong until his engine struck the opposing enzine, atv which
time he was working a very light throttle and the speed of his
train was about 10 or 12 miles per hour; he 1lmmediately applied
the alr brakcs in eumergency.

Fireman Goebel wag sitting on his seat bax; he said that
when the engineman called the indication of signal L-214, he
repeoted 1it; however, the fireman was on the outside of the
curve and did not actually ses the indication displayed, nor did
he at any time see the opposing train prior to the accident, at
which time he estimated the spced to have been about 10 or 12
miles per hour. Conductor Yaden and Flagunan Watson estimated
The speed to have been between 5 and 8 miles per hour when the
accident occurred,

Train Director Kortecamp, Assistant Traln Director Lane,
Leverran Billitcr, of Tower A, and Signal Forcman Rogers gave
testimony to the effect that traffic locking between Tover A
and 1D Tower 1¢ accomplished by electric locking of tvo levers,
one lever being located in each tower. The route in this instan
wags lined for inbound L. & N, Trein No. 32 to move from single-
track to track S-1, end the signals and route were not chinged at
any time after the line-np was made, the sccident being caused
by outbound C, & 0. Train No. 4 overrunning the stop indication
displayed by signal RA-214, at the east end of double-track, and
Touling the Jjunction switch, where 1t was struck by the inbound
train.
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The traflic clearance point at the eagt end of double-track
is aporoximately 50 fect east of qignal RA-214, and the front
end of the C. & 0. engine passed this point approximately 27 feet
and stopped 77.5 feet east of the SLQHal

Discussion

Engineman Belton and Fireman Cavins, of outbound C. & O.
Train No. 4, both cbserved the yellow-over-red aspect displayed
by signal R-228, and ther were fully aware of the fact that it
required their train to te operated prepsred to stop at che next
signal. Enginewman Belton was thoroughly familiar with conditions
in this territory, but Fireman Caving had made only four trips
in and out of the terminal within the past six months., Approach-
ing signal RA-214 on an outbound train, a compound curve io the
left is encountered and the view from the engineman's side of the
cab is restricted until the front cnd of the engine i1s but a short
distance from the 51&na1, however, a view of this slgnal can be
had across the ingide of the curve from the fircman's gide of the
cab for a considerable distance, The train wes operasted at a low
rate of speed, about 10 or 12 miles per hour. Engineman Belton
sald Gthat frequentlv the stop indication of Slgnal RA-214 vould
clear up before hig engine reached it. On this occaslon he sat
on his seat box looking ahead through the windshield and cid not
look across the cab to see what the Tireman was doing, alihough
he was depending upon Fireman Cgvins to call the indication of
gipgnal RA-214, and was erpecting the fireman to call it at any
moment; he dld not ask the fireman for the indlcstion, When the
engine finally reached a point on the curve where the engineman
could see the signal, it was displaying a stop indication and he
immediately applied the sir brekes in emcergency, but his engine
overran the signal and stopped foallng tae junction switch,
1ﬂqedlately following wnich 1t was struck by the engine of inbound
L. & N., Train No, 32, Engineman Belton maintalned that he could
have stopped without incident provided the stop indiCabion had
becn properly csllea, as was cuctomary for his regular fireman
to do.

Fireman Cavins gave as the reason for his feilure to observe
the indlcation displayed by sigral Pn—ol% that.the stoker becanme
clogzed Jjust after passing signal R-228 and he thought he would
have sufficient time to clean it belore reaching signal RA-Z14;
that 1t did not occur to him at any time while working on the
stoker that his engine wss getting so close to the signal and he
did not realize his exact lOCathn at the time. He said the work
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of cleaning out the stoker tock lconger than he figured, and when'
he finally looked out and called "red block" to the en-ineman,

it was then too late for the engineman to stop before reaching

the sirnal.

Conclusion
This accident was caused by the failure of Engineman Belton
and. Fireman Cavins, of outbound C. & 0. Train No. 4, properly to
observe and obey signal indications.
Respectfully submitted,
W, J. PATTERSON

Director.



