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INTERSTATE COMMERCE COMMISSION

INVESTIGATICY MO. 2986

IN THE MATTER OF MAKING ACCIDZKRT INVESTIGATION REPORTS
UNDER THE ACCIDELT REPORTS ACT OF MAY 6, 1910.

ERIE RATLROAD COMPANY

June 14, 1946.

Accldent at Marion, Oalo, on April 22, 1946, caused by
failure of the reilroad %o provide adeduate safe-
guards for tne movements involved.

1
REPORT OF THE CCiIISSION

PATTERSON, Commissioner:

On Aoril 22, 1946, therc was a side.colllslion between
a passenger train and an enginc on the Erie Railroad at
Marion, Onio, 'vnich resulted in tne feath of 1 traln-service
employee, and the injury of 13 pessengers, 2 Pullman employ-
ees and 4 train-service cmployces. This accident was investi-
gated in conjunction with a representative of the Public
Utilities Commission of Nnio.

lynder authority of scction 17 (2) of the Interstate Com-
merce Act the above-cntitled proceeding was referred by the
Commission to Commissioner Patterson for consideration and
dispeosition.
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Locatior. of Acci®ent ard Method of Operatio

g accident occurred on tuat part of tiie Xent Divisicn
extending between MJ Crossover, llsrion, and KX Crossover, Xent
Onio, 118.£ miles, a doitle- “piey line ir the viecinity of the
point of accident, over whicn traing nwevring vith the
traffic are operated by en autcmatlo Dleck-gic~al sye
indications of wnich supersede the sunariority of trs
in yard 1limits at Marior, an u 3
tre eastwvard and tne -estvard
ncuse lead track, wnlch conne
eastward main track, is 2,030
eastward mair track on Tae
novee leod track is 3.07 i
~ile west of the staticn
point of Thie turnout o
at a Woint feet west
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Aspccect Indication Yamg
Horizontal STOP TIEN PRCTEED = % %, STOP AND PROCEED.

45° gbove DREP
nerizontal G

Tne treck circuilt of *“nc ot
leed-tracih cwitcn extends 17¢ T
controlling circulits ars co

et vwiet o7 thre swi tc‘-. Tn=
arranged that wien the Dleck
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immediately cast of signal 717-2 and thc fouling scctior of thc
turnout of tne lzad-track switen arc unoccupicd and the switen

is lined in normal posivion, signal 717-2 displays procced-
prepared-to-stop-at-ncxt-signal. UWhen cither the block immedi-
ately east of signal 717-2 or tne foul ;ng scction of tane sviten

is occupied, or tne lead-track switen is lined for movement to .
tnc ecastward main track, signal 717-2 displays stop-tnen-oroceed.

Operating rules read in part as follows:
PEFINITIONE
o
ediunm Spaed.--0One-nalf maximum autnorized speed

at voint invelved, but nct tn excecd thirty miles
per rnour unlesg otherwise nrovided.

14. ENGITZ WHISTLE SIGYALS.

Nete.-—-Thne signals nrescribed 2re illustrated
by "o" for short soupds; " " for lonzer sounds
¥ % W

SQUND, IIIDICLTION.

% S g
(j) oo 0o Cell for signals.
S

86. Unless otaerwise nrovided, an infcrior
train must clear thc time of & supcrior trein, in
trne same direction, not less than Tive minutes;
but mrst be clear a* tnc tine a first-class train,
in tne same dircction, is duc to leave tnc next
station in tne rcar wherc time is snown.

893. Within yard 1limits tnc main track may be
usec, protecting ageinst first class trains.

A11 other class ard extra treins end cnginc .
must move witnin yard 1linmits nredered to stoo un-
lces thc mein track is seen or kaovm to De cleer.



90, Wnen a train stovne under circumsiances
in which it may be overtaxen Dy another train,
tae Tlegman must go hack Immediately witn flaz-
man's signals a sufficient distance to insure
full protection, ~lacing twc torpedoee, and wien
nececsary, in addition, a isplaying Liwnued fusees.
Wnen recalled and esafety te t“e train will pernit,
he may return,

% o

&

Tne front of the Ttrain must be protected in
tne same way when necessary by the iralnian or
fireman.

% %

D-152. Wnen & %rrin crosgses over to, or od-
structs anotner track, uniees othnerwise orovided,
it must Tirst Te protectica a8 preccribed by qule
9C in botrn dirsctio.is on tuat tracr.

1=

<

L]
|
-

3

Time-table specia :structicns read in nart as follows:

SUPZRIORITY O

}11

TRATMS

E

L

Troins operating in Autormatic Block Sipgnal
Districts governed by Telepnone Train Orier Sig-
nals may run with the current of traffiz, upon
signal indicatiorn, wnicn signal indice 1oL guper-
sedes Time-Table Superiorlty.

CROSSOVER ICVEMENTS

Wnen necessary to enter unon nalin traciis or
cross over from ono maln tracl- tec anothor, per-
mission will firet be chin 1hg1, excent in llarion
Yard and at KX crosscver and Cvrene Ave., Kont yvard.

This doecs not relieve enginemen end treinmen
from protecting the movenents ag ver Rule ©2.

[

The nmaximum autnori~cdé speed in the vicinity of the noin
of accldent is 35 miles oHer nour.
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Degecrintion of Accident

Engine 3314, headzd east, moved eastward on the lce-house
lead track and stopped snort of trhe clearance pecint at tne east
switcn about 11:47 a. m. Avcut 2 minutes later, after the
switcn nad »een lired for movement to the easstward main track, .
this engine proceeded eastward on tne turnout. Then the fire-
man saw ar east-bound train approaching closely, the engine
was stopped and an attemrt was made to back into clear. 2RBefore
this engine could be moved westward it was struck by Talrd 8,

Third 8, an east-bcund first-classec passenger train, con-
sisted of engine 33C2, four coacnes, two kltrnen curs, five
coacnes and ore tourist sleeping cer, ir the order named. All
cers were of steel constructicon. Thals train denarted freom
Lima, Ouio, 52 miles west of Mariorn, at 10:48 a. m., € nours
32 minutes late, pesased EN Tower, the Jast open office, 25.2
miles west of Maricn, at 11:22 5. r., 8 rourse &8 minutes late,
passed signal 717-2, wnich displayed nroceed-prepor2d-to-stop-
at-next-signal, ané wnile movine orn tne eesstrvard main track at
an estimated spsed of 20 niles per nour 1t struck engine 3314
at the fouling poinrt of tae turnout of the lead-track switch.

Engine 3314 was deralleé and stonped on 1ts lerft side,
parallel to tne turnout, witn its front end 43.5 feet west of
the switcn. Trne cab was demolisied, and the engine was otnor-
wise badly damaged. Tre left side of the engine cof Third 8 was
badly damaged. Nore of the cquipment of Third 8 was derailed.

Tne veatner was clcar at tne time of the accident, wnicn
occurrcd abcocut 11:49 a. m. /

Tne fireman of engine 37314 was killed. The engineer of
engine &314, and the enginser, the firemen and the front brake-
man of Tnird &8, were injured.

In tests after the ecccldent signal 717-2 functioncd
properly,

Discussion

The investigation disclosed tnat engine 3314 had proce=ded
eastward on tne ice-novse lcad track and stopped short of the
clearance point and the foulirg section of the automatic block-
signal circuits. Immediately aftervard the front brakeman ‘
proceeded Lo the switeir 2nd lined it for movement from the lead
track to tnc eastward mailn track. Tals enzine taen entered the
turnou?, end tne front crd was about 45 fect from tae switen
points vnen tne firemarn warned tne cengineer that Third 8 was
closely approacaing on thne castward main track. The engineer
immediately applied the brake, stopwed the engine and placed
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.tne reverse gear in position for backward movement. However,
the collision occurred before the engine could be moved back-
ward. The fireman wes killed in the accident.

As Tnird & was epproecuning the lead-track switcen the speed
was about 40 miles psr aour and botn enginemen vere malntaining
a lookout anead. No train order restricting the authority of
this train to proceed 2% mexirmum autnorized speed had been
issued. Signal 717-2 digplavod proceed-prepered-to~-stop-at-
next-signal, and tne engiremen called tie indication. Thne
enginesr made a brake-pipe raduction, and the speed was reduced
to about 30 mlles per nour as the ergine passcd tne signal,
then ne rcleased tne brakes. Waen the engine was about 1,000
fect west of tne point ¢f accident the enginemen of Tnird 8
observed that engine 3314 was on tine lesd track, but was stand-
ing into clear. Soon afterward, the engineesr ¢f Third 8 madle
a service brake-pipe refuction to rcéuce the svezd furtaer,
trnen placed thne brake valve in lap position. At that time Tne
fireman warned him that an engine was fouling the ecastward main
trackk and the engineer noved the brake velve te emergenc; posi-
tion. The speed was about 20 nlles vsr hour at the time of the
collisior. The brrkes of thie train had been tested and had
functioned properly en route. Tne members of thie train crew
were stationed in various g¢-rs througnout the trein and were
not aware of enytning dbeing wrcng w.til the acclident occurred.

Under the rules applicohle to yerd limits of this rall-
roed, treins and engines may uce the rain tracks, but must pro-
tect against first-class traine aftcr thcy are due To leave tne
last station in the ren» vrnere time is snovn. Timetsble spe-
clal instructions nrovide tnat within yord limits ot Merion
trains and engines may occuny tne .12in tracks or cross from one
maln track to anotner without permicesion. However, fleg pro-
tection must be provided in botn dircctiors a distence suffi-
clent to insure full protection agninst first-class trains.

Tne lecad-traci: switen inveclved, among others, is in the
cnharge of a switcatcender, who lines switches for the movements
of Trains and engincs ir thet viecinity under the directicn of
a yrrdmaster etetioned in an office about 625 fcet eest of the
lead-track switen. The swvitcntender nas no autnority to direct
any movement in this territory, and crews of engines moving in
this vicinity mey line the switches for intenced movements
wlthout consulting the switchternder. The engincer of engine
3314 said that when his enginge stopned 2t the clearsnce point
of the turnout, ne scunded four blasts on the engine whistle
to obtain autnority from tne switchtender for his cngine to
occupy tiae enstward main track. Then the front brakeman pro-
cecded to tne lead-treocik switch, lired 1t for movement to the
enslward main track, ani ~ave a hand signal for engine 3314 to
proceed eastwerd. The crgincer s21id he assumed that the front
brakeman had received a procsed signal from the switchtender
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and was relaylng this authority, tnerefore, the englneer oper-
ated nis éngine eastward on the turnout to trhe point of accil-
dent. The front brakemar. sald he lined the lead-track switch
for movement to the eastward main track after tne whistle slg-
nal was sounded, but hac received no hand signal from the
switchtender. He sald nhe did not relay any nand signal to the .
enginzer of engine 3314. The switchtender sald he was engaged
in nandling other switenes located a considerable distance

east of the lead-track switch and was not aware that the lead-
track switch was lined for movement to the castward main track
or that engine 3314 was fouling tue turnout until Third 8 was

a snort distance west of tihe point wiere the accldent occurred.
These employvees understocd Snat pretection was required against
overdue first-class trains, but thou. at Tnird 8 would not ar-
rive at the lead-tracl: switeh until the intended movement had
been completed. Tris gessumption was vased on informaticn re-
celved from tne train dispatchner by telepnone, about 2 hours
prior to the accident, trnat Third 8 wouvld not depart Trom Lima,
52 milcs west of lMarion, until 10:15 2. m. The engineer of
engine 3314 sald tnet by edding the average runnirng time of a
passenger train, neuleG by the same class of engine as englne
3502, to the leaving time of 10:15 a. m. at Lima, he tnought
sufficient time remained at Marion to complcte thne intended
movement on the castward mair. track ovefcre Toird 8 would arrive
at the lead-track switch. Eorever, since no train order re-
stricting the authnority of Third & to proceed aad been issued,
tnis trein was due, according to its sciedule, at 1J Zrossover,
3.07 mileg west of tre lead-tracx switen, at 3:10 a. m., eand
fileg protection was rcquired after this tinme.

Tne investic~tiown disclosed trat officiecls end employees
do not neve a common uncerstandin-. vrith regard tc requirements
for trains erd englnes crossing over nain tracks and occupying
them witnia the yard Zimits involved, and trzat prcoper sefeguards
are not provided for such novements, In this territory, all
treins moving witn the current of traffic on either the east-
ward or tho westwerd main track are authorizced to proceed in
accordance wita automatic signal indicetions, aad trains or
cengines may foul or occupy a mein track without receiving ner-
mission to do so. Under this metrnod of oreretion no train or
engine can occuny a mcin track sefely, unless full flsg protec-
tlon ig nrovided. Wnen o crossover movement is nede at a nard-
operated switcn, full protection must be »nrovided in botn
directions on ail maln tracks. The three employees on engine
¢&l4 were not sufficient in number to furnish full nrotection
in potn dircctions, nandle the switcines and opcrate the engine .
Supervisory officinls irdicated that the movement of engine 3314
snould hovc been made witn respect to the schedule time of No.
8 at the 1lrst place in tho rear where time is snown., Fowever,
No, 8 was due at the lact station ot 3:10 a. m. and Third 8 was
running about 8 hours 35 minutcs late on its schedule, but no
run-late order nrd boecn issued %o any train or erngine in that
territory. Nevertnelcss, betwecen 3:10 a. m. and the time of
tne accldent many other crossover movements were madc, without
flag protection, within the yard limits involvzd, on authority
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of orsl linc-ups recelved from the trein dispatcher by the
yardmaster in cnarge of tne yrré, tren orally given by tre
yardmaster to the crew of enrires irntending to moke croesover
movements., In this case, the last line-up given tne swilten-
tender indicated thnrt Third 8 would errive at lerion at 11:55
a. m. Under the rules, tnis line-up cf time was anplicable at
a point 3.C7 miles weet of Sie point of nccident, ond this
train would e due at liaricn as coon as it was due to pass UJ
Crossover. Actually, Third 8 arrived at the »Doint of accident
at 11:49 », m. It was disclosed tnat on numerous occasions
first-class trains have arrived witnin the yard limits at Marion
a considerable period ia cdvance »f tiie times estimated in oral
line-ups. Furthermore, all tne emnloyees questioned said tnat

main tracks neve veen occupied by engineec on oral autnority of
the yardmaster or by sigrals from the switcntender wilthout pro-
viding fieg protection, unless they knew positively tneat a
first-class train wes overdue. 1In instances waere an oral line
up indicated tnat a first-class train was running late on 1ts
scaedule, crossover novenents were made 1rithout flag protectiorn
unless tize line-up indicated that a first-class train was
closely approacning. In such instances, the crews of first-
class trains nad no iknowledge tnat suca informntion hed been
given to tne crews of otiher movements.

On the line wnere this accident occurred trains are cper-
ated by signal indication, and trair orders are not 1554nd to
apprise crews of otrer *rfino wnicn may e affected wnen a
train is lete on ite schecdule. IT correct information ie not
furrisnzd by meeans of tiic system of oral lins-ups in use, the
mAaln track moay be fouled, »s in thls case, wnen an overdue
train is closely aﬁproaCring. IT tre switch irvelved nad been
provided with electric switcern-locking the front brekemsn of
engine 3814 would have ween un~nla to onerate the lerd-track
switcn after Third S hrd entercd the circult, in which cese
tnere 1s no resson to volievs thnat the enginc would have fouled
the turnout o nd thet thic azecicdent woulld neve occurred.

It ig found thneat ¢
tne railrond %o provide
involved.

§ =ccideunt wns caused by Tailure of
dequate safoounards for the movements

Rcecommendation

It is recommended that thc Eric Railrood Corpary install
electric switcn-locking at main-track switcies on lines cn
wnica trains ~re operatad bv signal iﬁdication, cxcept at lo-

cetions wnoere autnorizs

g
ta

[ 2d sheed is not irn excess of 20 alles
per nour.

Dated at Wesnington, D, C., this fourteenth
day of Juvne, 1648.

By the Commission, Comimissioner Petterson.

W. P. BARTEL,
(SEAL) Secretary.
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