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INTERSTATE COLIZACE CCIZTISSION

REPOLT OF THE DIRECTOR CF THE BUREAU OF SAFETY IN RE
INVESTIGATICH CF AN ACCIDE.T wHICH QCCURRED ON
THZ TRAJSK3 CF TFE CEFTRAL TNION DEPOT AND RAILVAY
COIPANY AT CINCIIUNATI, OHIO, O AUGUST 28, 1837.

October 20, 1937.

Tc the Cornmission:

On August 38, 1837, there was a rear-end collision be-
tween a pesseaper train of tne Baltirore & Ohio Railroad and
a. transfer tra:n of the Cleveland, Cincinnat:i, Chicago & 8t.
Louis HRailway on vhe tracks of the Central Union Devnot and
Rai1lway Cormany at Cizncinrati, Ohio, which resulted in the
death ol two erployees and the injury of seven passengers
aad one elployee

Location and method of operation

The Central Union Depot and Railway Company onerates
the Unicn Station, used by the trains of eight divisions of
five differ:nt railweys, and also opeéerates a double-track
main line extendinz westvard from the station to Harriet
Otreet, a distasce of 1.5 niles. Thiz ssction of track 18
used »7 passenser treins of the Baltiuore & Ohio and Louis~
ville & WMashville Railrozds, rnd of the Southern, Chesapeake
& Qhio snd Clevelaund, Cincinnat:i, Chicage & St. Louis Rail-
wa;s8, while that portion of zt lying botween Wood Street and
Harrici Street, a disvance of avout 3,000 fect, 13 also used
2y froisht traras of the COleveland, Cincinnati, Chicago & 8%.
Louis «wa1lway, nereinafter called the Big Four, and also by
the Loiieville & Lasghvills Railroad and the Chesapeake & Qhio
rallvay, the nain tracs of the last-naned railway Joinwing the
Ceatral Union Depot tracke at a »oint irmediately east of
Wood Street. There 1s no tlock-sicnal systenn in use between
Wood ond Herriet 8troevs, nor are trein orders uscd, rove-
weats being handled eatirely by switcl tenders. In the case
or noverients with the current of traffic the signals given
by swidch tenders werely indicale that the switches in ques-
tron are properly lined up for the xmoverent to he made,
while 1n the case of ; ovenents ajainst the current of traffic
the switon tenderc first .iake tae necessary arrangenents be-
t.een themgelves hefore autoorizing such riover.eats to be iade.

Beginning at Wood Sireet aad proceedins westward the
trecks of the Central Uniocn Dewot aad Railway Corpany extend
to the right on a co.pound curve 6468 feet in lenvth, the cur-
vature varying from 8° 04' to 139 36'. This curve ends 1n
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the vicinity of Fiftn Street and 1s followed by 335 feet of
tangent, a 3° 50! curve to the richt which 1s 108 feet in
length end then a compound curve to the left 1,187 feet in
length with a maxiruam curvature of 10° 10'. The accicent
occurred on the lgst-mentioned curve at a woint 180 feetd

from ite leaving end, where the curvature 1s at 1ts maximum,
Beginning Jjust west of Fifth 8trect aand extendinc beyond the
roint of accident the two main tracks, tozether —ith a parsl-
lel passing track located o. the inside of the curve, extend
throazh a cut agbout 15 feet in depth hounded by stone retain-
ing valls. These walls together with the curvature of the
track result in the range ol wvision of ergine crcws being
very materially restricted.

The weather was cloudy at the time of the accident,
hich occurred at 9.41 p. m.

Cescription

The Big Four traasfer trsin consiated of 38 cars ard a
caboose, hauled by engine 8531, a.ud was 1n charze of Conduc—
tor Koester and Enginewan lurray. This train moved frou the
Louisville & Nashville yards in Zentucky across the Qhio
diver to Cincinnati, a distance of about 6 miles, #nd arrived
at Wood $treet at ©.35 p. m. The switch tender authorized
the train to proceed and 1t entered upon the Central Union
Depot westbound track, proceeded to Harriet Street sad at
that poiat was delayed by ancther transfer train which was
os>8tructing the crossover switches. While at this point Big
Four yard engine 7372 was coupled to the rear of the cahoose
for the purpose of asgictise the train, this enrine being in
charge of Switch Foreman Jever and Enginemon MoAdews. After
being delayed at Harrilet Street for a period estinated to
have neen from two to four minutes, the Biz Four transfer
“rain started throuzh the crossover switches for the purpose
of proceeding on the westbound main track of the Big Four
Railway, but after moving ahead a distance of about 900 feet
1t was brought to a stop to avoid a collision with a yard
engine moving agsainst the current of traffic, thic yard en-
sine having been sent down on that track for the purpose of
couplineg to the head end of the Bic Four transfer. At about
the time the transfer train was brou~ht to a stovp 1ts rear
end was struck by Baltimore & Qhio train No. 38,

Baltimore & Qhio passen~er train Ne. 36 coasisted of tvo
baggage cars, two coaches ard two Pullmnan sleeping cars, all
of steel construction, hguled by engine 5151, =nd was 1n
charge of Conductor Holler snd Enginemen Skelly. Tt departed
from Union Station at %.35 p. m., on time, was delsyed two
minutes =t Fifth Btrget, and then procecded and collided with
the yard engine on the rear of the Big Four tranefer while
traveling at a speed of 8 or 9 miles per hour
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Big Four yard engine 7378 was derailed and came to rest
leaning to the right against the stone retaining wall, while
the caboose of the transfer train was derailed and damaged to
some extent. The front end of Baltimore & Ohio engine 5151
was slightly damaged and the forward pair of engine truck
wheels was derailed. The employees killed were the engineman
and flagman of yard engine 7379.

Surmary of evidence

At the time the Big Four transfer entered on the Ceniral
Union Depot tracks 1t was supposed that 1t would be able to
make the moverment to the Big Four tracks without resulting in
any delay to train No. 36. Aes previously stated, however, 1%
was delayed at Harriet Street and then had to make a second
stop on account of the switch engine moving agoinst the cur-
rent of traffic. At the time this second ston was made the
conductor and one of the brakemen of the Big Four transfer
were riding on the engine and the statements of these employ-
eeg, as well as the statements of the engineman and fireman,
were to the effect thet their train had come to a stop when
they felt the slack run in from the rear end of the train.

The employees on the rear of the transfer train consist-
ed of Flagman Hackett of the transfer crew, Conductor Wever,
Brakeman Gray and Flagman Sperling of the crew working with
yard engine 7379, together with the engineman and fireman of
that engine. Agcording to the statements of the first four
eriployees nentioned, engine 7379 was coupled to the rear of
the transfer train when 1t stopped at Harriet Street and af-
ter starting from that point 1t had procceded but a short
distance before the speed was reduced and the train was still
moving ahead when 1t was struck by train No. 38. The state-
ments of these four employees did not agree as to who was
r1ding on the inside of the caboose and who was on the
caboose platform, and there were also other discrepancies 1n
their statements, but in effect they stated that when the
ppeed was reduced both Conductor Wever and Brakeman Gray
spoke to Flggman Sperling about protecting the rear end of
the train; that Flagman Sperling got off with a white lan-
tern, obtained a red lantern which was hanging on the front
end of engine 7379 and that he then disappeared fron view
around the rear end of the tender of that engine. At about
this tine a Louisville & Nashville freight transfer was rnov-
ing eastward on the adjoining main track, on the inside of
the curve. Apparently Conductor Wever got off shortly behind
Flagman Sperling and saw the reflection of a headlight on the
stone retaining wall on the outside of the curve, which he
gald he thought might have come from the headlight on the
rear of engine 7379. 1In either event, however, 1% was only
a few seconds after he got off the caboose before he saw
train No. 356 three or four car-lenzths distant, traveling at
a speed he estimated to have been from 35 to 30 miles per
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hour. Ho called a warning to Flagran Hackett of the trens-
fer crew and to Brokeran Gray of the crew of engine 7379 but
they did not hove an opportunity of getting off before the
accirdent occurred. The boly of Flagren Sperling was after-
vards found between the tender of engine 7379 and the stone
retaining wall on the outside c¢f the curve and apparently no
rnenber of the crew of the traansier train or of the crew of
engine 7379 was able to explain how he care to be in that po-
sition at the time of the sccident. The statenents of these
erployees indicated that 1t was not the practice to flag when
passing through this territory unless a train came to a stop,
yet they insisted that in this particular case the flagman
started back to protect the train while 1t was still roving
ahead at a reduced rate of speed.

Fireman Warren, of vard engine 7379, said his attention
was first attracted to the approach of train No. 36 by Lear-
ing the exhaust of the engine and on looking back he saw 1ts
headlizht, apparently frou 30 to 60 feet distant, the train
was travelinz at a speed which he estimated to have been
frouw 18 to 25 wmiles per hour, judging the speed by thne sound
of the cxhaust. He was not able to give any definite infor-
mation concerning the efforts of Flagman Sperling to protect
the rear of the traan.

Enginewan Skelly, of Baltimore & Qhice train No. 38,
said tnat shortly befors reaching the point of accident a
cul/of cars pmassed him on the zastbound main track snd tnat
sorie ome on the engine hendling that cut of cars gave his
firenan a "steady' sizneal. This fareman, 4 W. Liddell, was
leaning out of tlhe cab vindow at the time and said sonething
to Encineman Skelly which he di1d not understand and conse-
quently he asked the firenan to repeat his words. The fire-
ran then turned to him, held out his nand indicating a
"steady! signgl and then rcaid "stcady, stop." Engineman
Skelly said he at once applied the air brakes in emergency
and that 1t was at about this time that the accident oc-
curred, He had not seen anything of a flagman between Wood
Street and the point of sccident, neither did he see the
preceding train until the accident occurred, h:is range of
vislion being limited to ~ distance he estimated to have been
fron 15 to 35 fect.

Fireman Liddell sa:d that when the "steady" signal was
civen to him he could not see cver the tops of the care be-
ing handled by the engine on the eastbound track, which was
the Louisville & Nashville freight transfer, but shortly af-
terwards he saw yard cngine 7379 standing at a voint about
50 feet distant ard he at once called to Engine~nan Skelly to
stop. Fireran Liddell said he then observed a flagman coning
arounc the rear of the tender of the yard engine violently
svinging red and white lawnterns, after whichk this flagman ran
between the teadcr of the yard engine and the stone retaining
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wall., Fireman Liddell estimated the speed of his train at
the tie of the accident te have been about B mileg per hour
and he further stated that uunder the coaditions existing at
the time, with emoke in the cut from the Big Four and Louig-
ville & Fashville engines, he was unable %o sce more than 50
feet beyond his own engine; he glso claimed that the head~ .
light on the rear of the yard engine was not burning.

The statements of the conductor, baggageman, and flag-
man of train No. 36 brought out no sdditional facts of im-
portance. The conductor thought that the speed at the time
of the accident was not over 7 or 8 miles per hour, vhile
the baggagemen and flagman estimated 1t to have been between
5 and 10 miles per hour.

Ifachinist Smith, of the Baltimore & Ohio Railroad,
stated that the tape of the speed recorder of engine S1S51
showed that the speed was about 9 miles per hour when the
accident occurred.

Engineman Vaughn, of the Louisville & Nashville Fail-
road, was i1n charge of the engire handling the cut of cars
which passed on the eastbound trsck. He said his engine was
being operated backing up, wnich brought him on the side ad-
Jacent to the Big Four *transfer train, and he saw that train
standing with a yard erzine coupled to 1ts rear end and two
or three men on thne platform of the cabooee. He also saw
the glare of an approaching headlight on the rails in the
rear of the yard engine, loocked vack to see if the Big Four
transfer train had started to move, noticed thet there was
no flagman protecting the train and that there was no lipht
displayed other than the neadlighv on itre rear of engine
7379, 1t was then that he called « warning t¢ the firemen of
train Nc. 36, at which time that train was within 80 o1 90
feet of the Big Four trensfer train. Fe tncught train No.
36 was moving at a speed of 8 or © milesg per hour and did not
consider that this was an excessive rate of speed. ’

Superintendent Johknson, of the Central Union Depot and
Raillway Company, stated that the local operating officials
cf the various terant lines are supplied with copiea of the
Central Union Depot and Railway Cowvany's time-table, which
are presumed to have been distributed to the employees con-
cerned, and he said he had always endeavored to have rules 7
and 9 of the time-table strictly enforced. Rulec 7 reguires
all movements to be made prepared to stop at any noint oe-
tween tne station and B.& 0. Junction, or Harriet 3treet,
within which terriftory thie aczcident ogourred, while rulc ©
provides that no trzin or engine shall be allowed to stand
on the main track unless fully protected. Engineman Skelly
of the Baltimore & Chio railroad said he had never been ex-
amined on the Central Ualon Depot rules, although he was fam-
1liar with the conditions in this particular locality; Fire-
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man Liddell said he had never heen examined on the rules of
the Central Union Depot Company and did not have a copy of
them, which was also the cape with the conducler of train

No. 38,

A test was made subsequent to the accident under condi-
tions similar to those existing at the time of 1ts occur-
rence, with a freight train occupying the eastbound main
track representing the Louisvillec & Nashville freight trans-

- fer which wae passing when the accident occurred, and with a

vard engine similsr to engine 7379 standing at the point oc-
cupied by the last-mentioned engine. A passenger englne sin-
1lar to Baltimore & Ohio engine 5151 was then moved westward
on the westbound track and it was found that the headlight

on the rear of the yard engine could not be observed by the
fireman of the passenger engine until the engines were only
178 feet digtant from each other, and at this distance it
could not be determined on which track the yard engine was
standing; the tender of the yard engine was only faintly vis-
ible at a distance of 135 feet. Observations made from the
position sald by Fireman liddell to have been occupied by him
when he first saw the rear end of engine 7379, reduced these
distances to 124 feet and 94 feot, regpectively; the range of
vision of the engineman was 15 feet.

Conclusions

This accident was caused by the failure of the crew of
Big Four yard engine 7379 properly to protect thelr train and
by failure of Engineman Skelly of Baltimore & Ohio train No.
36 to comply with the rule requiring him to operate prepared
to stop at any point withia this particular territory.

The two main tracks in the deep cut in which this acci-
dent occurred carry a heavy volume of pasgenger and freight
traffic from five different railroads; Lhe only signals gov-
erning thesmovements are those given by awitch tenders and
they indicate only that the switches are properly lined for
the movement intended to be made, 1t being required that all
movements be made under full control with no superiority of
trains cither by class or by direction, The result 1s that
this 1s essentially a slow-speed territory. The rules govern-
ing this territory which are involved in this accident are
Tules 7, 9, and 21. Rules 7 and 9 have been mentioned previ-
ously; they relate to the operaticn of trains undisr control
and to flag protection, while rulu 81 reauircs tuat a flagmen
be on the rear end of each train in readiness to protect 1t.

The mbers of the crew of yard engine 7379 szcid their
train hau not stopped when the accident ccourred and esti-
mated the speed of train No., 38 to have been as high as 30
miles per hour. The best evidence, however, indicates that
the Big Four transfer train had been brought to & stop and
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that the speed of the folleawing train was avproxinately that
which wag 1adicated w7 the speed recorder on the engine,
vhich was 9 miles per hour. Acserding to the statenents of
the crew of the yard engine, none of tunem was ridiug on the
rear of the tender as 18 plainly conterplated Ty the oTrovi-
sions of rule 21, and the result was tnat vhen the transier
train was brougnt to a stop nuch valuable ftime was lost Dy
the flagran 1in ozfaining tis red and white lanterns and 1n
zeing back to a point Mere he would be visible to the en-
rine crew of the approachins train, anl as a consequence the
requirenents of flagging rule No. 2 were not strictly ob-
served. Conductor Wever was 1n pocition to supervise the
nrotection afforded the transfer train and s as ruch respon-
sible for the occurrence of the accident as was the flagran.

The roverient of the Louilsville & Nashville freight
transfer on the eastbound track interfered very materially
with the view of the fireman of train No. 36 end resulted in
hig failure to see toe rear end of yard engine 7379 until
to0 late to avert the accident. Under tre rules, novever,
all trains regardless of class or direction ere required to
be prazpered to stop =t any point ana 21t 1s obvicus that this
requirer.ent was not being fully complied wvith by Engineman
Skelly, although on the other hand 1t 1s clear that the speec
of nis train was net nearly as high as was ostirated by sore
of the Big Four ermlogees. The speed shown on tne speed-
recorder tape of engine 5151 was 9@ miles per hour but even
this rate of speed wos too high to enable the fireman to dis-
cover the train ahead, give warning to the engineman and thern
to perriit the enginenan to brinzy the train to » stop in tine
to avoid an accident.

Attention 18 called %o the fact that the transfer train
hauled by engine 8531 was =llowed to cnter on the Central
Union Depot tracks at Wood Street at 9.35 p. m., only three
wwnutes before train No. 36 vwas due at that point, at the
time 1t was assuned that the wovewent could te made without
delay to train No. 36, but good judgment should have reguired
this transfer novement to be rade after troin No. 36 had
passed.,

Rule 7 of the Central Urion Depot time-trble, previously
menticned, reguires all trains to move prepared to ston at
any point. Under this same btimes-taole, however, trains are
scheduled to move between the station and Harriet Street,
within whicen territory this sccident occurred, et a speed of
14 w1les per hour. The circumstances gsurroundin: the occur-
rence cf tnis accident nake 1t obvigus that 1t 1s 1mpossible
for trains to be opernted L1n accordance with the schedule
and at the same tiwe opserve the requirerments of rule 7 The
schedule of trains should oe B0 arranzed as to enzble thear
crews to coilply with the rule under which they are operating
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Under the arrangements in effect the local operating
officials of the tenant lines are furnished with copies of
the Central Union Depot time-tables, the latter conpany
leaving to the officials of tlhe teaant lines the question
of seeing that their employees are properly instructed on
the time~table. I% did not appear that there was any defi-
nite and certain arrangemnent as to the number of time-tables
to be furnished and Terrminal Superintendent Meyers, of the
Baltimore & Ohio Railroad, said that sbout 15 time-tables
were received by his office and that they were not distrib-
uted to the crews. The crew of trein No. 35 had not been
examined on the rules contained i3n the Central Union Depot
time-table and in answer to & guestion on this point Mr.
Meyers stated that in higs experience of nine years as ter-
minal superintendent it had not been the practice to examine
the employees on these rules. Engineman S8kelly had been
operating out of the Cincinneti terminal for rany years and
was thoroughly familiar with the conditions, and 1t did not
appear that the fact he had not heen examined on thesdrules
had any bearing on the ogcurrence of the accident. Such a
situation, hewever, should not exist on any railroad, and
the necegsary remedial meapures should be taken at once.

The various employees involved were experienced men,
and at the time of the accident none of them had been on

duty in violation of any of the provisions of the hours of
gervice law.

Respectfully submitted,
W. P. BORLAND,

PDirector.



