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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILW:f 
AT CLEVELAND, OHIO, ON OCTOBER 17, 1930. 

November 24, 19??. 

To the Commission; 

On October 17, 1930, there was a head-end collision 
between a first-class train and a shuttle service tram on 
the Cleveland, Cincinnati, Chicago and St. Louis Rail; y 
at Cleveland, Ohio, which resulted m the death of th ee 
employees and the injury of four employees. This investi­
gation was made in conjunction with a representative of the 
Public Utilities Commission of Ohio. 

Location and method of operation 

This accident occurred on the Cleveland Terminal 
District, which extends between BE block station, 12.19 
miles west of the Cleveland Union Terminal, and BR block 
station, 12.88 miles east of tne terminal. Eastbound Big 
Four passenger trains, en route to the terminal, stop at 
Lmndale, 6.53 miles east of BE block station, at which 
point the engine and Cleveland baggage cars are cut off 
and operated as a scheduled first-class train to the old 
depot, moving via Clark Avenue and DK block stations, which 
points are 2.43 miles apart. It was mitnin t m s latter 
territory that the accident occurred, where tnere are two 
tracks m operation, one known as track 4, signalled +or 
movements in each direction and operated as single track, 
and the other known as the switching lead, which is opera­
ted under yard rules with no block-signal system m u.e. 
Trains entering this lead at either end do so by sigro.1 
indication, reporting by telephone to the operator at 
Clark Avenue when they clear the lead at intermediate 
points. The accident occurred on the lead, at a poi-it 
about half way between DK and Clark Avenue block stations. 
Aporoachmg the point of accident from the west, the track 
is tangent for a distance of approximately 1,330 fee J, 
followed by a 3° curve to the right 223 feet m lengin, the 
accident occurring on the curve at a point about 50 f°et 
from its eastern end, approaching from the east, the track 
is tangent for a distance of 889 feet, followed by the 
curve on which tne accident occurred. The grade is 0.717 
per cent descending for eastbound trains. 
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The weather was misty at the time of,the actjident,, ^ 
which occurred about 1.55 a.m. :-Jt 

Description * 
* i 
i. 

Eastbound train LF-118 consisted of one baggage >3ar, £ 
hauled by engine 6517, and was in charge of Sngiaaman v«£ 
Henehan and Fireman Sheffield. This train departed trim 
Linndale, 2.47 miles west of Clark Avenue, at 1.48 a.m., , 
three minutes late, passed Clark Avenue, where it was • 
diverted from track 4 to the switching lead, at 1,53 a.m., ? 

and collided with tTain 3H-3 while traveling at a speed 
variously estimated by the members of the crew to have 
been from 8 to 35 miles per hour. 

Westbound shuttle trpin 3H-3 consisted of two bag­
gage cars, hauled by engine 6441, and was in charge of 
Conductor Dixon and Engineman McCarthy, This train depart­
ed from Front Street, 1.07 miles east of DK block station, 
at 1.50 a.m., passed DK block station at 1.53 a.m., and 
collided with train LF-118 while traveling at a speed 
estimated to have been between 10 and 25 mileB per hoirr. 

Both engines were partially derailed, the head end 
of engine 6517 being partially mounted on engine 6441. Two 
of the cars received slight damage, but none of the caTS 
was derailed. The employees killed were the conductor, 
fireman and brakeman of t r a m SH-3, while those injured 
were the engmeman of tram SH-3 and the engmeman, fitenajv 
and flagman of t r a m LF-118. 

Summary of Evidence 

Engineman Henehan, of train LF-118, stated that at 
Clark Avenue his t r a m was diverted to the switching lead, , 
but he cou^d not state positively whether .or not he stop­
ped at Clark Avenue. He was operating hie train at a 
speed of 10 or 12 miles per hour until the fireman called i 
his attention to an engine w o r k m g j n an adjoining yard 
and he^educed the speed, but had resumed a speed of about 1 

8 or 10 miles per hour on rounding the curve on which 'the ^ 
accident Occurred. He saw the headlight of an approaching f 

train, bî j; thought it was on the other track and made no 
attempt io apply the air brakes before tha collision occur-' 
red. He fetated that the headlight on hi,s own engine was f. 
dimmed^ but the headlight on train SH-4 Was burning brightly! 

Fireman Sheffield, of train LF-118, stated that j 
approaching Burton Street, approximately 1 mile east of 
Olark Avende, he saw an approaching engine and told the , 
engmeman. io slow down. The engmeman released the brakeq 
however, efter seeing that this engine was on the lead 
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track of the .yard, and the fireman thought they were 
traveling at a speed of about 15 miles per hour when he saw 
the headlight of an engine on the curve, the collision occur­
ring almost immediately. The headlight on his own engine 
was dim. 

Flagman Harnett, of train LF-118, stated that he was 
n d m g m the vestibule on the rear end of the baggage car, 
and he estimated the speed of their t r a m at the time of the 
accident to have been between 3b and 35 miles per hour. 

Engineman McCarthy, of tram SH-3, stated that he was 
operating his t r a m at a speed of 13 or 15 miles per hour 
when he saw t r a m LF-118 approaching. He made a service 
application of the air brake? as he did not know on which 
track the opposing tram was moving, and also dimmed his 
headlight. When he saw the exposing headlight dimmed, at 
about the time he dimmed his own headlight, he realized that 
they both were on the same track and at once applied the 
brakes m emergency, but it was too late to have any effect. 

Flagman Dee, of t r a m SH-3, who was riding m the rear 
vestibule of the last car, estimated the speed of their 
tram to have been 10 or 15 miles per hour at the time of the 
acciden c. 

Yardmaster Mahoney stated that he mas in the vicinity 
of the point of accident at the time of its occurrence, and 
that tram SH-3 passed him just before the collision occur­
red, working steam and moving at a speed ne estimated to 
have been about 20 or 25 miles per hour 

yard Conductor Methena, who was working m the yprd" 
at the time of the accident, stated that he saw both trains 
approaching, both headlights were burning brightly and t r a m 
SH-3 was traveling at a saeed of about 20 or 25 'files per 
hour, but he vias unable to estimate the speed of train LH-
118. After the collision, he examined the engines and found 
the brakes set on engine S44L, of t r a m SH-3, and the throttle 
partly open, while on engine 6517, of t r a m LH-118, the brake-
valve handle was m lap position and the throttle closed. 

Operator Mishkowich, on duty at DK block station, 
stated that he called the operator at Clark Avenue, told him 
shuttle t r a m SH-3 had departed from Front Street, and asked 
for permission for this train to use the switcnmg lead. The 
operator told him it would be all right, that tram LH-118 
had departed from Lmndale and that he mould have thane t r a m 
use track 4. After tram SH-3 had passed DK block station, 
the operator at Clark Avenue called him and said that t r a m 
LH-118 was using the lead track. Operator Mishkowich stated 
that he did not ask for permission from the disuatcher to 
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Use the switching lead, that he knew of no rule or order 
requiring such permission, that it had been the practice 
for the operators »t Clark Avenue and DK block stations 
to handle the movements between those stations, and that 
the only time the dispatcher was consulted was when there 
was a puller out of the yard for Linndale or points west. 

Operator Stephen, on duty at Clark Avenue block 
station, stated that he gave Operator Mishkowich permission 
for train SH-3 to use the lead tr^ck He then saw t r a m 
LF-118 approaching and cnanged the arrangement, he claimed 
he called Operator Mishkowich and told him that t r a m LF-
118 was going to use the switching lead, but admitted he 
did not receive an acknowledgement to this chamge, although 
he knew that it was necessary He said he called DK block 
station again and told the operator that t r a m LF-118 was 
on tne switching lead, at which time the other operator said 
the shuttle t r a m was also on the lead His reason for 
changing the arrangement W-^B that there mps no approach 
indication on tne switching lead, and when there is a tram 
out of DK block station, the stock yard engme can not 
switch if it has a long pull, and for that reason he wanted 
to keep the lead track cle ^ and m so doing it would also 
make it more convenient for nimself It was nis understand­
ing that the movements over track 4 and the switching Lead 
were to be handled between the operator at DK and himself, * 
and he did not understand that it was necessary for him to 
get permission from the dis^atcner to use tnese tracks, 
although he did state that he consulted the dispatcher m 
case of puller engines He had been an operator since 
May 30, 1929, and had been working at Clark Avenue only 
six days 

Dispatcher Smith stated that the operator at DK 
block station reported train SH-3 as entering the switching 
lead at 1 53 a m , but he had to ask the operator at 
Clark Avenue for a report on train LF-118, this being given 
him at 1.53 a.m., neither operator having asked him for per­
mission to use this track He stated that track 4 was a 
m a m track for movements of trams in both directions, and 
that the switching lead vas a track used for switching 
trains in and out of the yard, and is under the supervision 
of the dispatcher through the operator at Clark Avenue. 
He had been instructed to use the sir itching lead only for 
switenmg trains, except when the lead track was d e a l and 
track 4 was blocked, and while the operators are instructed 
to get permission from the dispatcher before using these 
tracks, he was aware that they always did not do it, he had 
not taken up the matter with his suoeriors, however, as 
the movements had always been made all right m the past. 
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Conclusions 

This accident was csused by the action of Operator 
Stephen, at Clark Avenue block station, m diverting t r a m 
L F - H 8 to the switching lead after giving the operator at 
DK block station permission for tram SH-3 to use that 
track 

Operator Stephen stated that after making arrange­
ments with the operator at DK block station for t r a m SH-3 
to use the switching lead, and tram LF-118 to use track 4, 
he changed the arrangement a^d told the DK operator that 
t r a m LF-118 would use the leed track. Later, after t r a m 
LF-118 had passed Cl^rk Avenue, he called the operator at 
DK block station and told -m that tram LF-118 was using 
the lead track, and was/fold that t r a m SH-3 was already 
on tne lead It is apparent that Operator Stephen became 
confused m the arrangements he made with the operator at 
DK block station as to which tracks these trams were to 
use. 

Dispatcher Smith said the instructions are that 
operators get permission from the dispatcher before allowing 
movements to be made between Clark Avenue and DK block 
stations, yet he knew that the operators were arranging 
movements between themselves without first consulting with 
him, and it also appeared that he had never taken up the 
matter Aith his superiors because the movements, had always 
been made safely m the past. So far as tne two operators 
were concerned, it is clear that neither of them was ac­
quainted with any requirement that they obtain the dis­
patcher 1 s permission before authorizing movements of the 
kind here involved Not only did Dispatcher Smith fail to 
show the proper interest in having movements handled m 
accordance with the instructions he said he had received, 
but the lack of a uniform understanding between dispatcher 
and operators as to what they were required to do is 
difficult of explanation, ?nd is a situation for which there 
is no excuse. Steps to remedy this matter should be taken 
at once. 

There is a question wnether each t r a m was not 
traveling gt p higner rate of speed t h a n contemplated by the 
rules governing yard mover ^ts, and it is believed that if 
these enginemen had been operating their trams with proper 
caution, especially around the curve where the view was ob­
structed to some extent, the results would not have been so 
disastrous. 

A H of the employees involved m this accident were 
experienced men, with the exception of Operator Stephen 
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who had had one and one-half years' experience as an 
operator, and. six days' experience at Clark Avenue 
tuock station None of them had been on duty m 
violation of any of the provisions of the hours of 
service law. 

Respectfully submitted, 

W. P. BORLAND 

Director. 


