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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BURCAU OF SAFETY IN RE INVES-
TIGATION OF AN ACCIDENT WHICH OCCURRED ON THE CLEVE-
LAND, CINOINNATI, CHICAGO & ST. LOUIS RAILWAY AT
GRANTS, OHIO, JUNE 18, 1935,

September 21, 1935,
o~
To the Commission:

On June 18, 1925, there was a derailment of a
passenger train on the Gleveland, Cincinnati, Chicaro &
St. Louis Rallway at Grants, Ohio, resulting in the death
of 1 passenger and 1 other person, and the injury of 79
passengers and 2 employees.

Location and method of operation.

This ancident occurred on the Sandusky Divisien,
extending from Sandusky, 0., to Springfield, 0., a distance
of 130.7 miles, time-table directions being east and west;]
in the vicinity of the point of accident this 1s a single-
track line oVver which trains are operated by time-table,
trgjn orders, and a manual block-signal system. Grants 18
a station 62.1 mrles west of Sandusky. At this point there
are two passing tracks on the south side of the main track;
the westbound passing track 18 5,002 feet in length; the
switch stand of the east switch is located on the north side
of the main tra 50 feet west of the west switch of the
castbound psa ng track. The main track and westbound
passing track arec spaced 16 feet center to center: tha frog
is No. 10, while the turnout 1s 200 feet i1n length, and the
south rail hae an elevation of 1% inches from frog to moint
of tangent, The turnout was tie-plated and double-gplked.
The main track and the turnout are la:d with 90-pound roails,
33 feet in length, with 30 oak and beech ties per rail-
length, the ballast being gravel 12 or more inches in depth,
The turnout and east end of the passing track are located
partly upon a 5-foot cinder fill, The sidang from point of
tangent 1s laxd with 80-pound rails, 33 feet in length, with
18 or 30 oak, beech and pine ties per rail-length, singlo-
gpiked and ballagted with cinders about 12 inches in depth.
Speed through thé turnout was restricted to 12 miles per
hour. The ewitch stand at the east end ¢of the westbound
passing track is located & feet 10 inches from the geuge
gide of the north rail, and the top of banner 18 9 feet 7
inches above the base of the rail; the banner measures 3
feet across and 1 foot in depth, a white banner being dis-
played when ths switch 1s set for the main track and red
when set for the passing track. A esmall building used as
telegraph office is located on the north side of the track
12 feet B inches from the north rail and 22 feet east of
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the switch; the westbound train-order signal i1s located 285
feet ecast of the switch; near 21ts tase *“he signal pole is

7 inches in diameter and 1t 1s 6 feet 10 inches distant from
the north rail, Approaching from the east the position of
the switch banner could be distinguisned for a distance of
3,840 feet from *he roght side of an enpine cac, Tha track
1s tangent for several miles in each direction, and the grade
1s slightly descerncing westward., The maximum speed limit 1s
70 miles per hour.

At the time of this accident new rail was being
laid in the main track betwveen the swvitches of the west—
bound passing track and traffic was being diverted through
the passing track.

The accident occurred at 4.44 p.m., at which time
the weather wasg clear.

Dascriptzon.

Westbound paesenger train No. 3 consisted of on-
gine 6477, one corbination bacrage car and smoker, two
coachas, one dining car, and two parlor cars, in thc order
narzd, all cars being of steel construction; this trazn,
vith Conductor Gainer and Sngineman Fritz in charege, was en
route from Toledo to Cincinnati, and was received upon the
Sandusky Division at Ber7ick at 4,05 p. m., 15 rminutes
late, 1t departed from Forest, the last open telepraph
office, 6.9 miles east of Grants, at 4.35 p.m., 16 rinutes
late, approesched Grants at a spred estimated to have begn
between 60 and 70 miles per hour, entered the westbound
passing track at an estimated speed of 40 or 45 miles per
hour, and was derailed at the west ené of the turnout about
a00 feet west of the switch.

The engine came to a stop in an uprlght position
with 1ts pilot 571 feet west of the switch, the eneine
truck and first pailr of driving wheels remaining on the
rails, the other driving wheels =nd the trailzr-truck
wheels standing on the ties to the south of the passing—

track rails. The tender and first car were turned ogver
on their left s:ides on an embankment on the south side of
the tracx. The $wo coaches and the front truck of the din-

ing car were derairled, the twWwo coacnes coming to a stop

in a position leaning toward the south. The north r-al
remalned in place; from the point of tangent for a distance
of 331 feet the south rail was torn from the ties, Aand 1t
mwas broken 2303 feet west oF the initial point of derailment;
Tour rails passed throush the cistern of the tender, indi-
cating that the tender taraed on 1ts side et least 130 faet
from the point where 1t stopped. The ties were bunched
under the tender and forward truck of first car, and 16
rails were destroved.
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Qumnary of evidence.

EngFinerman Fritz stated that he did not know she
weastbound passing trac. at Grants was being used as main
track; he had received thrze train orders but all of them
related to other matters. Approaching Grants his train
was running at the rate of 85 or 70 miles an hour; vhen he
reached a road crossing about 1,300 feet east of the nast
switch of the westbound passing track he saw the operator
core out ol the telegraph office and fleg him and at about
the same tire saw that the switch was set for the pasalng
track; he i1rmedintely applied the brakes in emergency, and
he thought the speed had been reduced to 40 or 45 miles per
hour when his train entered the passing track. He thought
that the coaches were derailed first and pulled the tender
off, as he said that he felt two hard jerks, looked back
and saw the cars turn over, and at that time the engine
was running evenly, He said the air brakes on his train
were operatince properly on this trip and took hold nronerly
when he made the ewereency application just before the
accident occurred. He esaid the train-order signal mole
and the tclerraph office obstructed to some extent the
view of the switch target, and 1t was difficult to dis-
tinguish the position of the switchstand before reaching
the road crossing.

Firerman Thode stated that he read the orders
but there was nothine in then about the westbound passing
track at Grants being used as main track. FHe thourht the
switch could be seen a little better from his side of the
cab than from the engsineman's, but as the train apoproached
Grants he was wettinge down the coal and was rnot looking
ahead. He had no kno—ledge of anything wrong until the
engineman applied the trakes in emergency. He estimated
vhe speed at that time at €5 or 70 miles per hour, =nc At
40 or 45 miles per hour at the *ime 1t entered the siding.

Conductor Gainel and other members of the train
crew aleo stated that they had no knowlcdge that the west—
bound passing track at Grants was being used as main *rack,
and had no knowledge of anything wrons prior to the emer—
gency application of the brakes which was made just as the
train was passing the road crossing cast of Grants. They
cstirnated the gpe~d at that time te have been about €0
rniles per hour, and from 30 to 45 miles per hour when the
train entered the passing track.
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Foreman Murray was 1n charge of an extra gang of
atout 60 men whicn was laying rail near the point of acci-
dent. He stated that at about 1.30 p. m. on the dats of the
accirdent he called the operator at Grants by telephone and
asked him to obtain permigsion from the dispatcher to use
the main track until 5.30; after a period of about three
minutes the operagtor told him that 1t was "O.K. until 5.30",
He asked the op~rator to open the east switch, opened the
west switch hingelf, and then told the section foreman that
the passing track was main track and that they could go
ahead laying rail. He stated that was the usual practice
for handling work of this kind; he did not have flagman
out as he understood from the operator's statement to him
that the situation was protected by train order, and this
understanding was confirmed by the fact that prior to the
arrival of frain No. 3 two freirght trains passed through
the passing track.

Supervisor Lea.e, of the maintenance of way
departnent, stated that when raxl 1s bsine lard between
switches and the passing track 1s being used as main track,
1t 1s the practice not to protect by flag. There were no
rules or instructlons spacifically covering this situation,
tut he considered that wnen the passing track was designated
as main track by train order the section of main track be-
tween switches was taken out of service. He was famliar
with and approved of +the arrangement made for protecting
this track work; prior to the accident he came out of the
westbound passing “rack on a motor car and at that time
the switch was set for the passing track; he was satisfied
that the situation was properly taken care of although he
had not seen the order which had been 1ssued by the dispatch-
er.

Operator Beem, at Grants, stated that shortly
after 1.30 p.n., Extra Gang Foreman Murray called him and
eald he wanted to work between switches and asked to have
the digpatcher use the westbound paszing track as main track,
He communicated with the dispatcher and after the nec~ssary
train order nad been 1ssued he told the extra gang foreman
that the arrangement requested had been made and that he
would open the east switch. He said a copy of the order
was addressed to him for his information, that he listened
to the other operators repeat the order and that thers was
nothing unusual about 1t. Durine the forenaon of the same
day a similar order had been 1ssued but later annulled as
the foremen advised they would not begin laying rail between
switches until 1.30 p. m. 3Several trains passed through the
passing track between tL. time the order was i1ssucd and the
arrival of train No. 3. When he was relieved by the 8scond
trick operator he called particular attention to this order
and there was some conversation about 1t and ths possibility
that an angineman might foreet 1t.
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Second Trick Operator Case, at Grants, stated that
as a result of this conversation he decided to carry a flag
when he went out 4o look over westbound trains, and he did
8o as train 1o, 3 approached. As the train was approaching
at high speed and the engineman nad not shut off stecam he
gave stop signals with his flag which were acknowWledge by
the engineman. As the train entcred the passing track the
cars began to turn over but the engine seemed to stay on the
rails.

Digpatcher Clark, on duty from 7 a.m. to 3 p. I'.,
stated that when he came on duty he had a no*te from the
retiring dispatcher stating that at about noon the wastbound
passing track at Grants vould bte used as main track, and at
11.01 a. m. he 1ssued train order No. 55, form 12, addressed
to all trains west at Carey, all freight trains east at Gest
Yard and all passenger trains east at Ballefontaine depot,
this order reading as follows:

"Westward siding at Grants will be used as
main track from 12.01 p.m. until 11.59 p. m. Thursday,
June 18th,"

Later h= learned “7gt Foreman Murray of the extra gang was
not prepared to have the wegtbound passing track used as
rmain track until about 1,30 v. m., and he therefore annulled
train order No. 53. At about 1.30 p. m. the operator ab
Grants adviged they were then readv to begin laying rail
between ewitches and he issued order lo. 74, form 19, that
"westward siding Grants will be used as main track from 1.35
p. m. until 5.30 p. m. Yhursday, June 18th." Hc stated he
addressed this order the same as order No. 55 except thal by
mirstake he addressed 1t to "freights west", instead of "all
trains west!, at Carey. The only explanation cf this error
which he could offer was that the order was addresscd to
"Freights east at Gest" and he must have inadvertently usad
the same wording, '"Freights west" instead of "all trains
west," at Carey, He astated that in i1ssulng an order of
this character 1%t was customary to address 1t to freight
trains and passenger traing instead of to firsit, sccond and
third class and extra trainse as classified in the book of
rules and timetable., Dispatcher Clark stated he understood
the extra gang foreman hnad flagmen out in both directions
while the track was beiag torn up, although he had no direct
knowledge to that effect and he did not inquire of the
operator.

Second Trick Dispatcher Pagsman stated that order
¥o. 74 was 1ncluded in the tronsfer when he came on duty and
Dispatcher Clark also informed him that the westbound wassing
track at Grants was being used as main track, but that he
had no occas:ion to go back and check up the order, and he
did not learn that the order was not properly addressed, and
therefore not delivered to train No. 3, until after the
accident.
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Chief Dispatcher Haley stated that he heard
Dispatcher CLl2rk issue order Wo. 55 at 11.01 a. m., but
nothing was sard - uJdt 1% as 17 was 1n accordance with the
practice which ha: hecn followsed to give up main tracks
for sectionmen to 1.y stcel and he considered the arrange-
rnent tu be orope.. Ee did aou know the first order had
been annulled and anotaer order issued; he had not locked
over the train-order book that day.

Conclusioneg

This accident was caused by an error of Dispatcher
Clark 1n adiressing a train order, as the result of which
the order was not receirved by the trawn involved and 1%
enlered an open passins—track switch at excessive speed.
A contributing cause was the Tailure of Engineman Fritz
nropstiy to observe the switch targe<d. and to reduce the
speed of thig train to the prescribed rate before entering
the paesing track,

Farlure of Dispatcher Clark properly to address
this order was 2 blunde~ “or which there 1s no excuse, and
upon him rests the prirmary responsibility for this a001dent.

The order involved an thie accident avplicd to all
trains and because of local operating cond:itions 1t was
necessary to i1sBue this order at three different points;
had this order been addressed to all traing, instgad of
designating the kinde of trains which would receive 1% at
the several diflferent points, the error which caused %this
accident would not have been made. Under the rules trains
are designated as rarular or extra, and the time-table
rrescribes differens classes of regular trains; had theso
designations been used in addressing the order, instead of
paseenger and freignt, the error would probably have Leen
avoilded.

The inveestigation disclosed that the east 8witch

of the westbound passineg track could be seen from the cnrb

of a westbound traln for a distance of 2,640 feet, but
Enmineman Fritz did not notice that <She switch was opril until
about the time he was flageged by the operator and when only
about 1,300 feet from the switch, Had Engineman Fritz

aantained a proper loockout when approaching Grants he would
have obtserved that the switch was oOpen 1n time to have re—
duced speed suficiently to avert this accident.

The accaident occurred 1 hour and 44 minutes aftser
Second-tTick Dispatcher Passman came on duty; had he rmade a
caraful check of the train orders transferred to him by the
first track dispatcher he might have discovered the »rror in
the address of train order HNo. 74 1n time to prevent tha

accident. -
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Had an automatic block-signal system been i1n use
on this line this accident probably would not have gccourred;
an adeguate automatic train control device would have pre-
vented 1t.

Dispatcher Clark was emvloyed as an operator in
1213 and promoted to dispatcher Aupust 1€, 19323; he had had
about 4 monthse' experience as relief dispatcher, working one
or two nights a week, Enprineman Fritz was employed as “ire-—
man in 1892 and promoted to engineman in 1901, His record
contains the following entries:

15-14-23. Failed to observe rules in suwitch light
tests Belle Center,

5-8.-24, Reprimanded acct. viclation in efficiency
test Belle Center May 28th, Tr. 23, switch
lights out. Passed over switchesg 60 miles
per hr,

ll'one of the ermployees involved in this accident

was on duty contrary to the provisions of the hours of
gervice law.

Respectfully submitted,
W. P. BORLAND,

Director,



