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INTERGTATE COMMERCE COJMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFEZTY IN RE IFVES-
TIGATION CF 4N ACCIDENT " HICH OCCURRED ON THE
D..YTON UNION R.IL'.Y AT D-YTON, OHIQ, O NOVEMBER
29, 1937.

Janusry 18, 1828,
To the Commission:

On November 29, 19237, a freight trein of the Cleveland,
Cincinnati, Chicago & S5t. Louis Railway derailed ond then
collided with a passenger trein of the same reilvay vhich
wes Paseing in the opposite direction on an adjoirning track,
the accident occurring on the tracks of the Dayson Union
Reilway, at Dayton, Unio, and resulting in the dcash of one
pessenger and the injury of tvo vasgegengers, four dining car
emnloyees and tro Pullran porters. This accident "vos 1nves—
tigated 1n conjunction with represcntatives ox the Crio
Corriresion of Public Utilities.

Location and rethod oI operation

The Dzyton Union Railway operates the Deyton Union
pecscenger stalion anc about 1.8 wmiles of double—track line
which extends eastvord and iestward fiom the station. The
trains of several reilrosds, including the Cleveland, Cin—
cinnatil, Chicogo & St. Lours Realway, hercinafter refeazed
to es the Big Four, zre operated over these main trocks by
auvthiority of interlocking siznals -nd hand siznals received
from switch tenders, regrrdless of lime-teble suocriority.
The gccident occurred at a point about 3,700 feet rest of
the station, within interlocking limits, at a point known
zg Miam1 City Junction. The poilat of derailmentv "5 et
the frog of a treiling-point e 1tch for esstbouna trains,
this switceh being the junction switch of the Big Four Reil-
wey '1th the Baltimore « Qhio Railroad, loczted just inside
the vestern linit of the tracks of the Dayton Unmioa Hoilway.
Approaching the svitch from the west on the Big Four Heilway
the track 1s trngent for wore than 2 miles, followed by a
corpound curve to tac right 1,325 feet in leangth, the cur-
veture of vhich varies frop 12 to 50, the switch 1avolved
19 located on this curve al a point 671 feet from 1ts weost-
ern ¢nd. The greove 18 0.14 per cenl ascending for cest—
bound trains.
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The tracks are laid with 100 and 105-pound rzils, 3&
feet in length, r1th 30 %1cs to the rril-length, ties-plated
end double-soiked on curves, and ballested with grevel. In
the vicinity of the switch the roadbed 18 poorly drained,
the ties at tne herl of tne fro. displayed evidancce ¢f churn-
ing, and 1mmedictely west of  tne froo there were i1rregular—
1t1es 1n cross levels. A superelevation of 13 inches 1g
meinteined upon the greater part of the compound curve.
£t the timc of the accident the guard rzil opvosice the frog
Was not in place, having becn Tenovea 2 short time »revious—
ly with the i1ntention of installing a new one. Trainsg are
limited to a speed of 15 miles per hour on the trecks of
the Dayton Union Reailway.

The weather wes clear at the time of the accident,
vnich occurred at about 8.45 5..u.

Description

Eastbound Big Four freight train extra 335 coasisted

of 82 cers and a ceboose, hauled by engine 335, aad ies 1n
cherge of Ccnductor MheKittrick ond Engine-an Dilloa.
Wbhile passing throuzh the switeh leading {o the treces of

the Dayton Union Reilway, moving at a speed estiaated to
Peve been between 10 ana 15 miles per hour, the enzinc-
truck wheels derziled to the left at the frop of the treil-
1ng—point switch, and on reaching the facing—point s 1lch of
the c¢rossover, 35 feet eastwerd, thoge wnrels were diverted
ferther to the left toward the westbound main track and the
left cylinder of engine 326 c.rc 1n contact with the left
front corner of the seventh cor of westoound passcnser train
No. 1B, which was passing 1n the opporite direction.on that
track. ‘

%estbound Big Four passeager train No., 15 consisted of
one club car, five sleepiag cers, one dining car, oad three
elecping cars, 1n the order nared, all of gteel coastiuction,
Leuled by cngine 6498, and was 1n cherge of Conductor Kene
and Engineusen Monesasith. This train departed frou Deyton
Uricn Station ot 8.%2 a. m., seven innutes lato, and shortly
citervards, while passinz the ciossover at a speed estinated
to heve been between 12 and 13 miles per hour, thc seventh
cer 1n the trein was struck by the derailed engine of extra
326,

As a result of the collision the seventh car in the
Passenger train, which was the dining cur, was derciled and
1%t then srerved away from engine 238, allowing the engine to
collide with the left front corner of the following sleeping
cer. Both of these cors were overturned, couing to Trest on
their right sices, north of and parzllel with the westbound
main track. The left froant corner of the dining crci was
crushed in and badly dam:ged, while the corner of the follow-
ing sleeping ceor was demolished. Enrine 226 was (1lso over-—
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turned, coming to Tect on 1ts Tight side dragonally ocToss
both main tracks, about 300 feet ezst of the point of de-
reil ent, while the tender wes 1manedictely behind the engine,
leening to the right; the first four cecrs in the freight
troin were a2lso der.iled.

Surrmary of evidence.

Engineman Dillon, of extra 356, stated thot at Foshing—
ton Street, located about 200 fect west of the frog of the
sv1itch, the enzine elipped brdly, ot v~hich time the roeed
wes zbout 12 or 15 wmiles per hour, but the first kno -ledge
he had of anything wrong wzs hen the engine c2b hcd reached
¢ roint aftervards gsceztzsined to have been about 26 feed
east of or beyond the frog. At this poant he hesrd a noigse
end on looking out he noticed that the trailer truck was de-—
rciled and he i1mmediately applied the air brakes 1n erergency
and at about the same time the rear end of the en_iae cwerved
toward the right, and he then felt the head end of the
erngine strike trzin No. 15, vhich was passing on the ad)a-
cent track. Enginenan Dillon sard thet when he noiiced
that the trailer truck was derarled he d1d not look forward
to see whether any of the other wheels were derailec, he
did not think, howcver, that the diivin: wheels wcre dcrall—
ed at that time Engincman Dillon seird that on previous
trips he had noticed that the track was Tough at thc frog
ana that 1t caused the engine to lurch to one giue. The
statements of Fircran Wright practically corroboraicd those
of Engineman Dillon., Conrductor McKittrick, Eead Brekoman
Frenklin end Flagman Proctor were 11ding 1n the cabocse and
were unavere of anything vrong prior to the accident, their
eslimates as to the spced at the time of the accident ranged
from 10 to 13 milec per hour.

None of the mombers of the crew of traxn No. 10 was
awere of anything wrong orior lo thc accident. Their esti-—
sates as to the speed of their train at the time of the
accident ranged from 12 to 18 miles per hour.

Track Supervi~or Martin, of the Big Four Rail-ey,steted
that he i1nspected the track at the point of accident about
81X cdayes prior to 1ts oc¢currence. He had been riding in a
train which pasced this point, noticed thet the track wes
iough, and went back to examine 1t. He fouad Lhat the
eastbound track of the Big Four Railway i1mmediately west
cf the frog of the gwitch was not uascfe but that 11 dd
need attention, the condition of the bellest being muddy,
having churned to such an extent that 1t was =gorlt unoer
the ties. Track Supcrvisor MNarlin said ho 1anfoirmed Section
Foreman kurray, of the Deyton Union Reilway, thet tnere
were several places at the c¢xtrene western end of thet
railway that necded attention ac soon as the scction forteman
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could get around to 1t, £nd one of the places he 2rd i1n mind
og the place nere the accident afterserds occurred, al-—
though he did not mcation that point specificilly hen talk-
ing " tth the track foremen, he did however call particular
attention to a point near the bridge. Track Supervisor Martin
di1d not consider these places to be sufficiently bad to Tre-—
rulre emergency attention, or to require that speed restric-
tions be placed 1n effect. With reference to the misgsing
guard rail, Track Supervisor Martin sa1d that he did not
sanction 1ts removal, znd that while he never permitted a
train to move over a rigid frog with the guard rail removed,
treiling the point of the frog, he had allowed treins to pass
over spring froge by spiking the spring and then having the
trains move at a szfe speed. Mr. dartin sa1d he weould con-
sider 1t safe, 1f treins were held down to a low rete of
speed, to permit a traziling-point movement witnout & zuard
ra1l 1n order to save delay end congestion of tra ;flC, and
that he considered 15 miles per hour, the speed pemuitied 1n
this territory, a safe ratc of specd under such circunstances.
It also appeared from the stetements of Track SuperviserT
Nartin that measurements taken during the afternocon of the day
of the accident showed thet the superelevetion at the point
of the frog was 1% inches, et tac heel of the fro3 1% vas 1t
inches and at a point 4q feot west of the heel of “the frog

1t was ,+ 1nch. The gauge at the point of the froz wes 4

feet 8% inches, while at the heel of the frog 1t wes 4 feet

9 5/8 1nches. hr. Martin considered that the track wes not
1n good surfece or alinement and thst under these conditions
thc absence of the guard rail might possibly have had some-
thing to do with the occurrence of thc accident, sut in his
opinion, had the tracgk been in good condition, the abscnce

of the guard rai1l would not have made eny difference.

Section Foreman lMurray, of the Davton Union Eeilwey,
stated that after ascertaiming that trains would not be oper-
cted against the current of traffic he had his wcn remeve the
guerd rez1l, with the intention of i1nstalling a nev jucrd
reil. He felt that 1t wags absolutely sefe to cocrate trains
with the current of treffic without having the surrd rsil in
place, and said that this had pecn done heretofore o number
of times without accident. About 8 or 10 days vrior to the
dey of the accident his attention was called to track condi-
tions by Track Supervisor wartin, of the Big Four Rcilway,
but Foreman Murray thought that Supervisor Martiin referred to
conditions at Miami River bridge. Foreman Murc~y i1aepccted
the track at the point of accident the day prior fto 1ts occur—
rence, he notrced a low plece 1a the track just wect of the
frog, although he dic not conegider 1t dangerous, ancd ne £1so
noticed that the drainaze was not particulsrly Zood -"acd that
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therewere 1ndications of churning. It also appearcd from his
stetements thst he had noticed vertical deflection under traf-
fic within a few days previous to the accident, at a pcint
Just west of the frog. At the time the accident occurred
Section Foreman Muirsy wee standing on the north side cf the
westbound track opposite the frog of the switch and could not
see whet happened when the engine of the freight trein reached
the frog, since the passenger traein was passing between the
frog end the point where he was standinp, he dic, however,
hear the freight ensine slipping badly.

Section Laborer Lekovits, of the Dayton Union Railway,
was standing near the frog, east of 1t and on the south side
of the eastbound main track, at the time of the accicent,and
he said he saw the en_ine—truck wheel climb the throat of the
frog and dezail to the left.

General Superintendent White, of the Big Four Railway,
stated that while a facing—-point movement against the voint
of a frog, when not protected by a zuard rail, was considered
dengerous and almost 1mposzible to make successfully, yvet 1t
wes different with a treiling-point movement, which was con-
sidered safe, and he said that hc had not only seen such move-
ments made successfully but had personally directed trhem a
greet many tiwmes Fe thoucht that the absence of the guard
re1l contributed to the occurrence of the accideat ¢acd that
when coupled with the curvature 1t probably was the cause of
the accident.

The firgt incication of derairlment was a flance merk on
a nut of the east bolt of an angle bar on the north sice of
the north ra1l, 7 fect 1 inch east of the point of frog,
flenge marks then apoeared upon tie plates and ties, close to
and on the left gices of the rails up to the facing—-point
gvitch of the crossover, where the marks followed the cross-—
over rails to the left to the fouling point of the westtound
mein htrack.

Careful inspection of ensine 336 1n regard so lateral,
flanges, gauge of wheels, wedges, ecualizers, driving springs,
hangers, saddles, etc., failed to disclose any defect thet
would rave caused or contributed to the accident.

Conclusions
This accident 1s believed to have been caused Ly poorly

meintained track, coupied with the absence of a puaard rail at
the frog of a trailing-poiat switch.
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The statements of the track supervisor and also of the
engineman of extra 26, bared upon their experience i1n riding
over this portion of the track, i1ndicated that the track was
in such bad condition as bto be noticeable, 1n fact, 11t ceoused
the track supeivisor to g0 back on Toot, make an examination
of the conditions, and call them to the attention of the sec-
tion foreman. These coaditions consisted of side geuge and
1zregular surface, and vhen coupled vith the fect that the
ballast was 1n poor condition they appear to be adecuate to
account for the derailuwent at the frog of the vony-truck
wheels of engine 326. These ahecls were derailed to the left
end followed the rsils closely until the svitch points were
reached, where the left whecl crossed over the left reil of
the eastbound main track, both derailed wheels then continu-
1ng on the left sides of their respective rails until they
cncountered the facing-voint ssitch of the crossover leeding
to the westbound track. At this poant the engine " ceg civerted
to the left, folloved the crossover rails, and collided with
the si1de of train No. 15, vhich was pascing on the -estbound
tiack. Not only 1e 1t probable that the accident ould not
have occurred had the trock been properly maintainsd,
but 1t 18 even more probable that the accident sould hezve been
srevented had the zuard rail bteen in place, properly spaced
from the stock rail.

The employees i1involied were expcrienced men, and at the
time of the accident none of them had been on duty in viola—
tion of any of the provirions of the hours of servicc law.

Regpectiully submitted,
. P. BORLAND,

Drrector.



