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T I C N O F TrTE T R A C K S O F T H E T O L E D O i F R x l m A L R A I L R O A D A N D 
I P S T O I E D O & I N D I A N A R A I L R O A D A T V U L C A N , O H I O , O N J U L Y 
i2, 19^?. 

August 30, 1927. 
To c>e Oo^visston; 

On Jul} 1°, 1937, there was a s.ae collision DO Green 
a switching transfer of J->u ToUdo, Angola & >-Vag;ern Railway 
ana an i^icrururn oar of tie Toledo L In/i_ana Railroad at 
the : ntersoctxOxi of xhe tracks of the Toledo Terminal Rail­
road cold tn° Toledo £• Indiana Railroao, at Valoen, Ohio, 
which re s a It pd in u i e death of ^hrea pa^s^ger^ and the 
mjurv of nine nassengero. Tn_s accicent vas irveiLigated 
in conjunction TTitn rcprd^cntacives cf tiu Fjolic Ucilities 
Commission of Ohio. 

Location an^ method of opera-_on 
This accident occurred at the intersection cf the 

Toledo & m o i m ^ Railroad a n d ' t i u knom as the Toledo, 
ilngole & Western RailY/ay lead tr?ek. The Told o « Indiana 
Railroad extends b ^ ieen Bryan, Ohio, s-oV 5c miss west 
of Toledo, and FecK'T^n, wnich m locked n-ar n.e cicy 
limits of Toledo, It is a single brack f^icc;nc line over 
which trains ar? oo'^ated "by i i i e-taijb a.n tram orders, 
no mock signal sysc m "being in use; pas<3 3n;jer cars are 
operated oy one-^an crews. Trains a-̂ e oa^-iated from Peck-
ha i mto Toledo for a diotaice of 4 i^les over the tracks 
of che Community Traction Cornea-v% The Toledo, Angola &. 
Western R^iliiay extends between Silica ana Yulc-jr, Cnio, a 
distance of 8 miles, Vulcan c m .3 n l e - r ^ z t Oi PeoKham, 
thio is a nnglo track line o/e_ wnich trams are operated 
for freight service only anc1 a:e hO/;rned by yard rulee.no 
time-oPble, tram orders or bioch signals jerng m use. 
The eastern end cf tne Toledo, Angola & Astern Railway 
track is located 3 feet 7 inches north of the north rail 
of tne Toleao &. Indiana Railicad zraz/:, fro;: vnich point 
trains are operated over tne leac track o fi.ed by the Toledo 
Terminal Railroad. 

In thic vicinity the Toledo 8- Indiana traiic is adjacent 
and parallel to Dorr Straot. Approaching the point of 
accident from che ea^t the Toledo & Indiana triok is tangent 
for a Distance oi 1,303 feet., "u^lo^ed oy ^ re/3ise curve 
to the north 381 feet m length frcm "Lien point the tract 
is cmgent to the cros&mg, a dmteiee cf about 200 feet, 
and for a consideraoie distance jcyond. T n e hi~w northward 
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I S unobscured fcr a distance of about 250 feet from the 
crossing. Vpproaching fiom the .vest on the line of the 
Toledo, Angola & Western Raimay che tmck is tangent for 
a distance of 1,909 feet followed by a 3° curve to the 
right 235.e feet m length, tnen tangent for a distance of 
280 feet, and a 15° 40' curve to the rights the accident 
occurring on this curve approximately 400 feet from the 
receiving end. The view of the crossing from trains 
approaching from tne east is materially restricted on account 
of buildings and structures located on the inside of the 
last-rrentioned carve. Tre graae of both lines is prac­
tically level. 

Trains are required by State law fo come to a stop 
withm a distance of bet. een 20C ana 800 feet of all rail­
road crossings at grade which are not protected by some 
irechanical device. Tnere is no mechanical protective de­
vice nor are tnere gry step si bns near the crossing on 
wnich the accident occurred. Movements of tisuns over the 
crossing, however, usually are protected by a flagman 
stationed at Vulcan. 

The weather was clear at the time of the accident, 
wmch occurred at about 3.40 p. m. 

Description. 
Festbound passenger tram No, 23 of the Toledo & 

Indiana Railroad consisted of motor No. 135, of wooden 
construction with steel underf ramie, and ,vas m charge of 
Motorman-Conductor Strohlem. This car left Toledo, 4.3 
miles east of Vulcan, at 5.15 p.m.., on time, and after 
receiving a clearance card at Vulcan stopped near che 
Toledo Terminal crossing at 3.40 p.m., then proceeded across 
the m a m track of tnat line, and while crossing the Toledo, 
Angola & Western lead track it wa.s ccxuck by a cut of cars 
being handled by Toledo, Angola and ^esuern engine 100, 
while traveling at a speed estimated to nave been becween 
10 and 15 miles per hour. 

The switching transfer of the Toledo, Angola and West­
ern Railwuy consisted of 9 câ rs and a caoocse oemg shoved 
southward by engine 100, neaded northward, and vas m 
charge of Conductor Doherxy and Engmerran Pollock. These 
cars were bemg interchanged to the Toledo Terminal Rail­
road and at the time of the accident were moving at a speed 
estimated by the crew m change at fiom 5 to 9 miles per 
hour. 

Motor No. 125 was derailed to tue south and came to 
resc. on its left side comoletely demolished. T.,e forward 
truck of tho loading car m the cut of freight cars ^as de­
railed, this car coming to rest ^itn its forward and about 
35 feet south of the crossing. This car was sligntly 
damageo; none of the other equipment was derailed or damaged. 
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Summary of evidence. 

Motorman-Conductor Strohlem, of train No. 23, stated 
that as his car approached the Toledo Terminal crossing he 
stepped his oar at a telephone cole located about 115 feet 
east o f the crossing for the purpose of communicating with 
che dispatcher. He received a clearance from the dis­
patcher at 3.39 p.m., and then proceeded and again stopped 
his car about 12 feet east of the crossing, got off and 
walked to the first track, the Toledo Terminal mam track, 
looked to the north and dad not se^ an v trains, but upon 
looking southward he ouserved an engine about one rule dis­
tant. He also locked to the north and south on the TA&W 
track which was then clear within his range of vision but 
on account of the buildings west of the curve north o f the 
crossing he could net cee entirely around it to the straight 
track. He then returned to his car, crossed over the 
Toledo Terminal track, and started across the TA&W lead 
track. He said he did not observe tne approaching cut of 
cars on the TA&W track at any time, from the time his car 
started he v;as continuously looking aheaa, nis attention 
being attracted by train No. 2-1 approaching from the oppo­
site direction rrhich was about to enter Johnson's siding, 
about one-eighth mile west o f the crossing, and he ranted 
to rraKO certain that he would not collide with that car. 
He said that jusj prior to the accident he did not hear an 
engine ffhnde or a bell ring, die, not see a man with a 
red flag neai the track, noi a group of men working on the 
TA&W track just south of the cropping, nor did he see any­
one running towa^ae m s car motioning him to stop, he said 
he heard a passenger scream just about the time tne colli­
sion occurred. The vestibule of his car had three win­
dows in front, a door on the right side with windows in 
both 'upper and lowor sectj ons of it, as wel~i as a window 
on the left side of :he vestibule. The front center T rmdo \7 
was open about 3 inches from the bottor, while che left sido 
window was open about a foot. The time-table meeting 
pom; for trams Nos, 23 and 24 :s at Vulcan siding located 
just east of the Toledo Terminal croscmg, but Motorman 
Sfrohlein said that it had been customary for the past six 
reeks to meet tram No. 24 at Johnson's siding although 
he ,/as familiar ^"ith the rule r^ouirmg all trains to meet 
at time-table meeting ponas unless otherwise oraered oj 
the dispatcher. He gave as his reason for continuing beyond 
the scheduled meeting point the fact that both sidings are 
locate t /ri thin the vard limits at Vulcan, and a& he observed 
tram No. 24 entering Johnson's aiding at che tm-e he re­
ceived tne clearance order he saw no reason for not proceed­
ing to tnat point as had been the custom heretofore; he 
stated, however, that during foggy weatner he remained at 
Vulcm until tram No. 24 arrived.Mo cormanStrohlein stated 
that during a period of six ;reek& preceding the date of the 
accident nt, had gone over theso crossings only once v i thout 
flag protection, m d while he had received no instructions 
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a<3 to what he snould do under such circumstances he thought 
he vas doing \ hat »p& expected of him as it was m accord 
with h m street c m experience. He said he had never report 
ed that he nad had to flag over a crossing. 

Conductor Doner ty, of the TA&w switch crew, stated that 
upon arrival of hie tram at Vulcan thme was ccnsideraole 
s etching to be performed. tfhile this v.ork was in progress 
he v.,as mgaged in creckirg car numbers, but about 10 or 15 
minutes prior to the accident he proceeded to the Dorr 
Street crcssmg over tne TA&W lead track at a point aoout 50 
feet south of tne T&I track fur tht; purpose of flagging high 
way traffic, he borrowed a rod flag from the section fore-
m m who vas working neqr tnat point. He said it ./as not 
customary for members of his cier' to protect movements of 
his tram over tne T&I crossing but that occasionally some 
member would warn a T&I motorman that a TA&W train vas 
about to use the crossing. Shortly before the occurrence 
of the accident he heard a crossing whistle signal blown 
by the engine of his train a:io aoout the same time he obser­
ved the leading car approachmg around the curve; at which 
tire it was at cut 5C0 fect from tho crossing. The T&I 
cai had been standing near the Toledo Terrmil crossing, 
but snor"t"iy apter he saw his own train approaching he 
noticed the T&I car moving towards the crossing, he did not 
see the motorman of tnat car vhiU it .vas standing. He 
immediately ^tarced running towards the irteruroan car, at 
the same time yelling to ths rotorran ana also waiving his 
red fla.b. Ho noticed Ins bra ken on, who was riding tho 
deeding car of" nis tram, also violently wav/rg scop signals 
with a red flag, b^t the notorran of the T&I car failed to 
heed the warnings of either, the car increasing sneed as it 
came upon tne crossing. Conductor Doherty estmatea the 
speed of his tram at the time cf the accident from 6 to 8 
miles Dor hour while the mteiuroan car was moving 12 or 15 
miles per hour. He did not notice his tram stop at any 
time as it approached the crossing end was not aware of any 
T-ule m effect requiring trains to come to a stop before 
crossing the tracks of arother railroad at grade. After tne 
accident he tested the air crakes on his tram and found the 
a n cut through and the brakes working properly. 

Brakemur Van Glahn, of the TA&F crer, stated that after 
performing some s''iteming at Vulcan the engine was coupled 
to the cut of cars to be delivered to che Toledo Terminal 
Railroad. He had teen standing some distance from tnese 
car 0, but as the leading car pasoea him he boarded it,oefore 
doing io he testoa tne air ana found it coupled up, he then 
stationed himself cn this car N 3 A R its icrward end, Then 
his tram had reamed a, point aoout 3 or 9 car-lengths 
from tne crossing he noticed the T&I car standing list east 



of the crossing but did not see anybody near it. When 
the car he vas riding reached a point about 50 feet from 
the crossing the T&I car started and realizing a collision 
was imminent he immeoiately gave stop signals with his 
flag, yelled to the motorman of the T8I car and chen start­
ed towards the rear of the car for his 0T/n safety. He 
said the air brakes were applied just about the time the 
collision occurred at which time his tram was moving at a 
speed of from 7 to 9 miles per hour. Brakeman Van Glahn 
did not recall hearing the engine whistle sounded while 
approaching the crossing but neard the bell ringing, He 
said from the point where the engine was coupled to the 
cars, about one mile west, of the crossing, no stop was 
made until after the accident, further stating that it was 
not the practice to stop before passing over the T&I 
track as there were no instructions m effect requiring a 
stop for this crossing-. 

Brakeman Beck, of the TA&TY crew, stated that after 
the engine was coupled to the cars preparatory to proceed­
ing to the Toledo Terminal yard he cut m the air and then 
clIntel to the roof of the caboose next to the engine for 
the purpose of transmitting signals to the engineman. At 
the time the leading car had reached a oomt about 4 or 5 
car-lengths from the crossing he received a "comeback" 
signal which he relayed to the engineman. Then the lead­
ing car reached a point about 1 or 3 car-lengths from the 
crossing he received a stop signal from the brakeman on 
that car which he immediately transmitted to the engineman, 
he thought the tram continued for a distance of about a 
car-length before it came to a stop. He said that he heard 
the regular crossing whistle signal sounded as the tram 
was rounding the curve, also, that it was not the custom 
to stop before passing over the T&I track but that occa­
sionally a stop was made on account of traffic on that line. 

Engineman Pollock, of the TA&1!f crew, stated that after 
coupling to the cars the air was coupled, as indicated by 
the air gauge, and the tram started. Upon reaching a 
point about 25 car-lengths from the crossing he sounded a 
crossing whistle signal and as his tram entered on the 
curve he reduced speed to some extent, tnen received a back­
up signal from the trainman located on the caooose; he was 
unable to see the trainman on the leading car. A few 
seconds later he received a stop signal, at which time he 
estimated the speed at S or 7 miles per hour, he immediately 
applied the brakes m emergency and said the tram moved an 
additional distance of only 1 or 1-j car-lengths after the 
brajkes were applied. He said no stops were made from the 
time the cars were picked up until after the accident and 
that he had no instructions to come to a stop before cross­
ing the T&I track, his understanding being that trains 
should approach this crossing very cautiously. 
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The statements of Fireman Huber, of the TA&W crew, 

brought out no additional facts of importance. 
Section Foreman Geiser, stated tnat he was working 

on the TA&W lead track bet.ve'en the highway and the T&I 
trgck on the day of the accident and shortly before its 
occurrence Conductor Donerty asked him for his red flag 
which he handed to the conductor who stationed himself 
at the intersection of the highway and the TA&W lead 
track. At about the same time Foreman Geiser said he 
heard a crossing whistle signal ana upon looking up saw a 
tram approaching on the TA&W track about 300 feet north 
of tho crossing. He also noticed at this tine the T&I 
car standing near the crossing but did not see tne conduc­
tor of that car. He continued with his work but a £hort 
time later he heard the conductor yell and as he looked 
around he saw tho T&I c?„r aoout to pass over the crossing 
and the leading cai of the TA&W tram only a^out one-half 
car-length from that point. The conductor started towards 
the T&I car waving his flag while the brakeman riding the 
leading car m the TA&W tram was also saving a red flag. 

Agent-Watchman Rail&ag, stationed at Vulcan, stated 
that m addition to the station wo-rk he is required to 
protect the crossings of tne T^&W lead track, the Toledo 
•Lermmal and the Hew York Central Railroads, the latter 
two crossings being located 37 feet and 705 feet, re­
spectively, east of the TA&W crossing. He first observed 
tram No. 23 standing east of the New York Central crossing; 
he then lined the derail for the movement of the T&I car 
over that crossing, remaining at the New York Central cross­
ing while the car proceeded to Vulcan station and came to a 
stop. He did not see the motoS^Peave the caT at that point, 
on account of the curve m the T&I track between these 
points, hie first knowledge of an accident was fhen he heard 
the crash. He said there were derails or tho T&I track 
provided for the protection of irovements over the TT and T^&W 
crossings, but they were not m serviceaole condition and it 
was his duty to protect such movements by flag. Flagman 
Railing gave as his reason for remaining at the New York 
Central crossing that trains Nos. 23 and 24 are supposed to 
meet just east of the Toledo Terminal crossing, that his 
period of duty ends at 3.40 p.m., and the ilagman who re­
lieves him always has come on the latter train and protects 
the movement of these trains over the crossings; m case he 
did not arrive at that point m tim^, Flagman Railing said 
it was his duty tc provide protection. This arrangement 
had been the practice for trains Nos. 33 and 24 onlv, 
all other movements being protected according to instruc­
tions . 
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Flagnail Jolley, who was to rel±eve Flagman Railing 

at Vulcan, stated that on the date of this accident he 
rode on tram No, 2<± to Johnson's 3icmg, a short distance 
west of Vulcan station, and ooened the switcn co enable 
that tram to take siding for tram No. 23. He said that 
wnen trams Nos. 33 and 34 met at Vulcan siding it was his 
practice first to protect the eastbound movement over the 
TA&11- and TT crossings and then to protect the westward 
movement of tidin No. 23 over t^e san*3 c^orsmgs the other 
flagman would protect the mcvenent of both trains over the 
NYC crossing; however, if these frame ii3t at Johnson's 
siding, it was the du+y of the otner flagman to protect 
the movement of tram Nc. 23 over al] three crossings. 
He said he had heard that the err operators sometimes 
flagged their own trains over these crossings if no flag­
man was there, but ne had never seen it done. 

Dispatcher Brcm, who i(es on duty at the tine of tne 
accident, stated that Vulcan sidme is the time-table 
reetmg point for trimfe Nos. 23 and 24, but that as 
Johnson's siding is also within the yard limits at Vulcan 
he thought the cre^s of these trams, due to there oemg 
no superiority of trains oy direction m effect, could 
operate under yard limit rules and pasr at either of these 
sidings if they so desired. He said mat during foggy 
reetner these trams " r

0ul^ pass at tie scheduled meeting 
point providing they could not gee in touch vith the dis­
patcher, but at other cimes if tram No. 24 tnd not arrived 
at Johnson's siding tr r ,m No. 33 ould proceed to that 
point, it Dimg possible to see opposing trains between 
these points. 

Conclusions. 
This accident was caused primarily by the failure of 

Motorman Strohlem to ascertain definitely tnat the way 
was clear for the movement about :o be made, and oy the 
failure of Crossing F l a g m a n Railing to afford protection. 
A contributing cau.se was the failure of tne crew of the 
switching transfer to come to a scop -vithm the prescribed 
limits provided by law before proceeding over a railroad 
crossing at grade. 

Motorman Stronlein sai^ that before attenptm b to 
cross the tracks of tne Toledo Ter inal Railroad he brought 
nis car to a stop east of tne&e crossings, left it and 
walked to the first ciossmg, p n d the only evidence of a 
train m the vicinity was an engine on t^e Toledo Terminal 
mam trick aaout a mile soun of oho crossings. He then 
returned to his car, tfhiah required about two minutes, 
started it and from that time until the accident occurred 
he continuously looiced straight forward and did not 
observe the approaching cut of cars on the TA&W trick nor 
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did he see atop signals being given by members of the crew 
of that train or hear their cheats of warning. From the 
point where this car stopped east of the TT crossing to the 
pomt of accident was a distance of not wore xhsn 50 feet, 
and when Motorman Stronlem started his car the approaching 
cars on the TA&W tracks rust have been in plain view. 
Muter iron btrohlem was unable to offer any reasonable ex­
planation and it is impossible to account for his failure 
to see the approaching cars, or to see the f~U)g sigrals 
given by two TA&W employees, one on the car to his right 
and the other on the street cioesmg to his left. Had he 
been alert and maintaining a proper lcoiout Then he started 
over this crossing he could have avoided the accident. 

Fl^gman employed by the Toledo an^ Indiana Railway 
Company are stationed at this point to protect the move­
ment of T&I cars over the several railroad crossings. 
In this instance Flagman Railing, who YMS on duty, depend­
ed upon the fmgmun , ho vas to relieve m m to protect this 
movement, witnout snoring definitely tnat the relieving 
flagman was on hand fcr that purpose. The relieving flag­
man did not arrive m tiLie to protect the movement, the 
result oemg that tn°re was no flag1ian at this pome when 
tram No. S3 started across the TT and T\&W crossings. 
Had Fldgman Railing properly performed his ouev, this 
accident undoubtedly would ha,re been prevented. 

The time-table meeting pemt of T&I trams Nos. 23 and 
24 is at Vulcan siding located oa.st of the Toledo Terminal 
crossings, ana the rules provide tnat "all trams will 
meet as shown on the time-table unless otherwise ordered by 
tne tram dispatcher"; but it nad oeen tne practice on 
numerous occasions m the past to ne^t at Johnson's siding 
located west of these crossings, T/ni ch was the contemplated 
meet on the day of the accident. It appeared that opera­
ting officexs were aware of erne practice and ma/l it had at 
least their tacit approval. However, had train No. 23 
remained at Vulcan for trim No. 2 4 , Flagman Jolley m o was 
relieving Flngnan Railing would have been m position to 
protect the movement of tram No. 23 over the TT and TA&W 
crossings, and this aGcident <ould no doubt have been pre­
vented. 

It is obvious that a motorman of a one-'nan car cannot 
provide adeouate flag protection for a movement of this 
character. Between the time Motorman Strohlem cent to 
the crossing to see wnethei or not c tram was approaching 
on the opposing tracks, and the time he returned to his 
car and started it toward the crossing, conditions had 
materially changed, the TA&T transfer hrd come into view 
only a snort distance array, and until that tr~m either 
stopped or passed over tne crossing it IJPB not rafe for 
the T&I car to start. While under the circumstmces 
Motorman Scronlem should have seen the approaching cars, 
a firgman at the crossing undoubtedly would have done eo 
m time to prevent trie accident. Under bulletin instruc-
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tions issued in 1907, a motorman was forbidden to move his 
car over these railroad crossings at Vulcan until the 
conductor hod gone ohead and operated the derail. The use 
of the derail at this point was discontinued in 1925, when 
flagmen were stationed there and one-man cars are now 
operated, but it does not appear that specific instructions 
were issued to motormen as to what should be done in case 
of the absence of the flagman. There are approximately 44 
train movements daily over the T&I Railway, 6 over the TA&W 
and 34 over the TT, at this point. To prevent a recurrence 
of this accident measures should be taken promptly to in­
sure that all movements over these crossings are properly 
protected by flag, and it is believed that the installation 
of interlocking or other protective devices at these cross­
ings is warranted. 

The statements of the crew of the switching transfer 
were to the effect that their tram did not stop from the 
time it picked up the cars, about a mile away, to be deliver­
ed to the Toleoo Terminal Railroad, until after the acci­
dent occurred. Their train approached the crossing at a 
speed estimated by them at from 6 to 9 miles per hour. 
Brakeman Van G-lahn estimated the car on which he v/as riding 
had reached a point about 50 feet from the crossing at the 
time he saw the T&I car start toward the crossing, he 
immediately gave stop signals vhich were acted upon promptly, 
and although the train was stopped in a distance of two 
car-lengths or less it was too late to avert the accident. 

* Had this tram been brought xo a stop oefore passing over 
this crossing as required by State lav, this accident 
probably would not have occurred. However, the crew stated 
they nad no knowledge of such law or requirement. 

The investigation disclosed that the officials of both 
railroads were apparently lax in properly instructing their 
trainmen with regard to the operation of trams. The T&I 
Railroad has a book of operating rules, but Motorman 
Strohlem had never been examined while m the employ of 
this company; movements of trains were made according to 
cusuoms and practices which nave prevailed for a consider­
able length of time, some of vhich weie contrary to the 
rules which were m effect. The TA&W railroad has no 
book of operating rules or time card, and keeps no record 
of tram movements, having only one tram crew m road ser­
vice. Special instructions had been issued to protect move­
ments over the highway just south of the T&I crossing,but 
none of the employees involved m this accident had ever 
been examined to ascertain if they knew what rules or special 
instructions were m effect. 

The employees involved were experienced men; at the 
time of the accident none of them ha.d been on duty m vio­
lation of any of the provisions of the hours of service law. 

Respectfully, 
1. P, BORLAND, 

Director. 


