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INTERSTATE OOLQEROE COInilSSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INV STIGATION OF AN ACOIDENT ViIHICH OCCURRED ON 
THE TOLEDO TERMINAL RAILROAD NEAR TOLEDO, OHIO, 

ON NOVEMBER 8, 1923. 

February 19, 1030. 
To the C o E T i i s b i o n " 

In November 8, 1929, tnere was a rear-end 
collision between a Pennsylvania Railroad transfer 
train and a Toledo Terminal Railroad transfer train qn 
tne iracks oi the latter railroad near Toledo, Ohio, 
resulting m the death of one employee and tin injury 
of one e gployee. 

Location and method of operation 
The Toledo Terminal Railroad skirts the City 

of Toledo, lakmg a complete loop and covering a dis­
tance of 28.59 ules; it connects with several railroads 
at various points. The greater portion of tnis loop 
is double-track line, which was tne case at the point 
of accident, and trains are operated by time-table and 
tram orders, no block-signal system being m use The 
inside tracjc of the loop is known as "3" jam, and the 
clockwise direction thereon is classed a s direction B , 
the opposite direction, classed as direction A, is 
maintained on the outside track, known as "A" main. The 
accident occurred within yard limits, on "B" main, just 
outside of the city lints of Toledo, at a point about 
2,500 feet west of Tower K, or about 650 feet east of 
Bennett Road, no regular trams are operated over tnis 
portion of the railroad and foreign tram and engine 
crews operate thereon, subject to the requirements speci­
fied m tne Toledo Terminal Railroad time-table, which 
they are required to have m their possession 

Approaching from the west, via direction E, 
tnere is a 1° curve to the right 237.5 feet in length, 
followed by 1,550 feet of tangent to tne point of colli­
sion, tnis tangent extending for a considerable distance 
beyond. The grade for direction B iove lents is slightly 
descending for a considerable distance, being 0 116 per 
cent at the point of collision 

The weather was clear at the time of the a©ci-
aent, Tnich occurred at about 3.33 a I. 
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fJe.scription 
Pennsylvania Railroad transfer tram 8515 con­

sisted of bl freight cars and a caboose, hauled by engine 
8615, and was m charge of Conductor Fuller and Engine-
man Palner. This tram Was manned by a crew of Pennsyl­
vania Railroad employees and entered upon the tracks of 
the Toledo Ternmal Railroad at Tenperance, 1 7 miles_west 
of Tower K It departed from that point as extra 8615 on 
"3" mam, at 3.18 a m. , and arrived at To^er K at 3.28 
a.m., where it was brought to a stop m obedience to the 
indication displayed by an interlocking signal. After 
standing at tins point about 10 minutes, and just as it 
was starting ahead again, its rear end was struck by 
extra 49. 

Toledo Terminal transfer tram extra 49 con­
sisted of 13 freight cars and a caboose, hauled by engine 
49, and was in charge of Conductor Shea and Engmeman 
Hardy. This tram passed Vulcan, the last open office, 
6.07 miles from Tower K, at 3.13 a m , according to the 
tram sheets and collided with extra 8615 while traveling 
at a speed estimated to have been between b and 10 miles 
per hour. • 

The caboose of extra 6615 was considerably 
damaged, being partly shoved under the car ahead of it, 
which car m turn was damaged and had its rear end de­
railed and shoved out of line to the right, the second 
car ahead of the caboose was also daiaged. Engine 49 was 
slightly damaged. The employee killed was the conductor 
of extra 8615, while the employee njured was the flagman 
of that tram. 

Sumnary of evidence. 
Flagman Kikel, of extra 8ol5, was interrogated 

first at the hospital and subsequently at his residence. 
He stated that when his tram cane to a stop at Tower K, 
he did not go back to flag, but just stepped off the 
caboose, and that when his tram started ahead again, 
having stood at that point for several mnutes, he stepped 
on the caboose and went inside, to the front end, saying 
that Conductor Fuller was on the rear end. Flagman Kikel 
was cleaning windows and saw tne reflection of the head-
lignt of the following tram in the glass, called the 
attention of Conductor Fuller to that tram, auid the con­
ductor re narked that he was aware of it. Flag-ian Kikel 
did not pay much attention to the following tram, saying 
that it looked to be a good distance away, judging from 
the headlight, and that he kept on cleaning windows, the 
following tram was only a^out six or eight car-lengths 
away when he realized that a collision was imminent. He 
saw the conductor go for the door, and at once did like­
wise, but the collision occurred before tney could get 
off the caboose. Flagman Kikel said that the markers on 
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the caboose wore m perfect condition; tne outside 
markers mere equipped with the round type of cup, the 
kind that fit in them regularly, and it was not necessary 
to change the position of the cups when changing the 
position of the markers, but merely to taKe the markers 
out of the brackets and replace tnem m the desired 
position. Otner than the markers m use, he recalled 
that theie was one old type inside-marker in the caboose, 

he did not look to see if there was a cup m the old 
marker. This was the second mgnt he had ^een on this 
particular caboose. It also apoeared from the statements 
of Flagnan Kikel that his train was loving at the time 
of the collision, that he did not notice the following 
tram before ne stepped on the caboose, and that he heard 
no whistle sigiia.1 sounded on the engine of that tram. 

Engmeman Palmer, Fireman Boyd and Head Brakeman 
Kavanagh, of extra 8615, were riding on the engine and 
were unaware of anything wrong prior to the occurrence of 
the accident. Engmeman Palmer stated that his tram 
had started and had -loved ahead, how much he could not say 
when the air brakes applied in emergency iron the rear. 
Engineman Palmer did not feel any effects on the engine 
of anything crashing into his caboose, s aymg that his 
engine was pulling, moving at a spe^d of not over 2 or 3 
mles per hour. Viihen the accident occurred, he looked 
bank and no difficulty was experienced m observing 
lighted lunfcrns at the point of collision, and when depart 
m g from the yard at Tenperance, Engmeman Palmer had 
looked back alonp his tram and was able to observe that 
tne larkers on the caboose were lighted, watching them all 
the way out to the m a m line switch. Eigmenan Ealmer 
further stated that when he first brought his tram to a 
stop at Tower h, he did not whistle out a flag, as it had 
never been the practice to do so at that point, and that 
rear-end protection is xiever afforded there. He had a 
Toledo Terminal tine-table, but was not furnished with 
a book of rules of that railroad and had not seen one; 
tnere was notmng in the time-table that required flag 
protection in this instance, and he knew that it was not 
required to flag tnrough any Iistriactions he had received. 
Fireman Boyd gave testimony si ular m practically every 
respect to that of Engmeman Palmer, the fire ian had 
neither a Toledo Terninal time-table nor a book of rules 
of that railroad, wmle the head brake ian had a Toledo 
Terminal time-t-hble . The statements of all of the sur­
viving aembers of extra 8bl5 were to the effect that the 
weather was clear and that there was frost, but no haze. 

Engineian Hardy, of extra 49, stated that ne 
sounded the road crossing signal on the engine whistle for 
Lewis Avenue crossing, located about 2,500 feet west of 
Bennett Roa.d, and also sounded it for the latter crossing, 
these signals being sounded Then about 150 feet from the 
crossings. The electric headlight on his engine was 
turned on fully, but ho did not see the caboose of extra 
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Bol5, or its markers, f̂oiCii vie re burning di ily, until 
he was about three car^-lengths from it, at which time 
the speed of his tram was about 15 miles per hour, ana-
he was sure that the caboose was standing still; at about 
the sane time, the fireman called his attention to the 
markers. He was working steam, bat shut off as quickly 
as he could and placed the brake valve handle m the 
emergency position, the air brakes taking effect at about 
the time the caboose was struck. Engineman Hardy said 
flagmen should go back and protect at the point involved 
undr r the conditions that existed, but that a flagman is 
not often encountered at tnat point under those conditions, 
and it is not customary to whistle out a flag when a stop 
is made at such places, when bad curves are involved, 
however, a flag is always whistled out. It further 
appeared from Engineman Hardy's statements that the 
weather was not clear, being hazy, with a heavy frost, 
tnat he was sitting on his seat box, looking out from the 
inside oi the cab, and that the front cab window was 
Closed, although the side window was open. There was no 
steam leaking in the cab that he knew of, and be could 
offer no reason for not having seen the caboose ahead, 
even though there was no flagman out, mor were fusees or 
torpedoes encountered. 

Fireman Back, of extra 49, stated that the 
engine whistle was sounded from Lewis Avenue crossing and 
also for Bennett Road crossing, that he put m a fire 
just after passing Bennett Road, about five or six scoops 
of coal, and that although he looked ahead before getting 
down on the deck of the engine, he did not see anything of 
a tram ahead. When he got back up on his seat box, at 
which time the speed was about 15 niles per hour, he 
looked through the front window and noticed the rear end 
of the caboose ahead, about three or four car-lengths away, 
and gave warning to the engmeman, who imediately shut 
off steam and applied the air brakes; the firenan estimated 
the speed to have been about G or 8 miles per hour when 
tho accident occurred. Firenan Beck only saw the larker 
on the loft side of the caboose ahead, saying that it was 
quite frosty and tnat the markers ^ere burning very dimly, 
being either turned down too low or covered with frost. 
While it was not exactly customary for fla,gmen to go back 
m that locality, yet in view of the existing weather 
conditions Fireman Beck thought it would have helped QUIto 
a bit, after the collision occurred, however, he and the 
engineman got off right away and no flag was whistled out 
nor did he kno'T Tnhether his flagman went back. He had 
seen flagmen out behind a tram m that location m foggy 
weather or when it was dark, yet it had been quite awhile 
since he had seen one out behind a tram going m direction 
B at Tower K, as the majority of trains he worked on came 
m under control, for as a rult a stop indication is dis­
played on the interlocking signal at that point. 
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Conductor Shea, of extra 49, who was riding 
m his caboose, estimated the speed of his tram to have 
been about 15 or 17 miles per hour when the air brakes 
applied, saying that he braced himself, thinking that 
the stop was being iade on account of a tram ahead, and 
then nis train stopped all of a sudden, he estimated 
that the speed was about 10 mil-s per hour, or less, at 
the time of the collision, and mat the caboose traveled 
about four car-lengths after ne felt the air brakes apply 
He immediately went ahead, and on seeing what nad happened 
he continued on to Tower K and sum ioned assistance. Con­
ductor Shea said that he did not consider it necessary to 
use fusees m that locality unless it was foggy, and that 
on this occasion the weather was fair, pretty frosty and 
a little hazy down in the hollow Conductor Shea stated 
that it was mot customary to flag m that vacmity, but 
tlwt had the rear end of his o m tram be n standing at 
that point, und̂ mr the circu stances, he would have seen 
to it that his own flagman was affording protection, and 
that it mould not have been necessary to go back very far 
m order to afford such protection 

Flag nan Speuldmg was also riding m the caboose 
at the time of the accident, after the accident he went 
forward to the point of collision and rendered That 
assistance he could, renaming at that point. Flagman 
Spaulding, stated that the ueathor was fair and that visi­
bility ,Tas not interfered cnth on account of weather con­
ditions when ho arrived at tne point of collision, there 
wa.s a aarker hanging on the left side of the caboose, next 
to "A" mam, out it was not burning at that time. He 
estimated the spe^d of his train to have oeen about 15 
miles per hour "hen the air brakes vere applied and not 
ov^r 8 or 10 miles per hour daen the collision occurred. 
Flagman Spauldmg further stated that while the accident 
occurred T a t h m yard lmits, yet for his own protection he 
thought that ne "ould have protected m some way had he 
been the flagman of. the train ahead. 

Head Brakeman Niethaner was also riding m the 
caboose and went to the point of collision immediately 
after the accident occurred, ho did not think that the 
air brakes were applied in emergency just prior to the 
accident, nor did he think tnere was anything about 
weather conditions that would interfere with visibility at 
the pomt of accident. Head Brakenan Niethaner thought 
that it was customary to ham a flag out at this locality, 
saymg that one should nave been out to protect. When 
questioned, however, as to Trhy the roar end of his own-
train was loft entirely without protection, following the 
occurrence of the accident, he endeavored to account for 
such action as being due to the excitement, saymg that 
they knew "here the tram behind them was working and tnat 
it mould not be up there right away. 



-6-

Supermtendent Nally, of tho Toledo Terminal 
Railroad, st ated tbmt the ancors and cups, the cups "being 
oval shaped, claimed to nave b e m found at tho point of 
accident not later than one nour after its occurrence, 
ware brought to his office by Toledo Terminal Chief of 
Police Ramsey md Toledo Torainnl Trainmaster Vesey 
Diligent search was lade by several employees for other 
markers and cups in raid aoout the wreckage, but to no 
avail. Superintendent Nally thougnt it possible that 
when the stop was lade it Tower K, it upset the cues m 
tho .larkers, and tnat this accounted for the iarkE rs not 
being seen by Engmeman Hardy for a greater distance. 
He further stated that it is insisted tnat flagging be 
done all over tne road, however, no tests had ever he an 
conducted prior to the accident to SQC Ticthcr crcTs wdre 
flagging or not, out st various tin, s he had been out on 
the road personally nnd had found crews flagging, although 
a lot of tnis ;ras platform flagging, xhich he considered 
inefficient m one sense and not so m another, as on the 
Toledo Terminal Railroad tram movements are slow, and 
for only short distances at a time. 

Chief of Police Ramsey, of the Toledo Terminal 
Railroad, stated that he arrived at the scene of the av­
oidant about one-half hour after its occurrence, and 
shortly thereafter nc noticed one marker lying m the path 
along side of the trim and tne other in the ditch with 
the wreckage, both extinguished, Tne marker found on the 
path was all right with respect to the lens, but the cup 
was rectangular, wmie the hot torn of tho larker wis in­
tended to accommodate only a, round fit, 

Tram laster Vesey, of the Toledo Ter unal Rail­
road, stated that he arrived at the sdene of the accident 
aoout 4.15 a m. At that time there was one aarker hanging 
on the side of the cahoose, not burning, and the cup m 
the marker did not fit, but wans setting flat on the bottom 
of the marker. Trainmaster Vesey further stated that 
witmn yard limits, there is little flagging done, depend­
ing on the situation. 

The larkers m question "cro shown to the Com­
mission's inspectors, they jore the standard bracket 
marker used on cabooses of the Pennsylvania Railroad. 
This type of "arker is intended to accomnodntc a round 
cup, but the cups m tne ia.rkcrafê »̂wn m r c oval-shaped, 
being somewhat oblong, and this V-fl* prevented the i from 
being set flat m the cup receptacle of the marker, 
necessitating tha.t they be apolied in a tilted position. 
Tests "ere nade with a standard marker, using both a round 
cup and an oval-shaoed cup. With the oval-shaped cup 
and a one-half inch burner and wick, lighted and turned to 
a position 'here it did not smke, m d m t h the lens of 
the marker somewhat dirty, the light could be seen for a 
distance of 1,180 feet, this Doing m ^isty weather and 
looking over a s match light slightly belo.7 the range of 
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vision and about 200 Za*;% in front of the marker, and 
m t h several s./itch lights: and two locoiotivc headlights 
in tne background and slightly to the right, also nth 
electric flood lights in the background sligntly to the 
left and above tne rarker. Under similar conditions, 
but 'Mth a round cup m d a one-inch nek, turned to the 
highest position at which tne lignt did not smoke, and 
placed in the some larker, it could be seen for a distance 
of 2,290 feet. 

An examination of flagging equipment and marker 
supplies was made at the Outer Yard of the Pennsylvania 
Railroad, where supplies for use m the vicinity of Toledo 
are kept, and tiile there was a" large quantity of red 
lamps, "hnte lamps, red flags, fusees, torpedoes, bracket 
markers, round cups, burners and mcks on hand, yet no 
oval-shaped cups _r'ere found at the supply house. It was 
developed that an oval-shaped cup /as at one time used 
m a slide-m type of marker light, T'hich is now practi­
cally extinct on the Pc i lsylvania Railroad. 

Conclusions. 
This accident wr,s caused by the failure of 

Enginenan Hardy, of Toledo lermmal transfer train extra 
49, to operate under proper control zithin yard limts . 

Rule 93, of the book of rules of the Toledo 
Terminal Railroad Coapiny, reads as follows* 

"tYithin yard limits the n a m track may be 
used protecting against first-class trams 

"'Extra trams rust love m t h m yard limits 
prepared to stop unless tne m n track is seen 
or known to be clear." 

There is a conflict m the testimony as to 
hcther extra 8615 was standing or novmg at the time of 
the accident, and also as to weather conditions, visibility 
manner of affording flag protection, condition of the 
caboose markers, etc. The ficc re'iams, ho rev r, that 
both of the rarkers on tne caboose of extra 8bl5 were burn­
ing At tne time of the accident, and had Engine :an Hardy 
been operating his rain ->t a reasonable rate of speed, 
maintaining a proper lookout, there is no reason m y he 
snould not have seen the rear end of extra 8615 m time to 
stoic. The fact that he lid not seo the caboose until it 
was only three cnx-lcngths distant ib sufficient evidence 
that he was not maintaining P proper lookout Tithm yard 
li .11 ts . 

The evidence indicates a confusing situation as 
to the affording of flag protection, and it is not helped 
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any by the statement of tho Toledo Terminal superintendent 
that no had personally noted quite a little "platform 
flagging," atneh he considered inefficient m one sense 
and lot inefficient in another, in view of the type of 
novcm nts hpjidlcd over tnis terminal railroad Rule 99 
of tne Toledo Terminal Railroad is of the usual type, 
requiring flag protection 'alien a train stops or is moving 
under circu stances in "hich it î y he overtaken "by a. 
following tram, anile rule 93, previously quoted, allows 
the flam track to be used u t h m yard lints, and requires 
extra brains to ôve a t h n such limits prepared to stop. 
There is nothing confusing nbout the recuirorients of trcso 
t7 0 rules, and it would not appear that there is any 
excuse for the apparent confusion existing in the minds 
of the various e iployces as to whether flag protection 
should nave been provided at the point of accident. In 
the absence of other instructions to the contrary, the rear 
end of extra S6lg v ns not rcauircd to be protected by flag 
'"bile standing 7 i t h m yard limits. If it is the desire of 
the management of this property that flag protection he 
provided at all points, regardless of circumstances or con­
ditions, then such ^ require ncnt should be placed, m effect 
and all employe _s should be properly listructed m ac­
cordance therewith. But whether such a requirement is 
placed in effect or not, steps should be taken by the re­
sponsible operating officials to sec ttnat one uniform under­
standing, of the rules and regulations is had by all 
employe s operating o"Tcr tnis railroad. 

All of the employees involved were experienced 
ion and at the tine of the accident none of then had been 
on duty in violation of any of tne provisions of the hours 
of service lau. 

Respectfully sub uttcd, 

W. P. BORLAND, 
Director. 


