INTERSTATE COMMERCE COMMISSION
FNASHINGTON

REPORT NO., 3667
THE PENNSYLVANIA RAILROAD COMPANY
IN RE ACCIDENT
NEAR NEVADA, OHIO, OF
SEPTEMBER 5, 1855




Date:

Ratlroads:
Location:

Kind of occident:
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Locomotive numbers:

Congists:
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SUMMARY
September &, 195&
Pennsylvania

Nevada, Ohic

Report No, 3667

Derailment and collision

Freight

Ertra 9765 East

Diegel=-clectric
units 97654,
97748, 96418B,
and 98184
135 cars, caboose

35 m. p. h.

Signal indications
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Passenger

23 -

Diesel-glectric
units 58664,

58568, and
SE865A

19 cara

Y0 m. Pe h.

Double; tangent; 0.38 percent
ascending groade eastward

Clear
2:55 a. m,
85 tnjured

Broken coupler,

and derailed cars

obstructing adjacent main itrack
in front of approaching train
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INTERSTATE COMUEICE COMMISSION

REPORT NU. o887

I¥N THE MATTES OF MAKING ACCYIDENT INVESTIGATION KEPORTS
UNDER THE ACCIDENT REFORTS ACT OF MAY 6, 1910,

THY PENNSLYVANIA RAILROAD COMPANY

Januar p 12, 1956

Acecident near Newvada, Ohic, on September 5, 1955, caused
by & &rokem coupler; and by derailed cars obstruct-

ing an adgecent main track in front of an approaching
train.

I
REPORT OF THE COMMISSIGN

CLARKE, Commissioner:

Un September 5, 1555, there wae o derailment of a
freight Ltrain, and ¢ coliision between deratled cars of
that trair ond a passenger troin moving in the opposite
direction on an adjacent maoin track, on the Pennsylvania
Railroad neer Nevada, Ohio, which resulted in the injury
of 67 paasengers, 4 Pullman Company employees, 2 dining-
car employeca, & reilway mail clerks, and € train-service
employees. Thie asceident was investigated in conjunction

with ¢ represegntative of the Public iilities Commission
of Ohio

1

Under authority of section 17 (£} of the Interstate Commerce
Act the ahove-entitled proceeding was referred by the Commiasgion
to Commissioner (larke fer considerotion and ditsposition.
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Pennsylvania Rallroad
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Location of Accident and Method of COperation

This aecident occurred on that part of the Fort Wayne
Diviaton extending between Division FPost, near East Bart,
Ind., and Divigion Post, near Crestline, Ohilo, 246.7 miles.
In the vicinity of the point of accident this is 6 double~
track line, cver which trawns moving with the current of
traffic are operated by signal indications, The mailn tracks
from south to north are designated aa No. 1; eastward, and
¥o., 2, westward., The deratlment occurred on track No. 1 at
@ point 226.53 mileg east of East Bart and 2.2 miles east of
the station ot Nevada. Ohio, and the collision occurred on
track No, 2 ot a point 546 feet east of the point of derali-
ment. The main tracks are tangent throughout a distance of
5.87 miles immediately west of the point of deratlment and
5,98 miles easr word. The grade is 0.38 percent ascending
sa3tward at the , ~int of derailment.

In the wvicinity of the point of accident the irack
gtructure of each main track congists of 131-pound rail, 39
SJeet in length, laild new 1n 1841 and 1942 on an average of
4 ties to the rail length. It is fully tieplated and s
spiked with twe rali~-holding spikes and two plate~holding
apikes per tie plate. It is provided with S-hole 36-inch
Joint bars and an average of 10 rail anchora per rail. It iIs
bellosted with stone to a depih of 12 itnches below whe bottonms
of the ties. The main tracks are gpaced 12 feet 10 inches be-
tween track centers.

Adutomatic signal 2055, governing west-bound movements on
trace No, &, 1s located 1,85 miles ecast of the peint of collision,

The moximum authorized speeds are 50 miles per hour for
JSretght trains and 79 miles per hour for pasaenger traina.

Description of Accident

Ertra 3965 East, an eaat-bound Sreight traln, conslsted of
Diesei~zlectric units 9765A, 97748, 9641B, and 98184, coupled in
multiple=unit control, 135 cors, and a caboese., This train
Pazsed Upper Sandusky, Ohio, 215.8 milea east of East Bart and
the last open office, at 2:40 a. m,, and while it was moving at
an estimated speed ol 35 miles per hour the twenty-eighth to
thirty-second <ars, inclusive, were derailed at o point 226,3
miles east of East Bart and 2.2 miles cast of the station ai
Newasoa, Derailed equipment obatructed track No. 2, and several
seconds Jater this equipment was struck by No., 23.
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No, 23, o0 west=bound first-clads pagsenger train, con=-
sisted of Dieael-electric units 58664, 58568, and 58654,
coupled in multiple-unit control, two erpress cars, two
boggage carsa, one mail car, ocne express car, one baggaege car,
JSour coaches, one dining car, one coach; and sir sleeping cars,
in the order named. The nianth, fourteenth, fifteenth, sirteenth,
and eighteenth cars were of lightweight steel construction,
and the other cars were of conventional all-steel cconatruction.
The ninth to the airteenth cars, itnclusive, and the eightsenth
car were equipped with tightlock couplers. This train passed
Colsan, 6.6 miles east of the point of accident and the last
open office, at 2:50 a. m., 3 minutes before the schedule time
at thet station, pessed signal 2055, whick indicated Proceed,
and while moving at a 8peed of approximately 70 miles per hour
it struck derailed equipment of Extra 9765 East,

Exira 9765 East stopped with the rear end of the itwenty-
seventh car 740 feet east of the point of derailment., The de-
railed cars waere derailed to both sides of track No. 1. Two
of these cars were destroyed, and twe were badly damaged. With
the exception of the ninteenth car and the rear trucks of the
Yhirteenth, seventeenth, and eighteenth cars, the entire train
of No. 23 was derailed., The firat Diesel-electric unit stopped
on iits left side, at right angles to the tracks, with the front
end toward the north., The front end was 164 feet west of the
Point of colliston and 106 feet north of track No. 2. The second
and third Diesel-electric units stopped upright and approrinately
in line, with the front end of the second unit nrear the rear end
of the first unit, and the rear end of the third unit 22 feet
rorth of track No, 2. With the erception of the first car, which
stopped on its side, none of the derailed equipment overturned,
The first 10 cars stopped in various pesitions on or near the
tracks within a diatance of approximately 280 pfeet. The other
derailed cars stopped approrimately in line with track No, 2.

The firat and third Diesel-electric nits were badly damaged,

and the second unit was somewhat damaged, The first, second,
Sifth, sixih, and seventh cars were destroyed; the third, fourth,
eighth, ninth, and tenth cars were badly damaged; the eleventh
car was considerablly damaged; and the other derailed cara were
8lightly damaged.

The engineer, the fireman, the conductor, two brakemen,
and the flagman of Ne. 23 were injured.

The weather was olear at the time of the accident, whioh
occurred about 2:55 a, m,
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S. P. 68201, the twenty~eighth car in the train of
Eztra 9765 Enat, is an all-steel bor car, It waa built in
November 1547. The light weight is 48,600 poundeg, the nomi=
nal capacity vs 100,000 povnds, and the load 1imit is 119,400
pounds. It is egquipped with friction draft gears with verti-
cal cast steel swivel yokes, and with type EF couplers with
6=-1/4~inch by 8-inch awivel shanks, The couplers were manu-
Jactured in 1947. At the time of the accident the car was
loaded with 51,800 pounds of lumber., It was loaded at Canby,
Calilf., and was destined to Pemberton, N, J.

Discnasion

As Fzxtra 9765 East wes approaching the polnt where the
accident occurred the speed was about 35 miles per hour. The
enginemen were maintaining a lookout ahead from the control
compartment at the front of the locomotive, the front brake=
man was in the control compartment at the rear of the locomo-
tive, and the conductor and the flagman were in the caboose.
The members of the crew had gone on duty at Fort Wayne, Ind.,
112.9 miles west of the point of accident, and they said that
there had been no rough handling or unusual slack action be=-
tween Fort Wayne and the point of accident, The engineer had
used the dynamic brake to control the speed, but he had not
used the automatic brakes. The members of the crew were un-
Gware that anything was wrong uatil the brakes becaeme applied
in emergency as a result of the derailment. WNo, 23 was closely
approaching on track No. 2 when the brakes of Fxrtra 9765 East
became applied, and the locomotive passed the locomotive of
Eztra 9765 East before the fireman of Ertra 9765 East could
light o fusee.

A3 No., 23 was approaching the point where the accident
cccurred the enginemen were maintaining a lookout chead from
the control compartment at the front of the locomotive. The
membera of the train crew were in wvarious locations in the cars
of the train, The brakes of the train had been tested and had
Junctioned properly when used en route. The headlight was dimmed
a8 this train approached Erxtru 9765 East. The enginemen of
No, 23 satd that immediately after their locomotive passed the
locomotive of Extra 9765 East they saw sparks and dust flying
along the side of that train. The engineer immediately made
an emergency application of the brakes. Adccording 1o the tape
of the speed-recording device No. 23 approached the point of
collision at a speed of 70 miles per hour. The speed was not
materially reduced before the colliaion occurred,



-8 -

After the accident occurrec 1t was Sfound that the
ooupler had broken off the A, or east, end of S.P., 66201, the
twenty-eighth car of Extre 9765 East; ancd had fallen te the track,.
The bottom portion of the shank wos broken through the pin
hole 3-1/8 inches from the swivel end, and the top portion was
broken off 10-1/8 inches from the swivel end, The swivel end
of the top portion was atill attached to the yoke. The first
mark on the track structure was on o tie in the center of
track No. 1. This mark wocs about 3 tnches in width, Approri-
maotely 3 feet east of this mork there was a second mark on the
west edge of a tie near the center of the track. This mark
was heavy and smooth. Appreximately 9 feet east Qf the latter
mark a tie was heavily gouged on the gage side of the north
ratl. The first flange mark on the ties appeared on the gage
side of the north rail at a point approrimately 11 feet east
of the tie whick had been gouged. The coupler was found 20
SJeet east of the first flange mark and betwesen the rails of
track No, 1. From these marks (1 gppears that after ithe coupler
Jell to the track it was pushed ecstward and became wedged
against a tie in such manner that it raised the front truck
of the car sufficiently to derail it.

According to the report of the engineer of tests of the
carrier, the primary faitlure of the coupler occurred through
the pin hole, These breaks appeared to be approrimately 100
percent progressive fraoctures, but the surfaces were so badly
rubbed the origin of Sfracture could not be determined. The
8econdary fatlure occurred on the opposite side of the swivel
and showed approxrimately 60 percent rapid progressive fracture
originating at the corners. The.remaining 40 percent of the
Jracture was sudden., It was the opinton of the engineer of
tests that the ccuse of the failure was the presence of numerous
blowheles in the casting., According to his report the exact
origin of primary fracture could not be determined, but the
Presence of large blowholes on the fracture face and porosity
which acted a8 the origins for cracks found in the unbroken
pitn hole would indicate the probability of primaery fracture
originating at blowholes. The fractures occurred iIn lecations
in which they could not readily be detected by routine inspection
while the coupler was in place in the car.



-9-
Cause
Phis ccctdent was caused by a broken coupier, and by
derailed cars obstructing an adjacent main track in front
of an approaching train.

Dated at Washingteon, D, C., thta twelfth
day of January, 1556.

By the Commission, Commissioner (Clarke.

HAROLD D, McCOY,
(SEAL) SECRETARY.



