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INTERST.TE COM§ERCE COMLIISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF S.}ETY IN RE IKVES-
TIGATION OF AN ACCIDEXNT VHICE OCCURRED ON THE EB.LTI~
MORE & OHIQO R.ILREQuLD 4T CASSELL, OHIO, ON SZPTZMEER

a7, 1837.

November 15, 193%7.

To the Commission:

On September 27, 1927, there was a derailnent of a
passenger train on the Baltimore & Ohio Railroad at Cassell,
Ohio, Tresulting 1n the death of two erployees and the
injurv oI three passengers, one mail clerk and one express
messenger. This accldent was investigated in conjunction
with a representative of the Commission of Public Utilai-—
ties of Chio.

Location and method of operation

This accident occcurred on the Central Ohio Sub-
divisior of the Newark Division, extending between Newark
and Schick, Ohio, a distence of 1023.8 miles; 1n the
viecinity of the point of accident thig 1s a single—track
line over which trains are mperated by time—-table, train
orders and a manual block-signal system. The accident
occurred at the west swrtch of the passing track at
Cassell, which 1s a facing—point switch for east>ound
trains. Aporoaching this point from the west th.Te 15 a
30 curve to % left 750 feet 1n length followed oy 1,114
feet of tangent, the accident occurring on this taazent at
a point BO4 feet from 1ts western end. The grece 2t the
point of accident 1s practically level. Tne treck 18
laid with 100-pound railse, 32 feet in length, witir 23 or
83 ties to the rail-length, single-spiked, tie-plated and,
ballasted with washed gravel to a depth of apout 8 1achoes.

The weather was c¢lear at the time ol the accident,
which occurred at about 3.07 p.m.

Description

Westbound third-class freight train No. 89 consisted
of 58 cars and a caboose, hauled or engines 4116 and 4260,
and was in charge of Conductor kulquin and Eazinemsn FPyle
and George. This train left Cwabiigge, Ohio, 3.9 wiles
from Caseell, at 2.33 p.m., 4 hours and 27 minutes lcte,
and was pesesing Cascell at a speed of about 30 miles per
hour when a defective brrke gear, dragging on the track
under the twenty-first car in the trein, stecl-underfrome
box car D&RGY £2351, damwged the west switch of tne passing
track, a trailing-point swibtch for this particular trzin.
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On entering the pessing track at New Concord, 4.8 miles
west of Cossell, at which point they met train No. 34, the
brake-beam truss rod under this car was found to be drag-~
ging but train No. 24 departed before the car had been

fully inspected,

Fastbound pasceager train No. 34 consisted of one com—
bination mail and baggaxe car, one combination bag.age and -
basseénger car, one coach,one cafe diner and one chair cav,
1n the order named, all of steel construction, hauled by
engine 5134, and was in charge of Conductor Richardson and
Engineman Robe, This train departed from New Concord,
the last open office, at 3 p.m., on time, and was deralled
at the west switch of the passing track at Cassell, a
facing-point switch for this train, while treveling at a

gpeed of about 30 miles per hour.

Engine 51324 split the sritch and was overturned,
coming to rest on its left side to the north or left or
both the main and passing tracks with its head end sbout
375 feet east of the svitch; the tender followed the engine,
The cars were not derailed at the switch buf continued on
the main trock until after the fioz was passed and sterted
to derail where the north rai1l had been iorn out, the
entire train being derailed with the exception of the rear
truck of the last car. The carse remairned vpiight on the
roadbed, with the head end of the leading car about 50 feet
ahead of the engine. About 300 feet of the main track and
about 250 feet of the passing track were torn up. The em-
plovees killed were the engineman and Tiveman of troan No,
34,

Summary of evidence.

The statements of the surviving members of the crew
of train No. 34 were to the effect that the speed of the
train was between 35 and 40 miles per hour at the time
of the aceident, and that they felt no air-brake applica-
tion 1mmediately prior to its occurrence. After the aceid-
ent Conductor Richardson, Flagman Pecrking, Brakeman Kline
and Bagzageman Strear examined the switch and 1%s appur~
tenances. The switch was locked and the target sct for
the main track but the bridle bars were bent and the switeh
points were sglightly open. The conducior then walked
eastward from the switch and saw sarks vetween the rails
where something had been dragging under a westbound train,
The flagman, while on his way westward to protect against
following trains, saw marks between the roils where some-—
thing had been dragging and on reaching a point saout 20 -
pole—lengths to the rear of the trara be found a orake
beam wedged 1n g tie. Flagman Perkang continuced westward
to protect against this obstruction until he met Track

Supeivisor Sharp.
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Track Supervisor Sharp steted that he had inspected
the switch at 1.10 p. m. on the day of the accident, =zt
vhich time Siznal Maintainer Holland was there, and both
of these employees sead the switch operated properly. After
inspecting the switch the track supcrvisor proceeded to
New Concord and was at that point when train No. 34
aTrived. After that train had departed he went toward
the tool house and saw mcn working under a car 1n train
No. 89 and he was informcd by the head brzkeman that a
brzke beam was down. Wnile awaiting for train No. 89
to depart the conductor of a local trszin, which was &lso
in on the siding, told him that the dispatcher wanted him
on the telephone, and 1t was then that he learncd of the
derailment of train No. 34, He proceeded to the point of
accirdent on a motor car wilh a section gang, was flagged
in the vicimity of mile post 57 by Flagman Perkins, who
told him of the brake-beam obstruction and said that the
Motor car could not pass over 1t, and on reaching thc ob—
struction 1t was found necessary to cut the tie in t.0o 1in
order to remove the brake beam, after which they convinued
to the point of accident. Track Supervisor Sharp imrediate-
1y examined the suwitch and eaw where cometning had struck
and bent the No. 1 bridle bar, while there was an 1adenta-—
tion 1n the No. 1 hzad-block tic; this bridle bar ould
have to berd more than 5 inches out of line in ordexr to
rark the tie. The No. 2 bridle bar was bent 35 inckes out
cf line, Track Supervisor Sharp was of the opinion that
the switch points were open far enough to perail a vheel
flange 1in fair condition to enter the switch and that they
were gprung back in place to a certain extent by the fact
that the cars 1n the train folloued the main track, being
open three-eights of an inch at the time of his cxamimnation.

Section Foreman Keaser stated that he was working at
a point aoout one-half milec east of the east switch of
the passing track when train No. 89 passed; he looked over
the train as 1t went by him but saw nothing drag.ing. He
arrived at the scene of the accident about 10 minutes after
1ts occurrence and saw vhere gometning had been dragging
between the rails east of the switch, striking the bridle
bar, bending 1t against the head-block tie and coused the
swvitch points to open slightly about five-sixteenths of an
inch. The marks of sonething dragging on the ties,between
the rails, continued west of the suitch.

The statements of members of the crew of trein No.89
were to the effect that they had looked over their train
while rounding curves and at stops en route but that they
were unaware of anything dragging until the train headed
in at thc east switch of thc passing track at New Concord.
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At this point Car Inspector Drexel, who had been riding on
the cighth car in the train, noticed something drageging
under one of the cars as the train entered the passing
trock., Ee got off the train, aaw a dragging truss rod,
and informed Flagman Parsons. Oonductor Mulquin cnd Flag-
man Parsons then started ahead toward the car, D&RGW 63351,
but train No. 34 diparted before they reached the acfective
car. Their examination disclored that the fulcrun bar and
channel beam were miesing from the west truck, as well as
the fulerum bar from the sast truck. All loose parts were
then removed from both trucks and the brakea were cut out
on this car before the train departed from New Concord.

General Car Foleman Quinn stated thet he inspected
box car D&RGW 62351 on 1te grrival at Nevark, 47.1 miles
west of New Concord. In his opinion, baged on this in-
spection and on reports he had received concerning the
accident, the truss rod of the brake beam of ihe lecd
wheels broke off at the thread on the south end, pormit-
ting the compresgsion member to work out of the brale head
on the north side of the car. This compression nenber
then worked down in under the spraing plank, marking the
tics, and on reaching the sg¥itch the fulecrum bar, “hich
had worked down low enough to strike an occasional tie,
dropped down and struck the switch rod, which in turn
knocked the rear brake beam loose on this truck. The
hangzer pins, brake hangors, brake head, brake shoes and
keys were intack on the soath side of the leadang truck
wihen the car arrived at Newark,

Car Inspectors Tefft and Kunens, on duty at Benwood,
W.Ve., stated that train No. 89 was given what 1s known
ae an "A" inspection, which requirea from 45 to B0 minutes
in time, and ag a result of this inspection two of the
cars in the train were skopped; nothing wrong was noticed
with Dox car D&RGW £2381,

Engine 5134 18 of the 4-6-2 type and was bullt in
1917. It was turned out of the Mt. Clare shops on August
18, 1927, after having received gencral repairs and
errived on the Newark Division a few days later. It was
classed as a l3-months cngine, indicating that with
uinor repairs 1t was good for that length of service be-—
fore being due to receive generezl repalirs. It vos placed
on train No. 34 at Newark tho day of the accident.

Acting Master Mechanic Miller stated that his inspec—
tion of this engine disclosed that the engine-truck
wheelse were practically new; none of them wasg vertical,
nor would any of them take the 15/16-inch gauge, -Tile
the treads had not been worn rore than 1/16 inch. There
wes 1/4 inch leteral in the front and bcek engine-truck
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wheels, 5/18 inech i1n the driving wheels and %/8 inch in

the trailer~truck -hLeels. The tender-truck whreels were
2lsg 1n good condition with respect to itreads, flonges,
wernt and lateral motion. ¥r. Miller personally broke the
seol on the speed-recordes tapc a2nd had the speed recordet
renoved from the engine end tested 1or 2ccuracy and it
developed that the iecorded would register 1 mile per hour
less than the actunl speed. The speed—-recorded tepe showed
that the engine had veen making between 35 and 40 uiles per
hour and that i1nwedrately prior to the accident the cpeed
wasg about 30 miles per hour.

Examination of engine 5134 gade by the Commissionts
1nspectors after the engine had been renoved from the scene
of che accident disclosed that the general condition of the
tires, with the exception of the left No. 1 engine~truck
tire, was good and thet there wos no indication of excessive
lateral in any of the wheels of the engine or tender. The
left No. 1 engine-truck vire showed tne turning-tool morks
on the outside of the tire but was heavily worn in the
Tlange at the base. The right No. 1 enpine-truck tire
showed tool marks over the entire flange contour, with wear
on the treacd near the outer edge, i1ndicabting that the No.l
enzine—-truck wheels had been leading to the lefi side of the
track almost continuously. While the tire on the left
wheel would not quite take a one-inch gauge yet 1t was con-
siderably thinmer than the tire on the opposite wheel,
Exsmination of the engine-truck swing bearinzes developed
that the center casting of the cngine truck had teen broken
at the right front corner in the aceident; the bearing sur-
face at the back was worn 3/18 inch at the left side and
only 1/15 inch at the rizht ride. The swirging or fomale
cesting of the iruck was removed and fouand to have been rid-
ing on the rear part of the rocker bearing on the left side
and the front and hi-ner part of the rocker bearing on the
Tight slde. That this was no new condition was shown by
heavy rust on former worn spots on thc back part of the
bearing surfaccs at the top of the right rocker bearing.
Examination of the left front tire indicated tnat the left
No. 1 engine-truck wheel had caught the svitch point cpproxi~
rately 3/16 inch on the inside of hizrest part of the flange
and had dropped to the outer side of the switch point after
the wheel had revolved about one-third of 1ts circuaference.

D&RGW 63351, a2 steel-underfreme box car, was billt an
October, 1909; it has arch-bar trucks and the brcke beams
have 1 7/8 x 3 inch chennel compression members and 1 1/8
inch truss rods and malleable struts. It 18 equipped with
breke beam sefety chains. 8Slight marke on the trock made
by dragging equipment were found as fer east as a hizhwaey
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crossing located anout 5,000 feet from the switch. Exonina-
tion of the track storting at o point acout 100 fest cast of
the switch and proceedins westwerd disclosed that an
occaslonal tie had been struck lightly, on its edge, =2t a
point near the center of the track, by some metal object
cbout 1 1/4 or 1 1/3 1nches 1in width, but near the gritch

11 out of 18 ties showed hecvier markings vhile the turn-
buckle of the No. 1 bridIe bar had been struck hecvily,
tuisted slightly and driven against the face of the No. 1
nead-block tie leaving a mark about 1 3/4 i1ncnes wide,
inches long and 1/4 inch or more 1n depth., The south smitch
point was sti1ll in place although loose in the track, but
the south reil of thc turnout between the switch end the
frog had been torn out at the time of the derailment.

Conclusiong.

This accident was caused by the fact that trzin No.34
encountered a facing-point switch in defective corndition,
this condition in turn having been caused by dragging brzke
Tigging undeér a car in wesibound freight train No. 89.

Apparently the lezding brake-beam truss rod snapped
off 1n the thread at the brake head on the south side of the
truck, marking the tics lichtly, and then the forword and
of the bottom truck rod comrenced to drag on the ties, be-
fore the switch was reached. In passing over the south
turnout ra:il the brake rigging ras furither damaged and the
forward end of the bottom rod began to dragz heavily, merk-
ing the ties near the switel and catcoing in the turnbuckle
of the No. 1 bridle baor, pushinz the bridle bar toward the
west and partly opening the switch point on the north side
of the track. The compression member of the leading trake-
beam ceme out of the brake henad neer or at the switch end
on reaching a point 4,500 feet beyond the gwitch 1t was
driven through a tie. The recond breke beam of this truck
ond the leading brake beam of the rear truck were doamcged
cfter the leading brake beam had dropped completely out of
the braeke head. The bottom rod, with the jawe broken off
at poth ends, was found sbout 80 feet west of the gricch,
while the dead lever with the adjusting bar attached wes
iound almost 28 miles wert of that point.

It was developed that the engine truck of enzine 5134
apparently had not been running true, the indications being
vhat the Neo. 1 engine-truck wheels had a tendency to lead
to the left side of the track, and that the flenge ¢f the
left wheel, although it would not teke a l-ineh Jauge,

w&g much thinner thon the flerge of the right wheel.
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It could not be determined whether this conditioa woso 2

factor 1n ¢auring this vheel flange to encounter the partly-
opened switch point oa the left or north side of the track.

The employees involved were experienced men and at the
time of the accident none of them had been on duty in viola-—
tion of any of the provisions of the hours of service law.

Regpectfully submitted,
w. P. BORLAND,

Director.



