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IN RE INVESTIGATION CF AN ACCIDELNT WHICH OCCURED ON THE
TOLEDO & OHIC CENTRAL RAILTAY NFAP HNE" LEXINGTON,
QEIO, ON FEBRUARY 25, l1le2l

Wfarch 28, 1931.

On Tebruary &5, 1821, there was a derailment of a
freight train on the Toledo & Ohio Central Railray near
New Lexington, Ohio, which resulted in the death of 2
employvees. After i1avestization of this accident the
Crhief of the Bureau of Zafety rsports as follo.s:

Location

Tnis accident occurred on that part of the Corning
Division extending between Corning and New Lexington, a
distance of 13 miles, 1t 1s a single-track lins, over w~hich
trazins are operated by tire-table, train orders, and & man-
ual 2lock-signal system. The accident occurred at a pocint
acout 1% miles south of New Lexangton. Approachang the
point of accident from the scuth there 1s a curve to the
left varying from 1@ 25' to 4° 50', this curve being 1770
feet 1n length; the accident occurred on this curve at a
point about 160 feet from 1ts northern end. At the point
of accident the curvature was 39 45', the track haviang a
superelevatlon of 53 1nches. The grade for a distance of
3,500 feet 1s descending, varying from 9 to 1.5 per cent.
The track 1s laid vith 23C-pound rails, 33 feet 1n length,
«1th an average of 17 oak or treated ties to the rail-
length, ballasted w#ith crushed stone, gravel and cinders,
single-spiked and tie-plated on curves. The track was poor-

1y maintained The speed of trzins handling high, seélf-



—2~
clearing, hopper cars, loaded, simlar tc one of tne cars
involwved in %his accildent, 1s limited tc 25 miles an hour.
The %eather at the time of the accident was cloudy.

Descraiption

orthbound freight train No. 51 consisted of lcccuctive

2

8746, 37 cars, locomotive 2657 and a cabooseg, 1n the order
naxed, in charge of Conductor iuth and Enginemen Trout and
Pearon It left Corming at 6.15 a m., passed Clay 3ank,

5 riles from New Lexangton and the last cpen telegraph
office, at 7 04 a m., and was derailed at about 7.15 a.r.
rvhile travelling at a speed sstinated to have been about 25
or 30 miles an hour.

Locomotive 9745 and the first 36 cars stopped with the
rear of the thirsy-sixth car about 2,000 feet peyond the
fairst wark of derailment. The last car in the train, T. &
0. C. hopper car 28071, wshich was loaded with coal, came to
rest on 1%s right side about 1,350 feet from the 1initial
point of derailment. Locomotive 9657 turned over to the
right and went down a2 10-foot embankment, landing nearly
bottom up, about 500 feet south of the hopper car; the
cavoose was alse derailed. The employees killed were the
enginenan and fireman cf locomotive 9657.

Sur.ary of evidence.

The statements of the surviving members of the crew of
train No. &1 were to the effect that the speed at the time
of the accident was about 15 miles an hour, although Engine-

man Trout nad not applied the brakes on the deseending grade.
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The first intization any of them had of anytaing wrong was
when the engineman in charge of locomotive S657 whistled
for brakes Conductor Muth and Flagman Christman were rid-
ing 1n the cupola of the cabcose at the tire and aeither

of them had noticed anytaing wrong.

Three section men who were working within a short dis-
tance of the pélnt of accident said the speed of train No.
51 #is much hizher than usual, they estimated 12t to have
been from 35 to 40 miles an hour. Sectionman Baum also
sard that the hopper car was juuping and dirt flying before
the locomotive was derailed. Section Foreman Tucker con-
si1dered the track to be safe for a reasonable rate of speed.
"ork had been done on the rail joints in this vicinity
atout two weeks previously and he said that while some of
the joinits south of the point of accident were not in good
condition there were other places on his secticon which he
considered to be sore in need of repairs. Observation of
the first rail joint south of the point of derailment re-
vealed the fact that 1t went down/1% inches under the
weight of a passenger train, this joint rested on wery soft,
wet ballast.

The first indrcation cf derailment was a flangé mark
on the top of the east or outside rail of the curve. Thas
rark aas l% inches from the gauge side of the rail and after
Tunring on tne top of the rail for a short distance the

wheel dropped off on the outside; north of this point there
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328 a correspornaing mark on tne inside of the west rail,
indicating tne derailment of at least one pair of wheels.
The #arks of these derailed wheels fiollowed the track =zt
varying distances from the rails until they reached a trail-
ing-pcint switch approxiasately 500 feet north of the firss
mark, ashere a partial @Merailment seemed to have occurred.
North of the switch the east rail was partly turned over,
aliowing the derailed wheels to run on the inside of the
ra1l, to a point about 875 feet north of the first rark, at
which point there was a broken rail on the east side of the
track. While there was a flaw in the head of this rail,
undcoubtedly 1t was broken by the Jderailed wheels of the
hopper car; 1t appeared that lccomotive 9657 was not derailed
until 1t encountered the broken rail.

Examination of the trucks of the hopper car, neither
of which had been overturned, showed that there was a roller
si1de bearing missing on the left side of the front truck
and that a block of wood had been substituted for tnis side
bearing. Both side bearings were missing from the rear
truck and 1t seemed probable that they had been missing for
a considerable period of tame. -The steel draft sills on
both ends of the car had been badly cut by wheel flanges,
while on all four corners of the car the rivets of the bedy
bolsters had been flattened from rocking dosn on the truck
frames, normally there should have been an i1ntervening space
of above 5 inches. This hopper car had been on the Corning

repair track February 23 on accouat cof a hot box, but the
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abgence of side vearings and the substitution cf a block of
rood for orne of tne side bearings was not discovered The
condition cf *ns block of wood indicated that 1t had been
in use for a considerable length of time. Examination of
locomotive 9748 failed to reveal anything which could have
contributed to the cause of this accident.

) Conclusions

This accident 1s believed to have opeen primarily due
to the absence of ong or more roller side cearings on T. &
O. C. hopper car 27081.

The marks which appeared on various parts of the car,
together .ath the marks on tne track, indicate that when
rcunding the curve the car rocked to such an extent as to
cause a wheel to mount the outside rail, dropping off on
the outside and finally resulting in the deraillment. Examin-
ation of this car indicated that 1t had been in a defective
condition for seme time and that this condition had not been
discovered at Corming, which 1s an i1nspection point.

tt 18 noted that the estimates as to the speed of
train No 51 varied from 15 to 40 miles an hour. "hile the
latter estimate may have been too high, the fact remains
that train No. 51 had been operated fer a distance of 3,500
feet on a descending grade varying from O S tec 1.5 per cent,
without any application of the brakes having been made;
under these circumstances 1t 1g probable that 1ts speed was

much in excess of the speed of 15 miles an hour as estimated

by the train crewn The rate of speed at waoich this train
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was operated, togetner wath the coniition cf tne track, un-
douhtedly contributed to the excessive rocking of this car.
All of the exnployees i1nvolived were experienced men and
none of tanem had been on duty in violaticn of any of the

provisions of the hours cf service law.



