
INTERSTATE COMMERCE COMMISSI 

WASHII'M TON 

INVESTIGATION NO, 2677 

NTRAL RAILROAD COMPARE OF ̂ ET-r 

REPORT IN RE ACCIDENT 

AT RIGn FRIDGE, N. J., ON 

FEBRUARY 1C, 1043 



o Inv-2677 

SUMMARY 

Railroad: 

Date: 

Loci tion: 

Kind, of accident 

Train Involved: 

Train number: 

Engine number: 

Consist: 

Speed: 

0aeration: 

Track: 

We a trier: 

Time: 

C^ sualties: 

Cause: 

Central Railroad, of New Jersey 

February 16, 19A3 

High tridge, N. J. 

Derailment 

Frei? nt 

Extra 951 East 

931 

66 cars ars, caboose 
20 m. p. n. 

Automatic block-signal system 

Double; tangent; 0.924 percent 
descending grade eastward 

Clear 

About 2:05 a. m. 

1 killed 

Accident caused by a damaged 
switcn as a result of dragging 
equipment under a preceding train 



INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2677 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAM 6, 1910. 

in.-. \j ANTRAL RAILROAD COMPANY OF N E W JERSEY 

April 7, 1943. 

Accident at Hign Bridge, N. J., on February 16, 1943, caused 
by a <nam^ged switch as a result of dragging equipment 
under a preceding train. 

1 
REPORT OF THE COMMISSION 

PATT^RSO. , Commissioner: 

On February 15, 1943, there was a derailment of a freight 
train on tne line of the Central Railroad Company of New 
Jersey at High Bridge, N. J., which resulted In tne death of 
one employee. This accident was investigated in conjunction 
witn a. roprcscntativo of the Now Jersey Board of Public 
Utility Commissioners. 

-'-Under authority of section 17 (2) of cne Interstate Com­
merce Act the above-entitled proceeding was referred by une 
Commission to Commissioner Patterson for consideration and 
di spositlon. 
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Location of Accident and Method of Operation 

This accident occurred on tnat Dart of the Central Divi­
sion extending between Phillipsourg and Jersey City, b. J., 
72.12 miles. In tne immediate vicinity of the coiiit of 
accident this is a double-tracL line over which trains moving 
wi tn L.he current of traffic are operated by an automatic 
block-signal system, the indications of wnich supersede time­
table superiority. The accident occurred on the eastward 
main track at a point 2,500 feet west of the station at High 
bridge. Approaching from the west there are, in succession, 
a tangenc 1,715 feet in lengtn, a 2° curve to cne left 1,250 
feet, and a tangent 222 feet to the point of accident and 
1,578 feet 'oeironC. The grade "for east-bo una trains varies 
between 0.03 and 0.924 percent descending tnroup i out a dis­
tance of about 4 miles immediately west of the joint of 
accidert and is 0.924 percent at tnat point. 

The track structure consists of 130-oound. rail, 59 feet 
in lengtn, laid in 1940 on 21 treated ties to the rail length; 
it i s fully tienlated with double-shoulder canted tieolate^, 
single-spiked, provided, with 6-nole angle bars, and. is bal­
lasted, with stone co a death of 12 Inches. 

At a point 2,300 feet wes^ of the station at High Eridge 
a facing-point crossover for movements with the current of 
tra.ffic connects the eastward and the ipshmri main tracks. 
Tnls crossover is provided l i t h ho. 10 turnouts and Is 193 
feet in lengtn. The "cpt switch is arranged wi ch a 4-1/2-inch 
throw and. has switch points 20 feet in lengtn connected by 
three switch-rods located 1 foot, 3 feet and. 5 feet east of 
tne west end of tne ooints. M i r switch is equipped also with 
a facing-point switch lock. The derailment occurred about 22 
feet ease of the swiccn points. 

Si; n0.1 572, wnich governs east-bound movements on the 
eastward main track, is located 1,447 feet T. cat of tn L- T ' 0 S Li 
cro s so v e r- swi t ch. 

Time-table special instructions read in P a r t as follows; 

AIR BRAKES 

F 2-eight Service 
* # # 

fi. Retainers will be used be tween Hampton and. 
White House as follows: 

-a-
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15 retainers on trains consisting of 51 
to 76 cars 

* 4S-

Hampcon and White House are, respectively, 4 .43 miles 
west and. 7 .97 rail;s east of High Bridge. 

In the vicinity of the point of accident, the maximum 
authorized speed for freight trains is 30 miles per nour. 

Description of Accident 

Extra 931 East, consisting of engine 9 3 1 , 66 loaded cars 
and a caboose, departed from Pnilliusourg, 19 .95 miles west 
of Hign Bridge, at 12 :55 p. ra. , February 15 , according to tne 
dispatcner's record of movement of trains, passed Hampton, 
4 .43 miles west of High Bridge and the last open office, at 
1:43 a. m., February 16 , passed signal 572 , wnich displayed 
proceed, and wnile moving at an estimated, speed of 20 miles 
per nour it was derailed at the crossover located 2 ,300 feet 
west of tne station at High Bridge. The brakes of tnis train 
had oeen tested, and nab functioned properly en route. 

The rear trucks of the tenth and. twelfth cars, the front 
trucks of the eleventh and. thirteenth cars, and the fourteenth 
to thirty-second cars, inclusive, were derailed and consider­
ably damaged. 

It was clear at the time of tne accident, wnicn occurred 
about 2 :05 a. m. 

Tne employee killed, was tne front brakeman. 

Mechanic?.'1 Data 

Examination of the engine and. tne first ten cars failed, 
to disclose any condition wnich could have contributed to the 
accident. A section of flange 18 incnes In length was broken 
out of the left No. 1 wheel of the front truck of the eleventh 
car. Tests of this flange disclosed tnat the metal was sound 
and. within specifications. 

Track Data 
I 

After tne accident, measurements of tne eastward track 
taken between points 2o2 foot west and 1 foot east of the 
switch points were as follows: 
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Distance vest of 
point of accident 
202 feet 
181 
165 
142 
124 
103 
85 
64 
52 
36-1/2 feet 
29 feet 
20-1/2 feet 
4 feet 

1 foot east of 
P. 8. 

Surface 
level 

South rail 1/4 inch high 
" 1/2 

1/2 
3/8 
1/8 
1/8 
1/4 
1/8 
1/8 
1/8 
1/8 
1/4 

1/4 

Gage 
8-1/2 inches 

Dl s cue si on 

Extra 931 East vas novlng on tangent track at a speed of 
20 miles ner hour in territory where tne maximum authorized 
speed is 30 miles per nour when tne tentn to thirty-second cars, 
inclusive, were derailed at a facing-point crossover. The last 
automatic signal displayed proceed for this train. There was 
no indication of defective condition of tne track or of any 
condition of the engine and first ten cars which could nave 
contributed GO the cause of the accident. 

As Extra 931 was approaching the point where tne accident 
occurred the speed was about 20 miles per hour and the enpyinemen 
were maintaining a lookout ahead. Brake-pipe pressure of 90 
pounds wa.s being maintained and retaining valves were set for 
use on tht, first 15 cars. The front brakeman was staioned on 
a car in this portion of the train to observe if any wheel be­
came overheated. The engine was riding smoothly and the first 
any surviving member of the crew was aware of anything being 
wrong was wnen the brakes became applied in emergency and the 
train stopped abruptly. The fireman had looked back along the 
train when it moved on curves to the left and saw no indication 
of defective equipment or an overheated wneel. 

After the accident flanges were found broken on all wheels 
of the front truck of the eleventh car and an 18-inch piece of 
the flange of tne left Xo. 1 wneel of tnis truck was found at 
tne heel of the nortn switcn point. Tests disclosed tnat this 
flange was of sound metal and that it had been broken by impact. 
Pieces of flange were broken from three other pairs of wheels 
of tne derailed equoemcnt; however, none of the wheels disclosed 
indie.tions of cefactive metal or overrenting. There was no 
condition of the eauipmmt of the rear truck of tne tentn car 
tnat mi'ht have cau°ed the derailment. 

Examination oi 302 feet of track immediately west of the 
point of accident disclosed, that the greatest variation in sur­
face between two adjacent stations 21 feet apart was 1/4 inch. 
Tnere vac no variation in gage. Tne nortn sxiriten-point fitted 
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tightly against trie stoci: rail and trie switch lever vr s latcned 
and locked. Throughout a distance of a'oovt 1 mile immediately 
west of tire crossover, the ties in the ensc^ard main track were 
marked intermittently about 18 incnes infcide the north rail. 
Similar marks continued east of tne crossover a considerable 
distance. About 18 lncr.es inside tne nortn switch-point tne No 4 
2 switch-rod bore a mark of a severe impact and tne rod was ' 
bent eastward 2-1/2 inches. There was a mark on tne right clip 
of the No. 1 switch-rod. The cwiten-plate under the end of the 
soutn switch-point was marked heavily 3-7/8 Inches Inside tire 
south rail and there was a light mark on tne end of tne point.• 
Other' switch-plates were marked less heavily inside the sou in 
rail. Tne sou ch switch-point and trie south rail of the cross­
over were torn loose, moved 4 feet eastward and stopped. 1 tne 
center of the track. All the right switch-roc clips were urok-r. 
off. Starting at a point 22 feet east of the switen-points, 
both tne north and. tne south rails wero canted outward, through­
out distances of 57 and. 42 foot, respectively. There were flang 
marks in tne web of tne north rail and on the frog. East of the 
frog the eastward main track was torn up 300 feet. 

The marks on the track structure indicate that dragging 
equipment nad. damaged, the w^st switch of the crossover, and, as 
a result of vibration caus .6 by the engine and the front portion 
of the train, tne right switch-point moved toward the south 
ra.il. Apparently the right No. 1 wheel of tne front truck of 
the eleventh car engaged this point and closed it againsc fchu 
south rail. This pair of wheels moved on tne swi tch points 
until the gage narrowed, then the lateral pressure o. arced 'ov 
trie narrowed gage snapped the left No. 1 flange, and tn^ general 
derailment followed. The rear truck of the tenth car was de­
railed by the lateral pull of the elcvent- car. Marks on the 
frog indicate that trie rear trucks of s ever d cars became re-
railed alter having been derailed. Since ro dmgf in a or defect­
ive equipment was found in tne front portion of Extra °?1 and 
since marks on tne track structure annc-red caat of tn ; point 
wnere tne front of this train stooped, it is aooarent tnac tne 
damare to the track was a result of dragging equipment of a 
preceding train. Tne defective equipment whicn damaged cue 
switch had not been found at tne time trie investigation of this 
accident was completed. 

Cause 

Ic Is found, tnat this accident was caua°d. b;/ a damaged, 
switch as a result of draaL-,i rr equipment unoer a preceding traiJj 

Darted at Wasninrcon, D. C , this seventh 
day of April, 1915. 

Egy tne Commission, Commissioner Patterson. 

\r. p. PART EL, 
(SEAL) 

Secretary. 
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