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Delaware, Lackawanna & Western

January 19, 1935

Newton, N. J.

Derailmnent

Passenger

1 employee killed

Failure of flagman to close main track
switch after 1t had been used and
failure of enginemen to notice the train

had been diverted from the main track.
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INTERSTATE COMIIERCE COUMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE DELAWARE, LACKAWANNA & WESTERN RATLROAD
AT NEWTON, N.J., ON JANUARY 19, 1935,

March 6, 1935,

To the Commission:

U

On January 19, 1935, there was a derailment of a passenger
train on the Delaware, Lackawanna & Western Railroad at Newton,
N. J., which resulted in the death of one employee. The 1nvesti-
gation of this accident was held in conjunction with representa-
tives of the New Jersey Board of Public Utility Commissioners.

Location and method of operation

This accident occurred on that part of the Sussex Branch
of the Morris and Essex Division extending between Branchville
and Port Morris, N. J., a distance of 22.93 miles; in the
vicinity of the point of accident this 1s a single-track line
over which trains are operated by time table, train orders, and
an automatic block-signal system. The passing track at Newton
15 1,143 feet 1n length and parallels the main track on the
south; the west switch, a facing-point switch for east-bound
trains, is located 407 feet east of the station and the accident
occurred on the passing track at a derailing switch located
242 feet west of the east switch. Approaching the point of
accident from the west, there i1s a compound curve to the left
3,375 feet in length with a maximum curvature of 6°950!', the
accident occurring on this curve at a point 519 feet from its
eastern end where the curvature 1c 2°10'. The grade is 0.8l
percent descending for east-bound trains at the point of accident,

The switch stand at the west switch is located on the
south side of the track and is 6 feet 1 5/16 inches in height,
equlpped with rectangular banners approximately 14 inches in
width and 26 inches in height which display white or red indica-
tions according to whether the switch 1s closed or open, res-—
pectively. The derail switch stand 1s on the south side of the
passing track and 1s 1 foot 9& inches in height, equipped with
an oval green target and a double blue target, each half of
which 1s circular in shape, the indications being green when
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the switch 1s closed and blue when 1t 18 open. These switch
atands were not ecuirped with switch lamos and no automatic
block--s1ignals were involved i1n the accident.

The weather was clear and it was dark at the time of the
accident, which occurred about 5:34 D.m.

Description

Train No. 1054, an east-pound pacsenser train, consisted
of 1 ccach, 1 combination mwain and vaggase car, 1 mall car, and
5 11lk cars, in the order named, aauled by enrine 1010, »f the
double—cab tyve, and was 1in caarge of Conductor Henae and
Engineman Ash. This traln arrived at NVewton at 5:35 p.m., and
while siation werk wes being perioraed, engince 1008, also of
the dounle-cab type, in charze of Enpineman McClain, racked ous
froa the passing track ana coupled to the head end of tne train,
the passing—-track switcn beins left open. The train left the
station at 5:30 p.m., on time, tut stopped at the water tenk,
3438 feet cast of the ctabtion, where the second engine took water,
At that time the lead ecnoine was ctanding on the turrnout leading
to the w stern end of the passing track and tae Ifront end of the
second engine wWas practically orpocite tne switch stand., After
water was taken the train proceeded through the passing track,
ran through an open yard-traci cwitch, and was derailed when
1t euncountered the open derailing switcn near the eactern end of
the passing track while traveling at a specd estimated to have
been between 1o and 25 miles pner hour,

Both engines, their tenders and th~ forwazd truck ol the
first car were derailed; the engince stopped cu their right sides
with the irent end of enpine 1010 atout 3 feet ashead of and to
the left of the tender of engiae 1008, waich wag leaning to the
rigat at an aunrle of ebout 45°, The employee killed was the
eninexan of the lead eazine.

Surmary of evidence

Fireman Zuckley, of enmine 1008, st.ted that on the day of
the accident 18 eagine hauled Train No. 1052 from Rranchville
to Newten, its destination, arrivin. at 4:55 p.m., after which
the cars were placed in the yarcd and thev waited Tor the arrival
of Train No. 1054, which trai. they were to double-head to Port
Morris. When Train No. 1054 arrived, his en;ine umoved oubt of
the yard to the paseing track ond then backed westuerd on the
passing track to the main track and coupled to the head end of
the train. The troin woved slcwly to the water tank and while
enyine 1010 wag taking water Pireman Ruckley wes fixing the
fire and did not actice the »nosition of the svaiten leading to
the passcing track and thcught bis engine was on tne mainkrack.
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Both cnpines used steam when lcaving tee water tank and upon '
ap, rouchin,, a nighway crossing near th. east switch hic eaginesan

gtarted coundins & crossiay ei.nal and hed cbout finished when
the sccord enzine whistled for brekes nnd they wvere applied in
erer zency, followed alwmost r1umediately Ty the derailment; he
utlﬂ.fQG shie gpeed ot the ti1ue of the sccircent ot 25 niles per
Licur. Fe vwvoeo not certain whether the headli,nt wos barniny ond
dic not know wnhether the throttle wins closed prior to the
accident, Lovisyr beea 1n the fircman's cob after leaving tae
water 1o q1 but the enyineaan how handled the enine preoerly
during Tni day and he thought the enzineman must heve been 1n
normnt cendition end olert ot Suls porticulir tiwe, otherwisce ne
would et n~ve winlstlec Tor to2 crossrdad or applied the tralzes
when sne cecond engiaenan wnictled for them, Fireman Cucklo
had firec for Basinem-n ucCloein on thigs s-yue ran for 4 months
and covlda ot ~ccount teor toe fai1lure ol nic ensinenan to oLserve
the 1ndic .tion dluplmyﬂa by the terget of the switch stand at
the entr-uice teo the nacuing track unlecs 1t was because ne was
lookin, back at the ti7e tuneir engine approached and passed 1t
1n order to spot cenrine 1010 at the wuater tank.

Flaguan Keynolds, »f Tircain io. 10bg, whe hendled the switcher
for engine 1008, st ted tant caen Train Wo. 1054 arrived afh

Newton 2 opened the et pori1a —tr ck sviteh ~nd geve hisg
enginewsn o bock-up signal, and while the ew ine was ovacking

from the passin,, track he procoeded eactward and clogsew some yard
switciies ~ad tien hurried buck towards the train but forpgot to
close ine wa1n~track switon, having i1n aind that the train would
not stop Ior water one that he would hive to hurry in order to
ride btue train to bis home ot Netcenr, near Port liorrigc. The
trein ot rted berecre he reached 1t d”d he bocrded the Zorgard

ena ol the coeca ana sat dowmn 1n the sroking coumpertmont; 16 did
not occur to him that he nad failed $o cleue the possing—track
switcn until the train cawe to a cudden ctop end he discovered
thet taie cn.1nes had cun olf the peso nf~trwch derail. Fe ag.1d
that 1%t w .5 the ustal practice 1in makiln a movement of this kind,
to clogse the yurd switches anc then tue passinag-trock cwitch but
he overlonked tac latter switcn i1n thic i1netince althourh ae
pasced 1t on his way to the train; nc did not taink he would

have overlo red 1t 10 1t hawt teen equinced with o lanmp.

Tupinewan Ash, of the secoad engine, stated thet cn.ine ‘
1008 wan courled to arc ensine aaa tae train moved zheond o
the water cank; alter lakiay weter for his enylue the brakeg
were tected and ' he treln procceded, the tlue taen being Hirod
Pea. e looked out raile per-ing couse stori;e tanke located
less tian 3C0 feet from the h@fl“l a0 then d¢iscomered that the
; e sounded onc blast of
n

Te

train weo movins on the pa: cing track
the whistle, ot viiich timc the lead e Flnanwn was whistling tfor
a higiiway crcscoing, and the brakes we 1maediately anplied in



emercency, at a speed of about 25 cr 3C miles per hour, and the
accident occurred very shortly afterwards. He had ncticed that
the headlivht of the lead engine was bturning krightly before the
train left the station, but on account of the curvature of the
track he could nct see the reflection after departing; the head-
light »f hic own enzine had teen dimmed. Engineman Ash did not
notice the indication of the switch target while water was bteing
taken as he wag working on the lubric: tor and haa no occasion to
look out, but he thought thct had 1t been ecguipred with a lamp
1ts red 1ndication would have attracted aic attentinn; he did
not hear or feel the engine pass over switches thet would not
have been encountered 17 the train had been on the main treck.
The brake valve cn nis enqgine had been cut cut and he did not
thing that he could have averted the accident haa he cpencd the
cut—-out cock and applied the brakes i1in emergency 1anstead of
wnistling for brakes after obscrvin,g that the troin was running
on the wrong track. Engineman Ash was well acaupinted with
Engineman McClain ane had talked with him oafter the lead engine
was coupled to the train, snd he said Engineman licClain oppeared
to be 1in normal condition,

Firemen Lomberg, of the sccond engine, stated that he was
back on the tender while takin. water and that as soon as the
spcut was raised the train started and by the time he got back
teo the fireman's cab 1t was traveliny at a presty good rate of
speed. He was shoveling ccal into the firebox when he heard the
lead engine whistle f~r a rcad crossing and at the same time his
own engineman whistled for brakes; the two whigtle signals, the
emeraency application of the brakes, and the derailment took
place within a few seconds.

b

Conductor Henne stated that after the engines had been
coupled, the head brakeman gave a hand signal to proceed and the
train woved t» the water tank, where water was taken on the
secona easine and the brakes were tested. Ag soon as the train
started nhe walked to the head cund of the coach for the purposc
cf collecting Tares and while performing this work he heard tiae
whistle for the highway crcssing, then one blast for brakes
which were applied almost 1.:mediately and the train stopped within
a few seconds. The train had been traveling at the usual speed
cf about 1L miles per hour and there was nothing to i1ndicate that
1t was on the passing trock until after the derailment cccurred.

Head Brakeman Newhaus statcd that when engine 1C08 was
coupled to the train he connccted hoth the air and communicating
signal hose and then walked tack along tne si1de ol the srain
looking for a signal from the rear end to move ghead to the water
tank; during the brake test he relaycd hand siznals to the engine~
man. From .18 position he vas unable to sce tne passing—track
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switch and after his train departed from the water tank he did .
not know that 1t was on the peassing track. His statements as to
subsevuent events practically corroborated those of the conductor,
while the stutements ol Flagman Browne added nothing of 1umportance.

Discussion

According to the evidence, Ilagman Heynelds cpened the
main—-track switch and after giving a signal for his engine to
back up, he closed some yard switchies and tnen started townrd
the trnin, passing thne main-track switch without noticing 1t and
forgetting that 1t had been left cpen until efter the derailment
occurred. The ouly exprlanation he could offer for his oversight
was that 1t was dark ana he was in a hurry to board the train
before it left the station, not thinking that it was i1ntended to
stop for water just beyond the station.

The evidence further indicates that at the time the train
stopped at the water tank the lcading engine was standing on the
turnout and the front end of the second engine was about opposite
the switch stand, which is located on the engineman's side of an
east-bound train, yet Engineman licClain apparently failed to
notice that the switch was open when his engine passed 1t and
entered the turnout while IZIngineman Ash sald that during the
time the train was standing at the water tank he was engazed
with duties i1in the engine cab and consecuently failed to see the
indication displayed by the switch target. 1jo reason can be
ascrived for the Tarlure of Engineman lMeClain to cbserve the
position of the passing-track switch or to discover that the
train was being operated on the passing track; he was an experi-
enced engineman, had been on this same run for 3 months, and so
far as known had been in normal condition throughout the day.

On July 30, 1932, a bulletin order was 1&g ued by the
superintenaent to the effect that in automatic block-signal
territory all main-track switch lamps and derail lamps would be
removea, no changes being made 1n certain territory not invelved
1n thisg accident. Cbservations subsequent to the accident
disclosed that the rays of the headlight of an en:ine standing
near tane east end of the station would focus cn the water tanrk
and not cn the stand at the west switch, makingy it necessary for
a lead engineman to watch closely to sce the color of the switch
target; this target could not be seen Irom the second engine 1n
the dark. It also appeared that with a burninsz switch lamp on
the stand, the position of the switch could be determined from
any point where the engines stood, while a lamp at the low stand
at the derail was visible to the iead engineman for a distance
cf about 550 feet. It appears more than prcbable that the use
of switch lamps on thece stands would have resulted in the



detection of the errors which led to the occurrence of this
accident.

Conclusions

This accident was caused by running through a derail
switch, due to the failure of Flagman fHeynolds of engine 1008,
to cloese the west switch of the passing track aiter the engine
had entered the main track, and by the failure of Enginemen
McClain and Asa to note that their frain nhad entered the open

switch and was moving on the passing track.
Respectfully submitted,

W. J. PATTERSON,

Director.



