
1768 

INTERSTATE OOIIIERCE COLEZSoIOlT 

REPORT 0E THE D I E CTOR OF TIL BUREAU" OF SAFh T Y COHCERNINC-
ACCIDENT *.»THCH OCCURSED O N THE PENNSYL/Alg[A RAILROAD 

NEAR DEAITS, N. J., ON JIME 7, 1932. 

July 26, 1932. 

To the Commission-

On June 7, 1932, there vas a derailment of a freight 
train on the Pennsylvania Ro.-Jroad near Deans, N. J. , the 
wreckage being scruck by a passenger train running m the 
same direction on an adjacent track, which resulted in the 
injury of 42 passengers and 12 employees. The investiga
tion of this accident was lad.e m conjunction with repre
sentatives of tne Hew oorsoy Board of Public Utility Com
missioners. 

Location and method of operation 

This accident occurred on tnno oa^t of the 'Tew York 
Division which extends between ^wv York, N. Y. , and ITolxies-
burg Junction, Pa,, a distance of 72.2 rule a. This is a 
four-track line over which t e a m s are operated by tine-table, 
train orders, and an .automatic block-signal systei. Instal
lations have been ns.de for the ojerotion of ergines couipped 
either with cab signal °nd auton^tic t^nm-scop apparatus, 
or with cao signals only. The en- ine of the passenger train 
involved was equipped with cab a< ;nal, whistle and oennow-
ledger, but not with automatic tram-s ,op apparatus. The 
tracks numbered from south to no^th are 1, eastbound passen
ger; 2, eastbound fieignt; 3, westbound freight; and 4, west
bound passenger. The accident occurred on trock 2 at a point 
approxj mate] y 5,000 feet west of the station at Dions; ap
proaching tnio point from the west, there is a 0° 35* curve 
to tne left approximately 4,000 feet m length, followed by 
approximately 650 foet of tangent tr^ck, the derailment 
occurring at the beginning or western end of tho tangent 
track, while the passenger train struck the derailed freight 
cars about 400 feet beyond that poirt. Beginning at the 
western end of the 0° 35 1 curve, thi grade is 0,24 pc± cent 
descending, followed by a vertical curve approximately 900 
feet m length, and then 0.45 por cent ascending grade for 
1,100 feet, a vertical curve for a distance of 700 feet, and 
0.22 per cent ascending grade for some distance beyond, the 
accident occurring on this latter ascending grade. The last 
automatic signals passed by the two trains involved were 
located on eastbound signal bridge 400, about 2,870 feet west 
of the point of accident. 

http://ns.de


Station 

o "Neip York, TI.Y. 

19 9 fi. 

6 D^pns. N J. 

I 
T Point of pccirlent 

1 n-i 

6 Folispsbttr̂  J&t.,^p 

2,279 ft, 

Point of pccident 

"First ir^rk 
on trpck £ 

Eastward signal 
Bridge ^00 

Inv. Ho. 1762 
Penngvlvpnip, R.P. 

Dpsng, U. J. 
June 7 , 1932 



The tracks arc lr,id with 130-pound rails, 39 feet in 
length, with an average of 22 treated ties to the rail-
length, fully tic-plated, and ballasted with stone to a 
depth of about 24 inches. At the point of accident the 
track is constructed on an embankment of stone and earth 
about IS fect in height, which is in good condition. Tho 
track is well maintained, 

The weather was clear at tho time of the accident, 
which occurred about 6.37 p. m.. 

Description 

Eastbound freight train extra 6747-6755 consisted of 
100' cars loaded with coal end a caboose, hauled by engines 
6747 and 6755, and was in charge of Conductor Walters and 
Enginemen Brooke and Black. This train departed from Enola, 
Pa., at 12.4-0 p. m, , passed HK. Tower at Monmouth Junction, 
N.J.,'the last open office, 2.7 miles from Dv.ans, at 6.33 
p. m,, and was derailed near D^ans while traveling at a 
speed estimated by tho crew to have been between 30 end 35 
miles per hour. 

Eastbound passenger train, ho. 1076 consisted of 1 com
bination car, 2 coaches, 1 dining car, and 2 parlor curs, 
all of steel construction, hauled by engine 3834, and was in 
charge of Conductor Weather by md Engineman Schoclc, This 
train departed from Atlo-ntm City, N.J., at 4.35 p.m.. 
passed Monmouth Junction at 6.35 p. n., practicelly on time 
and was running on tr^ck 1 when iu collided with tho derail
ed cars of extra 6747-6755 wh'lo traveling at an cstinrted 
speed of about 65 miles por hour. 

cars In th^r^rtyJLr^ffr^n^ not" derail
ed. Th/;"train parted between tho eighty-second and o m h t y -
thiTcl cars, end the eighty-tilled to the eighty-eighth cirs 
inclusive remained coupled and stopped on the trwck with the 
eighty-third car at c point about 1,500 foot oest of the 
first mark of derailment, or point of Occident. The eighty-
ninth car stopped, fouling tracks 1 ind 2, and the next 
eight cars were derailed end stopped in. vinous positions 
fouling all four'tracks. The last three errs and the caboose 
remained coupled, the rear end of the caboose stopping nt a 
point about 175 feet east of the first mark of derailment. 
Passenger train No, 1076 was entirely derailed m d the 
engine and cars were throun down the cmbankramr, to the right 
of track 1, The employees injured were the cngiiunan, fire
man, conductor, two brakemen, ono of whom was deadheading, 
and seven dining-car employees, all of train No. 1076 



Summary o f e v i d e n c e 

E n g i n o m a n B r o o k e , i n c h a r g e o f t h e 1 trading e n g i n e o f 
e x t r a 6 7 4 7 - 6 7 5 5 , s t a t e d t h a t b e f o r e departing f r o m E n o l a 
y a r d t h e b r a k e m a n r e p o r t e d t o h i m t h a t a l l b r a k e s w e r e w o r k 
i n g and in t h e r o a d test t h e b r a k e s functioned p r o p e r l y . 
Ho made s e v e r a l applications o f t h e "brakes a t p o i n t s o n route 
a n d a g a i n mado a rood test of t o r t a k i n g w a t e r a t Thorndalo, 
and h e s t a t e d t h a t t h e t r a i n handled splendidly. Tho t r a m 
w a s traveling a t a speed of 30 o r 35 m i l e s p e r h o u r and both 
e n g i n e s w e r e w o r k i n g stenm when the a i r b r a k e s w e r e applied 
and tho t r a i n stopped, the conductor l a t e r c o n i n c up to the 
h e a d end o f the t r a m and informing him t h a t a coupler had 
pulled o u t . Engineman B r o o k o stated t h a t t h o pulling out of 
this coupler n o d o u b t w a s d u e to the s l a c k running in and 
o u t , a s thoro is quite a d i p i n tho track approaching' the 
p o i n t of accident, and he had noticed the slack running in 
and o u t at t h a t point. There a r e quite a f e w dips in t h o 
t r a c k on t h e Philadelphia and HL,W York Di/isions which cause 
s h o c k s when tho slack runs i n and out; thuse shocks a r e 
r a r e l y f o l t on trains of 70 cars but arc always felt on 
trains o f 100 cars; they arc not very severe at the heed end 
b u t a r e quite severe at the rear end, and xfcĉ Lnorian Brooke 
s t a t e d that on tho Pnjladolphia Division oiiey had instruc
tions to shut off the second engine at such dips in the 
t r a c k . Engineman Brooke further stated that itoilo a speed 
of 50 miles per bour ic all owed for freight trams in thet 
territory, he considered that ho was handling the t m i n pro
perly at a cpeod of 30 er 35 miles per hour. 

Fireman Strieker, of the leading engine of crtra 6 7 4 7 -
6 7 5 5 , and Engineman Block of tt>e second engine, corroborated 
t h e statonents of Engmonan Brooke; Lngitieiian Blacjp.fu^fert*-'" 

between Monmouth Junction and Doaiis. 

Conductor Walters, of extra 6747-6755, stated m a t flicker 
leaving Thorndalo ho rode on the right side of the caboose 
cupola and looked over, tho t r a m on all curves, but he no
ticed nothing unusual in its operation until thu brakes were 
applied near Deans. At tines thoro were big clouds of dust 
from the tops of the coal errs and on rounding the curve 
n e a r Monmouth Junction ho could see about 30 or 40 ears in 
h i s train; as they reached the clip in the track ho warned 
tho flagman to brace himself, as is u^ual ct this point, and 
he then felt the air brakes applied in energency and saw the 
cars piling u p ahead; he s rid at this time the engine of 
train No, 1076 was passing the caboose, Just before he felt 
the SLQJK run i n he had heard -train No. 1076 as it approach
ed and on glancing back had seen it about t w o cm-lengths 
behind. When tho trains stopped the rear or r of train Two. 
1076 was standing at the east end of the caboose. After 
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gctting off the caboose ho could sco that the tics to the 
rear of his train were torn up for c distance of 10 or 15 
rail-lengths, the narks on the ties indicated that something 
hod been dragging, and later he found that tho coupler had 
pulled out of the cost end of the uighty-third car and was 
wedged under tho drop bottom of the last car in the train. 
Conductor Walters further stated that just before the occur
rence of tho accident, when the slack ran m , he could sefc 
nothing for a few seconds due to d u 3 t from the coal cars,' 
but at no time did he sec any dust coning from underneath 
the cars. Flagman Clark said that when he went back to flog 
he saw a knuckle and a coupler str-p lying m the track, 
some large holes between the tits, and some of the ties wferc 
gouged out; there also were marks indicating that so IC thing 
had been scraping tho tics. 

Engmeman Schock, of train To. 1076, stated that the 
last automatic sign:1 west of the point of accident, was 
clear as h:s t r ^ m passed it, tnat the cab signal wai clear, 
and that this apparatus h^a b e m functioning prrptrly en 
route. lie was ^por nbing his tr^in at a speed of about 65? 
miles per hour when ne s^w a cloud of dust a.hond and immedi
ately crashed into the wreckage of the freight train w'lthiut 
any warning having been g^T/on him, -uid without his having} 
applied the brakes or shut . ff steon. \ 

Car Inspectors Tyro 11 and Craig, who utru on dUi/y at 
Enola, stated they inspected tne cars that made up tne 
freight t r a m and found ne defects en any of them. 

Tho first mr rk found en tr.ck 2 was at a p m n t 2,279 
feet west u f the point of dcr, ilmont; it was mout 3/4 ralh 
in width and about 2 inches m Jongth cn top of a tie, 3Uf 
inches south of the gauge : f the icrth rail. Between thai 
mark and a point 922 feet w^st ,<f the point of derailment! 
there wcr^ marks cansistin b of twe V-shaned grooves acrosa 
the tics, l£ laches apart, the narth groove b e m g 25 irehis 
south of the gauge of the n t rth m i l , and graves across 4ho 
tics i to U inches in width and 34 inches south of tho gemge 
of the ncrch rail. At a p m t 922 feet west tbc j nit of 
derailment the west side of two ties were rouged out m top 
just inside the narth r^il, to a dcp.jh of from 3 to 5 inches 
the succeeding tie W"S broken and the b^ll-st gauged out 
inches below the tic, and between th" t peirt and tbe firs-
wheel mark on the t m s , r point of derailment, thor^ wer • 
rune different prints at 'dnch the t*cs were broken and g< u-
gcd out on their west sicUs; one tie plate was broken, an
other bent, a bolt was broken, one t.1 c was rrved eastward 
about 8 inches, and at :>nc point there \w s r h ,? e m the 
ballast about 3 inches below the bottom of tho west s.de Sf 
tho tic. At some points these gougmgs were no; r the south 
rail and at others, near the north rail. At the o o m t cf de
railment the wheel n^rks wer*- on the tics on the n rth side 
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of each rail and the holts of an angl« bar e% the inside of 
the south rail were broken off. At a point 0 feet east of 
the point of derailment were found the fir&%4&#el marks on 
the south side of each rail. . * 

The coupler that pulled oat from the east g£ *B" end of 
the eighty-third car was found wedged under the ttrop bottom 
jof the last car-In. the train. This oouplei? was from a high 
iSide hopper car, Btat 2246; th© coupler was an* AHA type D 
?coupler with Westinghouse f^&ction draft gear. Inspection 
4of this coupler revealed that the forward yoke rivet pulled 
""'through the top part of the yoke and the second rivet shear
ed off close to the inside face of the yoke. The top yoke 
member was fractured through the outside rivet hole in a 
fillet of the lip or gib, and the bottom member of the yoke 
was fractured at the inside bend. The fracture at the gib 
of the top member showed an old defect, on the inside, cover
ing about 45 per cent of the area of the fracture, and could 
not have been detected by any ordinary inspection. The 
fracture at the inside bend of the bottom member was new, and 
the fracture of the inside rivet also' was new. 

Conclusions 

This accident was caused by a pulled-out coupler. 

Examination of the track and eg.uipm.en-c showed that the 
coupler had pulled out of the east or ^B" end of the eighty-
third car; after the accident this coupler was found wedged 
under a car approximately 200 feet east of the first mark of 
derailment, while the first mark on the track apparently 
made by something dragging, was found at a point 2,279 feet 
west of the first mark of derailment. There were many marks 
on the track within this intervening distance, and examina
tion of the coupler showed that the top yoke memfeer had 
fractured through the outside rivet hole, 45 per cent of the 
surface of this fracture being an old defect; this in turn 
probably was followed by the failure of the yoke rivets and 
the bottom member of the yoke, and then the pulling out of 
the coupler. The old defect in the top yoke member could 
not have been detected by ordinary inspection. The combina
tion of this old defect together with the movement of* slack 
in this part of the tram, due to the dip m the track, were 
believed to be the underlying causes of this accident. 

Although the passenger engine was equipped with cab 
signals it appears that at the time of the derailment of the 
freight train the engine of the passenger train was practi
cally opposite its rear end and consequently warning of im- ( 
pending danger was not given to the passenger engmeman m 
time to pernit, him^to take any action to prevent or reduee 
the severity of the accident to his train. 
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All of the employees involved were experienced men, 
and at tho time of the accident none of them had been on 
duty m violation of any of the provisions of tho hours 
of service law. 

Rospectfu! ly submitted , 

W. P. BORLAND, 

Director. 
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