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IN RE INV.STIGAFION CF AR ACCIDENT LWHICH COCURRED OFN THE
WooT S4C2F 2aILaCAD AT JIR3RY CITY, H. J., OF
FEBRU.RY 8, 1919.

Marech 156, 1919.
On February 8, 1919, there was a derallment of a

Lehigh Velley train on the tracks of the Weat Shore xailrcad
at Natlonsl Junction in Jersey City, E. J., which resulted in
the death of 3 employees. After investigation of this accident,
the Chief of the Burean of Safety submits the following report.
Trans fer movements beiween Claremont and Weehawken
are handled over a double-treck line which i8 confined solely
to freight interchange snd switoh operations, approaching Tee-
hawken from Claremont, & double-traok line of the Pennsylvania
Rallroad connegts with this double~track switeh line at a point
just beyond FNational Junetion tower. ‘fhe double-track switch
line is maintained by the Lehigh Valley and {Jest Shore Railroasds,
the Lehigh Valley being in charge of that part extendiing from
Claremont to a point nearly opposite the tower, smnd the Weat
Jhore being in charge from that point on to Weehawken. Ap-
proaching Natlional Junetion, the road is kmown &3 the FNational
Docke Branch of the Lehigh Valley, while beyond the junoticm
of the Pennsylvanla tracks, it is known 28 the New Jersey Junc-
tlon Railroad, which in reality is a part of the River Division
of the West Shore Railroad. On account of this belng a line
used solely for switohing and interchange purposes, there are
no time-fable movemente of any kind. BRBeiwesn Natlonsl Jurnctionm

end ¥Weehawken, therg 15 a manual blook signel system in use,
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the block stations being located at Natironmel Junction, Willow
Avenue and Weehawken. There is no Iinterlocking plant at National
Junction, the switohee being operated by hand. Operstors szcer-
tein the condition of the bloock by means of the telephons and
then give elther a clear block or a oention vard according to
the circumstanaes. The sctual point of dersilment was abount
100 feet beyond the end of the Lehigh Velley pert of the track.
Treins hound from Claremont to Weehawken are saatboundi while om
the Lehigh Valley tracks, and westbound after reaching the West
Shore tracks. Approeaching the point of derallment, Lehigh Valley
traino are run on 8 viaduot and then dowmm into a tunnel, imown
ag Waldo Avenme tunnel, This tunnel is 439 feet long and con-
taine a reverse ceurve, the track first curving to the right and
then to the left, both curves being neerly B degrees and about
130 feet in length., The speed of trains through this tunnsel
is restrioted to 10 miles en bour. Leaving this tunnel, there
1s about 160 feet of praotically tangent track, & 3-degree ourve
to the right about 275 feet in length, 35 feet of tangent and s
curve to the left, the last mentioned curve starting at 3° 36',
and acaeording to measurements made by the division engineer's
office, inecremssing to 129 at the point of derallment, & distance
0f 150 feet from the start of the curve. This ourve extiends
through the switches where the tracks of the Pennsylvania Rell-
road connect, these switches being tralling polnt switoches for
movements going toward Weehawken, Starting on the wvizduet at
Montgomery Street, the grade is 2% descending for about 600 feet,



1.67% desocending for 400 feet and .295% descending for about
500 feet. It is them praotically level for about 135 feet or
nearly to the point of dersilment. Beyond this point, there 1s
about HOQ feet of l.42% descendlng grade and then 1000 feet of
1.86% ascending grede, It 18 cowtomery for transfer tralns to
atop on the viaduet and for the engine to proceed 1light to the
tower for the purpose of seeing the block and geiting a clear-
ance card if necessary., This gignal hes no distant slgnal con-
nected with it.

The traln involved in this accldent was a tranefer
train of 20 ioaded ecars haulied by Lehlgh Velley engine 3143,
in charge of Conduetor ashern and Engineman Crocheron, employees
of the Lehigh Valley Reilrozd, and wad en route from Claremont,
N. J., to Veshawken, H,., J. The train wes brought to & step
on the viasduet with the engine about 1800 feet from Fatiomal
Junetion, The englne then prooseeded light to the Junetion,
arrlving there at sbout 5.40 p.m. The crew waited untll 6.20
p.m, before obteining a csution card, and then returned to the
train, coupled up, made an air-brake test, and departed at
about 6.3l p.m., being doraliled at 2 point just beyond National
Junction tower ait sbout 6.3b p.m. while traveling at a spsed
egtimated to have been about 20 miles an hour.

The engine and first four carse of the transfer train
were entlrely derailed and badly damaged, The engine collided
with other c¢ars standing on a side track, five of these being

more or less badly damaged.
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Conductor Lee of the New York Central Railroad, who
wag outside of the tower at Hationmal Junation 2t the time of
the acgident, siated that the engine began to work steam as
goon a8 it got out of the tunnel. He thought the Bpeed was
about 18 or 20 miles an hour at the connection, arnd said that
he thought about half the treln had passed the oconnection be-
fore the air brakes were applied. The statements of othe mem-
bers of Conductor Lee's crew added nothing to those of the con-
dustor,

Fireman Paulson stated that after the olearance card
bad been obtalned and the sngine returned to the train, the
train line was pumped up, & period of 5 or 10 minutes passing
before the traln started. The train driffed through the tunnel,
the engineman starting to work steam ae goon &8 1t got outeide.
He thought the speed orosaing the P.K.R. connection was about
20 miles an hour, He sald he was standing in the tender and
that the aceldent happeped so guickly that he did not kmow any-
thing ebout it until he picked bhimself up afterwards.

Mlddle Brakeman Duffy stated that when the engine re-
turned to the train efter getting a olsarznce oard, the air
hose was coupled and an alr-brake test made. The usnal prao-
tice was to have one man on each pide of the train walk from
the head end %o the rear and then notify the engineman, On
thia oceasion, there were no brakes cut ocut, and the engineman
wag notified that the brakes were all right, Going down the
grade approaching the tunnel, the speed w3 abomt 10 miles an

hour, being sbout 18 or 20 mlles an hour when the train hzd
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passed the tuanel. Brakemen Duffy afterwards changed this to
the extent of saying that the speed coming out of the tunnel
was about 10 miles an hour and ebout 18 or 20 miles an hour

at the P.R.R. oonnection.

Flagman Dolan stated that before leaving Claremaont
he sasleted in making an sir-brake test and that before starting
from the vladuot on Monigomery 3treet, another test was meade,
the sir brakes applying on the rear car. At the time of the
secident, he thought an air hose had burst, He eBtimated the
speed to have been & or 10 miles an hour coming through the
tunnel end Baid that 1t was about 19 or 20 miles an howr at
the time of the accident.

Traln Master Curry of the Lehigh Velley Railroad
stated that in movements of this character it was the custom
to leave the train on the viaduet and prooeed light to the
tower and obtain s clearance; the towerman would then hold
the block while the light englne backed up, coupled to its
traelp, made sn alr-brake test and returned. On account of
the ascendlng grade on the weal Shore Railroad, it was ousto-
mary to get & start on the descending grade on the Lehigh Valley
Railroad. The speed on the Lehigh Valley track, however, was
regstricted to 10 miles an hour by bulletin notice issued in
March, 1918. 'this restriotion applled ae far as the end of
the tunnel. He further stated thaet both thse ocnductor and
engineman were gqualified to run over the tracks of the West

Shore Reilroad, The reason the home signal st Hational Junction
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doee not nave a distant signal comnected with it iz to have

the ocrewa leave their trains on the viaduet until they ssger-
tain the position of the sigmil, Otherwise, if the train pulled
down to the signal and then had %o stop, sometimes for long
periods of timr, switch englines would not be able to work at

the private indusVries along the track.

Train Mester Wright of the Hew York Central Rallrosd
stated thet the conductor in charge of extra 3143 was the ounly
man in thet orew who had been examined and wes gquelified to
pilot or take charge of trains on the Lehigh Valley Railroad
running over this part of the West Shore Relliroad, although
the other members of the crew had run over it gulte fregquently.
He also stated that there were marks on the dismond which in~
dioated thet something had been dragging over it, as well &s
merks on the guerd rail.

Carefnl exsmination of englne 3143 was mede by varicus
officials of the Lehigh Vzlley and West Shore Railrosds, both
lmnediately after the socident and after the engine had been
removed from the scene of the acoldent. These exsminations
developed nothing about the engine which could have caused
the accident, Thip engine was a switch englne of the 0-8-0
type, with a totel weight on the drivers of 170,580 poumds. It
hied been out of the shops about two wgeks after hauving received
general repairs.

A88istant Road Foreman of Engines Galvin of the Lehigh
Valley Rallrcad stated that he haé ridden on engine 3143 over

the same part of the road betwsen 1.00 and 2.00 p,m. on the day



of the ageldent, It nud very little laterzl motion =nd rode
very steadily for an engine of that cluss. He thought the
gpeed on the trip made by him was about 10 miles an hour when
coping out of the tunnel and = little more than that when passing
over the Pennaylvanis conneotion, HEe seid the general practice
after leaving the tunnel was to work an englne herd in order to
get over the grade on the wWest Shore tracks, aml thet a gpeed

of 20 miles an hour might be reached batween the end of the
tunnel and the foot of the grade. He stated that he arrived

al the scene of the accldent about 2 hours after 1t8 vcocurrence
end found all wheels end flanges to be in good copnditlon, There
were maturally meny broken perts, but he found nothing which
could have caused the aceident. In oompany with sn official of
the New York Central Reailroed, he looked over the track approach-
ing the point of derailment and found & broken eceller und the
piscges of & eellar pin. Phe cellar was found i1n the middle of
the track snd the breaks were alean. In all, there were one
large and two or three small pieces.

Superintendent of Motive Power Hibbits and Assistant
Superintendent of Motive Power MaGill, both of the Lehigh Valley
Reilrosd, mads agareful ezsmination of engine 3143 after it had
been picked up and found nothing which could have contributed
to the dergilment.

Road Foreman of Engines Umpleby of the Hew York Central
Railroad stated that he did not find anything about the locomo-
tive which could have ceused the accident. In looeking over
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the track, he found at & poini';bout 27 feet from an overheed
bridge of the Femnmsylvenia Rallroed, which is just beyond the
gonnection, the remains of a cellar pin, the pleces being about
4 or b feet apart, but ne said he thought the bresking of the
cellar box was due to the derallment and thet it ocvourred after
the driving wheels left the ftrack.

Master Mechanic Strauss and sgeistant Superintendent
of Motive Fower Brown, both of the ¥New York Central Raeilroad,
steted that they had caerefully examined the engine after it
had been picked up snd removed from the scene of the aescldent,
but did not find anything vhieh they thought couwld have con-
tributed to the derzilment,

Examination of the traok showed the first marks of the
derailmernt were flange marks on a guard rail 37 feet beyond the
eastern end of the Lehigh Valley track at & point opposite a
frog. The first wheels to leave tne track spparently were the
forward driving wheels. After traveling & dlstance of about 280
teet, the dersiled wheels came 1n contaot wit.. & croasover con-
necting the east and westbound tracka, the englne amd cars pil-
ing up at that point,

Division Engineer Xing of the Lehigh Velley Railroad
stated that osreful measurements were made of the traock approach-
ing the point of derailment and that nothing wus found which
could have gaused 1t. There was no elevation on the curve, but
he said thet 1t was not posslble to have any elevation om a
eurve at a crosslug of thils ocharactsr, Considering sll of the
conditions exigtlng at this point, he thought a speed of 20

miles an hour wase safe,
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Supervisor of frsek Sheehan of the Lehigh Valley
Railroad stated that the frog at the P.R.R. connecgtion was a
little low, but not enough to do eny harm. He considered that
there was nothing in ocomnection with the track whlch could have
paused the derailment,

segtlon Foreman Hoyd of the Weat 3hore Railromd
ptated that he ned never had any trouble at the crospover and
that %o the best of his kmowledge, it was in good condition.

The only marks he found on the track were slight marks on the
frog at the center as 1f something had dragged esoross the top
of it,

Prack Supervisor Johneon of the VWest Shore Hailroad
stated that he fonnd where something had been dragged cver the
frog am also marks on the guard rail where something had ridden
the top of the guard rall outside of the lead rall. A wheel
had papged over the rall and gotten In between the swlteh point
and the stook reil. There were then occaglonal merks down to
where the wheels encountered the srogsover, at whilch point the
track was torn up. He examlned the frog and track 2t the P.R.R.
connection and found evecrything to be in good condition.

Divigion Engineer Thompson of the New York Central
Rallroad stated that the degree of curveture at the connection
was about 1l degrees. Inder the conditions existing at that
point, Brd with average speeds of 1b or 20 milss an hour, a
gafe elevatlion for such a curveture wounld be about 3 inches,

He dld not say, however, that it wuld be unsafe without any

elevation if partiouvlar care was taken in the construetion of
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the track to prevent the reil from turning over. He said the
rail at this point wes 106-pound ra2ll with extra heavy switch
timbers, about 20 ties %o the rell, tie-plated snd double-aplked.
He thought a safe speed would be not over 20 miles an hour. He
8aid that nothing wus found about the track which could have
caused the mocident.

The esuse ¢ this amcoident wes not definliely dscer-
tained, It is possible thet it may have been due to a combin-
ation of speed, & little stiffnese of the engine due to recent
general repaira, and a sharp curve with no superelevation, but
this is onrly an assumption whioch cen not be proved, for all the
evidenoce indicates the speed to have been not over 20 miles an
hour, that euch speeds were customery, and thet the surve was
entirely safe for such gspeeds. It is also possible that there
was something dragging under the emgine, but ecareful ezamina-
tions made by mechzniceal officiale of both of the roade in-
volved, and by the Commiesion's inspeotors, feiled to dlsclose
snything of this nature.

Engineman Crocheron was emnployed as a traioman in
1883, made u fireman in 1884, and in 1889 wes promoted %o
engineman, Conduotor Ahern wes employed as & switchman in
1900, tralpmen in 1901, conductor in 1909, and assistant yard-
master in 1910, returnlng to the posltion of conductor in l9l86.
The recorde of a1l the employees on extre 314% were good. 41l

of them had bsen on duty sbout 9 hours, after hsving been off

duty about 16 hours.

G.V.L.



