INTERSTATE COMMERCE COMMISSION

REPORT OF THE CHIEF OF THE BUREAU OF SAFETY IN RE INVESTI-
GATION OF AN ACCIDENT WHICH OCCURRED ON THE ATLANTIC
CITY RAILROAD AT WINSLOW JUNCTION, N J, ON JULY 2, 1922

Jury 26, 1992

To 1ue CodMMISSION

On July 2 1922, theie was a deiaulment of a passenger tiam on
the Atlantic City Railioad at Winslow Junction, N J . which 1e-
siulted m the death of 3 passengers, 3 employees and 1 Pullman
porter, and the mjury af 81 passengers and 5 employees Tis
accrdent was myestiated 1 comjunction with repiesentatives of the
New Jersey Bogrsl ofellublic Utihity Commissioners, and the county
prosecutor of Camden’ C"OMntV
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LOCATION AND MEIHOD OI OPERATLLON

The main line of this rathoad extends between Camden and At-
lantic City, N J, a distance of 555 mules, and 1s a double-tiack
line over whach trains aie operated by time-lable, train oideis, and
an automalic block-signal system, the signals aie of the inclosed-
sk, home-and-distant type, normally displaying stop indications,
1ed, yellow, and gieen being used for stop, caution, and proceed,
1espectively At Wmslow Junction, where the Cape May line
bianches off, the switches and signals are controlled by a mechanical
interlocking plant operated fiom WA tower which 1s located on
the east side of the mamn tiacks 300 feet north of the pomt of the
switch leading to the Cape May branch The nterlocking signals,
which ate of the semaphole type, are melely 1route signals, the
automatic signal ciicwits being cairied through the interlocling
plant, and the automatic signals Lempg placed on the same masts
with and under the interlocking signals A form of approach lock-
ing 15 1n use which locks the derails m advance of the home signals,
but does not lock the facing-pomt switches

Approaching Winslow Junction fiom the north, the main track
15 tangent for about 2 mules A No 15 frog 1s used wheie the
Cape May branch diverges to the 11ght from the southbound main
t1ack and beyond this fiog there 1s a curve to the mght of 6° 307,
on which the acaident occuried The grade 1s shghtly descending,
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ACCIDENT AT WINSLOW JUNCTION, N J 5

then 05 per cent ascending for a distance of about 1,600 feet,
and then 1t vailes from level to 05 per cent descending for a dis-
tance of about 1,900 feet Tha track 1s Iaid with 90 and 100 pound
1ails, with an average of 18 ties to the 1a1l length On tangents
the majority of the ties are of pine, oak being used on curves, and
the track 1s ballasted principally with stone The 1als are mostly
double spiked on the gauge side, and on both sides of the outside
1alls on cuives The general mantenance was good It was
1aming at the time of the accident, which occuried at 1128 p m
Approaching Winslow Junction fiom the noith, the st signal
nvolved 15 distant signal 25-X, 3,131 feet from the Cape May
switch  This signal 1s an automatic signal of the disk type, dis-
playmg a distant indication for signal 25 Home signal 25 1s located
742 feet north of the switch, and 1s also of the disk type, 1t 1s
mounted on the same mast with and under the two interlocking
signals  The top aim of the inteilocking signals, signal 48, gov-
eins the high-speed route to Atlantic City, and the bottom arm,
signal 47, the diverging 1oute to Cape May When the high-speed
10ute 18 set up and the block 15 clea1, signal 48 displays a green
indication, signal 47 red, and the automatic signal green, while
the distant signal also displays a green mdication, when the diverg-
ing route 1s set up and the block on the diveiging 1oute 15 clea,
as was the case just piior to this accident, signal 48 displays a 1ed
indication, signal 47 and the automatic signal display gieen indi-
cations, and the distant signal a yellow, or caution, indication

DESCRITTIION

Sounthbound passenger tiam No 33 consisted of 1 coach, 1 Pull-
man parlor car, 3 coaches, and 1 combination passenger and bag-
gage cal, 1n the order named, all cars wezre of steel construction with
the exception of the parler ca1, which was of steel-underfiame con-
struction  This tramm was hauled by engine 349, of the double-cab
Lype, in charge of Conductor Nace and Engineman Wescott, and was
en 1oute to Atlantic City It lett Camden at 1055 p m, five min-
utes late, and passed Willamstown Junction, the last 1eporting sta-
tion, 7 7 miles from Winslow Junction, at 1121 p m , 12 minutes late
The 1oute at Winslow Junction was set up for a movement to the
Cape May bianch, and train No 33 entered the switch and had
1eached a point on the branch about 245 feet beyond the switch
point when 1t was derailed wlnle tiaveling at a speed of about 70
miles an hour

The entire tiain was derailed, the engine and the first four cars
going down the embankment on the outside of the curve and coming
to 1est on the tiack of the West Jersey & Sea Shore Raihioad, which
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FIG NO 3--GENERAL VIEW OF WRECKAGE
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FIG NO 4—ENGINE 349 WITH TENDER, PULLMAN PARLOR CAR ON TOP OF ENGINE
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1uns nearly paiallel with the Cape May bianch at thig point  The
engine, tende1, and fiist car remaned coupled together and came to
1est on then left sides in a badly damaged condition The pailor
cal came to rest nearly bottom up, on top of the engine, and was
very badly damaged The thnd cai was on 1ts left side on top of
the fiist car, and the fourth car neatly on 1ts lelt side directly behind
the first and thnd cais The two remaimng cais went part way
down the embankment, but did not turn over and weie not setiously
damaged The employees killed wele the engimeman, fireman, and
conductor

SUMNYARY OF FVIDENCE

Examination of the tiack showed that the pomnt of derailment was
on the left side of the Cape May track at the fifth rail south of the
frog of the switch leading to this track, the rail having been toin out
and the angle-bat bolts at the receiving end broken, as well as all but
one of the belts in the delivering end of the fourth 1a1l, this latter
121] remained 1n place, with the spiles showinp evidence of the out-
ward stiain which had been placed on them ag the train 1cunded
the cmve

None of the suiviving members of the ciew of tiain No 33 was
i position to give any mformation conceining the events leading
up to the accdent, except that they said theie was no applica-
tion of the air biakes prion to the deralment of the tiamn  The
employees making these statements were Baggape Master Fisher and
Biakemen Miller and Lindsey, also Engimeman Bakley and Tower-
man Mitchell, who were 11ding as passengers

At about 11 10 on the might of the accident, when tramn No 491,
a local freight tiam en route to Cape May, had completed woirk at
Winslow Junction and was standing on Hays bianch, a stub-end
siding located on the west side of the main tracks, the switch con-
necting with the southbound main tiack being about 500 feet north
of signal 25-X, Conductor Avchut telephoned Towerman De Walt,
located at WA tower, that train No 491 was ready to depait, and
arranged to follow train No 33, which 1s due at Winslow Junction
at 1117 p m  After giving this information to the membeis of the
ciew, and telling them to wait for tramn No 33, Conductor Archut
went inside the caboose, whele he 1emained until extra 120 passed
Extia 120 consisted of empty passenger equipment en route to
Atlantic City Conductor Archut thought this extra was tramn
No 33, and when his tramn did not pull out of the siding, he got off
to look at the signals, on finding that they indicated the route was
hned for o movement to Cape May, with the distant signal display-
g a caution indication, he started forwaird to find out the 1eason for
not departing, but Flagman Bacon called his attention to the reflec-



ACCIDENT AT WINSLOW JUNCTION, N 7T 9

tion of the headlight on a tiain coming atound the cuive at Blue
Anchor, about 2 miles 1n the reai, which proved to be train No 383
Conductor Aichut stated that extia 120 passed his train at 1117 p m,
and train No 33 passed six or seven minutes latel, moving at a speed
estimated by him Lo have been 65 or 70 miles an hour

Brakeman Wallte: went up into the cupola of the caboose just after
extra 120 passed and also saw the 10ute limed for a movement to
Cape May, although he was not positive he noticed the indication of
the distant signal, this was about five minutes before tramn No 33
passed, and he did not again ook at the signal mndications

The engineman, fireman, and two biakemen of the crew of tram
No 491 were at the head end of thewr train when extia 120 and
tiain No 33 passed All of them saw the classification lights on
extra 120, but none of them noticed what route was lined up for
ttamn No 33

Membe1is of the crew of tiain No 491 stated that signals could
be cleaily distingmished for a considerable distance, notwithstanding
the rain, also that they did not hear the engmeman of ttain No
33 sound the whistle at any tume, either in answer to proceed signals
given by the flagman and also by one of the brakemen at the head
end of the f1ain, for a road crossing near the distant signal, or for
the route through the inteilocking plant  Some of them also said
the engine was still working steam as 1t passed them

Shortly after arranging for tiain No 491 to leave after train No
33 had passed, Towerman DeWalt was telephoning and he said he
was so engaged at the fime exfia 120 passed, and although he
tuined quickly he did not wdentify the ta1ain, but as hie said he had
been pirevicusly mmformed train No 33 would be two muinutes late
at Winslow Junection, and as 1t was 11 18 p m when extia 120 passed,
one minute later than the schedule time for No 33, he thought 1t
was tramn No 33 Ie then lined the switch and cleared the signal
for the movement of tiain No 491 over the diverging roule to Cape
May, signal 48, goveiming the high-speed 1oute to Atlantic City,
bemng restoied to noimal or stop position, and signal 47, goverming
the diverging route, being clearcd After this route had been set
up, he 1eported to the dispatcher that tramn No 33 had passed at
1118 p m and saiud he received an O K to tlus 1eport He then
engaged n other woirk and later thought about train No 491, and
on looling notthward saw a headlight which he thought belonged
to that train, he then tuined his attention to other duties and when
he agam looked towaid the siding he saw two headhights, and he
sawd that before he 1calized what was happening tiamn No 33 was
passing the tower He was unable to say definitely whether o1 not
the brakes were applied at that time
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Daspatcher Eagan smd he told Toweiman De Walt that tiam
Neo 33 would be six minutes late, and that he said nothing ahout
1ts bemng two runutes late He also stated thal when Toweiman
De Wall reported tiain No 33 as having passed at 1118 p m
lie noticed the msiake and 1eplied, “ Thal 1s extia 1207, how-
eier, he dud not male any furlher inguuy o1 talk with the tower-
man to see that he understood the situation

Copy Operator I{ecfe, on duty in the office wilth Dispatcher Eapan,
verified the dispatcher’s statements about telling some one that train
No 33 would be sia minutes late, and also that he told Toweiman
De Walt that the train be 1epoirted was not tramn No 33, but extia 120

Towerman De Bati, second trick toweiman at Winslow Junection,
on duty fiom 2 p m until [0 p m, saad he reached the tower at
ahout 1 a m, and on examining the leveis found levers 47 and 48
1 normal or stop position, lever 13, loelking the mam-hine switch to
Cape May, was reversed, and lever 14 was also 1evelsed, lever 14
operates the switch and also the switeh wheie the Cential Railioad
of New Jeisey connection joins with the Cape May branch just south
of wheie tiamn No 33 was derailed, lever 13, howevel, which locks
the last-mentioned switch, was 1n moimal position Under thus
artangement the 10ute to Cape May was not entiuely set up, o1 lever
13 would also have been reversed, and Towerman De Bair said he
was unable to determine what movement Towerman De Walt had
encdeavored to set up, whether lie was changmg from the Cape May
toute to the Atlantic City route or vice versa In either cvent,
however, the set-up would have to be completed before either signal
47 o1 signal 48 could be cleared Towerman De Walt said that im-
mediately after the accident he found he could move lever 13, and
then lmew 1t was bioken Thig was the only lever he moved, and
he sa1d he left 1t 1n the position to which he moved 1t Signal En-
gineer Yocum said that on his airival he was told by one of his men
that he had to 1eleage lock 13 1n oider to get the 1oute tlnough to
Atlantic City, and that he 1eleased the lock by putting the battery
dunectly on the coll Lever 13 could not have been moved without
unloclung this lock unless the lever was broken, as Towerman De
‘Walt said he thought was the case, and on examining the lever, Signal
Engimeer Yocum found 1t broken in the towei, and also wheie the
track was damaged by the accident

Master Mechanic Stolilberger said that on examining engine 349
at the scene of the accident he found the throttle and reverse level
had been considerably damaged, but the link bloclk was set for a
one-eighth 01 one-fourth nch cut-off, the proper position [or high

speed
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Engineman Wescott had an excellent i1eputation as an engine-
man, and nothing was developed to indicate that he had not been
i good health piior to the occuiience of the accident

CONCLUSIONS

This accident was caused by failure of Engineman Wescott of
train No 33 to be governed by automatic and interlocking signal
indications, which 1esulted 1 tiain No 33 taking the diverging 1oute
at a high 1ate of speed and being derailed due to the outer 1a1l of the
curve giving way

The evidence 15 conclusive that at least five minutes prior to the
approach of ttain No 33 the 1oute was lined for the Cape May
branch and the corresponding signals cdisplayed Tiam No 33 was
en route to Atlantic City, and with the route to Cape May set up
when this train appioached, the engineman should have been gov-
erned by the signal mdications and have reduced speed or brought
his tram to a stop until the proper 1oute for his tramn had been lined
up

The 1nvestigation disclosed that Engineman Wescott apparently
failed to shut off steam, did not acknowledge proceed signals given
by brakemen at the rear end and head end of tiain No 491, did nol
whistle for the ciossing neai the distant signal, and did not sound
one long blast on the wlistle required to be sounded when approach-
mg junctions, and customaiily sounded at this particular point fo
call for the high-speed 1oute to Atlantic City Ilis tiain was on
straipht track and the signals could be seen for a distance of 13
miles In view of Engineman Wescott’s death as a 1esult of this
accident lus feilute to perform his duties in this case 1emamns unex-
plamned

The signals mvolved m this accident had been 1in use for many
years, and the interlockmg plant was not fully equipped with
modern applhances While the approach loclang was not complete
and the mirangement was such that it was possible for the towe:-
man to change the route through the plant after the appioaching
train has passed the distant signal, theie was no evidence whatover
thet this was done, and the towerman was very positive 1n lus state-
ments that he did not move any of the operating levers after setting
up the 10ute to the Cape Mav branch several minutes befoie the
accident occuried

Towerman DeWalt contributed to fhis accident only by ms-
taking exira 120 for train No 33 and setting up the diverging
1oute before tram No 33 approached This mistale on the pait
of the toweiman could of itself 1esult only in delay to train No
33  Under these conditions the sipnals were mtended to provide
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protection against such an aceident as occurred m this mstance,
and this accident would have been aveited if the engineman of
train No 33 had observed and been goveined by the signal indica-
tions -

This acadent agam calls attention to the need for automatie
train-control devices which will operate to stop a tram n case
the engineman {or any reason {ails to observe o1 be goveined by
testiictive signal indications Had an adequate automatic tiain-
contiol system been in use at tlus pomnt, this accadent would un-
doubtedly have been prevented, notwithstanding the faillure ot the
engineman to heed the sipnal indications and contiol lug tiam ac-
cordingly

Engimeman Wescott was employed as a fireman m 1906 and pro-
moted to engmeman 1n 1909, Towerman DeWalt had been em-
Ployed as towerman at this pomnt neaily 24 years The 1ecords of
both of these employees were clear At the time of the accident the
engine ctew of t1ain No 33 had been on daty about 1 hour and 40
minutes, and the tiamn crew about 1 hour, previous to which these
employees had been off duty 13 homs or more, the towerman had
heen on duty shout 13 houwrs, previous to which he had heen off
duty 16 hours

Respectfully submitted

W I Borrawp,
Chaef, Bureaw of Safety

WASBHIN 'OV GOVFRANMEINT PRINTING OCFICE 1822



