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INTERSTATE COMMEROE COMMIGSION

REPQRT OF THE DIREJTOR OF THE BUREAU OF SAFETY IN RD IN-
VESTIGATION OF AN AQCIDENT WHICH OCCURRED ON THE PERNSY1-
VaNI4 RATILROAD AT ELLENDALE, DEL., ON OCTOBER 10, 1935.

February 17, 1926.

To the Commizsion:

On October 10, 1935, there was a derailment of a freight
train on tae Pennsylvania Railroad at Ellendale, Dels., re-
sulting in the death of one employee and the injury of two
erployecse.

Location arc methiod of operation

That part of the Delaware Division pn vhich this accidert
occurred extends betwoen Harrington, Del., and Franklin City,

Wa., 2 distance of 78.23 niles, and is a sifigle-track line

-over which treing sre operated by time~table, tt-in ordars,
and a manual block-signel system. The derallment coceurred
within the limits of the mcchanical interlocking plant at
Ellendale, at a split-swirtch derall located on the east rall
at a point about 300 feet south of a rallroad orossing at
grade., The track 1s tangent and practically level for a Gon-
siderable distance in either direction from the point of
accident,

The interlocking tower ie closc to tae crossing, while
the station 1s about 600 feet north of the crossing. The
interlocking siznal governing northbound movements over the
crogsing is zbout 357 feet south of the crogsing and is a
tWo-arn signal; the top arm opcrates in the upper quadrant
and normglly displays a proceed indication, while the bottom
arm 18 fixed aad 1s usec ns a aarker, displaying a red light
at night. Nizat 1udications of the top amm are green and red,
for proceed and stop, 1espectively. This signal is pipe-
comnected witi tlc derail. T approack to this signal is
governed by a slow boerd located 2,997 feet south ofthe
signal.

There is a manugl block signal at tac statlon whach
is on the same side of the track as the interlocking signal
and 1s practically in line with the intorlocking signal.
Thie block signal i1s of She tarce-position type, night in-
dications being green, yellow, and red, for proceed, cautign,
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and gtop, respectively. There i1s no marker arm on this mast,
but there is a red marker light. With this arrangement of
signals, therefore, the crew of an approachlng northbound
train, at night, with the interlocking sipgnal 1in the normal
position and the block clear, would receive a green indlca~
tion at the interlocking gignal, with a red marker light,

and would also encounter the same color combination at the
block signal location. At the time of the accident, however,
the interlocking signal was 1n the stop position while the
light was not burning. The distance between these signals
is about 1,000 feet, whilc the lamps on the Interlocking
sisnal rnget are about ¢ feet higher than the corresponding
laps on tiae block signal mast.

It was dark and cloudy at the time of the accident,
which occurred at 7.12 p.n.

Description

Northbound freight train extra 5313 consisted of 32
cars and a caboosc, haulcd by conginc 5313, and was in charge
of Conductor Day and Engincman Hastings. After the station

work was pcerforned at Georaetown, 8.2 miles south of Ellen-
dale, an alr-brake test was made and the train departed,
passed the home interlocking slgnal at Ellendale, which was
displaying a stop 1ndication and was derarled at the split-
gwitchh derall while traveling at a spced estimated to have
been about 10 miles an hour.

Engine 5213, together with its tender and the first two
cars and the forward truck oi tic thaird car, wamderailed
to the right, the cngince and first car coming to recst on
their right sides, parallel to the track. The employce
killed was the englneman.

Bummary of evidence

Fireman Knox gtated taat when approaching Ellendale he
was looking out of the gangway on his side of the engine for
the purpose of observing tne indication of the home inter-
locking sisnal and when tae engianeman called this indica~
tion as clear he repeated in tne £fimative. Fireman Knox
continued to look ahead until he got close enough to see that
1t was not the interlocking signal he saw displaylng a pro-
ceed indication but rather that 1t was the manual block signal,
located on the same side of the track as the interlooking
signal, opposite the passenger station, approximately 800
feet north of the ¢rossing. On definitely ascertaining that
the interlocking signal lamp was not burning, when between
15 and 30 car-lengthe south of the signal, he crossed over
to the enginemants dide of the cab and informed Engineman
Hastings accordingly, and the cngineman at once appllied the
a1r brakcs 1n emergency, the accident occurring shortly
afterwards, at which time he gstimated the speed to have
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been about 10 miles hour. Fireman Enox further stated
that the headlight whe turncd on fully; he did not think

it was burning as brightly as it should but at the sare

time stated that an object the sizec of a man could have

been seen a distance of about six telegraph pcles. He

gald the marker light on the interlocking signal was burning
Gimly and th3t he did not see it until he had gotten down

on the steps on the cngineman's side, preparatory to getting
off.

Head Brakeman Bradley st-oted th-t he was riding on the
fireman's seat box approackiag Ellencele, the englneman
called tue 1nterlocking sigral indiceatlon as clear and the
fireman acknowledged 1t; the train wae then between 225 and
300 feat south of the slovw board and toe speed wag about 30
or 35 miles an hour, anc he s-1d 1t was at about this time
that the engineman shut off steam. EHead 3rakeman Bradley
gald that he was also maintaining a lookout for tne inter-
locking signal but did not sec it and was unaware that the
lamp was not burning until Fireman Knox gave warning of
donger, when about eight carlengbtos from the signal; Engine-
man Hastings i1mmediately appliecd the air brakes in emcrgency,
at which time the speed was about 15 miles an hour and had
reduced the speed to about 1C miles an hour at the time of
the accident.

Conductor Day stated that he was riding in the caboose
when approaching Ellendale; the cnginceman shut off steam at
about the slow board and permitted the train to draift and
the first knowledge he had of anything wrong was when the
alr brakes 'were applied i1n emergency at a speed of about 15
miles an hour, and he thought the train traveled a distance
of about 10 car-lengths beforc coming to a stop. After the
accident he gaw that the interlocking signal 1light was not
burning. Tae statements of Hiddle Brakeman lcCready and
Flagman Goslce, who were riding in the caboose at the time
of the accident, praciically corrcborated those of Conductor
Day; diudle Broseaan lelready further stated th-t he was
looking out of the cupola 7indow watching for signal inda-
cations, and th-t e .i2stoo’ the m-nual block signal for the
interlockin, sBiZacJ.

Agent Baker, on nuty v Elicrdale, stated that at about
6455 p.tle an castbeound fro-qit train arrived over tae track
of the Maryland & Dclawcre Cocat Railroad. He lined the
route for thet train at coout 5.58 peom., aad then went out-
slde to furnish flag pioteciion at a street crossing, Tre—
maining at that point until the train departed, at about 7.09
Pellle gent Baker then went 1nto the station to roport the
departure of taigs train and 1t wos waillc ne Wwas so engaged
that extra 5213 gpproached. At first he thought the glare
from the ncadlizht was caused by an automooile, and the
accident occurred whilc he was looking through the stotion
window trying to determine the nature of the light.
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Supervisor of signals Harmstead inspected the inter-
locking eignal lamp within sn hour after the accident; there
was plenty of o1l an tle ocup and the wick yms slightly
crusted, but the lamp was not burning probably due to the
high wing.

Conclusions

This accident was caused by thir fallure ¢f Engineman
Hastings, of extra 5213, properly to obeerve and obey
signal indicavions.

The cvidence ladicated taat the proceed indication
displayed by the manual block signal was mistaken for the
winterlocking signal, tac top light of which was not burning
at thec tlmc of the accldent, and when the mistake was finally
discovercd it was too late to avort the amceident. Had
Engineman Hastings operated his train prepared ic stop at
the home i1nterlocking signal, which the Tulcs reguired him
to do on passing the slow board, he would have been in
position to comply with the rule which provides that the
absence ¢f a signal at a place where a signal is usually
siiown must be regarded as the most reastrictive indicotion
that can be given by thet signal.

References were made in the investigation waich indi-
cated that thcre had becen derailnents previcusly at this
peint, while statements vere made that the clear indication
of th> block signal was difficult to distinguish from the
procecd indication of the interlocking signal. It appeared
that there had been two previocus derailments, one in April,
1822, and thc other in December, 1924; on the first occaslon,
in daylight, the engine crevw misread thc indicatlon of the
Interlockine signal, whilc on the second cccasion the engine-
nan sald his vievwae ¥ecured by steam leaks. Careful in-
vegtigatinn ras 1acde “for tac purpose of ascertaining the
cxtent to which the sigral layout might confuse an approach-
ing eongine crew, and toe results of that 1nvestaigation lead
to the conelusion 1hnt 11 the scced of 2 train were properly
controlled i1n accoidaance 7ith the requiremsnts of the rule
goveralng the glow beard, thira toe distance between the sig-
nal locations, togecthaer with tne difference 1n height, should
be sufficlent to enable an cngine crew to distinguish between
the two scets of signals.

Had an adequate autcmatic traia stop cor train control de-
vice becn in use, this accident would not have occurred.

The employees involvod were experienced men, and at the
timc of the mocldent they had been on duty less than 10 hours,
previous tc which thny had been off duty aore than 9% hours.

Regpectfully sulmitted,

W. P, BCRLAND,
Director.



