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INTERSTATE COMiI"TRCE COMIIISSION

RIPORT OF TEE DIRICTOR OF THZ EURTAU OF SATETY CONOIRNING AN
ACCIDENT ON THE CHISTNUT RIDGE RATLWAY AT DILAVARE
AVEFUE, PA., ON MARCH 33, 197«.

May 29, 1034,
To the Comrission:

On lzrch 3¢, 1934, there was a derailment of a freight
train on the Chestnut Ricdge Railway at Delaware Avenus, Pa.,
whlch resulted in the death of one ermploves.

Locationu and method of operation

This is a shori-line railway cxtending between Palmerton
and Kunxletown, Pa., a cdictance of 11 miles, and 1is a single-
track lire over which a Mack metor bus and a switch engine are
operated vy %tire table and train orders; the switch engine is
required to clear the tinme-tatvle rights of the motor bus. The
work parformed by the switch encins consists of handling local
and laterline business tetwe:=n tn: intzrchiqgess with the
Contral Railroad of New Jerscv, the Lehigh and New England
Railroad, and the plants of the Nuw Jersey Zinc Company and
othar indvstries in the vicinztye. Tho Delaware avenue vard
is locactecd on the south sidc of the main track and consicts
of the following tracks, Irom north to south: track 1, *frack 3,
coach track, track 3, and a tecm track. The accident ocourrced
at thz switch leading to these tracks, located 30 reet wvest
of the stetion. Approaching this ewitch from the east, the
track 18 tengent for 2 Adistonce of I3 feet, followed bv an
80 curve to the lsTt 740 feet 1n length, the accident occurring
on this cvurve at a pedint approximately 217 fect from itc easlein
ende

The switch involved 1s a facing-point switch for woest-
bound trains and lsads off the main track to the l:ft. The
svitch stand, of the intermediat:z typec, is located on the ri ht
side ol the track, and 1g equippzd - ith a disc and switch 1Auane
Thz nor.1al position of this svitzch 18 for tnz maln track.
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Tae szeck iv 1a1d vith 87%-pouvnd reiln, 33 feet in lz=agth,
cith 18 or 12 treated oak ties to the rail langith, tieplated,
with anti-cresp-ve and broces, and 1s double-spiked on carves.
Tnz 4rack 18 %allascted wvith cinders tc a depth of 18 incnss
asl is well maintained.

The veathiv was clear at the time >f the accident, which

ceccar—ed akvout Si3D Al
Descrintion

a cadboose, in charge of Conductor Reppert
narted east-bound from the round house

st of Delarares Avenue, at 4:46 a.n., and
varfor.ad “ork at Jq1rne on East and Aquabhlcola apprOxlmatﬁly 1
mils east of Dclavare Avenve. The train then consisting of cngine
4, seven erpty TOX cArs arcd @ cacoose, durarted from Aguoshicnla,
was s-touaic, in & orck-up movament, vith the intention of proceed-
123 to Sne uedu1vl Hallrocd of New Jerscy Point yard, and on
reaching the wast gmitan of the 0l o Delaware Avenue the
cavboose vig derriled while traveling at a spesed estimated to have

22N ketreen 5 o7 iles »or hour.

Switch anoine 4 and
a1l Insi-eran 2elliazs, 4Ac
at Vest Plant, locatcd we

t
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e , badly dameged, acrocs the
main osracl ¢ switch; the cars were not
e ck 2. The mo]oyee killed vas the

COAVICTCT e

Suamary of evidence

Pra%eran Bow.man, who was ricding 1n the west or lead end
of the cnvrcose, stated that on passing the Delaware Avenue Station
at a usp=ced of a.out 3 milas per hour the caboose struck Some+n1ng
harl and e was ‘nocked dovn; when he got to his feet he tricd to
opzan ke cceor, but oy that vime the caroose was off the track
ani ¢ was 1rn-ic to get off unsil after it stoppred, abous five
¢ lengihe tevond the switeh. Tn:v had passced over this switch
in the ODTO,ltj diraction avout 30 minutaes previously and a: that
tizz notliced no uwnusual condition of the track. Thes caboose is
equioned wiwh a condwtor's emevgency valve, with a back-up signal
and tail heee at each end, ond urdiﬂarily the air is cut through
to the cavoo 8¢, :t he did not xnow whether it was cut tarough
on Jais ocecreina althourh it nas cut in on ths cars.

Brareman Shally stated that the air wae cuat in on the caboose
wheq they left tne round howse bit he was wunable to state positive-
lv 71étter he cut in the air o.a the caboose after the switching
had he¢en “one. Tiey mnicked up the conductor at Palmsrton Zast, -

-

whare e ~o¢ remained to hancdle a switch, and Brakeman Shelly
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and the concductor were riding in the ceast end of the caboose,
the brakeman's first intimation of anything wrong being 7vhen the
car rcached the switch point anid he felt from the motion of the
caso00se that it was about to be derailed. He followed taz con-
ducitnr out on the east platform but made no attempt to o2pnzn the
coaductor's valve as he wanted to get off; he thought th2 speed
of thae trair at the time of the accident was a»out 8 or 10 miles
nz2r nour. After the accident Brakeman Shelly saw the switch
lock lying on the head block tie and the switch handle free, but
hz2 could not tell how far the points were open as a car was
standing on the switch. Brakeman Shelly further stated taat he
had previously found this switch unlocked. Instructions had heen
issued by the former sunerintendent that all main-line sviiches
warz to be kept locked and that the air brakes nust be cut

in on catooses at all times.

Engineman Ballict stated that in making the back-up move-
azat he was looking back constantly, but on starting around the
curve on vthich thes accident occurred his view of the rear of his
train was obscured by the station building. On reaching a point
whare he could sce, he noticed that the caboose was missing and
imaediately brought the train to a stop, and as he got off the
anzine ZBraleman Shally came up and told him that the caboose had
bzan derciled. He estimated the speed of his train to nave been
a2out © or 6 miles wmer hour. The brake-pipe pressure was 70
pouncs, &nc main reservolr prescure 90 pounds; the air was
coupled in the train but the brakes did not apply when the
caooose was derailezd. The statements of Fireman Craig orought
out nothing additional of importance.

Section Foreman Frable sta-ed that the first mark of derail-
mant on the north rail was 16 feet west of the switch point while
on the south rail it was 135 feet from the switch point. The
caooose hacd tipped over at a point about 150 feet beyond and
finally stopped 60 feet beyond that point. The track was in good
coadition and the only work necessary at the switch during the
winter nac teen the tightening of bolts, while after the accident
no chonges were necessary. Section Foreman Frable stated that he
had frequently found this switch unlocked and also other main-
track switches.

Auvditor and General Freight and Passenger Agent Martin State’
that the woik 1s to a great extent of a uniform nature, following
a s2t schiecule from day to day. Train crews are familiar with
the type o7 work to be done and only one switch crew is at work
at one tine. Xz had never issued instructions personally that
the air should be cut in on the caboose on all movements, but
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such instructions had been 1esued previous to the time he entered
thz service of this company in 1931 and he had never abrogatsed

or modified these instructions. When riding with theses crews

he had elways found the air propcrly coupled up in the caboose.

Mdotorman Fritzinger, of the motor bus, stated that he ar-
rived at Delaware Avenue soon after the accident but did not
obsarve the switch lamp at that time. When attending to the
switch larps he had occasionally found main-line switches un~-
locked.

Conductor Smith and 3Brakeman Borger, members of the crew
working on the day osfore the accident, stated they used the
sw71itch 1n the early part of the afternoon in the course of their
work and as far as they knew they closed and locked it.

Several hours later they made a trailing movemant over it and
th2ir last novement through thic switch was in a back-up movement
on taeir way to the round housz; they were riding on the platform
of the cabvooegse at that time and noticed nothing wrong.

Inspection of thz track by the Commission's inspactors
disclosed marks that indicated the wheezls of the caboose had
straddled the switch points.

Conclusions

This accident was caused by a cocked or partly-opznsd
sTitche

ATter the accident the switch was found coclked, with the
lock lying on the hesad block tie, and it was apparent that at the
tinzs the caboose encountzred the switch, its cocked or parily-
opaned pocition caused tha catoose to straddle the points and to
bacone derailed. The last time this switch had becn nuszd was on
the »revious day, by another switch crew, and they were unable
to say whether or not 1t hze been locked properly; the switch
also had been passed over in a trailing movement by engine 4 a
short tire prior to the acc:dent, nothing unusual being notlced
at thct tinme.

The evidence indicated that this switch and also otaer
switches are found occasionally to we unlocked, while in this
particular case 1t was evident that the air brakes were not cut
in on the catoose and also that none of the employees in the



cao00se was maintaining a proper lookout so as to be prepared

to stop the train in case¢ the track was obstructed. These
matters ere of importance 1if trains are to be operated in safety,
even on a railway as small as the one 1nvolved in this case, and
ths conditions discloszd by this 1investigation strongly suggest
the need for increased supsrvision of operating practicese

Respectfully submitted,
W. J. PATTERSON

Director.




