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SUMMARY

Funtingdon and Broad Top Mountain
Railrecnd and Coal Company

May 5, 1942

Hummel, Fa.

Head-end collision

Freignt : Passenger

Extra 33 North : Passenger Extra
M-39 South

33 : 11-39
L)

40 cars, caboose : Gas-electric motor
car

10-25 m. p. n. : 35-40 m. p. n.

Timetable and train orders

Single; tangent; 0.31 percent
ascending grade nortnward

Clear
About 8:50 p. m.
1 killed; 6 injured

Accident caused by failure
to obey meet order
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2585

IN TEE MATTER OF MAKING ACCIDENT IRVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF 11AY 8, 1910.

THE HUNTINGDON AND BROAD TOP MOUNTAIN
RATLROAD AND COAL COMPANY

June 19, 1942,

Accident near Hummel, P~., on M-y &, 1942, cauced by
fallure to obey mcet order.

1
REPORT OF THE COIMISSION

PATTERSON, Commisggioner:

On M¥ay 5, 1942, there was a ncad-end collislon betwoen
a freilght train and a passenger train on tne line of the
Huntingdon and Broad Top Mountain Reilroad and Coal Company
near Hummel, Pa., which resulted in tne deatn of onz2 employce,
and the injury of two passengers and four employecs. Toils
accldcent was investigoted in conjunction wlth a represcentative
of the Fonnsylvenio Publice Utility Commission.

1Undor autnority of section 17 (2) of the Interstate Com-
mcrce Act the ebove-entitled procecding was rcferred by tne
Commigsion to Commissioner Fattercson fTor consideration and
disposition.
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Location of Accident and ilethod of Oneration

Tnis accident occurred on that part of the railroad which
extends between Mt. Dallas and Huntingden, Pa., a distance of
44 miles. In thne vicinity of tne polnt of acclident tals 1s a
single-track line over wnich trains 2re operated by timetable
and trazin orders. Tnere ig no block cystem in uege. At Himrmel
a gpur track about 570 feet in length parallels trne maln
track on tne west. Entry to this track i1s made at a point 7850
feat nortn of tne station through a facing-point switen for
soutn-bound movements. The accldent occurred at a point 4,705
Teet nertn of this switeh. Ags thz point of accldent is ap-
proached from the goutn there arc, in succession, a tangsznt
3,200 feet in length, a 1°20' curve tc the loft 400 feet, and
A trorgent 2,780 feoat to the point of accident and 110 feet
beyond. As the point of acecldent 1s aprroacned from thne north

nere is a 29 curve to the lLeoft 900 fect in length, which 1s
followed by thc tangent on wnich the sccident occurred. As
tne point of nccident tne gredo is 0.3l percent ascending
northward.

Tnc soutnern end of the curve immedirtely nortn of the
point of accident is laid in 2 cut., The walls of tnis cut
rise to A meximum hieignt of 13 feet =nd there are trees on
top of encn well.

Opcrating rules recad in nart aos follows:

14. ENGINE WHISTLE SIGNALS.

NOTE.-Theo signals prescribed are il-

lustr-ted by "o" for short sounds; "__ " for
longer sounds. % % ¥*
® % %
(n) _ __ o Approzchning meeting or waiting
pointe. Sce Rulo 20.
* oW

38, ® % ¥

At meeting points botween extra trains, tae
train in the inferior time-table direction must
teke trne elding unlese otnerwice provided.

#* % ®

90. LR L
Trair must stop clear of the switch uced by
the train to be met 1n going on the siding.
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The engineman of each trein will give sig-
nal 14 (n) at least one mile beforec rcaching a
meeting or welting point. Should the engineman
fall to give eignal 14 (n) as nerein prescribed,
tne conductor must take immediate ~ction to stop
tne train.

210. Waen a "31" train order has been trans-
mitted, ¥ % #*

Those to wnom the order is addressed,
except enginemen, muet read it to the operator
and then sign 1t, ¥ # ¥, The copy for each
engineman must be dellvered to him personally by
tne conductor; the engineman will tnen read tne
order to tae conductor before procceding.

Enginemen must show train orders to firemen
and wnen practicable to forward trainmen. Con-
ductors must show traln orders wnen practicable
to trainmen.

Time-table instructions read in part as follows:
Northward Trains are supcrior by direction

to Trains of the ssme class in opposite Direction,
unless otnerwisc specified.

L

Tne maximum autnorized speed for passenger extras is 45
miles per hour, and for loc~l freigrt extras, 35 miles per ncur.

Descriptlon of Accldent

Extra 33 Nortn, a north-bound local frelgnt trein, con-
sisted at tne timec of the accident of engine 33, 32 loaded and
8 empty cars and a caboose. At Saxton, 6.4 miles south of
Hummel, the crew received copics of train order lio. 19, Fcrm
31, wnich rcad as follows:

Extra 33 MNortn lect
Pasggr Extra M 39
Soutn 2t Hummel

Extra 33 North departed from Saxton at 6:05 p. m., according
to tne dispatcher's record of movement of trains. At Fisner's
Sumnit Siding, 2.7 miles south of Hummel, cares were added to
the traln, and a running ailr-brake test was made as the train
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departed. This train passed tne fouling point of the spur
track at Hummel, where it was required to walt unless Passenger
Extra M-39 Soutii was into clear, and whlle moving at an csti-
mated speed of 10 to 25 miles per nour it collided with
Passenger Extra M-39 Soutn at a point 4,706 fcet nortn of tne
switen of the spur track.

Passenger Extra M-39 Scuth, a south-bound passenger train,
consisted of gas-elzctric motor car i1-38. The gas-electric
motor car was of steecl construction. It was 75 feet 1/2 inch
in lengtn, and waes divided into an enginc compartment, a bag-
cage compartmenu a smoking compartment and a passenger con-
pertment. At Huntingdon, 17.7 miles nortn of Hummel, the crew
received copiles of train order No. 19, Form 31, previously
quoted. This trasin departed from Huntingdon at 6:30 p. m.,
according to the dispatcner's record of movement of traing,
and while moving at a spced estimated as 36 to 40 miles por
nour 1t collided with Extro 33 North. The air brakes functicncd
properly en route.

Becgpuse of tne cut and the track curvature nortn of the
point of accident the view from the control compartment of n
soutin-bound motor car is considerably restricted.

Tnie force of the impact moved the gas-electric motor car
backward 235 fecet. The front end was crushed inward & distonee
of 5 feet, and the car was otnerwise badly damaged. Engine 33
and its Ttender were deraniled but remained uprignt and stopped,
badly damaged, with the front cnd of the Pngine telescoping
g‘s electric motor car M-39. The tender was somcwnet demaged.
Tne first four cars were dersiled to the rlgnt and werc cllgnfly
damagzed.

The weather was clear at the time of the accident, which
occurred about 6:50 p. m.

The employee killed was tnhne conductor of Passengqr Bxtra
M-39, and tne employces injured were thc engincer of Passcnger
Extra M-39 and the engincer, the fireman and the front brﬂkcnan
of Extra 33.

Data
During tne 30-day period preceding the day of the accildent,
tne average dally movement in the vicinity of the point of

accident wes 5.6 trains.

Discvuasion

The rules governing operation orn the line involved pro-
vide that at o meeting point between two extra tronine, thnc
train in the superior time-table direction must stop clenr cf



the awitch to be used by the traln going into clear. The
cngincer of each train must cound the meeting-point wnistlo
signnol at least 1 nmile in advance of tne meeting point. Tf
21 engincer feils to sound the proper clgneal, thne conducte

ust trke action to stop the train. Wnen practicable, wll
menbere of ¢ crew nust read troin arders. All surviving nem-
bers of bota crews understood tihaese requlrements.

The crews of boti treins held coples of trecin crder No.
1¢, wnicn cstablicned Huel as o nceting polnt betwcen Extra
531 Worth, a freignt train, and Passenger Extra i#1-39 Soutn.

Since Passenger Extrs M-C9 wns moving in the inferior time-table

direction, it was required %o cnter the epur track at Hummcl
to clear Tor Extra 33, and Extra 32 was required to stop on
the mnin track chort of tihe fouling point of the spur-track
switch unlesg Passenger Extra M-39 was into clear.

Ynie crew of Passcnger Extra M-39 consisted of twe en-
ployccs. As tuls trailn was aprroaching Humrel, the specd wreg
~bout 40 niles per nour and thne engineer wes Suhuivuﬁﬁ in the
control compartment naintaining a leockout aneod. Tae encinecr
W"s nnt avare of anything being wronz until nis metor car

cacnced o point in the cut about 900 feet north of tne peoint
”hbre trne accident occurred, ~nd then he observed smhize novrtn
of tre switch ot Hunmel. Imnedlptely afterword he sgow Extve
<3 and applied the brakes ir emergency, but thne distance wec
nct sufficient for the accident to be averted. The brake or
tne 1mctor car nad functicned vroperly en route.

After thne ccnductor of Extra 33 Nortn signed train order
19, Form 31, in the djsg:tcner s office at Saxton, na2 re-
ive d two OOple" of the order, and tren declivered onc copy

ne engineer snd tne otner copy to tne firemean. He did rot
in 2 copy fer the flagnan and himself. The conductor eaid

—
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g swltchning service, he falled to inform elthier the front
akenan or thne flﬂgman coricerning the meeting pcint witn
ssenger Extra M-39 at Humnel. Acourding to the statemcont of
the engzinecr of Extres 33, ne resd train order Nc. 19 befsre
ris train decparted from Saxton but afterwerd ne.forgnt the
meeting peint., Ae his traln wrs approacning tne peint wnere
tne accident cccurred, the speed was about 25 miles per nour,

|_1l~$

Ty

LasNe)

and the front bra1eman and nc were maintaining o lookout aheod.

Tne fireman was tending the fire. The first tnet the enginesr

nt before nis train departcd from Saxton, because of perform-

was aware of anything being wrong was when he obeerved Pnbobnger

Extra U-39 ecpproacaing ot a distance of about 1/4 nile. He
immedistely moved the brake valve tc emergericy position but
tne distance was not sufficient for stopping shert ol the
approacning train. The engineer estimoted that trze speed of
nis train was about 10 miles per nour at the tirme of thne col-
lision. According to the statement of the conductor, wnen nis
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train pacsed Hummel ne was in tnhe caboose engaged in clerical
duties and falled to obsgerve if Prssenger Extra M-39 was into
clear at Hummel, or if nkls traln was belng operated prepared
to stop short of the foullng point of the switch. Wnen nis
train nad nassed a considerable distance beyond Hummel, ne
became awarc that nis train had not complied with the provi-
sions of train order No. 19, but before nc could take action
to ctop the train tne colliston occurred. The rules require
tnat tne meeting-point whistle signal be sounded not less
tnan 1 mile in advance of a mecting point. In thls instance
the engincer of Extra 33 did not sound the whigstle signal.

If tne conductor nad obszsrved the fallure to sound the meeting-
point signal ne could have taken action to stop the train.
Altnougn the fireman nad 2 copy of the train order in nis
possession, ne forgot thc meeting point.

Tne investigation of teols accildent disclosed that tne
nandling of train order: Ald not comply with the requirements
of the rules. Tne dlspatener read train order No. 19 to the
conductor, who signcd thne order but did not read 1t to the
disvatcher. The conductor tnen reesd the order to the engineer
and dallvered a copy to him, ut the engineer did not read it
to tne conductor. The corductor delivered the second copy of
tne order to tne fircman, but neltner onc discussed 1t or read
it to tne other. Tune confuctor did not inforr the rlagman of
tne provigion of tne meet order and neltner of tae enginemen
informed the front brakemsn tnet Extra 33 and Passenger Extra
M~39 werc to meet at Hummel. Tue conductor said tnat it is
customary for nim to deliver bota coples of o trein order to
tne enginc crew and tnat hc depends upon then to fulfill the
requlirements of the order. 1o member ¢f the crew had been on
duty morc than 1 hour 5 minutee when tne accldent occurred.

If tue flegman and tne front brakemon nad read the order in-
volved, it is probsble they would ncve resmembered about the
meeting voint, as tney were not occupled witn any duties wnen
tnelr train pacssed Hummel.

The carrier's rules for the testing of train air-brake
equipment provide that tzrmninal tests of the air-brakc system
must be made at originating terminals. In addition, wnen cars,
added to a train subsequent to a terminal test, are in tne
position in wnich they sre to e nauled in the train, an air-
brake test must be made and eacn brake nust be examined to
determine if it applics and relcascs preperly. Three members
of the crew of Extrs 33 said that 2 proper test was made at
Saxton, thne initial terminel, but two members were not certain
if & proper tcst wrs mede at that peint. At Fisner's Summit
S1ding 25 cars were added to tae train. Tne engineer said tne
only test at tnat point was nade by the uce of tne sutomatlc
brake valve to contrel the train moving from the eiding. There
was no evidence thrt the brakes did not function properly
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between Fisher's Sumnmit Siding and the point pf accldentsy
nevertnelesgs, Extre 33 left this sgtation without the crew
kncewing tne nactual conditicn of the brakes of tnelr train.

Tue troainmaster sald tant employees ned been instrycted
to comply with the rulea, uwut, since ne also fulfilled tae
duties of dispetcher, ne wns nct nble to observe 1f employees
complied witn tne rules. The menner in wvnich the employees

of Extra 53 perforncd trheir dutice indic~tes a lack of proper

supervision. Tne investigntion ¢isclosed the need for addi-
tionel protcotion for tine rovement of tirrcing on this line.
If an adcquate block eysten nod been in uge, this accident
would nove been averted,

It is found trat thic accldent was caused by failure
to cwvey o neet order.

Deted ot Wegnington, D. C., tnis ninecteentn day
of June, 194%2.

4y]

¢ tne Ccrmlssicn, nlssioner Patterson.

W. P. BARTEL,

Scceretary.




