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RIPORT OF THT DIRICTOR OF THI BURILLU OF 3AFITY CONCIRNING AN
ACCIDINT ON THT PENNSYLVaNIa RuILROaD AT TYRONE, Pa.,
ON DZCL..3ER 24, 1932.

Fepbruary 11,1833
To tTae Coruiission:

On December =24, 1933, there was a rear-end collision
netween two freight trains on the Penasylvania Railroac. at
Tyrone, Pa., which resulted 1n the injury of one erployes.

Location and method of operation

This accident ogcurrpd on that part of the Middle Division
which extends between BO Block.3tdtioa, near Altoona, Pa., and
3anks, west of Harrisourg, Pa,., a distence of 133.1 miles. 1In
the 1.:ediate vieinity of the point of accident this 1s a four—
track line over which trains are operated by time—-table, train
orcers, an automatic block-sigrnhlwsyster, and an automatic
train—-stop and cab-signal system of the continuous coder type.
The cr. cks are desifnated from south to north as follows: 1,
gascbound freignt, 2, eastbound passenger; & westbound passenger,
anc. 4, westbound freight. The accident occurred on track 1, at
a point about 1,380 feet east of the station at Tyrone.
Approaching this point from the west, there are 1,285 feet of
tangent, followed by a corpound curve to the right consisting
of a curva.ure of 60 for a distance of 301 feet and 3° for
1,735 feet, the accident occurring on this latter part of the
co.pound curve approxirately 4235 feet from 1ts eastern ead.

The grede 1s generally descending for eastbound trains, having
a masinuwn of Q.53 per cent and an average of 0.4 per cent.

The signals 1nvolved are mounted cn signal bridges 2324
anc 2218, located 3,444 feet and 2370 feet, respectively, west
ol one poilnt of accident, the eastbound signal on bridge =218
15 ¢ne distant signal to the home sipnal at Forge interlocking
which 18 1 mile east of Tyrone. The signals are of the posi.lon-
licat type. The rmaximum authorized speed tor the trains i1avol-
ved 1n the territory from altoona te the point of accident 18
35 11les per hour.

The weather was cloudy at the tine of the accident, which
occurred about 12.39 p.i.
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Deacription

Tastbound freight tiain extra 6806 conslsted of 77 loaded
cars, 4 cenpty cars and a caboose, hauled by engilne G206, aad
w18 1n charge of Conductor Lusk and Engineran Sweger. his
train departed from Antis, at the east end of Altoona Yard, at
11.49 a«te, passed Grazier, 1.2 miles west of Tyrone, at 12.10
pert., stopped at signal bridge 2318, and then proceeded and .ade
a second stop apout 13.35 p.m, at the home signal at Forge
1ag¢erlocking, with the cabooSe standing at 2 point about 370
feet cast of signal bridge 2218, and while standing at this
point the rear of the train was struck bty extra 65219,

Ecetbound freight train extra 5819 consisted of 111 loaded
cars and a caboose, hauled by enpine 6818, and was in charge of
Corniduccior Walker and Engineman Hockenberry. This train departed
fros wntis at 13.13 p.n., passed Grazier at 13.36 p.n., and
collided with extra 6906 while traveling at a speed of about 4
M1iles per hour.

The caboose and four rear cars in extra 6906 were derailed
and badly damaged, the caboose beiny demolished. Engine 63919
Stopped 1n line with track 1 in an upright position, partially
desreiled to the south, the front end of the engins was badly
dauanged. EXcepting the thirty-third car in extra 6819, none of
the reunaining equipnent in elther train was derailed or daraged.
The e1mployee injured was the fireman of extra 68102,

Surmary of evidence.

Coanductor Lusk, of extra 6908, stated that when the first
stop was .1ade at Tyrone the caboose stood about 4 car-lengths
west of & road crossing or about &70 feet west of the station,
and the flagman went back immediately. The train pulled ahead
slowly about three or four rinutes later and Conductor Lusk
went to the rear of the caboose tc look for the flagman, tae
flapan had returned but had left a fusee on the track. The
next Stocp was made with the caboose standing about s1x or seven
car-lengths east of signal bridge 2218. The flagmnan got off
»ro.iptly and went back to the signal bridge to telephone, alter
wnich he gave the conductor information as to eastbound schedul-
ed traing and then continued back to flag. Conductor Lusk
walked eastward along his train, he heard a train approaching
anc taought 1t was train No. 54, he then heard the whistle
soundec for the road crossing and heard torpedoes explode and
when he was about si1x or seven car-lengths from his cabooSe he
neard a second palr of torpedoes explode and on looking back he
saw the extra train about three car-lengths from the rear of
his own train.
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Flaguan Roath, of extra 6206, stated that when the first
stop 1'a® riude he put dowin torpedoss at a poilnt about 800 fezt
from vhe rear of his train, he also left a fusee and returied
to .a1s train. WWhen the second stop was .ede he put covn two
torpecoes just east of signal bradge 22818, and after wclaphoning
he walxed on back practically to the east end of the station
platiori, He heard a train approaching, heard the whistle '
souncecd for ths road crossing and also the sxplosion of the
firs< cet of torpedoes. \hen the train cane in sight 1t was
asout <0 car-lengths fron hin and was traveling at a swead of
18 or <C mmles per hour, he flagped it and the enginewsan
answered his Tlag ituamediately. hen the train passed him the
Spasd appeared to be about 13 or 15 miles per hour and as 1t
was pelng reduced very slowly he realized that 1t probaoly
would ot stop before colliding with his own train, so he con-—
tinued on back to protect track 2, as train No. 54 was tnea due
at taat point. 4After the accident he talked with the eaginean
and atked him 1f he had given hiun proper protection, the <¢ngine-
min answered "plenty, but the brakes would not holdl.

Inginerian Hockenberry, of extra €219, staled that he re-
celved an appreoach 1ndica.ion at signal bridge 2224, and as hils
2n,1ne passed uader the signal bridge he operated the ackaow—
lac 1238 lever of the automatic train—-stop device, the train was
travelinf, at a speed of 18 or 20 mMmiles per hour, and shortly
afber passing the sipnal, or when about 10 car-lengths wes?{ of
thes road crossing, he riade a 10 or 15 pound brake—-pipe reduction
aad snoupht 1% would be sufficient, but the brakes did not seem
to take hold and he then applied them in energency, at which
ti.ae the engine was 1n the vicinity of the station at Tyronee.
The orakes were taking hold gradually, but the weight of the
train wes pushing 1t ahead, and when he saw that 1f was aot
s0115 o stop he got off, at which time hie engine was about
five or six car-lengths from the train ahead and was traveling
at a speed of 3 or 4 miles per hour. Engineran Hockenberry
further stated that before leaving Antis the brakes were report-
8d to hii1 as opsrating properly on the terminal test. Thes
gau,es repistered 70 pounds pressure in the train line and 110
pouads 1n the main reservoir, and he .dade the usual road sestl
Just oefore leaving, while the leakaie snowed not more zhan 13
0r 2 pounds per minute. He first used the brakes i1in the vicin~
1ty oi Bellwood, 2.8 miles from Antis, for the purpose of set-
t1ing the retainers, having instructed the brakerman to turn up
15 rzce1ners, and he also aade a 5 or 6-pound brake-pipe reduc—
Tion 1n the vicinity of Tipton and apain at Grazier, releasing
the prckes after each reduction, and nad no reason to believe
that tne brakes were not in proper working order. After the
accldent Englneman Hockenberry was on the relief engine which
hanclec the train eastward, and i1n trying out the brakes at
various points 1t was developed that there was no question as to
tneir holding power. Engineman Hockenberry also expressed the
opilnlon that in view of the condition of the rail and the
waocner, he did not begin braking soon.:ough or hard enough.
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Fireman Shaw and Head Brakenan Haverstein, of extra 3819,
stated that when acout 15 car-lenpths from signal bridge 22324
they both called the approach indication, but the enginesan did
not call 1t until he could see 1t, wnen the enyine had practi—
cally reached the signal. ‘When the ceb whistlce soundced the
engins.1en operated the acknowledying lever of the train- Squ
device and shortly afterwards started to apply the brake
As tae engpine approached the road crossing, explcding torpe—
does, Brakeman Haverstein got off the seatoox and stepned to
the gangway and on seeing the stop signal ahead he warned the
eng,inerian and the engineman applied the brakes 1in ermergency but
the speed did not seem to be reduced. When Erakeran Haversteln
wees on the step preparatory to jumping off he saw the fla, @an
anout 6 or 8 car-lengths anead and about 20 car-lengtis frou
the rear of the standing train.

Conductor Walker and HRear Brakenan Fleck, of extra 891¢,
stated that on leaving Altoona tne gaufe 1n the caboose regis—
tered 70 pounds pressure, they felt an air-brake applicacion
in the vicinity of Tipton, apparently for the purpose of con-
trolling the train. Conductor walker stated that when the
rear end of the train was 1n the vicinity of Grazier he saw
the alr gauge drop to 50 pounds and later on 1t dronped o @Zero.
The trein was traveling at a speed of about 2 miles per hour
when he felt a surge and the train came to a stop.

Fellowing the aceident, the thirty-third car in extra
c912 wos set out at Tyrcone, due o dausdfed end sills, and
en,,1ne 6Y85, of the sane ClﬂSo as eagine 6919, was coupled to
the trein and a terminal ailr-brake tLSU was nade by Master
Hechanic Leach. The gauges on englne G965 showed a pressure
of 100 pounds in the main reservoir and 70 pounds in the train
line A 15-pound brake-plpe reductlon was rade and a leakage
tesu ior a periocd of 1 ninute showed a leakage of 1} pounds per
miaute, a further reduction of 5 pounds was then made, vailng a
total of 20 pounds. The brakes were then exanined by Ccar
1nspreccsors and all were found %o be applied, and when the
bralkes were released each car was apaln exanined and eaca brake
was found released. The piston travel was found to be within
the prescribed limits. Engine 68965 then hauled the train to
Harristburg and Road Foreman of Enginss Trumpower said four
tests of the air brakes were rade approaching s:ignals en rovie
and eacch time the brakes functioned properly. The first test
was wde 1n territory with the graoe and curveture approxi.k tely
tne sane as approaching the point of accident, and with tne
train traveling at a speed of 23 miles per hour, no retalalng
valves belng 1in service, an initial reductlon of & pounds was
mace and then increased in two stages to 12 pounds anc taz traln
calle to a stop 1n 2,870 feet. The otner tests consisted of
greo ser brake-pipe reductions with the train traveling at dif-—-
fereat speeds with various grades and curvatures; each tiie the
brekes functioned as 1ntended.
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Co.aclusions

This accildent was caused by the failure of Zaginzion .
Hockenbeirry, of extra 6919, properly to obey siymnal indic=.icons.

Special tiume-table 1nstruction 9-2005 provices o ¢ 4 '
train st not exceed one-half 148 .aaxinun authorized snzed whe
pas31n, en approach signal indication, and that where the signal
coa aot o2 seen a sufficient distance to reduce to thet Lpeed
at uvae signal, the speed should be so reduced as soon as »roper
handling of the train will permit. Tae evideace indicates, how-
ever, th¢t Engineman Hockenberry was operating his train at a
30sad of 18 or 30 uiles per hour on passing the approach signal
1nclcatlion on bridge 2224, that he forestalled an gpplica.ion of
thz brckes by "eans of the autonatic train-stop device, that the
2agiuc exploded torpedoes at a point probasly 800 feet ea.t of
the signal, and that Engineman Hockenberry did not apply tae
brcles until hée had reacacd a poiat approxzimately 1,300 fect
beyonc the cigaal, when he nade a brake-pipe reductioan of 10
or 15 pounds. He moved the brake-valve to ermerjeqacy positlon
yasn so.cevhere 1n the vicinity of the station at Tyroae, or
aporoxirately 1,040 feet from signal 2218, which was displaving
a otop 1andication, but 1t was too late to stop his troln ociore
padoiag, this signal and colliding with extra €6906. Teridinal
air-brak%e tests nade both oefore and after the occurrsace of
tn2 accident, as well as tests .12ade en route fron Tyrone tovard
Harrieburg after the accident, clearly showed that the air
brazeu 1n this train were 1n good working order.

Actentlon has been called 1n previous accident invassipga-
t1on reports to the necessity of taking imnediate action o, the
cautlon or approach signal location toward briaging tralns vader
consiol, and the special tine-taole instructions of trhisz rail-
road in substance provide for such a procodure. Ths rigid ob-
servence and eaforcement of rules of this character should re~
sult 1n a train being brought under such conirol as to .ake 1t
a s1nple watter to stop 1f necessary vefore passcing the aext
Slnaal, and the danger of the occurrence of such accideadve as
thz one here involved would be aterially lessened.

Respectfully submitted,
W. P. BORLAND,

Director,.




