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IN;%§¢; VESTIGATION OF AN ACCIDENT "HICH OCCURRED ON THE
NS

RN

BEVAMIﬁ RATLROAD AT IOUNT CARMEL, PA., ON NQVEMBER
12aC.,

z, February 17, 1921.

On November 15, 1920, there was a collision between
& Lehigh Valley lizht enzine and a Lehizh Valley passenger
tTain on the tracks of the Peannsylvania Railroad at lt.
Carmel, Pa., reculting in the death of 1 eﬁployee and the
injury of 8 passengers. After i1nvestigation of this ac-
cident the Chief of the Bureau of Safety reports as follows:
The section of tracz on wnich this accident occurred,

betveen I, Carmel Station and Iit., Carmel junction, a distance

.l.l

of aprroximately 330 feet, 18 used jointly by the Lehigh
Valley and Pennsylvanie Railroads. At II4. Carmel Junction
this track comnects with the Mahanoy-Eazelton Division of the
L,ehigh Valley Railroad. Between Ut. Carmel Junction and
Dlaiondtown, on the Lehigh Valley Railroad, a distance of
about .3 mile, ¥his 1s a single-track line, and between
Diamondtown and Hazelton Junction, a distance of about 36.3
miles, 1t 1s a double-track line. Trains are operated by
Time-table and train orders, no block signal systeﬁ being

1n use. Approaching the point of accident from the east,
beginning at the end of double track at Dlaﬁondtown, there 1s
a tangent about 100 feet i1n length, near the western end of
which 1s located a tacing-point switch for westbound tralns,—”
normally set for movements to Sioux Junction, from this switch

westward for about 1,300 feet the track i1s made up of a series



of short, sharp curves and chort sections of tangent track
lgadinz to the point of accident. Apprecaching the point of
accident from the east the grade 13 about 1.71 per cent des-
cending for wore than a mile and a half to Diamondtown, and
from Diamondtown to vithin a short distance of the roint of
accident :t 1s 2.71 per cent descending, The weather at -
the time of the accident was cloudy.

Eastoound passenger train No. 180, consisting of en-
gine 1633, 1 combination baggage and express car, 1 sﬁoklng
car and 1 ccach, in the ordsr named, all of all-steel con=
struction, in charge of Coniuctor L., H, Beltz and Englneﬁan
Canazhan, was standing 2% 1%, Carmel Station ready to begin
1ts eastoound tTrip when, at about 7.C5 a.m., 1t was struck
by light engine 338.

Eastbound freight train extra 336,oconsisting of engines
336 and 382, 41 cars, helper engines 3234 and 341, and a
caboose,1n the order named, was in charge of Conductor M.D.
Beltz and Epginemen Shaup and Trout. It left Iit. Carmel
vard at about 8.28 or 8.30 a.m., intending to run ahead of
train Fo. 180 as far as Centralia, about 5 miles east of
Mt. Carmel, but owing to a heavy train and the poor steam-
1ng of engine 363 the train was so mich delayed that upon
arriving at Yorris Ridge Crossover, approximately 23 miles
east of Mt, Carrmel Station, 2t was decided to stop the train
west of tne crossover switches and back the leading engine

on the westbound malin track to the crossover located at Sayre
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Colliery, about 7,980 feet west of Morris Ridge Crossover,
there flag train No. 180, and pilot 1t along the westbound
track around extra 335. Engine 336 was backing light on the
westbound track and had reached a p01nt)about 6,230 feet

west of liorris Ridge Crossover when the left main crank pin
broke. This was followed by the main Tod crippling the re—
verse gear, and also oy the knocking off of the main reser-
voir and piping, rendering the brake equlpﬁent inoperataive.
At about this time the left back side rod punctured the left
front corner of the fire box at the arch tube location, tear-
1ng & hole in the throat sheet and flue sheet and perﬁlttlng
the boiler and firebox contents to be blown through the open-
ing and into the cab. The escaping steam forced the employees
1n the cab to Juﬁp from the engine, the conductor being kill-
ed 1n Juﬁplng, and the fireman, engineman and flagﬁan being
injured, the fireman fatally. Engine 335 containued down

the grade and collided with train No. 180 while traveling at
a speed sstimated to have been about 30 miles an hour.

As a resalt of the collision train No. 180 was driven
backward a distance of about 140 feet and engine 1632 con-
siderably damaged. Its tender was driven against the baggage
car and both the baggaze car and the tender were somewhat
damaged. The emplovee killed by the collision was the baggage-
man of train No. 180.

Engineman Shaup, in charge of engine 338, stated that

as the train was ascending the grade he had noticed a slight
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pounding which he thought was located in the cross head.
After the engine had been cut off and while 1t was backing
down the restbound track he heard a noise and knew that some-
thing had broken. He then tried to apply the andependent
brake but witnout success, following which he tried to make
an emergency application of the automatic brakes and then
placed the reverse lever in the forward position. The fire-
man told him that there was something wrong on the left side
of the engine but Engineman Shaup said it was difficult to
see on account of the dust. At about the time Engineman
Shaup tried to reverse the engine, steam came back into the
cab, forcing the erployees in 1% to jump. Engineman Shaup’s
statements were practically corroborated by those of Flagﬁan
Donat, who was riding on the engine at the time.

Flagman Markle, of train No. 180, had remained at the
¢rossover at Diamondtown while his train was at the station
at Mount Carmel. At this time the switch at the end of double
track was lined for ihe eastbound track, while the switch
normalily lirncd for movements to Sioux Junction was lined for
a movement to the station at Mount Carmel.. Flagman Markle
saw engine 336 approaching when 1t was about % mile distant,
moving at an unusual rate of speed, with the cab partially
concealed by escaping steam. The flagman said he walked to-
ward i1t giving stop signals, and when no answer to his sig-
nals was given it occurred to him that the engine was running
away and he ran toward the Sioux Junction switch in the en-

deavor teo open 1t and thus divert the engine from the track
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leading to the station, tut he had only reached the switch
when engine 336 passed 1t. None of the other members of the
crew of train No. 180, who were with the train at the station,
knew anything of the approash of engine 336 until a few seconds
before it colladed with their traim.

Examination of engine 336 subsequent to the accident
disclosed that there had been a flaw in the broken crank pin
covering approximately one-third of 1ts area; this flaw started
at the key-way and extended to within 5/8 inch of the hollow
bore of the pin. The flaw was inside of the hub bore and 1t
would not bave been visible to inspection even if the side rods
had been removed. The engine was in the back motion of the
right or undamaged side, with the link and its connections on
the left side bent upward, The reverse lever was in the for- -
ward position, while the reach road was broken. The boiler
contents had been blown through the fire box into the cab with
sufficient force to blow all the fire from the grates, in ad-
dition to blowing some of the bricks from the arch through the
fire-box door into the tender. ZEngine 338 had received gen-
eral repairs in 1919, while on June 8, 1917, 8 mnew crank rins
were applied, one of them being the one the breaking of which
resulted in this accident.

This accident was caused by the breaking of the left main
crank pin of engine 336, resulting in subsequent damage of

such a nature as to render the reverse gear and power brakes
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inoperative, the engine running down the grade and collid-
ing with train No. 180. .

The members of the crew of extra 3368 were experienced
men; at the time of the accident they had been on duty about
4 hours after periods off duty varying from 12 hours to 33

hours,



