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October 25, 1936. 

To the ComiGsion: 
On Septeiber 27, 1936, there was a side collision 

between two passenger trams at the intersection of the 
tracks of the Central Railroad of Hew Jersey and the Le
high Valley Railroad at Bethlfchem, Pa., which resulted m 
the death of 4 passengers and 4 persons traveling on free 
transportation, and the injury of 38 passengers and 2 
employees. The investigation of this accident was made m 
conjunction with representatives of the Public Service 
Commission of Pennsylvania. 

Location and method of operation 
In the vicinity of the point oi accident the tracks 

o f the New Jersey a.nd Lehigh Division of the Lehigh Valley 
Railroad are on the south bank of the Lehigh River, their 
general direction being east and west, and Bethlehem union 
station is located on the south side of these tracks. On 
the opposite bank of the river a r c the tracks of the Le
high and Susquehanna Division of the Centra] Railroad of 
New Jersey, hereinafter referred to as the Jersey Central, 
and at a point known as Bethlehem Junction there is a 
single-track connection which leads off to the right from 
the Jersey Central n a m tracks, thence across a bridge over 
the Lehigh River and diagonally across the tracks o f tie 
Lehigh Valley Railroad to the Reading tracks on the south 
side of the union station. The Lehigh Valley Railroad at 
this point is a fcur-track line over which trains are 
operated by tire-table, tram orders and an automatic 
block-signal syste". The tracks are numbered fron south 
to north, 2, 1, 4 and 3, and the accident occurred at the 
intersection of the Jersey Central track with Lehigh 
Valley eastbound track 3. Approaching this point frou the 

rest on the Lehigh Valley's tracks there are 3,400 feet oi 
tangent, a 30' curve to the right which is 350 feet m 
length, aid then tangent track extending to the ooi vc o f 
accident, 500 feet distant, and for so'-.e" distance beyond; 
the grade is slightly descending. A^^roacnirr the oomt of 
accident on the Jersey Central connection there is a c o i 1 -
oound curve to the right 560 feet in length extending to 
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the northern end of bridge over the Lehigh River; the 
curvature varies from 7° to 12°. The track is then tangent 
across the bridge, e distance of 440 feet, while tne point 
of accident was 123 feet beyond tne leaving end of the 
bridge. The ^rade is slightly descending. 

The interlocking signals governing movements 
over the crossing are electrically operated fro" Bethle
hem tower, located in the southwest angle of the inter
section. Tne interlocking signals governing eastbound 
lovements on Lehigh Valley track 2 are seni-automatic 
signals 1 and 2, located on signal bridges 1,742 and 337 
feet, respectively, west of the point of accident, botn 
of these signals are of the two-position, loTrer-quajirant 
type. Automatic signal 893, a„ po si ti on-light signal, ir 
located 5,544 feet ^est of the point oi accident, while 
automatic signal 902 is located about 2 miles west of the 
point of accident. When an eastbound tram passes eigial 
S02 its approach is indicated to the towerman by mean.E of 
an annunciator. 

Trains of the Jersey Central en route to the 
Re. ding Railway by means of the single-track connection 
on which the accident occurred first encounter signal 47, 
located a short distance west of JU tower, immediately 
"est of Bethlehem Junction. This signal governs their 
movement from the Jersey Central m a m track to the 
single-tr-ck connection and thence around the curve aid 
across tne bridge over the Lehigii River as far1 as semi
automatic signal IS. Signal 16 is located on the bridge 
42 feet fro i its routnern end and m mounted on the upper 
part of the framework on the engine1 an' s Fide of the 
track, this signal is also oi the two-position, lover-
quadr ant typ e, and I s op er at cd iroi 3eth 1 eh em to-cr. The 
center of the lens is about 21 feet pbrve the rails and 
10 2 feet 4-q- inches to the left ^f the inside edge of the 
framework. IThen in the stop position the end of the 
semaphore blade extends outward 13 mc.es beyond tne 
outside edge of the bridge framework; this projecting end 
c m be seen by the towprman m Bethlehem tower and also 
by tne engmeman cf an approaching Jersey Central tram 
°s it comes around the curve north of the bridge, provid
ing he is keeping a very careful lookout, otherwise n m 
first view oi the signal is not obtained until after his 
engine reaches tl-e northern end of the bridge. There 
is no derail collected with the operation of this sign,„l. 
T c interlnckiig plant is so arranged that vhen a lever 
is reversed for the purpose of mvinj a proceed mdi cane ion 
all conflicting levers are looked m normal position. 
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Ther. a Jersey Central train is to be turned over 
to the Readm- Railway the tower'an at JU tower can only 
-ive it a sirnial authorising movement as for as signal 
lo; in the ^eantme the Readily yardnaster hat. been notified 
and v. hen he is ready to receive the tram he 111 turn noti
fies tie Lehigh Valley towerman at Bethlehen tower and the 
latter clears signal 16; whicn allows the tram to cross 
the four Lehigh Valley tiacks; there is then another signal 
which governs the entrance of the tram to the tracks of 
the Reading Railway. 

It was davlignt and the weather w^s clear at the 
tine of the accident, which occurred at about 5.48 a.11. 

Description 
Eastbound Lehigh Valley passenger tram lTo. 6 

consisted of two coaches, one club car, and eight Pullran 
sleeping cars, hauled by en-me 3092, and was m charge 
of Conductor Kroner and Engmenan Donlm. It left Allen-
town, its last stopping point, at 5.40 a.r., on tine, re
ceived clear automatic and interlocking signal indications 
as it approached 3ethleher', and was entering the station 
at a speed of about 15 Tiles eer hour when it was struck 
by Jersey Central tram No. 306. 

East bo and Jersey Central passenger tram 1T0. 306 
consisted of two baggage cars, ore nail car, one coach, 
four Pullman s l e o m r carp aid a combination car, m the 
order named, hauled by Ingine 825, and was m charge of 
Conductor Terry and Engineman Schnidt. This tram also 
left Allentown, over the Jersey Central tracks, at 5.33 
a.'., on tire, passed JU tower, the last reporting scption, 
at 5.47 a.m., although its tine at Bethlehen Junction, just 
beyond JU tower, is 5.53 a.m., and collided vith Le-inh 
Valley tram Ho. 6 near the union station at 3ethlehe,n 

v-hile travel in™ at a speed estimated to have been fron 12 
to 15 miles per hour. 

Engine 825 struck the side of tram ITo. 6 near 
the rear end of the first car, that end of the car bema 
derailed while the head end of the car broke away fron 
the engine hauling the tram. The second car was over
turned while the third car cane to rest m an upright 
position opposite the head end of the second car; none of 
the other equipment m this tram w s derailed or darared. 
Engine 825 swerved to the left after colliding with the 
side of the Lehigh Valley train and turned over on its left 
side parallel with the Lehigh Valley tracks; neither the 
tender nor any of tne cars m this tram was derailed. All 
of the persons killed were riding in the second car of the 
Lehigh Valley tram. 



Su Tary of evidence 
To1 ex an Reilly caid that 'hen tram Ho. 6 reached 

the annunciator circuit he cleared the interlocking bignals 
for the jurnose of allowing the tram to oass through the 
mterlockirg plant a.nd enter the station, signal 16, govern
ing Jersey Central trains 'io¥inp over tne connection, being 
m the stop position, although ne die not at that particular 
time look at the position of the se iaphore blade; tram iTo. 
306 was not then m smht, although he had been notified 
by the Reading yard .aster that it was on ti^e nnd let it 
co ̂e through the interlocking plant to the Reading tracks 
when it arrived. 3y the tme the Lehi-n Valley train cane 
rithm his range of vision he could also see the Jersey 
Central tram on the other side of the river. He did not, 
n o T r e v e r , pay any particular attention to that tram until 
he saw it coning across the last snan of the bridge. He 
then looked at signal 16, saw that i t was in tne stop 
position, this beng wnen the engine wis witnm 10 feet 
of the signal, and remarked to Car Inspector Confer, -ho 
was in the to,rer, that the Jersey Central tram was not 
going to stop. He did not see the engmcran until the 
engine had passed the signal and had practically cleared 
the end of tne bridge, at which tine Engineman Sen udt 
appeared to oe locking up the tiack toward the approachmf 
Lenish Valley tram, the speed of his tram, no^evcr, did 
not eee1"1 to decre^ee until the colnirion occurred. To: er-
an Reilly e^tirated the soeed <~£ the Jersey Central crair 

to have been fro1" 12 to 15 ^lles per hour and that of the 
Lehigh Valley train to have been 15 or 30 r-iies per nour. 
Toverran Reilly further stated that signal 16 nad ->ot 
been cleared fcr the passage oi a tram over the Jersey 
Central connection since the passage of an on. tbound oe.pcr 
tram at about 3.45 or 3.50 a.m. Such evidence as Car 
Inspector Confer was able to five irextically corroborated 
the st^te'ients of Towernan Reilly, the car li^pectcr did 
not see the position of signal 16 but said r.c '"id notice 
that the signals ro^eming the approach of the Lehi-h 
Valley tr^m were i- the clear position. He ^lso said that 
the towernan had not been manipulating the levers prior 
to the tine ne clewed the signals foi the passage cf tne 
Lehigh Valley tram. 

Engineman Donlm, of tram No. 6, svid he received 
a clear indication at signal 892, indicating that the route 
through the interlocking plant was lined for his tram, and 
fchanfc when passing the signal location he could see the clear 
indications displayed by interlocking signals 1 aid 3. 
After calling the lrdications of these signals tne fireman 
n-e:t back into the tender and Engmeman Donlm siid he 
did not knon anything about the approach of the Jeisey 
Central train on the fireman's side of the track until the 
accident occurred, at which tine the speed of his train was 



about 15 nilec per hour. Fir? ir i I'.eilea id there its a 
lump of coal in the stoker a 1 tlst this caused hir to go 
back into the tender when the enr m e was about 300 feet 
west of signal 3, ^.nch .7 as display in- o clear indication 
at that tine. On returning to the ei\ m e he went to the 
left side and ŝ .w the engine of the Jersey Central tram 
just leaving- the bridge, at which tine hirs own engine was 
about on the crossing. At fir Ft it did not seen possible 
to h m that there was going to be a collision but he 
continued to watch the Jersey Central engine and saw it 
collide with the side of his tram, Ee did not observe 
the Jersey Centml enpnenan aruir to the accident. 

Engmeilan Schnidt, of tram No, 306, said he 
received the proper signal indication at JU tower indicat
ing that the route was lined for tho movement of his 
train to the single-track connection, and that he reduced 
the speed of his tram to about 15 or 13 miles per hour/as 
to round the curve piepared to etop at signal 16 if necess
ary, his tram approached the noIthem end of the 
bridge, with tne brakes applied li htly, he looked for the 
endoJ the semaphore blade whic1" is visible when the signal 
is m the etop position, but did not see it, thus being led 
to believe that the signal wac m the clear position. As 
soon as the engine BHterofdJon the bridpe hp cav tne signal 
itself, displaying a green or -roce^d mr 1 icabion, and after 
proceeding a short distance fu_thei and ur li' into full 
view of the semaphore blade he i tint it was down, then 
glanced around at the water g] se, noticed the fire "on 
with his back turned apparently en^a^ed m ;atherin<" to
gether his oersonal belongings prejf?i atory to leaving the 
engine at the station, and then looked ahead again. He 
said signal 16 was still m the oroceed ucsition, at vnich 
t m e his engine w a vithm 30 feet of the signal, and he 
then looked across the Lehigh Valley tr oks to the signal 
. overninr the approach of his train to ohe ^e^dinr, tracks; 
that signal wps alno dnplayinr an indication authorizing 
his train to aroceed into the station. Ey this tine his 
engine had re-ched Filial 16 m d he a Tain looked at the 
sirnal and saw tnat it w ns m stoa uofcition, aoarently 
due to the fact tnat his engine "ns on the track cucuit. 
He then heard the noise of an approaching train, looked west
ward, and saw Lehigh Valley tram It. 3 passing under the 
signal bridge located 633 feet from the point of accident, 
moving at a speed he estimated to have been at le^st 40 
miles? an hour'. At first he thou ht it 7<ra Lctinh Valley 
tram IvTo, 4 -*oln- into the station on one of the Reading 
tracks parallelm his own track, but on a'-am lookm- at 
it he realised that it was enterin- the station on the 
Lehigh Valley tracks and he said that at the speed the 
Lehigh Valley tram was ruining --e felt he had a "better 
chance to stop his own tram, unich wac rovij.r at a c^eed 
of 8 a 10 rules per hour. He at once applied the air 
brakes m emer̂  en.cy, at which ti'e hie er.-ine waG star tin; 
across the first of the L eai h Valley trec vs, this applied-
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tion of the brakes brou^nt his tram practically to a stop 
i ith the enjue iust toichm^ the side of the Lehi~h Valley 
tram as it "crossed m front oi hi1-. There was then a 
surre fro1! the rear of his trtiin vhich pushed his engine 
ahead into tne side of the Lemnh V a l l e y tram, causing 
the derailrent of the earn in that tram and the subsequent 
derailment of his engine. Engmenan Schnidt further stated 
that the firenan did not call the indication of signal 16 
and was positive that he himself did not nisread its 
indication. 

Jersey Central ti ie-table No. 56 took effect at 
12.01 a.m. September 26, the day before the accident. Under 
the tine-table previously m effect train To. 306 uas 
scheduled to leave Bethlehen Junction at 5.48 a.n., while 
under the new tme-tahle its tire was 5.53 a.^. ; only one 
tine being shown. Engineman Schmidt said his train passed 
Bethlehem Junction on the rorning of the accident at 5.48 
a.m., and he considered that he had a right to the track 
beti een Bethlehen Junction and cirrnal 16 at that tire, 
r,Tien asked th^ direct question as to whether he thourht 
he had a right to leave Bethlehen Junction before 5.53 a.m. 
he answered, "I believe that ry time will permt ne to 
cone into the P&R station at that tine, going through yard 

# l i m t 6 . " After further questioning, however, acconpamed 
b y a discussion of the rules, he adntted that clear signal 
indications did not supersede the tine-table schedule and 
that his train should not have left Bethlehem Junction 
mrior to 5.53 a .n . Ke stated, however, that he had not 
confused the time shown in the old time-table with the 
tine shown in the time-table m effect on the date of the 
accident. 

Firenan Engler, of tram ITo. 306, said the speed 
of his train, was about 20 niles per hour when passing 
through the crossover to tne single-track connection, that 
the speed was reduced at the bridge over the Lehigh River, 
and that the tram was traveling at about 15 miles per hour 
when Engmenan Schnidt apilied the air brakes m emergency, 
about the tine the engine passed signal 16. Firenan Engler 
had finished cleaning up the deck of the engine preparatory 
to turning it over to the Reading crew for the continuation 
of the run to Philadelphia and was putting on sone cloth
ing at the tine the emergency application was nade; he did 
not see the indication of the signal nor did he observe 
the approach of the Lehigh Valley train. It further 
appeared fron his statenents that Engmenan Schnidt would 
always call the indication of a signal when it was display
ing a stop indication and would never call its indication 
when it was displaying a proceed indication, and m cms 
particular case the engmenan did not say anything about 
the indication of signal 16 thus causing him to think that 
it nust have been m the clear position. Immediately after 
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the accident tne fir at thing tne engineman said to hir v\ao 
that the signal had been kisplaymg a proceed indication 
and that tha to ,rer nan on*1 Aged i t s position just a,s the 
engine reiched it. 

Conductor Terry, of tram ITo. 306, said he had 
1 alked ahead tnrough the first Pullman sleeping car and 
opened the trap doors of the coach, this btmg at the time 
the train ieached the northern end of the bridge, moving 
at a soeed of about IS miles per hour. The braizes were 
again applied, ^till further reducing the speed, and sudden
ly they were applied m emergency, b r m c m r the tram to 
a stoo. Previous to reaching tne bridge he had noticed 
the Lehigh Valley Train bat had not paid any particular 
attention to it, and when crossing the bridge he a rain 
noticed the Lehmh Valley tram but supposed i t was Lehiph 
Va.licy tram. No„ 4 entering tne station on the 3.ending 
tiachs, paralleling nie o m tiam. .after the accident he 
nelped the engine man and lire mi ana vmlc so engaged tne 
engmeman told hi-1 tnat oignal 16 had been m the clear 
position. Conductor Terry further stated tha.t ence only 
one ti™e was shown for his tram at Bethlehem Junction, 
5.53 a.m., that it \PS the leaving ti1- e at that point 
whereas the accident actually occurred at 5,43 a.m. He 
also stated, however, that since his tram fac shown a.s 
leaving the preceding station, VN tower, at 5.44 a.m., 
then under the rules it was due at Bethlehem Junction, the 
nezit station where time was shown, at any time a f t or 5,44 
a . i , . and he considered that his tram w^s within I cr rights 
m leaving Bethlehc" Junction at about 5.47 a.m. for the 
reason that the Jersey Centrpl tine-table W T S not in eifect 
on the single-track connection on which the accident 
occurred. The ctatements of Baggngemaster Smith, As si scant 
Bagpo-ge iaster Glancey and Brake an T'e^ver, all of Jersey 
Central tram No. 306, brought out no additional ffacts of 
importance. 

Lehigh Valley tram No. 4 had arrived at Bethlehem 
prior to the time of the accident and Conductor 1!7elch, 
3a ggagenastcr Nam, Erareran Poller an and Flagman ICaie, 
al L of the crew of tram No. 4, seated that they saw The 
signals displaying clear indications f o r the aopfoach of 
tram No. 6 but that they could not see the indication 
displayed for Joraey Central tram Nc. 306. A s s i s t : nt 
3a;gnge Ag e^t Csriun smd ±t was the custom before m m g 
into the waitirn room to announce the arrival of ^ tram 
xo l ook at the signals governing the tr^m'p amioech and 
that he had followed the asual ensto^ m this instance, 
noting that clear indications wore displayed for tne ove -
•ent of tram No. 6; he did not see the indication of 
signal 16. Janitor Canningha- said that vhen waning his 
rcuids inside of the rener-1 office buildum of the Lelniph 
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Valley Railroad at Bethlencs he oassed through one of the 
offices and noticed that the signals i ere clear for train 
"So. 6 while at about the s ire tire he heard the Jersey 
Central train whistling for the signal at Bethlehen Junc
tion on the opposite side o f the river. On passing into 
another o f the offices he saw That signal IS was m the 
stop position, saying that he could see the black semaphore 
atn m the horizontal position; this a m is painted yellow 
on the side toward the approaching engineman and black on 
the reverse side. 

Road Foreman of Engines 1'ason, of the Jersey 
Central, said he qualified Engmenan Schnidt for passenger 
service, that he nad ridden with h m on many occasions, 
and that he considered hin to be a first-class engmenan. 
IVhen questioned regarding the schedule oi train Ho. 306 
under the present tine-t^ble he said that that train should 
not depart fror Eethlehen Junction before 5.53 a.n., which 
statement was concurred m by Jersey Central Supermtendent 
Reamer. 

Assistant Superintendent Sweehey, of the Jersey 
Central, Ea id with reference t o the tire of train Ho* 306 
at Bdthlehem Junction that so far as the Jersey Central 
is concerned this train lost all time-table authority after 
reaching Bethlehen Junction and being diverted t o the 
single-track connection leading to the Reading Railway, and 
tiia-t its operation beyond Bethlehem Junction was only as a 
yard novenent. 

Conclusions 
This accident was caused by the failure of E n c m e -

nan Schmidt, o f Jersey Central tram Ho. 306, properly"to 
observe and to obey signal indications. 

Enginenan Schnidt srid signal 16 was displaying 
a clear indication a s his tram approached the bridge and 
that i t was still displaying a clear indication when his 
engine mras witnm 30 feet of i t , not going to tne stop 
position until the engine passed the signal, thus causing 
i t to assume the stop position. His statements, however, 
were not supported by those o f any other fitnesses, Torer-
1 an Reilly, as well as the janitor m the office building, 
raw signal 16 displaying a stop indication, while there were 
10 witnesses who saw clear mdic-tions displayed for the 
rove' ent of Lehigh Valley tram No. 6. Tests showed that 
the interlocking plant was so airanged that clear signal 
indications conld not possibly have been displayed for both 
trams at the sane tine, and i n view of this fact it reens 
apparent that signal 16 w a s displaying a stop indication 
when train No. 306 approached and that for song reason tms 
indication v as not properly observed and obeyed by Engme-

1 ian Schnidt. 



^ cnan c m the ti 1e c i tram No, 306 ot Bethleher 
Junction had been ace in the ti c-t-ble which took effect 
^n the day irirr to the ^ccid^nt, aid under the neir sched
ule it snould not h ve left thp„t oomt until 5.53 a,»1". , 
instead of 5.48 a.m. , as had previously been the case, 
while the failure oi tne crew of tram lie. 30G to hold their 
train at 3ethleh.cn Junction until 5.53 a.n. did not cause 
the accident, the fact regains that had the tme-table 
schedule been observed the accident would not have occurred. 

There ras no derail installed m connection with 
tbe operation of signal 16, and the investigation developed 
that originally there had been a derail at this point but 
that on account of the existing physical conditions it \?s 
considered to be a "ena.ee rather than a safeguard and for 
tnnt reason was renoved on October 30, 1922. It is not 
believed that a reco-^endation for the restoration ol this 
derail is in a_ny :vay warranted. On the other hand although 
signal 16 is not well located, fro" the standpoint of 
visibility, yet if it vere located at or west cf the entrance 
to the bridge it is probable that the rear end of a train 
stopped at th© .signal would foul the Jersey Central main 
tracks, resulting in delay to treffic m the event the 
train were held at that point for airy great length of ti1" e. 
It does not appear, however, that the arrangement as now 
in effect is one which provides the greatest degree of 
safety consistent with the operating difficulties presented, 
and it is rccom i ended that all never ents over this single-
track connection be required to cone to a full stop before 
passing: over the Lehigh Valley tracks. If it is not desired 
to stop at this particular point, then the present signal 
layout should be so rearranged as to insure that a signal 
could not be aven to authorize a nove^ont fron the Jersey 
Central lain tracks to the Rbadin tracks, or vice versa, 
until the entire route froi one end of *he connection to the 
other end had been lined for the reverent m auestion, tith 
the signals governing conflicting routes disolaym'T the 
proper indications. The general idea ol these reco 1 "'endation 
was discussed with representatives of the Public Service 
Corinission of Pennsylvania and net vith their ao or oval. 

Engmenan Schmidt ras first employed as a brake, an 
in 1902, began firing m 1903 and was nro^oted to evmeman 
in 1907; m June 1925, he "as qualified for oassen;er ser
vice and had run over the territory in T-hich the accident 
occurred since September, 1925. All tne other employee's 
were also experienced • en ano none of then had been on duty 
m violation of any of the provisions of the hours oi service 
law. 

Respectfully submitted, 

V. P. BCPLAFr 

Dir ector. 
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