
1539 

INTERSTATE COMMERCE COI/MISSION 
REPORT OF THE DIRECTOR OF riHE BUREAU OF SAFETY IN RE INVES­

TIGATION OF AN ACCIDENT AEICH OCCURPED ON THE LEHIGH 
VAI LEY RAILROAD ITiIAR BEAR CREEK JUNCTION, PA., ON MAY 
18, 1930. 

June 28, 1930. 
To the Commission: 

On Hay 18, 1930, there was a rear-end. collision be­
tween two freight trains on the Lehigh Valley Railroad 
near Bear Creek Junction, Pa., which resulted in the injury 
of three employees. 

Location and method of operation 
This accieent occurred on that part of the Wyoming 

Division extending between Ransom and Pern Haven Junction, 
Pa., a distance of 53.52 miles; m the immediate vicinity of 
the point of acc dent this is a three-track line over which 
trains are operated by time-taole, tram aiders, and an auto­
matic block-simal and tr^in-stop system. The accident oc­
curred on the eastbound main track at a point approximately 
3.6 miles west of Bear Creek Junction, approaching tnis point 
from the west there is a series of curves and short tangents, 
followed by a 3° 30' curve to the rx^ht 776 feet in length, 
then tangent track for a distance of 1,735 feet, the accident 
occurring on this tangent at a point 857 feet from its eastern 
end. The grn.de for eastbownd trains is 1.209 per cent de­
scending for a distance of aoout 3 miles to the point of 
accident and for n considerable distance beyond that point. 

The signals involved are signals 1532 and 1542, of 
the tingle-arm, throe position, upper quadrant type, and are 
located 228 feet m d 10,166 feet, respectively,west of the 
point of accident. The automatic tram stop device in use 
on this line is of the intermittent inductive type with fore­
stalling device. 

The weather was clear at the time of the accident, which 
occurred about 1.56 p.m. 
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Description 
Eastbound extra freight ti:in sjrmbol Advance BJ-4 

consisted of 64 cars and a caboose, hauled by engine 3107, 
end WDS m charge of Conductor Corcoran ina Engmeman Con— 
niff. This tram departca from Coxton, 37 miles west of 
Bear Creek Junction, at 11.50 a.m., left Gracedale, 9.1 
miles west of Bear Creek Junction at about 1.33 p.m., and 
was approaching Bear Creek Junction when it was stoned 
due to an undesired emergency application of the brakes. 
It had been st rrdmg at ohis point approximately 6 minutes 
when it Was struck oy trim MG-2. 

Eastbound c x t n freight t m m symbol '"G—2. consist­
ed of 45 loaded and b empty cars and a caboose, hauled by 
engine 380, with a total of 3167 gross tons, ana w-,_ m 
charge of Conductor Boyle and Engmeman Neimeyer. This 
tram left Coxton at 12.01 p.m., left Gracednle about 1.43 
p.m., passed signal 1543 uhich was displaying a caution in­
dication, passed signal Ib32 displaying a stop indication 
and collided i 7 i t h t.ain 3J-4 ./nile traveling at a speed 
estimated to have been between 15 anu 20 miles lei hour. 

The caboose of tram BJ-4 wos demolished and the 
wreckage consumed oy fire. Tae rear truck of tho 60th car 
and the 61st to 64th care, inclusive m this tram //ere de­
railed, the 51ct and 63rd cars being destroyed and the other 
derailed cars damaged. Engine 380 and its tender .vera over­
turned on their right sides and stoned 333 feet east of the 
point of collision, about 25 feet from the track , and were 
considerably damaged. The forward truck of the first car m 
train MG-2 was also derailed and slightly damaged. 

Summary of evideice 
Engmeman Conniff, of tram BJ-4, stated that when 

he stopped at pittston Junction, 1.1 miles east of Coxton, 
for the purpose of coupling on a pusher engine, he made a 
5 to 7-pound brake-aioe reduction but the brakes anlied m 
emergency, which he thought at the time was caused by some 
one opening the brake valve at the rear of the train,as he 
had no orevlous difficulty with tne brakes. Upon examination 
of the tram it wis found that the knuckle on the rear end 
of the first car was broken ana tine car off center. This 
car was set out and after recouplmg the engine to xhe tram, 
the tram line was recharged and a standing brake-test was 
made by reducing the braxo-pipe pressure several times. The 



air-brake inspector then gave him a card showing tho brakes 
were operative on all of tne cars and the train departed. 
The next stop was at Mountain Top, 10.3 miles from Bear 
Greek Junction, where ne made a seivice application and at 
that time the brakes functioned properly The pusher 
engine placed the cacoose on the rear of the i n m and 
coupled behind at this point end the train proceeded to 
Gracedale whore a stop was made for water, this stop being 
made by using the independent engine brake. After water 
had been taken the train continued with the pushei ename 
assisting for a short distance. The tram oassed over the 
summit of the noartam at a speed of 4 or 5 miles ier hour 
and when i t reachea a poiit jest beyona signal 153S and 
ahilc traveling at a speed of 35 or 30 miles oer hour he 
made another brike-pime reduction of 6 or 7 pounds ana the 
brakes again went into emergency, breaking the knuckle on 
the forward ena of tne leading car and bringing the tram 
to a stop. Engmeman Conniff did not know that a collision 
occurred while standing at that point urtil informed of the 
fact by a brakaman Some time after the accident he handled 
the forward part of che tram to Hahoney 3rard and on the way 
down the mount?m six or seven service aoilications of the 
brakes were v„de and m the last occasion they again applied 
m emergency, creaking a knuckle c~ the first car for the 
third time. Ae soon as repairs xvore made he continued to 
his destination but he controlled the speed of the tram by 
use of the independent brake. 

Fireman Klaproth, of tram BJ-4, stated that a message 
was received at Athens stating that some wheels were slid­
ing in the tram. The train was stepped, the air bled 
off from one car, and the tram continued to Pittston Junc­
tion. When the brekes were applied in making tne stop at 
this pomt he felt a jerk fromthe rear of the tram which 
broke the knuckle on the rear of the first car. This ca.r 
was set out and the tram then proceeded with no further 
trouble with the brakes until they were applied in the 
vicinity of signal 1533 and when this was done they went 
into emergency. Fireman Klaproth said that when the 
engmeman started to apply the brakes near signal 1532, 
he made a remark which indicated that he anticipated an­
other undesired emergency application. 

Conductor Corcoran, of tram BJ-4, stated that 
while his tram was massing the station at Sayre some one 
called to them that some of the brakes were sticking, and 
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when the train am/eel at ^.thens, the next station in ad­
vance, they received a message to the same effect. The 
train was stopped at this pemt and an ex ruination reveal­
ed that the brakes were stickin*7- on the 2 md car from the 
caboose. After releasing the Drakes on this cor the train 
proceeded and no more trouble was noticed until the tram 
reached a point m the vicinity of Sugar Run and then it 
was discovered the brakes were sticking on the rear car. 
He stopped the train by means of the emergency valve m 
the caboose and the air was bled off this car and the 
tram continued to Coxton with no further trouble. When 
the brakes were applied to stop at Pittston Junction, a 
kicker in tne tram caused them to go into emergency. 
After the caboose was coupled to the tram at G-racedale 
he noticed the caboose gauge registered 70 pounds pressure 
and observed that it registered the same when the tram 
started down the grade on ^hich the accident occurred. 
He did not know how fast the tram moved ovm the top of 
the hill but it was moving down the grade at a saeed of 
25 or 30 miles per hour when the tram was again stooped 
by an emergency application of the brakes. Thinking that 
an air hose had burst he started forward and at the same 
time instructed the flagman to go back to protect. Upon 
reaching the 22-̂ d car from the caboose he found the wheels 
heated and he started to close the cut-out cock, thmking 
that this v.as the car which was causing the trouble. He 
was under this car attempting to close the crossover valve 
when the car suddenly surged forward due to the collision 
He said that the tram stopped it 1.50 p.m., and he thought 
the accident occurred from 7 to 10 minutes later. 

The statements of Flagman McDonald, of tram BJ-4, 
substantiated those of Conductor Corcoran as to difficulty 
experienced with the brakes en route and as to the action 
taken to remedy the situation. He said that each time the 
tram stopped he went back to flag, and when the last stop 
was made, at 1.50 p.m., he immediately went back ,vith a 
flag and two torpedoes. W h m he reached a point at about 
the leaving end of the curve west of the pomt of accident 
he heard tram MG-2 approaching and almost immediately the 
engine appeared around the curve about six or seven car-
lengths distant. He gave stoop signals with his flag which 
were acknowledged by the engine whistle of the aDproaching 
train; he did not place the torpedoes as he did not have 
time to do so before the engineman answered his flag. 
When the engine of that train passed him he noticed that 
sand was running on the rails and from the sound of the 
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exhaust it appeared, that tne engine was m reverse motion, 
he did. not hear the grinding of the brakes. He estimated 
the speed of the train at the tiiie it passed him at 35 
miles oer hour ana said it did not seem to be reduced prior 
to the accident, which according to nis watch occurred at 
1.56 p.m. Immediately after the accident he started for­
ward toward the point of accident and on his way he noticed 
that the retainers on abou"1" 25 cars in that trim v> ere not 
set in holding nosition He did not see anyone on top of 
the tram, and Brakeman Firestine and Conductor Boyle came 
uu to the point of accident walking on the ground, one on 
each side of tne tram. He said Engineman IJeimeyir made a 
remark "that nevrei nanoened to me before, that is what a 
man gets for running without retainers." 

Engmeman Neimeyor, of tram MG-2, stated that 
after coupling hie engine cc the tram upon its arrival at 
Coxton he tested the brakes and found very little leakage, 
he estimated it at 3 or 4 pounds per minute. He knew that 
another tram was to orecede his own traan fron/Coxton as 
he had to wait until that train departed, and was also 
amare that he was following that tram closely due to the 
fact that the first automatic signal oast of Coxton was m 
caution position and the signal at Mountain Top was in stop 
position, he stoooed the train at tne latter point by using 
the automatic brakes. The next signal was in caution posi­
tion, which he acknowledged by means of the train control 
device m the engine cab, and tne tram coitmued to Grace-
dale where water was taken. From that point all of the sig­
nals were clear until the train v^s massing over the rum nit, 
when he observed the first signal eaat of that point, signal 
1543, was displaying a cauticn indication. Before reaching 
that signal he ivude a brake-pipe reduction of about 7 pounds 
and the sound of the train line exhaust ind_icetea the brakes 
were m good condition. Hj nassed this signal, operating the 
forestalling lever of the tiam stop device, and loft the 
bra.kes applied until the tram reacned tne curve just -"'est 
of Conety's Fill where he moved the brake valve to full re­
lease position, '.'hen he placed the brake valve m running 
position the tram-line gauge registered 71 or 73 wounds, 
the normal pressure being about 75 pounds. He estimated the 
speed of his tram at 50 miles oer hour at the time the 
brakes were aoplied, and at 15 miles per hour wnen they were 
released. The tram began to gam momentum and when the 
speed had increased to about 20 milea per hour he made 
anotner reduction of about 10 pounds, but this application 
did not take proper hold and after traveling a distance of 
about 10 car-lengths he made a furthei reduction of 10 pounds 
which did not have any more effect than the former reduction, 
and he immediately moved the brake valve handle into the 



emergency position which Caused only a slight shock to the 
train. At the tiire of tne emergency application he was 
not yet in sight of signal 1533, which did not come into 
view until his engine was rounding the curve west of it, 
and he tnen saw that it was 11 °top position, A short 
ti .ie later he saw a flagman giving stop signals which 
he acknowledged by two blasts of the whistle, and then he 
saw the rear end of the train anead. Realising that his 
train was beyond control he told the fireman that the 
safest tnmg for tnem to do was to jump. He did not sound 
the whistle signal for hand brakes. When the engine was 
five or six car-lengtns from the poiit of accident, Engine-
man Ueime/or jumped from the lo-vr step on the left side of 
the engine. Althoign injured as a res nit of falling il±en he 
jumped off, he was fully conscious and remembered talking 
to some of the employees about how the brakes operated, but 
did not recall saying anything to Flagman McDonald aoout 
running without retainers, he thought some of the retainers 
were turned up, although he had rot told the brakeman how 
many to turn up. He further stated that he noticed nothing 
unusual about the functioning of the brakes until after the 
train had started do'*n the grade on wnich the accident 
occurred. 

Fireman Eckrote, of tram MG-3, stated that they 
passed the first signal east of Coxton under a caution in­
dication and kept gaming on the train ahead until they 
were only a short distance behind them as the trains 
approached Gardner's Run. In oraer to permit the first 
tram to get farther ahead, his tiam stopped for water 
at tins point. All signals were clear from this pomt 
until they re-ached the first signal 'vest of Mountain Top, 
which signal w u displaying a caution indication, and -hen 
they reached the signal at Mountain Top it was m the stop 
position. His train ',;as delayed at this point for some 
time, due to th~ pusher eigme of tram BJ-4 changing the 
position of the caboose, As soon as they received a clear 
board his tram proceeded to Graceville, took water and 
then continued, and 'rtiile accroaching signal 1562, located 
approximately 200 feet west of tne summit, it wie m cau­
tion position but before the engine reached this signal it 
assumed the clear position. After the engine passed over 
the summit he started fixing the fire and d,id not see the 
indication of signal 1542 although vhen the engine was 
about a tram-length down the grade he felt an application 
of the brn.-ces which appeared to properly check che speed. 
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In the vicinity of Conety's Fill and while the tram was 
traveling at a speed of about 35 miles per hour tho engme­
man male another service application of the brakes but this 
application did not seem to take uroper hold, and ihe engire 
man then apolied the brakes m emergency which reduced the 
speed slightly but did not have the proper effect. Shortly 
afterwaids the engine nan sounaed two short blasts of the 
whistle,indicating that a flag was being acknowledged,and 
upon looking out the gangway on the left side of the engine 
he observed tne caJoooss of train BJ-4 approximately 35 or 
40 car-lengths distant. Ke got down on the steps and when 
it beca_me ceitam that a collision would occur he jumoed 
off, he estimated, tne speed of his train at this time at 
20 or 25 miles oer hour. 

Conductor Boyle, of tram MG-2, stated that the 
helper engine coupled the caboose to the rear of the train 
at Mountain Top and when the air was cut througn he noticed 
the gauge registered 80 pounds pressure,the brakes were 
not tested after this shift Vvas made. The speed of his 
tram was about 20 miles per hour when it passed the apex 
of the grade west of the pomt of accident, but was increas­
ed to 23 or 23 miles per nour approacnmg signal 1543. He 
said that apparently this signal was displaying a caution 
maication as the brakes were applied and the speed reduced 
to approximately 15 miles per hour, when the brakes were 
released. Speed was again increased to about 25 miles per 
hour when the brakes were applied the second time, which 
appeared to be an emergency application as the caboose re­
ceived a severe shock. Tnis application reduced the speed 
to about 20 miles oer hour when the tram came to a sudden 
stop, which he thought at the time was due to a derailment. 
He immediately left the caboose and went to the nead end of 
the tram, and on his way he turned down four or fiv.e 
retainers that had been set up by the brakeman Subsequent 
to the accident he accompanied all of the equipment of 
his tram, axcept the engine and first car, to Mahoning, 
and on this tup he noticed nothing unusual about the 
operation of the tram brakes. 

Brakeman Firestme, of train MG—2, stated that 
Twhnle the tram was standing at Mountain Top he walked for-
alongside the tiam and inspected it, but noticed nothing 
out of the ordinary, iifhen he reached the leading car he 
started back over tne tram, setting up retainers, and 
estimated that he turned them uo on 30 or 35 cars. He 
rode on top of the tram after leaving Mountain Top, and 
while approaching signal 1542 he observed that it was m 
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cation position. The engmeman aojlied the brakes when 
the engine reached a point about five car-lengths beyond 
this signal, and they seemed to take proper hold, reducing 
the speed from 35 miles per hoar to Id cr 15 miles per 
hour and then tne brakes were released, which m his coin-
ion v/as for the purpose of preventing the stalling of the 
train. In the vicinity of Conety's Fill the brakes were 
again applied, but it did not appear to be an emergency 
arplieation, as they applied gradually. This second ap­
plication did not see™ to h ave the same effect us the 
previous application, altnough the speed -vas gradually 
reduced until tho collision cccucred, he estimated the 
speed at the ti ie af the accident at from 15 to 30 miles 
per hcur. 

Flagman Crowly, af train MG-2, stated that while 
the tram wa_s ascending the grade west, of the point of ac­
cident he noted tho gauge in tne caboose registeied 80 
pouids pressure. Aftei tne i elper eigme olaced the 
caooose on the rear oi the tram at Mountain Top he 
coupled the air to the caboose and again noticed the 
gauge showed a pressure of 60 pounds, fhen the brakes 
were applied, a^Toxn ately 200 feet east of the apex, he 
observed an air redaction of 8 or 10 pouid^ out did net 
loek at the gauge again to see if tne tram-line was 
properly recnarged. Arctner application if the brakes 
was made when the engine reached, a point, according to nis 
estimation, 15 or 20 car-Iengtns tfest of signal 1533, and 
frem tn3 surge of the cacoose they functioned prceerly. He 
thought the soeed at the tii e his t^in ^aased tne a^ex */as 
about 15 miles oer hcur and 20 to 25 miles per hour at the 
time the first ap:lication was nade on tne descending grade, 
which reduced the siced to 13 or 30 miles per hour, and he 
did not think t m s epe^d was increased prior to the seond 
application just befoie the collision occuriad. 

Master Mccnanic Jefxcrsen stated tnat engine No 
380 was inspected and declared m good ruad condition im­
mediately prior to being diseatched for service fro"1 Cax-
ton en the day of the accident. 

About 3 hours and 45 minutes after this accident 
occurred, before the equipment of tram MG-2 v/as moved, an 
inspection of the brakes was made V7hich disclosed that all 
retainers were turned down and that the brakes were still 
applied on 38 cars and released m 13 care. Subsequent in­
spection and test of this equipment showec that on the 50 
ca,is piston travel v/as from 6 to 9 inches and 45 retainers 
were in proper condition. 
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Conclu sions 
This accident was caused oy the failure of Engine-

man STeimeyer, of tram MG—3, prouerly to control the speed 
of his tram on a descending grade. 

The riles provide that when a caution smnal is 
passed the speed of the tram must be under control to 
approach tne next signal if set at danger, prepared to 
stop, AC ording to tne evidence tnere was ± 1 0 difficulty 
experienced with the brakes prior to passing over the 
summit west cf the point 0 1 accident. fhen Eagmeman 
TJeimeyer observed distant signal 1543 displaying a cau­
tion indication he r.aue a service application of the 
brakes and at tnat tine they prouerly retarded the speed 
of the train. He operated the forestalling device of the 
automatic tram stop othile passing tnis signal, and when 
he thought the sioeed of the tram had been sufficiently 
reduoed he released the brakes, which resulted m an in­
crease of speed on the descending grade. Wnen he mane another 
application of the brakes they appeared to have little or 
no effect and after the tram traveled a short distance 
he nade a furtner brake-pipe reduction, but this still 
failed to reduce the speed of the tram and he tnen applied 
them m emergency, tne latter application caused a slight 
lurch of tha tram but did not have the desired emergency 
eff ect. 

Under special instructions cont:ined in the time­
table, freight trains are required to use 75 per cent of 
the retainers between G-len Summit and White Ha.ven, m which 
territory this accident occurred. The evidence is con­
flicting as to the number of retainers set up on tram 
MG-2. Brakeman Firestine maintained that before departing 
from Mountain Top he set up the retuners on 30 or 35 cars 
at the head end of the train, and that as soon as the 
collision occurred he turned them all down so tnat anotha: 
engine could handle the equipment from the scene of accident. 
Engmeman Neimeyer said he thought some of tne retainers 
were turned up. Brakeman McDonald stated, however, that 
immediately after the- accident he returned to the point 
of collision from his position where he flagged the 
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approaching trrm, and m observed, tl.at ^11 of the re-
tamers on the forward Dart of the tiam wore turned 
down. Fron the statements of Engineman Neimeyar ss to 
the manner in which he hai-alea tne brakeo pri ?r to the 
accident, as well ac the mmark Brakeman McDonald stated 
he mode about "running tn thout retainers", it is eviacnt 
tnat the required number of retailers ware not set in 
holding position, anc that when iae made tne secmd appli­
cation of the brakob, the air-biake equipment was not 
fully rechnrgea, rostltmr in his being unable to step 
the tram in time o O -n: event tne accident This is also 
evidenced by the fact that the first application on the 
descending gr^ns properly controlled the speed, by the 
results of inspection and tests of brake equipment after 
the accident, and by tne fact that tne equipment of tram 
MG-3 was handled to its destmatioi and no further trouole 
was experienced w t h the air biakes. 

The emloyeas involved w^re experienced men, and 
at the t ime of the accident none of them had been on duty 
m violation ri any of the provisions of the hours of ser­
vice law. 

Respectfully suomitted, 
J. P. BORLAND, 
Director. 


