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INTERSTATZ COMIMERCE CCYVMISSICN

REPORT OF THE DIRFCTOR OF 1HET BUREAU OF SAFETY IN RiZ INVES-
TIGATION OF AN ACCIDENT WEICH OCCUHRED ON THE LEHMIGH
VAILEY RaTLROAD U3AR BTWAR CREEK JUNCTION, P4., ON MaY
18, 1930.

June 28, 18930.

To the Commissicon:

On !May 18, 1830, there was a rear—end collision be—
tween two freight trains on the Lehigh Valley Railroad
near Bear Creek Janction, Fa., which resulted in the injury
of three employees.

Location and method of oneration

This accicent occarred on that part of the Wyouing
Divisioa extencing between Ransom ane Peiu Haven Juactioa,
Pa., a distance of 53.53 miles; 1n the 1ruediate vicinity of
the point of acc dent this 18 a thrce-track line over which
trains are operated by time-tawle, train orders, and an auto-
matic block-si,nal and tr.in-stop system. The accident oc—
curred on the castbound main track at a noint aonroximately
3.6 miles west of Bear Creek Juuctioca, asoroacliing tnis point
from the wegt there 1s a series of curves and short toazents,
followed by a 2° 30! curve to the richt 778 feet 1a length,
then tangent track for a dzgtance ol 1,785 feet, the accident
occurring on thie tngent ot a2 point 857 feet from 1ts eastem
end, The grade for e~stbovnd trains 1s 1.209 ner cent de-
scending for a distonce of aoout 3 miles to thie point of
accident and for A coasidernoble distance beyond that point.

The esignals 1nvolved ore signals 1532 and 1543, of
the cinzle-arm, thrce positioa, uprner quadrant type, and are
located 228 feet and 10,166 feet, respectively,west of the
point of accident. The automatic train stop device 1m use
on this line 1s of the intcermittent inductive ftype with fore—
gstalling device,

The weather was clear at the t ime of the accident, which
occurred about 1.355 p.m.
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2BCrintion

Eastbound cxtra freiht troin symbol Advonce BJ-4
consistad of 64 cars and a cabocseé, hauled by cngiac 2107,
ond was 1n charre of Condvctor (orcoron ~ud Enginéman Coa—
niff, This train departca from Coxicn, 37 miles waest of
Bzar Creek Juactioa, at 11,50 ia.w., lcft Gracsd-le, ©.1
niles west of Bear Ciecex Junction al aboat 1.33 p..a., and
was cpproaching Bewr Creek Junction vhen 1t wne stoosncd
due to an undesired emersency anslication of the brokes.
I+ had been stirding at vhis point ~uproximatcly 6 winutes
when 1t was struck oy train MG-2.

Eastbound extrn freight t.-1n symbol *G—-2 coacigt-
cd of 45 loaded 2aa b empty cars aad a caboose, hnuled by
enzine 3380, with a total of 3187 gross tons, nd W:'. 1n
charge of Conductor Boyle and Enginemen Feimeyer. This
train left Coxten at 12.01 p.m., left Graced-ale about 1.43
DP.m., passcd signal 1542 vhich was disnlaying o couation in-
dicatica, massed signal 1932 digplaying a stop indicatiecn
and colliced with t.o1n 3J-4 wnile t.aveling at o speed
estirated to have been between 15 anuw 20 miles »er hour.

The caboosc of train BJ—-4 was denolished and the
wreckags consuw-ed oy fire. Tne renr tmick of the &0th car
and the 6lst to €4th care, 1inclusive in thig troin verc de-~
railed, the Slst and 63rd carg beiag destroyed and the other
derailed care domaged. Eapine 380 and 1ts tender Jers cver—
turned on their rizht sides and stoored 253 feet east of the
point of collisicn, about 25 fcet from the trck , and Wwere
coasrderably dowaged. The feorvord truck of the first car in
tr-1n MG-2 was also acraltcd and =2lirhtly damaged.

Surnary of evideace

Eanginemaa Connilf, of train BJ-4, stoted that when

he stopped at Pittston Juactina, 1.1 ailes east of Coxton,
for the purpose of coupling oa a rasher eagine, he made a

2 to 7-pound brake-jine reductivn but the brakes oo2lied 1in
energency, which he thousht at the time was caused by souc
one opening the brake valve at the rear of the {troia,as he
had no »revious difficulty with tae brakes. Upon cex-riination
of the train 1t wne found that the knuckle on the roar end
of the fairst cor wao broXen anc thce car off center. This
car was set out and after recoupling the engine to the train,
the train line wos recharced and a stondine brake-test wos
made by reducing the brak.-j1pe pressure several tiwes. The



air-brake iuswzictor then gave him o card showing thc brakes
were operatlve on all of the cars c,nd tbe train derarted.
The next stop was at Mcuntain Top, 10.3 miles frow Bear
Creek Junction, wher:e ne .1ade a service anplication ~nd at
that time the brakes functiorned pronerly The pusher
en~1.ae placed the cacoose on the 1car of the triin and
counlea behird at this pecint #gmd the trein groces=ded to
Gracedale where a stop was wace for watcr, this stop beins
nade by using the independent engine brake. Aftzr water

a@ been ta%en the train contiaued with the pusher cacine
duSlatlng for a shert dist-nce. The train wassed over the
sumrit of thie mouartain at a specd of 4 ¢r 5 Mmiles ser hour
and when 16 reachew 2 polit Just beycaw signol 1535 nd
“hile trovalirg at 2 speed of 25 or 30 miles wer hour he
nade another bri%e-pime reduction of 8 or 7 pounds ~ac the
brakes again went 11ty emerzency, breaking the knuckle on
the forward ena of tac leadins car and bringing the train
to a stop. Ensineman Conniff did not know that & collision
occurred while stonding at thot poiat urtil informed of the

fact by a brakaaan Some tiume aftier the accident he handled
the forward pert of the trin to Mohoaey yvard and on the way
dewn the moutitzin gi1x or ssven scrvice andllications of the
braxes werz -.de and Ln the last cvecasion they azain applied
111 eaereency, ore~kinn a kauckle o~ the firgt car for the
third time. JAe scon as TepalTs Were amadc he contiaued 1o
h1s destination but he coatrolled the speed of the train by
uce of the indesendent brake.

Fireman Klaproth, of train BJ-4, stated that a mcssage
was received at Athens stating that sone wheels were slid-
1ng 1n the train., The train was stcpled, the air tled
off from one car, and the train continued to Pittston Junc-
tion. When the brekes were applicd 1n making the stop at
this point he felt a jerk fromthe rear of the train which
broke the knuckle ca the rear of the first car. This car
was set out and the trein then proceeded with no further
trouble waith the braies uatil they were applied ia the
vicinity of siznal 1538 and when this was done they went
inte ererzency. Firemarn Klaproth said that when the
engiaerman started 1o apply the brakes near sigaal 1532,
he made a rermark which indicated that hie antlclpwted an—
other undesired ecrergency application.

Conductor Jorcoran, of train BEJ-4, stated that

while his traln wWas »ascing the station at Sayre sore one
called to them that some of the brakes werc sticking, and
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when the traih arrived at athans, the next stztion 1a ad-
vance, they received a messcge to the same effect. The
train was stopred at this pcint and an exuiination reveal-
ed that the brakes werc sticzin~ cn the 23ud c~r frow the
caboose., After reliczasinz the prakes on this cor the trazin
procceded and no more trouble weos noticed until the train
reached a point i1in the vicinity of Suzar Run aund then 1t
was discovered the brakes Were sticking on the rear car.
He stopped the train by meens ¢of the cmergency valve 1n
the caboose and the air Was bled off {his car and the
troiln continued to Coxton vith no further troubie. When
the brakes verc applicd to ston at Prttston Ju.action, a
kicker in tae train cauvzed them to go into emersency.
After the caboose waz coupled to the train at Gracedale

he noticed the cabosoese gaurc resistercd 70 pounds pressure
and observed that 1t registered the same when the frain
gtarted down the 2rade on vhich the accident occurred.

He did not know how fast tle train moved over the top of
the hill but 1t was rouving down the grade at a s»heed of

25 or 30 miles per hour shen the train was again stosoed
by an emergency application of the brakes. Thinking that
an ailr hose had burst he started forward and at the saue
time i1ngtructed the flagman to o back to protect. Upon
reaching the 32»4 car from the caboose he found the wheels
heated and he started te clcose the cut-out cock, thiikiang
that this %as the car which was causiag the trouble. He
was under this car atterd>ting to close the crossover valve
when the car saddenly surged forward due to the collision
He gaid that the train stopnred 1t 1.50 »..1., nd he thought
the accident occurred from 7 t2 10 minutes later.

The st~tements of Flasgu-n McDoanld, of train BJ-4,
substantiited those of Conductor Corcoran as to difficulty
experienced with the brakes en route and as to the action
taken to remedy the situation. He szid that each time the
train stopnped he went back to flag, and when the last stop
was made, at 1.50 p.m., he imprediately weant back with o
flag and two torpedncs. When he reached a poiat at about
the leaving end of the curve west of the point of zccident
he heard train MG~2 ap,proaching and almost immecdiately the
enZine gppeared around the curve about s1X or seven car-
lengths distant. He gave stap signals with his {lag which
werc acknowledeged by the engine whistle of the azaroachiag
train; he did not place the torpedces as he did not have
time to do so before the enginenan answered his flag.

When the engine of that train passed him he noticed that
gand was runnine on the rails and from the sound of the
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exlaust 1t apveared thot tne eagine was in reverse motlion,
he did not hear the srinding of the biakes. He estimated
the speed of the traia at the tiac 1t passed him at 35
miles oer hour and sard 1%t did not scem to be reduced srior
to the accident, which accorcing to ails watch ocourred at
1.56 p.m. Immediately after ths accident he gtarted for-
ward toward the point of accident and on his way hLe noticed
that the retainers oa abou™ 25 cars in that train were not
set 1n holdine wosition He did nct see anyone on top of
the train, and Brazkeman Firestiae and Conductor Boyle ceme
un to ihe noint of accident walking on the ground, oae on
each side of tnc train. He said Engineman Neimey:r mace a
renark "that neve:r nanovened to mc before, that 15 what a
man gets for running withot retainers.!

Engineaan Neimeyer, of traun MG-2, stated that
arter coupling hig eagine co¢ the train upon 1ts arrival at
Coxton he tested the brakes and found very little leakage,
he estimated 1t at 3 or 4 pounds per .ainute. He knew that
ancther train was to orecede his own traia fromloxtoan as
he had to wait until that traian departed, and was also
avare that he was followiny, that train closely due to the
foct tnat the firest automatic signal cast of Coxton was 1n
cautlon position and the signal at Wdouantain Top was 1a stop
position, he stopoed the train al tae latter poiat by usiag
the automatic brakes. The uext signal was 1a caution posi-
t1ion, wnich he acknowledgsd by .weans of the traia coatrol
device 1n the eagine cab, and tac train cortinuza to Grace-
dale where water was tokea. From that point all of tahec sig-
aols were clear until the train wos »ussi1g over the rumalrt,
when he observed the first signal east of that point, signal
1543, was displaying a cauticn i1ndication. Before re-chiag
that eignal he mide a brake-pine reduction of about 7 pounde
ond the sound of the traia line exhaust 1adicotea the brakec
were in good coaditioin. Hz nassed this sigaal, operatiag the
forestalling lever of the t-aia stop device, and lofs the
brakes asslied until the train reccned tne curve Just wcst
of Conctyts Fi1ll where he movad the brake valve to full re-
lcose position, when he placed the brake valve in ruaning
position the train—-line gauge regigtered 71 or 75 —ounds,
the normal pregsurc being about 75 nounds. He estimated the
gspeed of hisg train at o0 miies per hour at the time the
brzkes were apnlied, and at 15 miles per hour wnen thcey WETe
releascd, The train began to goin momentum and when the
speed had 1ncreased to about 30 miles per bhour he made
anotaner reduction of about 10 pounds, but this cooliecation
did not take proper hold and aftcr traveling a distaace of
about 10 car-leagths he made 2 furthei reduction of 10 pounds
which did ncot have any morc effect than the former reduction,
cnd he 1maadiately moved the brake valve handls into the

— —r v 4 re e ————aadmaus - - it b —



—6—

emerzency position which caused only a slight shock to the
trern. At the tire of tne emergency apnlication he was

not vet in sight of signal 1533, which did ncot come 1ato
view until nis enzine Was rouvadirg the curve west ol 1t,
and he tuen saw that 1% wis 17 stop nositiun. a4 ghort

tiie later he saw a flacman giviag stop signals which

he ackrowledged by two blaste ol the whistle, and thea he
saWw the resr end of the train anead. Realizing that hie
train was beyond control he told thz fireman that the
safest tning for taen to Jdo w2z to jJuup. He did not sound
the whistle gignel for haad brakes. VWhen the snoine was
five or six car-leaztns from the poii1t of accident, Engiae-
man Neimeycr Juwed from the loicr step on the loft side of
the engine. Althouza injured as o resnlt of fallicg rlhen he
Jumsed off, he was fully conscirous and rarcmberced talifing
to some of the c¢mployees about how the brakes operatzd, but
did anot recall saying anyihing to Flagman McDonalid =2oout
running without retainers, he fhought some ¢f the retaiaers
were turned up, although he had rot told the brnkeman how
many to turn up. He further stated that he noticed nothing
unusual about the fuactiocaing of tho brakes until after the
troin had started down the grade on wanich the accideat
occurrcd.

Fireman Eckrote, of treoin WG-3, sioted that they
passed the first ecignal east of Coxton under a coutlon 1n-—
dication aand kept gaining on the train ahead until taey
were only a short distance behind them as the trains
approached Gardner's Run. In order to »ermit the first
train to get farther ahead, his tiaian stopped for water
at this point. All signals wero clcar from this poiat
until they rceached the fizst signel weet of Mountein Top,
which signal wnos displayiong a caution indication, and . hen
they reached the sisnal at Mountain Top 1t was 1a the stop
j081t1oa. His train vas dclayed at this poiat for so.we
time, due to tho pusher eagine of train BJ-4 checugiag the
position of the ceoboose, As soon ae they received a clear
boaxrd his train proceeded to Graceville, took water ~nd
ihen continued, and vhile aspronchiaz signal 1562, loc-ted
approximately 300 fzaet weet of the samrit, 1t W 1n cau-
tion sosition but before fthe engice regched this signal 1t
asgumed the clear position. After the enzine passed OVET
the summit he started faixwng the fire and dié not sec the
1adication of signal 1542 although vhen the enginc Wos
about a train-length down the gradc he felt an a»»licatlon
of the brages which appeared to nroperly check che soeed.
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In the viciiity of Conety's Fi1ll and while the tTaln Wwas
traveling at a specd of akout 85 miles per hour the eagine—
mar made another service asmlication of the brakes but this
applizcation did nct seecm ito toke uvroper hold, and ihe engire
man then apvlied the brakes in eunergency which recuced the
speed slightly bué didl not have the proper effect. Shortly
afterwaides the eaginenan gounaed two short blasts of the
whietle,1ndicating that a flag was being acknowledged,and
uponlooking out the zangway on the left side of the engine
he observed tne caboose of train BJ-4 approximately &5 or
40 car-lengths distant. He got down on the steps and Wwhen
1t became ceitain that a ceollision would occur he Juwaoed
off, he esfiwratea thz speed of hig train at this time at
20 or 35 milesg ner hour.

Concuctor Boyle, of train MG-2, stated that the
helper engine coupled the caboose to the rcar of the train
at Mounteain Top and when the ailr wae cut througn he noticed
the gauge registered 80 pouande pressure, the brakes were
not tested after this shift was made. The speed of his
train was about 20 miles per hour when 1t onassed the apex
of the grade west of the point of zccident, but was 1ncreas-
ed to 22 or 23 miles mer hour anproacaing signal 1542. He
sr1d that asmerently this signal was displaying a coution
1aalcation as the braxes were applied and the speed recuced
to approxinately 15 miles per hoar, when the brakes were
released. Speed Wwas agaln i1acreasec to aboat 25 miles ser
hour when the brakes were applied the seccad time, which
appe~red to be an emergency application as the caboose re-
ceived a severe shcck. Tais azplication reduced the speed
to about 20 miles zer hour when the train came to o sudden
stop, which he thought at the time wos due to a dernilment.
He 1miediately left the caboose and went to the nead ead of
the trnin, and on his way he turaed down four or fiue
retoiners that had been set up by the brokeman Subssquent
to the accident he accompanied all of the eguioment of
his train, axcept the engine and first car, tc Mahoning,
ond on this t11ip he noticed nothing unusual about the
operation of the train brakes.

Brakeman Firestine, of traian lG-2, stated that
g%i}e the train wis stondiang at Mountaln Top he wnlked for-
alongzseside the tiain and inspected 1t, but noticed nothing
out of the ordinary. When he reached the leading car he
started back over tne train, setting up retainers, cnd
estimated that he turned them uo on 30 or 35 cars. Ee
rode on top of the train after leaving Mountain Top, and
while approachinz signal 1542 he observed that 1t was 1in



—8—

cation positicn, The cenginemen anslied the brskes when

the cngaine regched a point Rbout Live cer-lengths beyond
this sicnal, and they ceemned to take sreper hold, reducing
the soced lrom 35 wiles mer hcour to 13 cr 18 wiles per
hour and then tne brakes wore relcascd, which in his ovwin-
1on was for the suriose of ~rsventing the stelling of the
trai1a. In the vicinity of Cenety's F1ll the brakes wero
egala azplied, but 1t did nct aspear to be an e.iergeacy
a7plication, as they applier gradually. Tais gecond ad—
plication <1d not secem to huve the saume effect as the
arevicus aprlicaticn, altacugh the speed was gradually
rcduced until the collision cccurred, he sstimated the
speed at the tiiw »f ibe ~ccideat at from 15 to 20 wiles
mer hour,

Flagman Crewly, -f train MG-2, stated thal while
the troin woas ascendirg the grade wesyv of the peoint of zc-
cideat he notel the gauge 1n tne cabooge registersd 80
pouidg pressure, After tne :relper exgine wlaced the
caboose on the rear ¢f tho train at Mountaian Topo he
coupled the air to the caboose and aroin noticed the
gauge showed a Hressure 20 8O pounds. Vhen the brakes
were applied, oo-roxi: atzly 200 feot eost of the apex, he
observed an air redactiza of 8 or 10 mouade out did aot
look at the gnuce agoilrs €2 esee 1f tne train-line was
proserly recnarced. srctacr asplication of the brakes
was made when tle enciae reached a poiat, according to 113
estinativr, 13 or 20 car-leagtne west of gignal 1533, and
from tahz curge of the cacoose they functioned »reoerly. He
thought tlie sreed at the tir e hie £7a1a ~acsed tiae areX Jns
about 15 miles —er hecur and 20 to 25 wiles jer hour at the
tine the first op:licatios was nade on tae descending grade,
which reduced the soced to 13 or 20 miles per hour, ard he
di1d nct think tairs specd wos 1ncreasac prior to the secoad
applicaticn Jugt before the collisiorn occuriad.

Master Mecranic Jefrerssn stated taat engire No
380 waz insyected and declarad in good ruad cunditinn Lu—

medietely nrier to beiag dissateheld for service froo Cox-
ton ¢n the day of the accideat,

Abuut 2 hours and 45 minutes after this accideat
occurred, before the equitrieat of troia liG-3 was noved, an
1nspecticn of the brakes was made which disclosed that all
retarincrs were turaed dovn ad that the br-kes were still
an-lied on 38 cars and releascd on 18 carg. Subseguent 1a-
spection aad test of this equipment showec that na the 50
caie prstea travel was from 6 to 9 inches and 45 retoiaers
wzre 1n Troper condition,



Conclusions

This accident was caused oy the failure of Eagine-
man Neimeyer, of train MG-%3, pronerly to coatrol the speed
of his train on a descendias grade.

The rales provide that when a caution signal 1s
passed the speed of the train must be under coatrol to
approach the next signal 1f sget at danger, sresared te
stop. 4c ordiag to tae evidence there was ao difficulty
experienced with the brakes 2rior to nassing over the
sumnit west ¢f the poiat or accident. {hen E1gineman
Neimeyer observed distent signal 1542 displayiag a cau-
tion indication he raze a service application of the
brakes and at that tiane they prowerly retarded the specd
of the traih. H¢ cperated the forestalling device of the
automatic train stop while »assing tnis sigaal, and waen
he thought the sneed of the train had been mufficiently
reduced he released the brakes, which rcsulted in an in-
crease of speed on the descending grade. Wnen he ussce another
application of the brakes they ajoreared to have little or
no effect and after the train travelced a short distance
he nade a furthzr braxe-pize reduction, but this sti1ll
Tailed to reduce the speed of thz train and he tnen asplied
them 1n emergency, tas latter applicaticon caused g slight
lurch of the traia but did not have the desired emergency
effect.

Under special instructione contrined 1n the time-
table, freight trains are reauired to use 75 »er cent of
the retainers between Glen Summit and White Haven, 1n which
territory this accident occuried. The evidance 18 coa-
flicting as to the nurber of retainers sct un on train
MG~3. Brakeman Firestine maintained that befor:z desarting
from Mountain Top he sct up the retniners 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 anothe
engine couald handle the equipment from ihe scenc of accident.
Enginewan Neimeyer said he thought some of tnc rotoiasrs
were turned up. Brakeman McDonald sftated, unwever, that
immediately after the aceident he returned to the poiat
of collision from his >o0osition where he flaeged the
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apnroaching trrin, aal n: chsarved tlat 11 of the re-
tainers on the forward 2arv of the tie1a woere tuined
down, Fron the ctaterents of dreineman Joumeysr ag to

the wzancr 1n which he Zncclea tne brokec nri»r to the
accident, as well az tho iewark Brakeman McDounld stuted
he mede about "runarug wotlout retainers", i1t 1s eviaont
tnat the reguired nunber of retoliers wWere not set 10
hclding 2ousiticn, ~nc thot @hen e made the sscrad a-3li-
cation of the brakes, the air-brake eduiyient  wae not
fully recharegea, rzsilting ia his beinz urable fo step
the train 1o tiwme oo -~Tovent tue accideat Thig 1s nlso
evidenceu by ke fact thot the first applicatica 2a the
descending groae pFeperly controlled the epead, by the
results of 1uspectivs and tests of brake egui-ment after
the accident, and by tne fact that the egquipuaent of train
MG~2 was handled tv 1ts destingtior snd ao fursther trouole
Was experieaced wrth the air bizkas,

The eurloyees 1avolied Were esnerierced ner, ~ud
at the t ime of the accident none or then had bear oa duty

in violation % aany of the »rovisio.s o7 the hours of sar-
vice 1law,

Regnectfully suomitted,
N. P. BORLAYD,

Dirsctor.



