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REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN 
ACCIDENT ON THE FLORIDA EAST COAST RAILWAY NEAR JUPITER, 
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To the Commission; 

On February 12, 1935, there was a derailment of a passenger 
train on the Florida East Coast Railway near Jupiter, Fla., 
which resulted m the injury of 47 passengers, 9 Pullman 
employees, 12 dining-car employees, 1 news agent, and 4 employees 
of the railway. 

location and method of operation 

This accident occurred on the Fourth District, which extends 
between Fort pierce and Miami, Fla., a distance of 124 miles, 
and is a double-track line over which trains are operated by 
time table, t r a m orders, and an automatic block-signal system. 
The point of accident was on the south-bound track at the north 
end of the draw span of the bridge over Jupiter River, about 1 
mile north of the station; approaching this point from the north,^ 
the track is tangent for approximately 2 miles, followed by a 
3°01' curve to the right 2,184 feet m length and then tangent 
track for a distance of 1,078 feet to the point of accident, the 
tangent extending for a considerable distance beyond that point. 
The grade for south-bound trains is descending for approximately 
5,000 feet, varying from 0.26 to 0.06 percent; it is then 0.10 
percent ascending for 900 feet, followed by 400 feet of level 
track to tne point of accident. 

The bridge is a 9-span, steel-girder drawbridge about 585 
feet m length. The draw, of the bascule, single leaf type, is 
55 feet in length, and extends between the first and second piers 
from the north end of the bridge; it is pivoted on the first 
pier and lifts from the second pier. it is operated by a 
gasoline motor located in a roo i built into pier 1 under the 
north end of the draw span, and the machinery is interlocked so 
that it is impossible to operate it until signals in both 
directions have been set at stop. 

The signals involved are of the color-light type, contmous-
ly lighted. Automatic signal 2809 is located at tne entrance 
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of the approach-locking circuit, 9,695 feet north of the point 
of accident; distant signal 2321 and the home signal are located 
3,13b feet and 507 feet, respectively, north of the point of 
accident, and a smash-board signal is located 9 feet south of 
the home signal; the home signal displays a fixed red light 
below the other indications, showing that it is a stop-and-stay 
signal. When the draw is open, the smash board is m horizontal 
position and the home signal aisplays red or stop, the distant 
signal 2G21 displays yellow or approach, and automatic signal 
2309 displays green or proceed. 'When the draw is closed all 
signals operate automatically. Under the rules, an approach 
mdicat Lon requires an engineman to approach next signal pre
pared to stop and a train exce tding half its maximum authorized 
speed ,t tne paint involved must at once reduce to net exceeding 
that speea. In addition to the signals above mentioned, there 
is a sign reading "Draw bridge one mile", located on the west 
side of the tracks at a point 5,235 feet north of the point o± 
accident. 

An interlocking cabin is located on tne east side of the 
tracks, 127 feet north of pier 1, within which are housed desk 
circuit controllers which are set normally m clear position 
thus permitting tne automatic operation of the signals. J?hen 
the draw is to be raised the bridge tender must first place the 
north and south-bound signals in stop position. If no t r a m is 
m the daproach-locking sections he can then operate the electric 
control which releases the mechanical lock on the lift machinery. 
He then has to walk to the bridge and go under tho deck, via a 
ladder on pier 1, raise the mechanical lock, and make nine 
revolutions of a large wheel which disengages the wedges locking 
the draw span; the gasoline iotor is then operated to raise the 
draw. The entire procedure requires not less than b minutes. 
The circuits are so arranged, however,that if a t r a m has passed 
signal 2809 it is mpo-sible to open the draw without operating 
a tine-release, which requires 2 minutes to function for south
bound trams and 1 minute 40 seconds for north-bound trams. 

Special time-table instructions restrict the speed for 
passenger trams to 65 miles per hour on tangent track, 55 niles 
per hour on curves, and 45 miles per hour over Jupiter drawbridge. 

The weather was clear at the time of the accident, which 
occurred about 4;08 p.m. 

Description 

T r a m Second Ho. 87, a south-tound passenger tram, known as 
the Florida Special, consisted of 1 ba, ,a,.e car, 4 Pullman 
sleeping C r . r s , 1 d m m p car, 3 Pullman sleepinp cars, 1 Pullman 
recreation car and 1 Pullman observation car, all of steel 
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construction and m the order named, hauled by engine 427, and 
was m charge of Conductor Kerr and Engineman Turnipseed. This 
train departed from Fort pierce, 41.7 miles north of Jupiter, 
at 3;21 p.m., according to the train sheet, 12 minutes late, 
passed Hobe Sound, the last open telegraph office, 7.6 miles 
north of the point of accident, at 3;59 p.m., 13 minutes late, 
passed signal 2821 displaying an approach indication and the 
home signal displaying a stop indication, struck ana broke the 
smash-board signal, and then struck the lifted draw span while 
traveling at a speed estimated to have been from 10 to 25 miles 
per hour. 

The draw span was torn from its pivots and landed with its 
north end in the river and tne south end neld suspended by pier 
2. The engine stopped with its forward end partly in the river 
on to_- of the damaged draw span and about 12 feet below the 
level of the track, witn its rear end on pier 1, and was leaning 
at an angle to the right of about 30 . The tender remained 
coupled to tne engine and wa~ supported by pier 1; it was headed 
downward toward tne water with its rear end holding the front end 
of the first car about 3 feet above the rails. The rear trucks 
ef this car remained on the track and none of the other eauipment 
was derailed, although damage was sustained by some of the cars. 
The railway employees injured were the em ineman, fireman, 
baggageman, and flagman. 

Summary of evidence 

Engineman Turnipseed stated that on approacmng signal 
2809 an approach indication was displayed but the indication 
changed to proceed before he reached it, indicating to him that 
the first section was just aliead, as he had seen two otrier signals 
en route change from approach to proceed. His t r a m was traveling 
at a speed of about 60 miles per hour and after passing signal 
2309 he saw the approach indication of signal 2821. The engine-
man's statements as to subsequent events were somewhat conflicting, 
but apparently the fireman called the indication of signal 3821 
and shortly after passing the drawbridge sign and before reaching 
tne curve, the engineman made brake-pipe reductions which totaled^ 
lb pounds, reducing the speed to 40 or 45 miles per hour on % 
passing signal 2821, and then released the brakes when part way 
around the curve, at which time the speed was down to 30 or 35 
miles per hour. Shortly after releasing the brakes he saw the 
home signal at stop and appliec the brakes m emergency, closed 
tne throttle and opened the senders. After striking the smash 
board he warned the fireman and jumped off, ac .,vhich time the 
t r a m was traveling about 15 miles per nour, and he thought its 
speed Wd.s about 10 miles per hour when it struck the open dr.iv/ 

http://dr.iv/


- 5 -

span. The engineman saw the open drawbridge after seeing the 
home signal, and he thought the bridge had b a n raised only 6 
or S Feet and that it was past being raised. Engmeman Turnip-
seed also stated that he thngait there was more distance between 
the distant simal and the hone tngniL than actually was the case, 
and that he expected te fine tne none signal displaying an approach 
mdic hoion; his statements mo'ica.ted that he thought an ap .roach 
indication required him to reduce s p e m and be prepared to stop 
at the next signal, although on a written examination when re
employed m mbruary, 1931, he answeree a question as to the 
indication of a yellow color-li aht signal in the following words; 
"proceed with caution." it was only after the wording of the rule 
had been suggested to him by the officers that he said he also 
was required to reduce speed at once to not exceeding one-half 
his maximum authorized speed; m fact,, repeated euestions 
indicated that his own reason for failm . to stop wis because he 
thoumt he wan closing up on the first section, and his further 
thought that .after passing the approach signal he had more dis
tance m wnich to "top than actually was the case, also that 
under cue rules tha only requir- meat war* to approach the home 
signal prepared to atop. En^menan Turnipseea further stated 
that befoie leavm. Fort Pierce ae leeeivcd a signal from the 
rear end that the air brakes ' are working throughout the tram, 
th<nfc he made a running test on leavm-- that point, and that the 
brakes woikoa properly en m a t e , including tin service application 
which ae said he inne after j,as lag the uieabridae sign. gh n re
man Turnipseed also stated that he had beai an en lineman since 
190? and was employed by this railway in IsHb, but since that 
time had been out of service at. mtelv <lr-; that he had had about 
2 ypars' service in all on this district'"iman extends between 
Fort Pierce and Key West, but that since hem., re-employed ne had 
made only 8 or 10 trips m pissengei service totaling 1,HC0 or 
2,000 miles, principal';/ when he wean double-heading en the second 
engine, and this was only his snoona trip on this district in 
control of a. train. Re had last been exa.mmed on the rules in 
February, 1934, and his statements indicated m a t he considered 
himself able to handle trains safely over any part of tne railroad. 

Fireman riarton stated taa.t when he first r.aw signal 2809, 
about 2,o00 feet distant, it w^r displaying preen and at no time 
did he or the engmema.ii cahl its indication, it not being m e 
practice to call indications unless they wore restrictive. After 
pa-mag that nigral he snv m e yellow er approach indication of 
distant si m i l 2eP-;i and called p. to the cairineme.ii, who acknowledg
ed it by raising his hand and making a Drake-pipe reduction, first 
making a a-pound reduction on ap; reaching the d.rawbriuae sine a,nd 
then a 10-pouna reduction wneu about 10a 'feet from the signal, 
havmg reduced the speed from Ph. miles per hour on p s g m r ' ri m?, 1 

2309 to 55 mines per hour on passing signal '-hill. He did not see 

http://engmema.ii
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the enpuneman releo.se the brakes nor did he hear them b o m g re
leased, although, he was watching the engineman to see whether the 
lattrr would co.Il the indication of the home signal. Tne ongme-j 
.tian did not call the home signal nowever, but when they were at 
the south or lea.vmg end of the curve the brakes ^ere applied m 
emergency, at which time the fireman estimated the speed to have 
been close to bO miles per hour. Ho then saw the drawbridge, but 
did net see the hone signal or smash board., stating that the 
speed was too great and the distance too short. The fireman 
jumped off after the en ,me struck the smash board, at m i c h time 
the speed was about 30 miles pei nour and he thought it wa.s about 
25 miles \ er hour when the t r a m struck the draw span. Fireman 
Barton further stated tnat on leaving Fort pierce he informed the 
engineman tnat the air-brake superintendent was on tho tram and 
to oeooivc the speed restrictions on tno curves; he also called 
nis attention to a point whore there teas a speed restriction. 
Fireman heart on was fa.iiliar with this district and had worked 
with Engineman Turnipsecd double-headed m passenger service on 
one trig tno previous winter and on one trip during the present 
w m t or, 

Conductor Kerr stated that he was m the second car of the 
train, m a k m g out his reports, and tnought the speea was about 
00 miles per hour when there was a service application of the 
air brakes, followed a'mcst limeaiately by an emergency appli
cation; tho t r a m tnen was well around the curve and he tnought 
it traveled about its own length, which was 97:5 feet, before it 
st rue x the bridge, at which time the speed was 10 or lb mi Los per 
hour. This was the first t m e he had w o m e n with Engineman 
Turniosem and ne had noticed nothing, unusual m the operation of 
tne trim. 

Baggageman Helton noticea only one application of tno air 
brakes approaching tno arowbridge, at whicn time ho wont to the 
side door no log: out and ho tnen was passing tne bridge tender's 
residence, wnich is located about 930 feet north of the bridge. 

T'V- statements of Flanman gorgan were not definite as to 
jnot m e n n^ felt an application of tiie air brakes, although he 
thoufnt it wax made m the vicinity of the distant signrl, and 
he said it aid not fool like an emergency application on tho rear 
end of the tram. in making the air-brake tost at Fort Pierce, 
F Logman morgan stated that the i ice a u , en ; merman applied the 
brakes; tne flagman tnen walkeo 'he length of the t r a m to see 
tnat the brakes >-ere applied, and on reaching, the engine lie crossed 
over to the other side, asked the same engineman to release tho 
brakes, and then m i k e d to the roar of the t r a m observing 
vrhetnor the biakeo had released. Engineman Turnipseed was oiling 
the engine amid he did no + sua anything to tho en ,meman as fe> tho 

http://releo.se
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condition of the brakes, stating that if he finds that the brakes 
are not functioning properly he reports that fact to the con
ductor. On leaving Fort Pi tree a running test was made and the 
brakes functioned properly. 

Superintendent of Air Brakes Love was on T r a m Second Po. 
87 when it left Fort Pierce and particularly noticed tne running 
test of the brakes on leaving that point. He noted that speed 
was reduced at several points as required, and while sitting In 
the observation car he checked the speed with his stop watch for 
2 miles north of Hobe Sound, which is 8.6 miles north of Jupicer, 
and found it to be 65 miles per hour. On passing Hobe Sound an 
application of the brakes"was made ana he then started to walk 
forward and on the curve north of Liars, 2.5 miles north of 
Jupiter, the t r a m was being operated at a high rate of speed, 
about 63 miles per hour. On going to the front vestibule of the 
fourth car m the train, winch was equipped with doors the top 
half of which could be opened separately, he looked out and saw 
distant signal 2821 displaying yellow. The speed still was 
higher than 60 miles per hour am a the train continued without 
any reduction m speed until its rear end passed the signal, 'when 
a service application of the brakes was started and shortly 
thereafter the brakes were applied m emergency, at whicn time 
he was looking out ahead and saw the home signal and the train 
was then leaving the curve. He thought that at the time the 
service reduction was made tne engine v.as about 1,000 feet south 
of the distant signal, and that the speed had been reduced to 
about 5o miles per hour whan the emergency application was made, 
at the leaving end of the curve. The brakes took hold, the 
speed was reduced rapidly, and he estimated it to have been 10 
miles per hour at the time of accident, saying that he thought 
the train would have stopped vrithin an additional distance of 
100 or 150 feet; ne did not notice a release of the brakes after 
the service application was made. Soon after the accident 
Superintendent of Air Brakes Love made a check on both sides of 
the train and found that the brake cylinder pistons were out on 
each car and all angle cocks open, and on the following day a 
test was made and nothing wrong frith the piston travel was found; 
10 of the cars were equipped with UO equipment and one with LN 
equipment. Superintendent of Air Brakes Love also stated that 
he had examined. Engineman Turnipseed when he was re-employed 
and. that he passed a satisfactory test; the engineman had been 
out of service icr a few years, however, and he found the 
engineman was "lame" on handling both passenger and freight 
trains and the testing of equipment, and recommended that he put 
in 2 or 3 days of study. He had never had any complaint about 
Engineman Turnipseed not handlim; trains satisfactorily. Sup
erintendent of Air Brakes Love iurtuer stated that he observed 
the flagman make the air-brake test on this t r a m before it left 
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Fort Pierce and that it was done in the usual manner. This, 
however, was not m accordance with Bulletin No. 101, issued 
January 1, 1935; this bulletin quotes ai"1"-brake rale 43, which 
requires that train brakes be examined to determine if they are 
applied in service application on each car and that when this 
examination has been completed the proper release signal must 
be given and each brake examined to see that it releases 
properly, and the bulletin provides that this rule must be 
complied with m the handling of trains from or through Fort 
Pierce Yard and applies to both passenger and freight trams. 

Bridge Tender Cook stated that he was sitting on the perch 
of his residence, located about 930 feet nortn of the bridge, 
when the first section of Train No. 87 passed. He had opened 
the bridge that morning for a boat to pass and as he expected 
the boat to return that afternoon he started to go to the bridge 
in order to see if it was coming, and when about half way there 
he heard the boat signal for the draw. He hurried to the cabin, 
placed tne signals at stop, there being no indication that a 
train was on the approacn circuits, cperated the electric lcck, 
and then proceeded to the bridge, where he descended the ladder, 
unlocked the door to the engine room, operated the revolving 
wheel which disengaged the wedges, cranked the gasoline motor, 
the battery having run down, and raised the bridge to an angle 
of 30°, which was ample to permit the passage of the boat; he 
stated that this entire operation from the time he left his 
home could not be aone in less than 10 minutes. Bridge Tender 
Cook then left the engine room and saw the approaching train 
when it passed the home signal and struck the smash beard and he 
saw the engineman jump off, he realized that the t r a m was not 
going to stop before striking the bridge and at once jumped into 
the river. Fnen he went to the signal cabin preparatory to 
opening the bridge he made a record of the time and noted that 
it was exactly 4 p.m. Bridge Tender Cook also stated that he 
opens tnis drawbridge on an average of once a day and that it 
seldom has been necessary to stop a tram; under the require
ments of the War Department, boats have right of way. 

Signal Inspector Cargile arrived at the scene of the ac
cident about 7;30 p.m. and as soon as the train was pulled away 
he inspected and tested the signals and also the equipment that| 
operates the draw span, and found that they had been working ™ 
properly. 

Other tests made subsequent to the accident under clear 
weather conditions showed that from the engineman's side of 
the cab of a south-bound engine, distant signal 2821 displaying 
an approach indication could be seen plainly for a distance of 
5,958 feet and that the indication of the home signal could be 
seen for a distance of 1,533 feet. 



Discussion 

Engineman Turnipseed said signal 2809 was displaying an 
approach indication which cleared before his t r a m reached it 
and that he thought he was c l o s m b up on the first section; 
signal 2821, the distant signal for the drawbridge, also 
displayed an approach indication. According to Engineman 
Turnipseed's statement, he made a service application of the 
brakes before reaching the curve which reduced speed from 60 
to 40 or 45 miles per hour on passing the distant signal, and 
then released the brakes when part way around the curve, by 
whicn time the speed was down to 30 or 35 miles per hour; after 
traveling a few car lengths farther, however, he saw the home 
signal at stop and applied the brakes m emergency, too late 
to avert the accident. The engmoman's statements further 
indicated that he thought there was a breater distance between 
the distant signal and the home signal and drawbridge than 
was actually the case, and that under the rules the only 
requirement of an approach signal indication was that he 
should approach the next signal prepared to stop. 

The record m this case does not support the engineman's 
statements as to the indication of signal 2809 or the manner 
in wnich he handled the air brakes. The preceding section of 
Tram No. 87 was so far ahead of him that it could not have 
caused signal 2809 to display an approach indication for the 
second section; this is established by the fact that after 
the passage of the first section the bridge tender was able 
to open the draw prior to the arrival of the second section, 
and this operation takes so long that it necessarily was 
started several minutes before tne second section reached 
signal 2809, at which point the approach-locking circuit begins; 
furthermore, the fireman saia signal 2809 was displaying a pro-
ceed_ indication, and m view of the fact that suDsequent 
examination and test showed the signals to be operating as 
intended it is apparent that Engineman Turnipseed was in error 
in thinking an approach indication was displayed for his tram 
by signal 2809. Ho question has been raised as to the operation 
of the distant and home signals; the evidence clearly estab
lishes the fact that they were displaying approach and stop 
indications, respectively. 

Concerning the method of operation of the brakes, the 
fireman said the engineman made a 5-pound reduction when 
approaching the drawbridge 1-mile sign and a 10-pound reduction 
when close to the distant signal. Tho statements of other 
members of the crew were at variance as to just when the 
engmeman started to reduce speed but they indicated that on 



-10-

leavmg the curve., trie southern end of which is only 571 feet 
from the home signal, the epeed still was close to 50 miles 
per nour ana. that the engine had nearly reached tho end of 
the curve when an emergency application of the brakes vas made. 
These latter statements xvme supported by those of Superintendent 
of Air Brakes Love, who had been checking the speed witn a, stop 
watch and who said no reduction in speed was made until after 
the, rear end of the train had passed tne distant signal, a.t 
which time a service application was started but was followed 
snort]y afterwards by an emergency application; according to 
his statement, the hea.d •end of the t r a m then was leaving the 
curve and the tram was traveling at a speed of 55 miles per 
hour. Evidence m support of this statement is afforded by 
the distance the train traveled, after tne emergency application 
was made, the distance between the end of the curve and the 
point of accident being 1,078 feet. The air brakes had been 
examined at Fort Pierce, they had operated properly en route, 
and after the accident tosts indicated that they were in good 
condition; under these circumstances it is believed that had 
Engineman Turnipseed started to apply tne brakes before reaching 
the distant signal as he claimed, he did, and then continued to 
reduce spaed as required by the rules and the approach signal 
indication, he would have oeen able to stop m time to avoid 
the accident. 

Examination of the service reeoro. of Engineman Turnipseed 
showed, tact he was employed, as an engineman in September, 1025, 
was cut ofl m June, 1926, was used twice m September of that 
year, and Imally was cut off the seniority list m May, 1930; 
during tnis period none of his service was performed between 
Fort Pierce and Jupiter, within which territory this accident 
occurred. Engineman Turnipseed was re-employed in February, 
1934, and subsequent to that time he made trips as follows: 

Passenger Freight 

March, 1934 
April, 1934 
January, 1935 
February, 1935 

(a) Including trip on which 
accident occurred. 

3 
1 
2 
h l a ) 

11 

1 
_1_ 
7 

Analysis of th; records covering these trips shows that 
there had only been three occasions when Engineman Turnipseed 
handled a t r a m south-bound m the territory m which this 
accident occurred, these trips consisting of one trip with 
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aead-head equipment m April, 1934, and one trip in passenger 
service in February, 1935, followed by the trip on which che 
accident occurred. During the investigation Engineman Turnip-
seed stated frequently that he thought the home signal and the 
drawbridge were farther away from the distant signal than 
actually was the case, and it is believed that the fact he was 
not well acquainted with the road, together with his failure to 
begin braking at tne distant signal location, were the principal 
factors leading to the occurrence of this accident. Respon
sibility rests upon operating officers of this carrier for 
placing a man m charge of a fast passenger t r a m who was not 
thoroughly acquainted with the road and who apparently had not 
been properly qualified concerning action required to be taken 
under the rules m connection with signal indications governing 
the movement of his train. 

The signals involved in this accident were installed in 
1926. At that time the maximum speed limit was 50 miles per 
hour, but m 1930 the speed limit was increased to So miles 
per hour, with no change at this point in signal spacing or 
signal indications. The distance between signals 3809 and 
2821 was 6,560 feet, whereas the distance between signal 2821 
and the home signal protecting the drawbridge was only 2,338 
feet, 

Under the rules of thu Florida East Coast Railway, the 
approach signal indication is as follows: 

"Approach next signal prepared to stop. 
A tram exceeding one-half its maximum 
authorized speed at point involved must 
at once reduce to not exceeding that speed." 

During the investigation of this accident it appeared that 
General Superintendent Beals and Road Foreman of Engines 
Norwood interpreted this indication as requiring the speed of 
a train to be reduced to half its authorized rate before the 
engine passed the signal displaying the approach indication. 
This interpretation was not clearly set forth in the printed 
rules or instructions, but m questioning Engineman Turnipseed, 
General Superintendent 3eals read rule 161, which is shown m 
the rule book under the heading "Slow speed rules". Rule 161, 
together with rule 160 and the fir sot two paragraphs of rule 
162, which latter rules throw some light on the intended 
application of rule 161, read as follows: 



160 Slow order requests should name 1 M multiples 
of five a speed that is safe and instructions 
will be issued accordingly. Speed indicated 
must not be exceeded. 

161 Where reduced speed is required the entire 
t r a m must pass over the designated territory 
at the reduced speed. Flagmen will give 
proceed signal as rear of train passes 
designated point, which will be answered by 
signal 14(g). 

162 Trap!: protected by caution signal indicates 
T R A S K O V E R which slow orders have been placed. 

A caution signal, yellow flag by day and 
yellow light by night, will be placed about 
3,000 feet, and farther if necessary, from 
the point where the slow track begins and on 
the side of the engineman as seen from a 
t r a m approaching track to be protected. 

Under the interpretation of the approach indication 
apparently adopted by General Superintendent Beals, m view of 
the 55-MILEB-per-hour limit on the curve, T r a m Second No. 87 
should not have passed the distant signal at a speed greater 
than 27-2 miles per hour. Engineman Turnipseed, however, did not 
have this understanding of the rule, and even after he had been 
prompted to a considerable extent, wnen questioned subsequently 
on the same -subject he reiterated his original position, which 
was in substance that he was required only to be prepared to 
stop at the home signal. It is also noted that when Engineman 
Turnipseed passed a written examination m February, 1934, prior 
to bemp re-employed, m answer to a question concerning this 
signal indication his written reply stated that he was required 
to "proceed with caution", nothing being said by him about 
having "the speed of his train reduced at the distant signal, 
or any other point, to half authorized speed. 

The increase m the maximum authorized speed, m 1930, 
from 50 to 65 miles per hour, materially reduced any margin of 4 
safety which formerly was provided by the spacing of the signals* 
protecting the approach to this drawbridge. If it is the 
purpose of this railway company to interpret the approach 
signal indication to require the specified speed reduction to 
be made before the t r a m reaches the signal location, that 
interpretation should be clearly set forth m the rules and 
instructions, and steps should be taken to insure that it is 
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thoroughly understood by all operating officers and engmemen. 
However, it is seriously questioned whether reliance can properly 
be placed upon any interpretation of the approach signal 
indication which renders it necessary, to insure safety of 
operation, for an engineman to act upon that indication a 
considerable distance before he reaches the signal. The sight
ing distance of a signal is variable, and under adverse weather 
conditions when the view is materially restricted it would be 
difficult if not impracticable to conform to this interpretation. 
To msure adequate piotection at this point some other alterna
tive should be adopted, such as respacmg of signals, the 
display of an approach-restricting indication by signal 2809 
when the drawbridge home signal, is at stop, or a restriction 
of maximum speed for a sufficient distance approaching this 
drawbridge to insure adequate stopping distance between signal 
2821 and the drawbridge home signal. It is a matter of common 
knowledge that on many railroaas maximum authorized speeds 
have been increased and faster t r a m schedules adopted. Before 
such changes are made, however, m order to insure an adequate 
margin of safety, the spacing and location of signals should 
be thoroughly checked, ana necessary revisions made to provide 
adequate stopping distances under all circumstances. 

Conclusions 

This accident was caused by the failure of T r a m Second 
No, 87 to be operated in accordance with signal indications, 

Eccomuiendat ions 

It is recommended that appropriate action be taken by the 
carrier: 

1. To provide additional protection for trams approach
ing this drawbridge. 

2. To insure that all officers and employees concerned 
have a uniform understanding of the requirements and interpre
tations of rules. 

3. To insure that engmemen are thoroughly qualified 
on the physical characteristics of that portion of the road to 
which they are assigned. 

Respectfully submitted, 

W. J. PATTERSON, 

Director, 


