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INTERSTATE COMMERCE COMMISSION

REPO®T OF THZ DIRZCTOR CF THE BURTAU OF SAFETY CCNCERNING AN
ACCIDENT ON THE FLORITA EAST COAST RAILWAY NEAR JUPITER,
FLA., O FEBRUARY 12, 1835,

larch 29, 1935,

To the Commission:

On February 13, 1935, there was a derailment of a passenger
train on the Florida East Coast Railway near Jupiter, Fla.,
which resulted in the injury of 47 passengers, S Pullman

employees, 12 dining-car employees, 1 news agent, and 4 employees
of the railway.

1ocation and method of operation

This accident occurrea on the Fourth District, which extends
between Fort Prerce and Miemi, Fla., a distance of 1lsg4 miles,
and 18 a double-~track line over which trains are operated by
time table, train orders, and an automatic block-esignal system,
The point of accident was on the south~bound track at the north
end of the daraw span of the tridge over Jupiter River, about 1
mile north of the station; approaching this point from the north,
the track 1s tangent for avproximately 2 miles, followed by a -
2°01!' curve to the right 2,184 feet 1n length and then tangent
track for a digstance 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 i1s descending for approximately
5,000 feet, varying from 0.288 to 0.06 percent; 1t 1s then 0.10

percent ascending for 900 feet, Tollowed by 400 feet of level
track to tne point of accident.

The bridge 1c o 9-span, steel-girder drawbridge about 585
feet 1n length. The draw, of the bascule, single leaf type, is
55 feet i1n length, and extends between the first ana second pilors
from tne north end of the bridge; 1t 1s pivoted on the first
nier and lifts frow the secoad pier. It 18 operated by a
zasoline rotor located in a roo+ built into pier 1 under the
north end of the draw span, and the macininery is interlocked o

that 1t 18 1wpossible to operate 1t until signals 1n both
directions have been set ot stop.

The signals involved are of the color-liiht type, continous—
ly li.onted. Automatic signal 2809 1s located =t tne entrance
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of the approach-locking circuilt, 9,695 feet north of the point
of accident; distant signal ?dol 1n4 the home sicntl are located
3,135 feet and 507 feet, respectively, north of the point of
accident, and a smasn-board signal 18 located 9 feet soutin of
tne home signal; the home signal displays a fixed red lacht
bclov tae other indications, showing that 1t 18 a stop-and-stay

si;mal,  When the draw 1s open, the smash board 18 1n horizontal
po 11100 and the home signal ailsplays red or stop, the dictant
signal 3531 displays yellow or approaci, and automatic signal
2309 aisplays green or proceed. Waen the draw 18 cliosed all
signals operatve automatlcally. Under the rules, an agoroach
indication requires an engineman to approach next sifnal pre-
pared to stop and a trawn exce.ding hslf 1ts maximum authorised
speed .t tne point invelved aust at once reduce to nct exceeding
that speca. In additiona to the signals above mentioned, tnere
18 a siagn reading "Draw bridge one mile", located on the west
si1de of the tracks at a point 5,335 feet north of the point of
accident,

An 1interlockin;, cabin 1s located on tne east side of the
tracks, 187 fcet north of pier 1, witnin which are housed deak
circult controllers which are set normally 1n clear position
taus permittin, tne automatic operation of the siznals. When
the draw 1s to be rcised the bridge tender must first place the
north -nd south-bound signals 1n stop position. 1If no train 1o
in the approach-lockia- sections he can then operate the electric
control whicn releases the mechanical lock on the 1lift machinery.
He then has to walk to the briase and 5o under the deck, via o
ladder on pier 1, raise the mechanical lock, Aand make nine
revolutiong of a lﬁr*e wheel wnich dis enedqu the wedjzes 1ocking
the drow span; the gauollne 10tor 18 then opernted tc raise the
draw, The enfire procedure requires not less than b mlnuteo.

The circuits are 50 arranged, however,thot 1f o train has pacsed
signal 2809 1t 1s 1r.po~sible to open the araw without operating
2 tiae~release, which reqrires 2 minutes to function for south-
bound trains and 1 minute 40 seconds for north-bound trains,

Special time-table instructions restrict the speed for
passenger trains to 65 miles j.er hour on tangent track, 55 ailes
per nour on curves, and 45 miles per hour over Juplter drawbridge,

The weather was clear at the time of the accident, whica
occurred fbout 4:08 p.m,

Descraption

Train Second No. 87, o south-tound parsen.er itraln, Lnown as
the Florida Special, consicted of 1 ba, .a,.e cor, 4 Fullman
sleepiny cors, 1 dinin. car, v Pullman sleepilap cars, 1 Pullian
recrestion car and 1 Pulluwan observation car, #ll of ateel



construction and in the order named, hauled by enzine 427, and .
was 1n charce of Conductor Kerr and Engineman Turnipeeed. This
train departed from Fort Pierce, 41,7 a1les north of Jupiter,
at 3:21 p.m., according to the train shect, 12 minutes late,
passed Hobe Sound, the last open telegraph office, 7.6 miles
north of the point of accident, at 3:58 p.m., 135 minutes late,
passed si1cnal 28231 displaying an approach indication and the
home sienal displaying a stop indication, struck ana broke the
cmash-board signal, and then struck the lifted draw span while
traveling at a speed estimated to have been from 10 to &b miles
per hour.

The draw span was torn from 1ts pivots and landed with 1ts
north end in the river and tae south end nheld suspenced by pier
©. The eungine stopped with 1ts forward cnd partly in the river
on to. of the demased draw span and atouv 13 fect Lelow the
level of the tracr, witn 1ts rear eng on pier 1, and was leaning
at an an~le to the right of about 307, The tender remained
coupled to tue ensine and wa: supnorted by pier 1; 1t was hecded
downwara to-ard tne water with 1ts rear end holdinz the front end
of the rirst car about 3 feet above the rails. The rear trucks
of this car remained on the track and none of the other equipinent
was derailed, although damage was custained by some of the carg,
The railway employeec 1njured were the en:ineman, fireman,
vapgasenan, and flagman,

Summary of evidence

Engineman Turnipsecd stated thnt on approac.iiag signal
2809 an approach indication was displayed but the indication
changed to proceed before he reached 1t, indicatingg to him that
the firet secticon was just ahead, as he had seen two otner sinals
en route change from approacih to proceed. His train was traveling
at a speed of about 60 miles ;er hour and after passing signal
2809 he saw the approacn indication of signal 2831. The engine—
man's statements as to subsequent events were somewhat conflicting,
but apparently the fireman called the indication of signal 2821
anG shortly after passing the drawbridge sign and before reacaing
tge curve, the engineman made brake-~pipe reductions which totaled
15 pounds, reducing the speed to 40 or 45 miles per hour on .
pasciny signal 2881, and then releaced the brakes when pcart v
around the curve, at which time the speed was down to 30 cr 3¢
mileg peyr hour, Shortly after releasin.: tie brakes he saw th
home signel ot stop and appliec the trakec 1n emer-ency, clozed
tne throttle and opened the s.unders. After striking the smash
bogrd he warned the fireman and jumped off, a¢ which tine the
train was traveling about 15 niles per nour, ana he thought 1ts
speed was about 10 miles per nhour when 11 struck the open draw
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span. The engineman saw the open drawbridge uwfter seeingy the
home sirnel, ond he tnougrht vhe bridge had oron rairerd only ©
or S fect and that 1t was just veing raiced. En<ineman Turnip-
seed olso qtorei that he tnevgnt there was more distance between
the distent s1:nal and the houre signal than actuvally was the case,
and that 16 exgbcted to fine tne Louo si1.nal displeying an approach
indic .t101; his stateweunts indicated that he tanught an au .roach
1ndication requized him to reduce speru and ke prepared to stop
at tiue next signal, although oa o written examination when ré—
employed in Tebrvary, 1931, he puswerec a grestion as to tne
indication of 2 vellow olor 11 ht sieral 1n the follewinyg words;
"rroceed with uqutLon.” 1t was Ohly after the wording of the rule
had been suziested to him Wy Lhe orficers thoat he sarc he 2182
wa.s requlreu to reduce speed at once to not exceedin; one~hnll
his maxiium Aautnorized speed; in fact, repeated cvucstions
indicited that his own reason for failin, to sntop whs becavse he
thousnt he wae closing up on the first section, and his furtiel
tnngAu that ~After passing the apnroac: rignal e had more dis-
tance 1n vwaicn $9 ~top than sctualiy wns the cage, alsd that
under tuc rilees the only reguir:ment wa~ 1o syproach the homo
sifmal prevared on cfop, Eneginenan Turnipscea further stated
tnat hefore lesvin . Foriu Fierce .1e 1eceived 2 o104l from the
rear end thet the »1T brekes ' ore working tnrouvwehout the train,
thet he wrade a2 ruinins test o lewwins that point, znd thet the
brakes worked gropwrly cn rovte, includins the gervice spplicaticn
which ne caila he n.de after Hn\ 1, fne wevbridee f1gn.,  TaJINe-—
man Turnigseed al3o statew tuct he had heen an en tineazn since
1907 ancé was exnploved by taia r_LL;au 1n 1%L, but cince that
tiume had been out of szervice ot 1nlervils; 510t he hisd had 2bout
& years! scrvice in alL on ohnle digtric., "iiud extends betueen
Fort fierce and Key Weed, but that ciuce "ein, re-employed no had
made oaly 8 or 10 1r1 ps In paesenser cervice totoling 1,800 ov
3,000 niles, pr1nv11ql v whan he wng double-=herdin:, on the sezond
engine, and this was only hie secnne trip on tlas digtrict in
control of a Jraln. Ye had last been exnmined on thie ruleg 1a
February, 10 4, and nis rtatements indlcsted “hat he consiaered
nimgelf able to hendle trains sefely over any part of fae railroad.

Floewmzn perton rhated tnst when he first sew sigral o009,
about 2 u<O fret distant, it wer diaplayiug - veen and at no tinme
di1d he ur the enueqan cnll 1te indication, 1% not beins vhe
practice to call indications wnless they were restrictive., After
passing thet sigpal he saw tae vellow or so.rioach 1ndicatinn of
1istiut s1; 03l S240 and called 11 %5 $he curinowen, who aclnorlaag-
ed 1t by Taisuir his hand and ~aling a nrake—nipe reduction, first
maging a L-pound reduction on - pironchiag the «drocbricie s1on ond
then 2 1lO-pouna reauction wren sront 100 foet fvom the siymal,
having reduced she speed Trow Ch lles por hour on paccin” ©1mal

23803 to 55 wilen oer hour on pacolng cignal 2931, He did not soe
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the ern,m1aeman release the brakes nor did he hear them teing re-
leased, althouch he was watcuing the engineman to sec whether the
latter vovld cell the i1ndicntbtion of the heoue signal, Tae ongine-—
qan did net call the home c13zaal nowever, but when they were at
the gouth or leaving end of the curve the brakes vere applied 1n
emer. ency, % which time the Tireman estimated the syeed to have
teen close to bO mles per hour., He then saw the drawbridge, but
did ncl see the h:ime siynal or smash booard, stating thet the
spred was too great and the distance too chort, The firewan
Juapea O>ff after the en 1ne struck the smash becard, at whica time
the spezd was ebout 30 wmiles per nour and he thought 1t was about
85 riles per hour when the train struck the draw span., Fireman
Burton further stated tnat on leaving Fort Pirercc he informed the
engineman tnnt the ailr-brake superintendent was on the train and
to ovgerve the speed restrictions on tace curves; he alsc called
n1s attention to a point whore there wae a speed restricvion.
Firenan Tarton was fasiliar vith this district ond had worked
with Togineman Turnipsecd dourle-heided 1n passenser service on
one triy itane previous wicter and on one trip Jduring the present
winter,

Joanductor Kerr atated that he
train, woking oub his reporte, and thoupht the gpcea was about
oG uwiles per hour when there vas a service aprlication of the
ai1r brelos, followed aliwcet 1aucdintely by an eqecrsency appli-
catioa; the train tnen wos vell arcund the curve and Le taought
1t treveled obout 1ts oww length, which was 975 feet, before 1t
Ftruox the bridie, at which *1m7 the speed was 10 or 1L wmiles per
nosur. This was the firct ti1ue Le had woirkeda with Encineman
Turnivse.d anc e nad noticed nothin, unucual 1n the operation of
tne train.

was 1n the second car of the

(SRR OTRY]

Batyagenan Helton noticea only one avplication of the air

bra<es gpproechlny; the aremoridse, at whica tiuwe e went to the
srde doov ro 1o, cut snd he toen was passing tne tridoe tender's
reeldeace, snich 1e located about 930 feet north of the bLrid;e.

T1e statements of Flapaan Joran were not definite as to

Juct wmen ne felt an application of the air trakes, althou i he
thou'nt 1t wee wade 1.4 the vicinity of the dictaat simrl, and

e sard 1t a1d not feal lite an euer ency applicefion on the rear
cud of the trein. In makin~ the cir-heake feet abt Fort Pierce, .
Plepuan Tlorgen rtoted that the 11c0 -1 . cuineman ap-licd the
brakec; tue flamgan tnen walkes "he laaoth of the train to see
tret the brakes vere ap, 11ed and on reachin- the en.ine he crossed
over uo the other n1de, azkecd the samne engineman to release the
brekes, and then wolked o the rear of the trsin obaerving
whetacye tiace braker had rolenscd, Tnrineman Turnipseced was o1liay

0

the en.ine and he did no* sy snytiiany to toe ea aneman ~8 to the

—
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condition of the brakes, stating that 1f he finds that the breien
are not functioning properly he rencrts that fact to the con-
ductor., Ca leaving Fort Pi-rce a running test was made ~nd the
brokes [unctioned properly.

Suverintendent ¢f Air Brekes Love wos 0oa Train Second o,
87 when it left Fort Pierce ond particularly noticed the runnirg
test of ihe hrakes on leaving that point. He noted thnt speed
was reduccd at several points as required, and while sitting in
the observation car he cneckxed the speed with Lis stop watch Ior
2 miles north of Hobe Souna, which 1g¢ 8.6 miles nerth of Jupiver,
and found 1t to be 65 miles per hour. On passing Hobe 3ound an
applicaticn of the brakes was made ana he then started bto walk
forward and on the curve nortn of lars, 2.5 miles north of
Jupiter, the train wasg beingz operabted at ~ high rate c¢f speed,
about 63 miles per hour, On going to the front vestibule of the
fourth car in the train, which was equinned with doors the top
half of which could be onened separately, he looked out and saw
distant signal 28231 displaying yellow., The speed still was
higher thrn 60 mileg per hcur ana %le train continued without
any reduction in speed until 1ts rear end passed the signal, when
a service anplication of the brakes wes ctarted aand shortly
thereafter the brales were apnlied i1n emergency, at whicn time
he was looking out ahead and saw the home sicnsl and the train
was then leavinp, the curve, e thought that at the time the
service rcduction was made tne engine was atcut 1,000 feet south
of the distant signal, and that the speed had veen reduced to
about ou miles per hour when the emergency application was made,
at the lcaving end of the curve., The brskes tnook hold, thne
speed was reduced rapidly, and he estimated 1t to have been 10
milleg per hour at the time of accident, saying that he thougnt
the train would have stopped within 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 oven, and on the following day a
test was made and nothing wrong #%ith the piston travel was found;
10 of the cars were equipred with UC equipment and one with LN
equipment. Supecrintendent ¢l Air Brakes Love also stated that
he had examined Engineman Turnipseed when he was re-smployed
and that he passed o satisfTactory test; the engineman had been
out of service fcr a few years, however, and he found the
engineman was "lame" on handling both passenger and freight
trains and the testing of eguipment, and recommended that he put
in 2 or 3 days of study. He had never had any complaint about
Engineman Turnipvseed not handling trains satisfactorily. Sup-
erintendent of Air 3rakes Love furt.er stated that he observed
the flagman make the gir-brake test on this train before 1t left



Fort Pierce and that it was done in the usual manner. This,
however, was not in accordance with Pulletin No. 101, 1scued '
January 1, 193b; this bulletin cuotes alr-brake rule 42, which
requires that train brakes be examined to deteirmine 1f they are
applied in service application on each car and that when this
examirnation has been completed the proper release signal must

be given and each brake examined to see that it releases

propecrly, and the bulletin provides that this rule nuct be

complied with in the handling of trains from or tarough Fort

Pierce Yard and applies to both passenger and freight traius,

Bridee Tender Cock stated that he was sitting on the ncrch
of his residence, located about 930 feet nortn of the bridpe,
when the first section of Train No. 87 passed. He had openred
the bridse that morning for a boat to pass and as he expected
the boat tc return that afternocon he started to go to the briage
in order to see 1f 1t was coming, and when about half way there
he heard the boat signal for the draw., He hurried to the cabin,
placed the siznals at stop, there being no indication that a
traln was on the approscn circuits, operated the electric lock,
and then proceeded to the bridge, where he descended the ladder,
unlocked the douvr to the cngine roon, cperated the revolving
wheel which disengased the wedges, cranked the gasoline motor,
the battery havirg run down, and raised the bridge to an angle
of 309, which was ample to permit the passage of the boat; he
stated that this entire operation from the time Le left his
home could not ne aone in lesc thon LO minutes, Bridge Tender
Cook then left the enginc rcom and saw the approaching train
when 1t passed the hume sifnal and struck the smash board and he
saw the engineman jump off, he realized that the train was not
going to stop before ctriking the bridee and at once jumped into
the river, Waen he went to the signal cabin preparatory to
opening the bridge he made : record of the time and noted that
1t was exactly 4 p.m. Bridee Tender Cook also stated that he
opens tnis drawbridge on an average of once a day and that it
seldom has been necessary 5o stop a train; under the require-
ments of the War Department, boats have right of way.

Sighal Inspector Cariile 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 ecuipment that
operates the draw cspan, 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 si.nal 2821 displaying
an approach indication could be seen nlainly for o distance of
5,958 feet and that the i1ndication of the home sirnal could be
seen for a distance oS 1,383 feet.,



. Discuss.ion

Ingineman Turnipseed said signal 3809 was displaying an
approach indication which cleared before his train reached 1t
and that he thought he was closing up on the first section;
signal 2831, the distant signal for the drawbridge, also
displayed an approach indication, According to Zngineuan
Turnipseed's statement, he wade a service anplicatioa 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 305 .i11les per hour, after
traveling a few car leagths farther, however, he saw the ho.ue
si1gnal at stop and applied the brakes in esuergency, tno late
to avert the accident. The enginemants statements further
indicated that he thought there was a Teater distance vetwecn
the distant signal and the home signal and drawbridge than
was actually the case, and thet under the rules the only
Tequirewent of an approach signal indicetion was that he
should approach the next signal prepared to stop.

The record in this case does not support the engineman's

statenents as to the 1inaication of signal 2809 or the .ianner
in wnick hs handled the alr brakes. The preceding section of
Train No. 87 was so far anead of him that 1t could not havs
caused signal 3809 to display an approach indication for tae
second section; this 1s established by the fact that after
the passage of the first section the briage tender was able
to open the draw prior to the arrival of the second section,
and this operatinn takes so long that »t necessarily was
started several minutes before tne second section reached
signal 2809, at which point the approach-locking circuitl begins;
furthermore, the fireman said signal 3809 was displaying & pro-
ceed indication, and in view of the fact that supsequent
examination and test showed the signalc to be operating as
intended 1t 1s apparent that Enzineman Turnipseed was 1t eTYOI
in thinking an approach indication was displayed for his train
by signal 2809, Mo question has been raised as to the operation
of the distant and home sicnals; the cvidence clearly estab-
lishes the fact that they were displaying approach and stop

. indications, respectively,

_ Concerning the wethod of opcration of the brakes, the
fireman said the engineman made a S-pound reduction when
approaching the drawbridge l-mile sign and a 1O-pound reduction
when close to the distant signal. The statements of other
members of the crew were at variance as to just when the
engineman started to reduce speed but they indicated that on
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leaving the curve, tac southern end of which 1s only 571 Teet ‘
from the nome signal, the epeed still was close to 50 milss

per nour arc that the engine nad nearly reacned the end ot

the curve when an cmoergency application of th: brakes was wade,
These latter sheifeqents were surported vy tlose of Supcrintendent
of a1r Brakes uOVC, who had teen checxking tns speed with w stop
watc and who said ao reduction i1n specd was aade until 3fter
ths rear cnd of the train hed passed ine uluuuni sisnel, At
whicl lime a service application was startea bub was followed
sunortly afterwards by an ecmergency application; accordiny to
his statement, ihe head end of the traeain then was leavins the
curvs and tre train was traveling at a sveed ol DO .a1les Jcr
hour, ZIvidence 1n support of tlis statement 1s afforded by

the distance the train traveled after to= meLHenoj aprlication

was uade, the distance between the end of the curve and the
poiat of accident bein: 1,078 feet, The air br kes had been

Gkullhod at Foryg Plelce, th wy hiad opera tud proserly en route,
anld cfter the accident tasts 1ndicated that they were in good
coundirvion; unaer thege circumstances 1t 1s telieved that had
Engilucman Turnipseed started to aprly tns hrakes beforc reaching
tho distant signal as ke clalmed he did, and then continucd O
reduce spt:ed as remiired vy thwe rules and the approach signal
indication, he would have veen olle to sbtop 1n time to avoid

the accident,

Examination o0 tis pservice recore of Engineman Turnipseed
showed tuct he was e'plovwd as an eapgineman 1n September, 1925,
was cut ofi 1n June, 1936, was used twice 1n September of that
year, and finally was cut off the seuniority list in May, 1930;
dxrwlﬁ tnis period none of his service was perrormed between
Fort Pierce and Jupiter, vithin vhich cerr.tory this accident

occurred. Engineman Turnipseed was Te—2unloyed in February,
1934, and subscquent to bthat tiwme he made trips os Tollows:

bassenger Freight

March, 1534 3
April, 1934 1
Januvary, 1935 2
February, L1335 5

1

(a) Including %rip on which
accident occurred,

Analysis of tho records covering these btrips shows that
there had only beein ithree occasions when Englneman Turnipseed
handled a trair souSh~bound in the territory in which this
accident occurred, these trivs consisting of one trip with
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cead-head equipuent 1n april, 1934, and one trip 1n passenger
service 1in February, 1935, followed by the trip on which the
accidient occurred. During tane i1nvestigation Ingineman Turnip-
secd statea frequently that he thought the home signal and the
draworidge were farther away from the distant signal than
actually was the case, and 1t 15 believed that the fact he was
not well acquainted wita the road, together with his failure to
besin braking atv tne distent signal location, were the principal
factors leadin: to the occurrcence of this accident. Respon-
g1o1l1ty rests upon operating officers of this carrier for
placing a man 1n charge of a fast passenger train who was uob
thoroughly acguainted with the roaa and who apoparently had not
been properly qualified concerning action required to be token
under the rules in connection with signal indications governiny
the aovement of his train.

The signals involved i1n this accldent were installed in
1836. At that time the maximwa speed li.ait was 50 wmlles per
hour, but in 1930 the speed limit was increcased to &L miles
per aour, with no change at this point in signal spacing or
signal indications, The distance between signals 2809 and
3881 was 6,580 feet, whereas the distance between signal 2821
and the home signal protecting the drawbridge was only 2,628
feet,

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

"Approach unext signal prepared to stop.

A train exceeding one-half 1ts maximum
authorized speed at point involved aust

at once reduce to not exccoeding that speed.

During the investigation of this accident 1t appeared that
Gencral Superintendent Beals and Road Foreman of Engines
Norwood interpreted this indication as requiring the speed of
a train to be reduced to half 1ts authorized rate before the
englne passed the signal displaying the approach indication.
This interpretation was not clearly set forth in the printed
Tules or instructions, but in guestioning Engineman Turnipseed,
Genceral Superintendent Beals read rule 161, which 1s shown 1n
the rule book under the heading "Slow speed rulest, Rule 161,
together with rule 160 and the first two paragraphs of rule
162, whicn latter rules throw some light on the intended
application of rule 181, read as follows:
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180 Slow order requests should name 1m multiples
of five a speed that 1s safec and instructions .
will be 1ssued accordingly., ©Speed indicated
must not be exceeded,

161 Where reduced speed is required the entire
train must pass over the designated territory
at the reduced speed, Flagmen will gve
proceed signal as rear of train passes
degignated point, which will be answered by
signal 14(g§.

163 Tregk ~rotected by caubtion signal indicates
trafk over which slow orders have been placed.

A caution signal, yellow flag by day and
yellow lizht by night, will be placed about
3,000 feet, and farther 1f necessary, from
the point where the slow track begins and on
the side of the engineman as seen from a
train approaching track to be protected.

Under the interpretation of the anproach indication
apparently adopted by General Superintendent Beals, 1n view Of
the 55-miles~per~hour limit on the curve, Train Second No. 87
should §ot nave passed the distant signal at a speed greater
than 875 miles per hour, Engineman Turnipseed, however, did not
have this understandins of the rule, and even after he had been
prompted to a considerakle extent, wnhen questLoned subsequently
on the same subject he reitsrated his original position, which
was 1n substance that he was required only to be prepared to
stop at the home signal. It 1s also noted that when Engineman
Turnipseed passed a written examination in February, 1934, prior
t0 being re—enployed, 1n answer to a question concerning this
s1ymal i1ndication his written reply stated that he was required
to "proceed with caution', nothing being sald by him about
havia, the speed of his train reduced at the distant signal,
or any other point, to half authorized speed.

The i1ncrease in the maximum authorized speed, 1n 1930,
from 50 to 65 miles per hour, materially reduccd any margin of
safety which formerly was provided by the spacing of the signals
protecting the approach to this drawbridge., If 1t 1s the
purpose of this railway company to interpret the approach
signal 1ndication to require the spccificd speed reduction to
be made before the train reaches the signal location, that
interpretation should be clearly set forth in the rules and
1nstruct10ns, and steps should be taken to insure that it 1s



thoroughly understood by all operating orfficers and enginemen.
However, 1t is seriously cuestvioned whether reliance can properly
be nlaced upon any .nterpretation of the approach signal
1ndicétion which ronders it necessary, to insure safcty of
operation, for an cngineman to act upon that indication a
considerable distance before he reaches the signal., The sight-
ing dilstance of a signal 1s variable, aad under adverse weather
conditions when the view 18 materially restricted 1t would be
difficul’s 11 not 1apracticaple to conformr to this interpretation,
To .nsurc adeguate piotaction at this point sorme other alterna—
tive should be adopted, such &g respacing of signals, the
display of an approach-restricting indication Dy signal 3809
when the drawbridge home signal is atv stop, or a restriction

of maximum sp=ed for a sufficient aistance approaching whis
drawbridge to insure adequate stopping distance between signal
2821 and the drawbridge home signal, It is a matter of common
knowledge that on many ra:lroacs maximum authorized speeds

have been increased and fa2ster train schedules adopted. Before
such changes are made, however, in order to insure an adeguase
margin of safcty, the spacing and location of signals should
be thoroughly checked, ana necessary revisions made tc provide
adequatc stopping distances under all circumstances.

Conclusions

This accident was caused by the failure of Train Second
No, 387 to be operatea 1n wocoraance with signal indications,

Fecormendations

It 1s reccommended that appropriate action be taken by the
carrier:

_ « To provide additional protection for trains approach~
ing tnls drawbridge,

. To insure that all officers and employegs concerned
have a uniform understanding of the requirements and i1nterpre-
tations of rules.

3« To insurc thal enginemen are thoroughly qualified
on the physical characteristics of that portion of the road to
which they are assigned,

Respectfully submitted,
W, J. PATTIRSON,

Dircctor,



