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IFTTRSTATE COMIERCE COI NISSION

REPCRT OF TH® DIR®ECTOR OF THE BURRTAU OF SAFETY IN RE

IFVFSTIGATIOY OF AN ACCIDENT WHICH OCCURRED Q0" THE

ATIAVTIC COAST LINE RATIIROAD AT BUFFALO BLUFF, FLA.,
OF OCTOB=R 11, 1831.

December 3, 1931,

To the Commission:

On October 11, 1931, there was a derailment of a
freight train on the Atlantic Coast Line Railroad at
Buffalo Bluff, Fla., which resulted in the death of one
employee.

Location and method of operaftion

This accident occurred on the Jackeonville District
of the Third Division, extending between Sanford and
Jacksonville, Fla., a distance of 134.3 miles; this 18 &
gingle-track line over wiich trains are opergted by tire~
table, train orderg, and an avtonatic block-signal systen.
The accident occurred atv the south end of the draw span
of Buffalo Bluff drawbridge over 8t. Johns River,
approaching this point from the south the track 1s tengent
for a distance of about 5 miles. The grade 1s gonerally
descending for northbound trains, varying from 0.66 to
1.26 per cent between Satsuma and Buffalo Bluff for a
distance of about 1l miles, then 1t 18 slightly undulat-
ing for a distance of about 1f miles to the drawbridge,
being 0.06 per cent ascending for the last 1,850 feet
to the draw span.

The drawbridge 1s a bent frame structure, with a
ballast deck and a steel draw span of the pivot tvpe;
the total length of this trestle and span 1s 1,036 feet,
the span being 228 fe~t 1n length and the southern trestle
approach thereto bsing 588 feet 1n length. The river
flows under the bridge from west to east and the chearel
1s abvout 40 feet in depth, the draw span being abtout 15
feet above the water. The bridge operator's tower is
located on the east side of the draw span, at the center
of the span. There i1s a marine lamp on the draw span
that displaye a red indication to an approaching train
vhen the draw ie open.



— >

St. Johns uver @ ‘!
— 2 >
A T Point of accident
—— ——
f ‘____\:::::
Tuffalo 3luff hgg ft.
Drawbridge
o
‘,——1—— —3¥— Smash Board Signal
+ Jacksonville 10 7%,
+ ———T——Home s1gnal
60.5 miles

3

Tuffalo Bjuty (P of
1 2.4 miles
Satsuma

h

43.3 miles

!

De Land

orangd b 5195,
e mles

Sanford

:

L
¥

\

Direction of train ——

923 ft. Inv. Ho., 1728
i ~T* Atlantic Coast Line R.R.,
Buffalo Bluff, Florida

l October 11, 1931

T —JL futomatic Signal T0RE



-2~

A snasn board signal, mechanically operated bv the
bridge tender, 1s locasad 538 feet south of the snd of the
trestle off which the train Hiunged, a disk of redl reflex
brttons 18 attacaied to the arm of the smasi board, ithese
buttons gasting a red reflectior when che rarye froum the
headlight of an approacsning enfine snine upon thea,

The interlocking and autor.atic sigsnals involved are
of the color-lignt type, epproach-lighted., The hone
gipnal governing northbound movemsenbs over the Dbricdre
1s leocated 10 fest south of the smash board sigaal, or
606 feet south of the erd 0" the trestle off wihina ilhe
train plunged, 1t ras two panels, the top panel disnlaving
three indications, while & fized red laght 18 disvnlayed
by the bottom panel. 4 elear indication, green, 18
dieplayved on the top pan~l when tuhe drar i1s closed and
the track in advance 1g unoczcupiled, the draw spal cen
not be opened unless a rton 1ndicesion is Cisplarad by
the home signal and the srask board =xiended horizontally
1n position to ba struvclk by the earirewan's cab 11 the
event the train runs > 1t Automatic block siznal 7048
1s located 5,081 feet sovta of the home siraal and
dieplavs three indicaticrg, whil» signal 7058 18 located
5,28Z% feet sovth of ei:ral 7040,

The interloc¥kirr, abt Buffonlo Bluff drawbridoz 1e
of the electro-mechaninal tvpe. In order to open the
draw, with no trazn apoircacaiag, the bridge opera.or must
first set tne home signel at stop and place th= <nash
board in extended posiuvion, aft-r waich ke 138y release
the re1l locks and wedrcewalcno ar~ used to secrre the
drav 1n closed norition T.¢c circurts are ro arrerred
tLat the lever controlling the ra:l locks and wai,es cen
not be oporated to periit the opening of the draw aft-v
a train has pageerd auvbtoratic block sigral 7058 wishout
operating a time-rclease, waich reauiree about two
mirutes to Junctioa.

The spe~d of traing hazmdlins perisiables, such as
wag 1nvolved in tlig 1-ghtaace, 1g limited to 45 miles
per hour betrecn Jackzo-vilio and Sanford, whils ~ver
drawbridges thc spnecd of all trailas 18 lzmite” to 20
mileg per honr.,

The weather was clear at the timec of the accideant,
viich ncourred abovt 2.57 a.m.
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Description

Northbound freizht train exira 1657 consisted of
25 loaded cais, 6 cupty cars, and a caboose,hauled by
engine 1857, and wes in chargce of Condvctor Torrible
and Engincman Torreice. This train vaesed Deland, thc
last open office, approximately 46,7 'mlce rovutn of
Buffalo Bluff drawbridgse, at 1.54 a.m., according to the
train shect, pasrod g1gnal 7058, which was disnlaying
a clear indaication, pasced signal 7048, which was dis-
playing an approach indication, passsd the home signal,
which was dieplaying a stop irdication, struck and broke
the smaeh board signal, and then plunred off thz bridge
at the open draw while traveling at a speed which, 1%
was estimated, had been reduced froa abovt 40 or 45
miles per aour to from 15 to 35 miles wer hovur.

Engaine 1657, 1ts tender, and the first four care
went off the bridge and were submerged, vhile the rest
of the cars in the train stopped on the track. The
employee k1lled wae the engineman,

Summary of evidence

Fireman Williams state~d that tne train was travelirg
at a speed of about 35 or 40 miles per hour on pasciag
over the top of Satsama hill and that the enginenzn eassed
off and worled a light throttle all the way down the
grade, Signal 7058 was displayinc a green indication;
after pasring that gignal he heavd Brakeman Thomas call
"vellow" for the indication of signal 7048, at which time
the sgpeed of the ftrain was 35 or 40 miles per hour, the
fireman went over behind the engineman, looked ahead
out of the front window, and then also called "yellow
board", saying that tne engineman made no reply, but orly
looked acrosr tae cab toward the brakenan. Just as
they passed signal 7048 the engineman race a licnt bregk-
pipe red:ction, how ruech a1r being dra'm off the firewan
could not say, but judging from the excaust 1% wae not
much. Owing to the speed and the fact that the train
was going dovn hill thce brakes did not sesem to hold very
well, although the fareman Telt that the train would get
stopped for the home eignal, which was displaying a stop
indication. Fireman Willians said tha* both he and the
brakeman called "red beard" for the indica%ion of the
home signal and that the engirewan locked ahead, having
hold of the sander wheel with one hand and *he brake
valve with the other. About half way tetmeen siznal
7048 and the home signal the engineman made anothor breke-
ripe reduction, and while the fireman could mt say how
ruch air was drawn off on this occasion, he did say that
1t was more than was drawn off for the first redrctior,
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ag he could tell by the exhaust, ms a result of this letter
redvction the braker tock hold gradually and held pretty
vell, On negring the home signal the fireman was svanding
cn the eteps on the left sicde of the engine, the bralelan
already having jumped, and the fireman scid that the
engineran, who was still sitting on the seat box, looked
across and esr1d "you had better look ocut". The fireman
then jumped off, about opnogite the smash board, at which
time he estimated the epeed to have been between 15 and

20 miles per hour, Fireman Williang did not see the
engineman meke any attempt to get off, nor did he know
wnether the engineman continued to work steamwhile spply-
ing the air brakes, but he said that at no time did the
engineman apply the air brakes in emergency, the engine
rae not reversed, snd he did not know for sure whether

the engineman opened the gandere, but he thought that they
vere opened. Fireman Williams furtier stsated that he did
not think the air brakes were handlad as they should have
been, saying that Engineman Torrence approached about

four or five telegraph-pole lengtha nearer the dravbricge
than other enginemzn do before applying the air bralkes,
and he also sa1d thet every signal en route mas called
until signal 7048 wioe reached, this being the first
signal, to his remory, that the engineman did not cr1ll
back. The engireman was eweke, and, i1n the opinion of the
fireman, in normal condition throurhouvt the eatire trip.

Head Brakerien Thomas gave testimony similar to that of
Fireman Willizms, except that he thouvght the spesd wes
about 45 miles per hour when passing sicnal 7048, He ¢did
not know how much the gpeed of the train was r~duced by
the second reduction, saying that he stood on the engaire
steps at the tine and sar fire flying from the vheels,
and that he jwrped on reaching a point about tmo or three
telegraph~pole lengths zouth of the home signal. Brake-
man Thomas did not know whether the engineman ope~ned the
sanderm just prior to the accident, ssying that the laet
time he looked, the engineman ras sitting on the seat
box, vith his hand on the brake ¥alve. The engineman
wag amake, apparently normal and on the rlert at ihe time
Yoth reductiong vere made, and the reason the brakeran
vas afrald vhen pasmsing signal 7048 ras because the engane-
men did rnot beglh braking soon enopph, seying that other
engiremen upually start braking befors the signal is
reached, after stcadying their train by means of the air
brakes when they come ov-r Satsuma hill, esnd then drifting
dotm toward the signal. Brakeman Thomas inspectei the
tain folloming the accident, about deylight or a little



-h-

aftervards, 2nd at that tiue the braker w-ore gtill cpplied,

Conductor Torrible stated tat ke air bralkec ia

l1s train vwere tesbted by two car i1mapectors before denert-
1ipg from the vard at Banford, also shat ne conversed with
Engineman Torrence at Sanford and that the eng:ieman
appeared to be perfectly normal. At Orenge Criy Juaction,
located 51.8 mileg south of Brffele Bluff dravbrii-e,

12 erpty cers next to the enciane were gel out, the
cenductor then looked over abeont 15 care 1n thns train on
l.is vay back toward the catcose, and noticed tnat the
pistons were out on these cere, and he had reac sl a peint
about three car-lengtne fror the caboosge when the 2a7ire
recovpled io the train, wiersupon hz hezrd the bre’egz
releare., He then cot on the cabcose and noticad tiat the
z1r gauvge reflstered s brake-nipe pregenrs of besmeen

EC and 60 pouncs. After legviny Oronge City Junctioa tue
air brakes wers applied 2t Delond, 5.1 miles nors., in
oréer to pick up a train »rcéer, and ithe parge recigsered
about &0 pounde przseure befor. this applicetion 728

nade, the brakes tock pioper offect and the spe~d vos
Teduced from about 40 niles p~r hour to betresn 20

and 30 mileg ocr hovr., Condvec'or Torrible s+1d tiece vars
only a liuvtle variation i1 the epe-~d after leaving Delend,
and at no 1.z did he cozeider 1% exccsrive; 1t =g the
Lic_rst goirg dowvn the R211le at Pi=reon, localed 12,1
rniles north of Delond, xnd agnin at Satsvma, ani he
estingated 11 to have beern batre n 35 and 45 mileg por hovr
betmeen Setsume ond signal 704P., The first rafd ciion the
conductor noticed was after or vhile the cebeogs vop pees-
ing rlgnal 7048, ai which tame th= caboose gaurs siomed
that between 15 end 230 po nds wre drovn off, and ho covld
feel the breokes holdinr; c d1d not cbserve waat prosrure
vag roglguererd on Tir goauge prior to this redrction, Ttut
goil 1t Lind nnt excecde” 62 nounde at any tire arver
pagsing Delend. Cenouclor Torrible did not notice o

gccond r:daction, nor eFny cnergency eppliceaftion, soring
that the cabcose Jad nob coar Lo a rvdden gtop oad Lot he
wes unaare of pnvttins vice- wvrtil he gharted aler” erd
lerrned about the ~ecidan’ fro:n Braeoen Thoirg, Coaductor
Terrible sa1d that sic heie gig ~~1 ther var digplorire a
stop indicabion, boith top -4t Zottow nencls Tigplovine red
lirnte, and thet the g osue bosrd gi:nal mag brolsan, but
that he had not obscrved sicnsl 1-¢dicatione sh~e@ of Tnis
trein prior to the accident. Conductor Torziole furtocer
gteted that althovgd pregsursg of 70 and 90 po'mds arc
usunlly carried on the treia, he covld wet acnont for

the crboose g=ge only recistrrins o0 povnds precaure,
Then th» o1ir 0r~Xkes weor: apnlied i1n the vicina*sy of sicnal
7048, however, thev vorked effootively, scenins to aold
abovt as vll as usgual. Condveter Torxrible 1asprcied the
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troin about 30 minutes after the occurrence of the acci-
dent and the pistons were then out on all of the gars,
no excessive piston travel being observed,

Flagman Stephenson estimated the speed to have been
about 40 or 45 miles per hour when north of Batsuma and
located the caboose ag being from 10 to 15 car-lengths
north of signal 7048 when the air brakes were apolied, say-
1ng that he did not feel a second reduction. He dad
not cbserve the gauge in the caboose but saild that the
21r bralkes had been tesgted ond apneared to work properly
en route.

Bridge Tender Sweat, at Buffalo Bluff drawvbridge,
stated that when a train is coming, or is due within
five minutes, at the tine a boat whistles for the draw,
1t 18 his practice to give the train preference, but he
se1d that under government navigation rules the boat
imat not be delayed over 10 minutes. In this 1nstance,
the boat whistled for the drar about 2.38 a.a., vhere-
upon he opened 1t, and the boat passed through at 2.55
c.m. Bridge Tender Sweat firgt noticed the approach of
gxtra 1657 when 1t wae about 2 miles amay, dbut he dad
not definitely realize tha® an accidsnt was 1rminent vptil
the train paseed the home signal, sz2ying that the nead-
light blinded hin, he then stopped the operation of the
draw, which wag about tmo-thirde closced when the engins
end cars plunged off the bridege at the open dramw at a
speed of about 35 miles per hovr. Bridge Tender Sweat
seicl that all the warine lamps on theopen draw were
burning, and that the la.ip on top of the draw, located
about 35 to 40 fent above the track, was burning and dis-
playing a red i1indication to the approaching trnin.

Car Inspectorg Williams and RBaburn gtated thot the
21T brakes on cxtrs 1657 mere tested before the train de-
parted from Sanford ond operated properly

Roundhovse Foreman Benson arrived ot the scene of
the accidont br automobile ~béut 7.45 a.m., Octobar 11,
in conpany with Trainmrster Jones and Roadmast:r Turner.
While valking alongeide the train Mr, Benson paid particu-
lar attention to whether or not sand had been used 1in
stopping extra 1657, but saw no such indication. About
10.15 a.m. the remaining cars vere pulled back to Satesuma,
There &n engine as placed on the rear end and the zir



brakes thenapplied, making a 15-pound reduction, and in
company ‘rith Road Foreman of Engines Shelly and Thite,
Conductor Torribls ~nd Wreckumaster Tew, the air brakes
were inspccted and found to be coperating properly. This
engine was then unooupled and snother engine —as placed
on the acad end of the train and a test made of

the 21r brakee, using the same train line pressur->, 70
pounds, which tesi agein disclosed that the brakes

vere operating properly Lat_.r on, the cars vore hangled
from Satsuma to Buffalo Bluff dravbridge and another

tcet vas made of the air brakes; a speed of about 30
miles per hour was attained and about a 13-pound applica-
tion mwas made ripht at signal 7048, the brakes rorking
properly and bringing the sprad of the train dom to
about 7 milcs per hour, wher-upon they were released,
Then 1t ™a8 obvioug that the train covld have been
brought to a stop at least 450 feet south of the home
signel. Road Foreman of Engines Shelly stated thai under
the rulee, Engineman Torrence should have aporoached the
holne siznal prepared to stop, and that in order to have
done so the engincman should have begun to brake as soon
as gignal 7048 waes obsgserved to be displaying an approach
1odication, 80 he could have had the trairn under con-
trol on vescing signal 7048 and thm have kept 1t undcer
control prepared to stop before the home signal was reach-
ed.,

Tzste of the signnl apparatus involved made after
the accident by 8ignal Enginecr Adoms and Signal 'lrintein-
er Rollison, disclosed 1t %o be functioning properly,.

of

The body of Engineman Torrence —egs found on the
evering of October 12 and after the performance of an
sutopsy an inquest was held and a verdict returncd to the
effect that Engineman Torrcnce dicd froa heart failvre
before hig train ron into the river; it 1s underssood
#leo that there ware no water found in the lungs.

Conclusions

This accident was causcd by failure to obey signal
rndications.

The evidence is clear that the automatic and inter-
locking signale were displayicg the proper indicaSions
“hen extra 1657 sporoached the open dravbridge, and the
statements of the fireman and the head brakeman —rerc to
the effect that the indications mere clearly visible and
that Engineman Torrence was consclous and had apoeared
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up to that tine to be in mormal condition, in fact, the
firerman sa1d that the enginzman spoke to him ~nd told hin
to get off, thie conversation having taken place vhen

the engine was nearing the home signel. It 18 also

to be noted that up to this time the only unususl conditior

noticed by either the firoman or the head brakeman wae
the Tfagct that Engineman Torrence did not begin breaking
at the custoiary point. The subescou~nt exsmination of
the body of Enginenan Torrence, however, indicated that
Lc vas dead vhen hig engine went into the water, due to
heart failure, and under thzse circumst-nces 1t 18 &
guestion ~hether he =es not so afflicted at the time
Pig train wae clogely approaching the drarbridges as to
account for his fexlure to take the ncccssary stsps

to bring 1t to a stop. It 18 entirely a matter of con-
Jjectuvre ar to exactly vhen Engineman Torrence first
bepan to lose control of his faculties duc to the trovble
vhich subsgsequently resulted in his death.

Engineman Torrence weg born on July 7, 1866, he
entercd the service of this rallroad as engineman on
Decerber 24, 1913. At the time of the accaident the
entire crow hed bacn on duty ~bout 25 hours, vrior to
rilch they had been off duty for 233 hours and 40 minutes
or more,

Respcectfully submitted,

W. P. BORLAID,
Director.



