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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BURTAU OF SAFETY IN RE
INVESTIGATION OF Al ACCIDENT WHICH OCCURRED ON
THE FLORIDA EAST COAST RAILWAY NEAR BUNNELL,
FLA., ON MAY 3, 1930,

June 14, 1930.
To the Commigsion:

On Mey 3, 1930, there was a collision between a
mixed train and a freight train on the Florida East Coast
Railway near Bunnell, Fla,, which resulted in the death
of one passenger, and the injury of eight passengers, six
employees, and three persons carried under contract.

Location and method of operation

This accident occurred on the Second District of the
Northern Division, which extends between St. Augustine
and Bunnell, Fla., a distance of 49.9 miles. In the vi-
cinity of the point of accadent, this 1s a single-track
line over which trains are operated by time-table and
train orders, no block-signal system being in use. The
accident occurred at a point 1.18 miles north of the sta-
t1on at Bunnell; approaching this point from the north,
the track 1s tangent for more than 1 mile, followed by a
30 curve to the right 1,474.4 feet in length, including
spirals, and then tangent track for a distance of 1,938.1
feet, the accident occurring on this latier tangent at a
point 161,4 feet from 1ts northern end. Approaching from
the station at Bunnell, the track 1s tangent for a dis-
tance of 23,6870.,4 feet, followed by a reverse curve which
consists of a 3° curve to the right 1,851.1 feet in
length, including spirals, the north spiral extending
about 100 feet into a 2° curve to the left 239.6 feet in
length, and then the tangent track on which the accident
occr red. The grade 1s practically level at the point of
acciuent.

Due to trees located on the right or inside of the
3° curve north of the point of accident, the view 1s Tre-
stricted to 1,800 feet for a southbound train until the
train has reached a point about half way around the curve,
where a view can then be had for about three-fourths of
a mile.

The weather was clear at the time of the accident,
which occurred about 6,13 a.m.
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Description

Southbound freaight train extra 807 consisted of &9
empty refrigerator cars and a caboose, hauled by engine
B07, and was in charge of Conductor Buie and Engineman
Woods, This train departed from South Bowden, the last
open office, 78.4 miles north of Bunnell, at 12,50 a.m.,
stopped for water at Neoga, the last stabtion at which 1%
could have cleared for train No. 46, located 4.4 miles
north of Bunnell, and was approaching Bunnell when 1t
collided with train No. 48 while traveling at a speed
estimated to have been beitween 20 and 35 miles per hour.

Northbound mixed train No. 46 1s operated from Bun-
nell to San Mateo Junction, a distance of 23,8 miles, as
a back-up movement, there being no facilities at Bunnell
for turning engines or trains, or for the engine to run
around a train, On the day of the accident there were
no freight cars in the train which consisted of two
coaches, one baggage car, and one mail car, 1n the order
named, pushed by engine 96, headed south, and was 1in
charge of Conductor Roberts and Engineman Owen. All the
cars were of steel-underframe construction, with wooden,
steel-plated superstructures. This train departed from
Bunnell, 1ts initial terminal, at 6.10 a.m., on time,
and was traveling at an estimated speed of 25 or 30 miles
per hour, when 1t collided with extra 807.

Engine 807 telescoped the first car of train No. 46
practically 1ts entire length; this coach was demolished
and the engine was quite badly damaged. The tender and
first four cars of extra 807 were not damaged, but the
next nine cars were more or less damaged, five of them
being destroyed. The second and third cars in train No.
46 received no damage, while the fourth car and the en-
gine were slightly damaged. The employees injured were
the conductor, engineman, fireman, flagman, and baggage-
man, of train No,., 46, and the head brakeman of extra BO7,

Summary of svidence

Engineman Woods, of extra 807, stated that he com-
pared his watch with the standard clock at South Bowden
and there was a difference of 5 or 8 seconds, and he also
compared his watch with Conductor Buie's and there was a
variation of 13 or 15 seconds. The fireman also looked
at his watch but the engineman did not notice what time
was shown by the fireman's watch. Engineman Woods said
that upon leaving Neoga, he looked at his watch, at which
time 1t was between 5.49 and 5.50 a.m., and he figured
he had sufficient time to go to Bunnell for train No, 46,
although he knew he would lack a minute or two of being
into clear within the 10 minutes required by the rules,
Nothing was sBaid by any one at any time as to where iraln
No, 46 was to be met., Upon rounding the curve approaching
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Bunnell, moving at a speed of about 30 or 35 miles per
hoyr, he saw the coaches of train No. 46, about 35 car-
lengths distant, and at once applied the air brakes in
emergency and shut off steam, and he thought the speed
had been reduced to 35 or 30 miles per hour at the time
of the collision. Engineman Woods said that several
minutes after the occurrence of the accident, he looked
at his watch and found that 1t had stopped, but he did
not noticethe time; he shook it and it started agein.
Some time later he met Superintendent Pooser and compared
time and his watch was then four or five minutes slow.
Engineman Woods said he had wound his watch twice during
the previous evening, and that 1t had not stopped on ac-
count of being run down. It was last cleaned in Febru-
ary, 1929, and he had not experienced any trouble with
1t, nor did he remember of having broken the crystal at
any time. Upon his arrival at New Smyrna after the ac-
cident, Engineman Woods took his watch to the watch in-
spector to ascertaln the cause of its stopping and upon
examination the watchmaker found some small pieces of
glags and a small shaving of nickel in the works, which
the watchmaker informed him might have caused 1t to etop.
Engineman Woods further stated that the air brakes had
been tested at Bowden Yard and they were reported to him
as operating properly, and when he made the stop at Neoga
water tank, using the sutomatic brakes, they funstioned
properly.

Fireman Woods, of extra B07, stated that he compared
time with the engineman and conductor before leaving Bow-
den Yard; he did not remember the variation, but thought
there was not as much as a minute between any of the
watches compared. Near Neoga, the engineman looked at
his time-table and watch, and said he had time to go to
Bunnell for train No. 46, but the Tireman did not look at
his own watch or time-table, taking the engineman's word
for 1t, Fireman Woods said that upon approaching the
point of accident, the train was traveling at a speed of
about 30 or 35 miles per hour, and the first intimation
he had of danger was when the engineman applied the air
brakes; he did not know whether or not i1t was an emergen-
cy appilcatlon, nor did he know whether the engineman
ghut off steam or reversed the engine. The engineman
wag excited and was about to get off the engine when the
fireman looked out and saw the approaching train, which
was very close at that time.

Conductor Buie, of extra 807, stated that he com-
pared time with the standard clock at Bowden Yard and
alsc with Engineman Woods and other members of the crew
before leaving that terminal, and that the greatest vari-
ation in any of the watches did not exceed 20 seconds,

He did not consult his time-~table during the trip except



—5~

upon leaving Palatka, 35.2 miles north of Bunnell, at
which time he checked for two overdue trains, but train
No. 46 never entered his mind and he did not check
against that train. He was riding in the caboose ap-
proaching the point of accident and the train was travel—
ing at a speed of about 30 miles per hour when the brakes
went into emergency. Conductor Buie thought the train
had parted? and 1t did not occur to him that they had
collided with train No. 48 until he saw the wreckage
ahead. He estimated the train traveled a distance of
about 15 car-lengths after the brakes were applied. Con-
ductor Buie further stated that he was not engaged in

any other duties and could ascribe no cause for his fail-
ure 1in observing the schedule of train No, 46. He also
stated that he looked at his watch upon leaving the water
tank at Neoga and 1t was then 6 a.m., as against 5.49 or
5,50 mem. according to the engineman's watch.

Brakeman Disbennett, of extra 807, who was injured
in the accient and confined to the hospital at St. Augus-—
tine, stated that he looked at hie time-table upon leav-
ing Hastings, 32.9 miles north of Bunnell, =nd saw that
train No. 46 was due out of Bunnell at 6.10 a.m., and up-
on leaving Heoga he glanced at his watch and figured they
had 18 minutes to go to Bunnell for train No, 46, but he
could not recall just what time his watch showed; accord-
ing to his estimate of 18 minutes, however, 1t wmust have
been 5,52 a.m, at that time. He did not have any conver-
sation with the engineman regarding the meeting point
with that train, nor did he see the engineman consult
ei1ther his watch or time-table when leaving Neoga, and
he himself did not have train No. 46 1in mind agein until
the accident occurred. Brakeman Disbennett saild that ap-
proaching the point of accident he was riding on the sand
box of the tender, directly bvehind the engineman, and as
the engine took the elevation of the curve the jar was
such that he got off the sand box and about that time the
engineman made an emergency application of the air brakes
and sa1d they had better get off. Brakeman Disbennett
then looked ahead and saw train Wo. 48 about 2Q or 25
car-lengths distant, and by the time he jumped from the
engine the other train was sbout 4 car-lengths distant.
He thought the speed had been reduced from 30 or 35 miles
to 18 or 30 mileg per hour at the time of the collision.

Flagman Turwan, of extra 807, stated that he com~
pared time with the standard clock at Bowden Yard and
with other members of his crew, except the fireman, and
that the maximum variation of watches was 3C seconds. He
was riding in the cupola with the conductor, and sald 1t
was about 5.57 a.m, when they stopped for water at Neoga
and that they were at that point about five or six min-
utes, but 1t never occurred to him at any time to check
train No. 48, that being a duty he left entirely to the
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conductor. Flagman Turman also estimated the speed of
the train at the time the emergency application was made
to have been 30 or 35 miles per hour, and said that the
train traveled asout 15 car-lengths after the application
was made.

Middle Brakeman Brannon, of extra 807, stated that
he did not remember any variations in the watches when a
comparison was made before leaving Bowden Yard except
that his watch was four or five seconds slow with the
conductor's. Due to Brakeman Brannon's 18-hour period
having expired at 5.30 a.m,, he was relieved from duty
Just prior to that time and was asleep in the caboose at
the time of the accident.

Engineman Owen, of train No, 46, stated that a teér-
ninal air-brake test was not made at Bunnell, but upon
departing from that point he made a running test of the
brakes and received a signal from the flagman on the first
car, which he answered, and he thought his train had at-
talned a epeed of 35 or 38 miles per hour when he saw ex-
tra 807 approaching, at which time 1t was about 600 or 700
feet from the leading car in his train, He immediately
made an emergency application of the air brakes and Te-
versed the engine, and thought the speed had been reduced
to about 30 miles per hour at the time of the collision.
Engineman Owen further stated that the brakes might have
been applied from the first car in the train at the same
time he made the application by means of the brake valve,
but that he cobtained a full brake-pipe exhaust, which in-
dicated to him that the application was accomplished
through the brake valve.

The statements of Fireman Phillips and Conductor
Roberts, of train No. 46, brought out nothing additional
of importance, except that Conductor Roberts said upon
leaving Bunnell the flagman was on the platform of the
first car in the train and he heard him sound the whistle
sSignals for street croseings north of Bunmell. Conductor
Roberts also stated that the flagman is instructed to be
1n pesition on the platform of the leading car in order
to operate the back-up hose, and has no other duties to
perform while the train 1s moving in this territory, and
that he himself rides with the flagman whenever his other
duties will permit. He also said that a terminal air-
brake test was not made at Bunnell,

Flagman White, of train No. 48, stated that upon
leaving Bunnell he took his position in the front vesti-
bule of the first ocar, in order to operate the back-up
hose, He sounded whistle signals for the street cross-
ings north of the station, and gave the engineman a hand
signal after the running test of the air brakes was made,
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Upon leaving the reverse curve south of the point of ac-
cident, and reathing a point where he could see the full
length of the 1236-foot tangent, he stepped inside of the
coach to dispose of a pad of wheel-report blanks, and as
he turned to open the door to return to the vesctibule he
saw extra 807 approaching, not more than 15 car-lengths
distant. He reached up and opened the conductor's emer-
gency valve which was located directly above his head,

and then ran back toward the other end of the car, the
colligion occurring almost immediately; he said that the
engineman might have applied tne brakes before he opened
the valve. Flagman White estimated the speed of his irain
to have been about 30 miles per hour, and he did not fthink
he had his eyes off the track more than 15 seconds while
he went inside the car.

The statements of Baggageman Guest, who was Tiding
in the baggage car of train No, 46, and Mr. Clements, a
fruit fly inspector, who was riding i1n the first car,
added nothing of wmportance.

Mr. Guzzell, watchmaker of New Smyrna, stated that
he made an examination of the wasch of Engineman Woods
after the accident and found some small particles of glass
and a small piece of nickel machining in the movement; 1n
addition, there was some rust on the over—-coll of the hair
spring 1n two places, and also some rust on the second
coil; he saild that the rust would not cause the watch to
stop, but that the broken glass or piece of nickel could
cause 1t to stop 1f 1t became lodged in certain places 1n
the mechanism, in which event the watch would start again
1f the pleces were dislodged by a violent jerk. It was
his opinion that the broken glass had gotten into the
watch from a broken crystal, but that the piece of nickel
was from factory machinings and had been in there since
the watch left tne factory.

Superintendent Pooser stated that sometime after the
accident he arrived at Bupnell and questioned Conductor
Buie and Englneman Woods a8 to the cause of the accident,
Conductor Buie stating that he overlooked train No. 46 en~
tirely and Engineman Woods stating that his watch had
stopped. Superintendent Pooser sald he asked 1o see the
engilneman's watch and 1t was then running; he compared
1%t with his own watch and it was 4 minutes and 40 seconds
elow, ard on comparing hls own watch with a standard clock
he found it to be 10 seconds fast.

The inspection cards covering Engineman Woods' watch
showed nine comparisons covering a period from December
18, 1989, to April 29, 1930, six of these showing the
walch on time, one recording 1t as being 10 seconds slow
and on Lwo occasions 1l was 20 seconds slow. After this -



-

watch had been inspected by the watchmaker, a check was
made covering a period of 59 hours, and during that time
the watch lost 2 minutes and 50 seconds.

Conclusions

This accident was caused by the operation of extra
807 on short time against an opposing superior train.,

The rules provide that extra trains must clear the
time of opposing regular trains not less than 10 minutes,
Engineman Woods, of extra 807, stated that when he looked
at hie watch at Neogs, the last point at which he could
have cleared for train Wo. 46, 1t was between 5.48 and
5.5C a.m., and he admitted knowing then that he could noj
clear at Bunnell within the 10 minutes reguired by the
rule. After the occurrence of the accident 1t was found
that the engineman's watch had stopped, and examination
by a watchmaker disclosed eusall pileces of glass and nickel
machinings which could have caused 1t to stop. It 1s pos-
sible, therefore, that Engineman Woods! watch had stopped
or was keeping lnaccurate time upon leaving Heoga, as Con-
ductor Buie said his watch showed & a.m. upon leaving that
point and Flagman Turman said he looked at his own watch
when they arrived at Neoga and 1t was then 5.857 a.m. and
he thought they sitopped there about five or six minutes;
the statements of these latter two employees, of course,
conflict squarely with the statement of Brakeman Disben-
nett that they had 18 minutes when leaving Keoga. But
even 1f the engineman's watch had stopped, still 1t showed
a time which did not permit him to go io Bunncll agalins?t
train No. 46, while Fireman Woodg, of extra 807, made no
attempt to lock at his own time-table or watch, but took
the engineman's word for 1t. Brakemen Disbtennett knew
the time was short, as he said they had 18 minutes in
which to go to Bunnell, while Conductor Buie and Flagman
Turman, of extra 807, both admitted they overlooked train
No. 46 entirely, offering no excuse for their failure.

Had any one of the members of this crew properly per-
formed his duty, checked the time~table, and discussed
the point where train No. 43 was to be met, there 1s no
doubt but that thie accident would have been prevented;
instead of doing that, however, the safe operation of the
train was lefi to the engineman, and 1t appears that he
figured upon running on short time.

Train No. 46 had been operating for over a year 1in
this territory as a back-up movement. If 1t were deemed
impractical to provide a wye, which would not be difficult
at Bunnell, a new crossover could be put 1in which would
permit the engine to be run around the train and placed
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on the forward end. Had the engine been hauvling the
train i1n this case, and the engineman observed the op-
posing train at the saune distance, he would have had
considerably more space in which to reduce the speed,
or stop his train,

All the employees 1involved were experienced men,
and at the time of the accident none of them had been
on duty in viclation of any of the provisions of the
hours of service law,.

Respectfully submitted,
W. P. BORLAND,

Director.



