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INTERSTATE COM(ERCEZ COMMISEION

REPORT GOF THE LIRTCTOR OF THE BUREAU OF SAFETY IN RE INVESTI-
GATION OF AN ACCIDENT WHICH COCCURRED ON TEE ATLANTIC
COAST LINL NEAR BOFD'S MILL, FLA., ON APRIL 5, 1923.

May 1, 1923.
To the Commission:

On April 5, 1933, there w#as a head-snd colllsion between
an express trailn and a freight train on the Atlantic Coast
Line newr Bond's Mill, Fla,, ahicn resulted i1n the deatn of
one employee ang tne injury of two employees.

Location and method of operation.

This acciaent occurred on that parv of the Jacxksonville
District, Thira Division, extenaing between Jacksonville and
Senfora, Fla., a aistence of 134.3 miles, in the vicinity of
the point of accident tnis 1s & sinpgle=-trac< line over which
trains are operated by time-table ana train craers, nc block-
signal system being in use. The wccident occurred &t & point
apoLt 3,500 feet ncrtn of Bona's Mill station, procesaing
northsard from Bond's 111l staticn toward tae point of acci-
aent, the track 1s tangent for 370 feet, then & curve of 1°
to the right 8488 feet 1n length, anc 1s then tangent to the
poinv of accident, a distance of 1,285 feet, approaching the
point of acciaent from the north, the track is tangent Icr
over & mile, the grade i1n this vicinlty 1s practically level.
The wealher was clear at the fime c¢f the accident, which
dcovrred at S.234 a.m.

Description.

southbound express train secona No. 83 consisted of 13
exXpress Curs, 4 deaaheau Pullman cars &nd 1 passenger cozoh
usea &s a cabooge, in the crder named, hauleu by enging <430,
and was 1n charge of Conauctor Monger anc Engineman Wells.
This train left Jucksonville, April 4, at 11 p.m., one hour
late, and arrived at Seville, 17 miles north ¢f ths point of
a¢cident, at 1.53 a.m., where train oraers No. &, on Form 19,
and Fo. 10, on Form 31, were received, train oraer No. 1C
reading &g follows:

"2na No.83 wait at Deleon Springs until
3.30 a.m. for Extra 430 north."



®

Train second No. 83 left Seville at 3.03 a.m., one hour
ana one mwinute late, passed thne scuth switch cof tne psssing
track at Delecn Springs at .31 a.m., ana colliaed witn north-
bound extra 430 at a pcint 4,997 feet beyona the south switch,
wolle travelang abt a speed of apgout 10 wiles an hour.

Northbound freight toain extra 430, consisting ol 44 cars
and & caboose, haulea by engine 430, 1in charge of Conductox
Christy and Erngineman Tyre, left Rands Yard, ESanfora, accord-
ing %o trein sheet, at 12.35 a.m., and arrived a1t Delana,

8.2 miles soutn of Deleon Springs, at l.44 a m. where train
order No. 10, previously Quotea, writien on Form 19, wmas re-
ceived; extra 430 departed from this pcint at 1.58 a.nm.,
according to the train sheei, and collided with train second
No. B3 at a point about 1/2 mile norta of Bond's Mill, while
traveling at a speed estimated tc have peen between 30 and 40
miles an hour,

Both engines remained upright, with oniy the forward pony
truck wheels of engine 425 derziled. The first car 1n train
seccnd No. 83 was aestroyed, while tae first 12 cars oi extra
430 were deralled and shrown to ooth siaes of the track, being
practically aemolished, The employee killea was tne fireman
of exura 430.

Summary of evidence.

Enginemen Wells, of train second No. 83, statea that at
Seville the hesd trakeman delivered traln oruers Nos. 9 and
10, ahicn ae read, but for some reason, which he coulc not
e¥xplain, misread train crder No. 10 as 2.30 a.n. insteac of
2:30 « m., naking the same mistake each of the Two times he
read tnis orger between Ssville and Velzon Spriags. He saig
that he diu rot show or read tae orders eitner tc tne head
braferan or to the fireman, explzining tnat he haa discovered
toe fireman to oe somewhat 1lliterate, not appearing tc unagr-
stand otner oraers he had handed him t¢ read, he had, tnsre-
fore, aaopted tne plan of only telling the firemen tne meaning
of orders received, but on this occasion he saia ne failed to
adyuaint either {the fireman or head brakeman wiin the contents
of toe cruers recelved at Seville, and ccula advance no reason
for this orissiom. He stated thnat after having passed Delecn
Springs & uistance of about one-fourth mile, wshile tzeveling
2%t a spesd of aoout 50 miles as hour, he saw ths refliection
cf & light on tne rails on &necurve ahead, and imnediately ap-
plied the air brakes 1n emergency. He remained cn che engine
urtil within tvo cac lengths of the approaching train, at whieh
tire speed had ocen reduced to about B or 10 miles an hour,
and pumped just before the collision cccurrea. He further
stated he didyfeel the air brakes applied on the train prior
te the tiuwe n%\applled them himgelf.
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Fireran Mayo said the engineman tola nim tney were to
meet train first No, 82 at Orangs City Junction, but did not
mention any other orders, and the first he knew of anything
wrong was when the englneman applied the alr brakes 1n emer-
gency, at which time he was on the deck of the engine. His
other stacements practically corrovorated those cf the engilne-
man, ana the same 1s true of the statements of Head Brakeman
Scott, wno was riding on the engine. The neaa brekeman also
sa1d the conductor dia not tell him the contents of the traln
orders, also that ne did not know anything about the brakes
being applied from the rear of the train.

Conductor Monger, of train second No. 83, statea that at
Seville, 1in orcer to save time, he delegated the heaa orakeman
to deliver the train orders tc the engineman. When the train
departed, he rode i1n the head Pullman car, which was the fourth
car from the caboose, but later returned to the Pullman car
next to the caboose, and was in that car approaching Deleon
Springs. As the train was passing the station he went to tae
rear platform and opened the left vestibule aocor, on which
gide the passing track at this station is located, to ascer-
tain whether extra 430 had arrived at Delson Eprings for his
tralin. When within four or five car lengths of tne leaving
end of this passing track he discoversd extra 430 had not
arrived and that his traln was leaving aheac ol the time
specifiead in train order No. 10, ana sala he 1mmeniately went
inslae of the Pullmancar and applied the air brakes by ogening
the conductor's emergency valve, he estimated tne speed to
have been 50 miles an hour while passing Deleon Springs. He
further sa1d 1t hac nct oeen his practice to have the head
braleman deliver orders to the engineman, and advanced no

reason for hig failure to showa the flagmen the orders recelvea
at Sevilie.

Flagman Gillon, of train second No. B3, statea that tne
conducter bhad shown him &all orders received at JacXsonvilie
and other polnts on the trip, but dia nct show him the crders
received at Seville, as theconauctor did not return to she
caboose after leaving that stetion.

Enginemen Tyre, c¢f extrae 430, stated that upon arriving
at Deland, the train sas pulled in on the sialing to meet Truin
tirst No. 83. Train Order No. 1U, on Form 19, was receivaa,
the head brakeman aelivering the order, and &s soon «s Tlwli
first No. 83 arrived, tne trazin again entered the maln track,
departing from Delanc, according to his statement, at 2 «.z.
Although Deleon Springs 1s 8.2 riles distent, he conslasred
he had ample time to pe into clsar at that point at 2.30 ..
for seconc No. 83, extra trains being requlred to clewr tne
time of regular trains 10 minutes. He stated tnat upon puss-
ing Glenwooa, 5.3 miles from Deleon Springs, on a uescenaling
grz0e, he had wttainea a speed of wbout 35 or 40 miles wn
hour, he noted that 1t was 2.16 a.m., ana realizing the tims
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would be short in clearing train second No. 83 by 10 minutes
at DelLeon Springs, be instructed the head brakeman %o ?ave
flagging ewuipment ready ana to be prepared to go forward

and flag that train as soon as he had opened ?he switch.

When approaching the curve just north of Bond's 11l station
he observed the reflection of a headlight on the track ahead,
thought 1t was the headlight of train second No. 83, awaiting
their arrival at Deleon Springs, and made a light application
of the air brakes. He estimated that train secona No. 83 was
only five car lengths distant when he realized 1t was apppoach-
ing ana had passed Deleon Springs, and at onee applied tae
alr brafes 1n emergency. He estimated the speed at the time
of the accident to have been 30 or 30 miles an hour.

The statements of Head Brakeman Thursby agreea with those
of Engineman Tyre, while those of Conductor Christy and Flag-
man Sheoemaker added nothing of importance.

Conclusions.

This accident was caused by the failure of train second
No. 83 to wait at Deleon Springs until 2.30 a.m. for extre
430, for which Conductor Monger and Engineman hells are
Iesponasible. A contrabating cause was the operation of extra
430 on short time apainst train second No. 83, for which
Conductor Christy and Engineman Tyre are responsible.

Engineman Wells misread tne train order he nad received,
and was of the impression his train was to wait for extra 430
until 2.20 a.m., i1nstead of 2.30 a.m., he acknowledged his
responsibility ana was unable to offer any explanation as to
now he happened to make tne mistake. The evidencse clearly
indicates that Conductor Monger was not giving proper atten-
tion to his duties, and 1f he applied the air brakes at all
1t must have been done at about the time tne englneman applied
them, at wnich time the train sas some distance beyond the
point at which 1%t shoula have stopped and waited for extra 430.

The crew of extra 430 were of the opinion wshen leavang
Delanc that their train would have time to reacn Deleon Springs
énd be into clear 10 minutes before train secona No. 83 was
due to leave that pcint on 1ts wait order. But when passing
Glenwood, the engineman, at least, realized that he did not
have sufficient time and told the head brakemazn to be ready
with flagging eguipment as soon as the train reached Deleon
Springs. When 1t was found that extra 430 aid nct have tlme
tc reach Deleon Springs, the train should not have proceeded
except under flag protection.



The tegtimony of the various employees 1s to the effect
that 1t 18 not the practice for brakemen to deliver traln
orders to enginemen, ye? in this cadse train oTraers were ae-
livered te the engineman of each train by a prakeman, in-
cluding an order on Form 33, the errcr 1n readlng which
primarily resulted in the cccurrence of this accident.

The majority of the enployees also sald 1t 1s not the praciice
to use the 10 miputes clearance time unless unaer flag pro-
tection. Ore of therm, however, statvted that the full time

was usually used, anc in this particular case the regyulrements
of the rules were noit oecserved by tae crew of extra 430 in
their atterpt to reach Deleon Springs, and a check of tne
train sheet also shows that extra 430 arrived at Delana at
1.44 a.m., only seven minutes before train first No. 83 .mas
aue to leave tnat polnt, as & matter of fect train first No.
83 arrived at Celand at 1.51 &.m. ana eeparted at 1.55 a.m.

In connection with this use of the 10 minutes clearance time,
attention 1s also called to the fact that a bulletin was
issued by Trainmaster Hansell on February 18, 1943, reading
ag Tollows:

"ALL CCNDUCTORS AND ENGINEERS:

It has been brought to my attvention
that close runs are being made by inferior
tralns against superior trains. In other
words, W"SMOKING IN.™ This 1s dangerous 2ad
the commany aoes not expect such chances to
be taken. You are liable to kill your very
vest friend ana destroy & lot of valuaonle
property as well as Jlose your job that you
have worked for, for years.

Stop making these close rung vefore

you are sorry."

In response to Questions, however, Trainwaster Hansell
sald he had i1ssued this oculletirn merely as & safety measure,
and that ae had not observed any infractions ©f the clearance
ruls prior to the 1ssuance of the bulletin.

From the facts developed as & result of this investilga-
tion, 1t 1s not believed that the rules referrea to c«bove are
Tigidly observed ana cbeyea by the enplovees or properly en-
forcea by the otficials, and prompt ana elificlent msasurss
shoculu pe taken by the supervising oificilals of this railroad
to see that these and ell other rulss affecting the safe oper—
ation of trains be observed arna cheyed by all concerned.

Had an adeyvate block system been in use on tals line this
accldent would unocoubtealy have been prevembted.

The emplcyzes involved were experienced men, at the time
of the accident none of them nad been on cuty in violation of
any oi the provisions of the hours of service lew.

Respectfiully submitted,

W. P. BORLAND,
Director.



