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REPORT OF THE CHIEF OF THE BUREAU OF SAFETY IN RE INVESTIGA-~
TION OF AN ACCIDENT WHICH OCCURRED ON THE ILLIFOIS CENTRAL
RATILROAD AT DANIEL BOONE, KY., ON AUGUST 24, 1832

September 14, 1932,
Tc the Commission:

On August 24, 1923, there gas a head-end collission
bet¥een two freight trains on the Illinois Central Railroad
at Daniel Boone, Ky., which resulted in the aeath of 3 employees
and { trespasser, and the injury of 5 employees and 1 person
carried under contract.

Location and method of operation.

This accident occurred on that part of the Kentucky
Division extending between Central City and Paducab, Ky., a
distance of 98.1]1 miles. This 1s a single-track line over
which trains are operated by time-table and train orders, nDt
block-signal system being 1n use in the vicinity of the poin
of accident.  Approaching the point of accident from the
north, the tracX is tangent for a distance of 1,305 fTeef, h
followed by a ¢-degree curve to the right, 773 feet in lengti,
the accident occurring at about the center of this curve.t
Approaching thd curve from the south, the track 1s tangen
for about 2,300 feet. For half a mile or more On elt?BI
side of the point of accident the grade 1s descendlng 1ol

southbound traing, varying from O.4§ to 0.91 per cent. The
point of accident 1s 1/3 mile south of Dan.el Boone station
ard nearly 1 mile morth of the north switch at St. Charles,
it 18 nearly 1~1/4 miles from the north swaitch to the station
at St. Charles. . The weather was clear at the time of the
accident which occurred at about 5.08 p.m.

Descraption.

Southbound third-class freight train No. 197 consisted
of 15 cars and a caboose, hauled by engine 932, and was 1n
charge of Conductor Beaver and Engineman Walker. On ar-
riving at Nortonville, nearly 4 miles north of Daniel Boone,
the crew received train order No. 102, form 19, which read
inrpart as follows:

"Wo. 176 Eng.l1l513 wait at St.Charles
until 5.15 p-m. fpr No. 187 Eng. 9332."
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Southbound passenger t.ain lNo. 101 passed Jdortonville at 4.52
p-m., and train No. 197, azcording to the operatfr, d?parted
at about 4.55 p.m.; 1t stopped abcut 3 minuies at Daniel Boone,
and had attained a speed of about 35 miles an hour, intending
to go to St. Charles for train do. 176, wnen 1% collided with
that train.

Northbound second-class freight train No. 176 consisted
of 32 cars and a caboose, hauled by engine 1513, and was 1n
charge of Conductor MeDewell end Inginewsa Crain.  At. St.
Charles the crew received a copy of train order No. 103,
previocusly referred to, written on form 31. Passenger train
No. 101 left St. Charles at 5.03 p.m., and as soon as 1%
passed, train Hn, 176 backed out of the siding and proceeded
toward Daniel Boone, c¢olliding with train No. 197 while travel-
ing at a spged estimated to have been about 35 miles an hour.

Both engines remained upright, with only the leading
trucks derailed, but were Cconslderably damaged. Three cars
of train No. 197 were demolished, and two others damaged.
In train No. 176, four cars were demolished and five others
damaged- The employees killed were the conductor and a brake-
man of train No. 197, and a brakeman of train No. 176.

Summary of evidence.

Under the operating rules of this railroad, at meeting
polnta between trains of different classeg the infericr train
mist clear the superior train at least 5 minutes. Train No.
197, therefore, should have been into clear at St. Charles
not later than 5.10 p,m. Train No. 197 left Nortonville
close behind train No. 101, the operator thought 1t was about
4.55 p.m., the fireman said i1t was 4.54 p.m., while the
engineman and flagman said 1t was immediately after the de-
parture of train No. 101. The stop at Daniel Boone was
made for the purpose of taking!-on coal and unloading some
freight, and the train departed from there at a time esti-
mated by the crew to have been 5.07 or 5.08 p.m., with time
engadgh to reach the north switch at St. Charles, nearly
1-1/2 miles distant, before the departure of train No.l76,
but-without sufficient time to clear the main line 5
minutes before the time stated in order No. 102, as re-
quired by the rules.

Train No. 176 was backed out on the main track as gocn
as train ¥o. 10l left 5t. Charles, and according to the
cperator proceeded at about 5.06 or 5.08 p.m. Engine-
man Crain said severzl mimites were consumed in backing
out of the siding, and that he operated his train at a
speed of agbout 10 miles an hour to the north switch, a
distance of nearly 6,500 feet beyond the station, his train
passing the switch at 5.15 p.m., the time specified in
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the wait order. Fiieman 3rendon said 1t was 5.12 p-m. when
his train started to Leuk out of the passing track, Conductor
McDosell said 1t passed the north @vitch at 5.14 or 5.]5 p.m.,
while Elagman Szmith >acaght 1t passed the switch at 5.15 p.m.
The Flagmen later said he was 80 car-lengths sough of the
st1tch when he looked at his watch, whzle in another statsment
he sa>d he was some where near *he switch ana that the time
Jags H.14 p.m. Keither of the operators at Norsonville and
8%, Crerles was able to say khen the traing actually depaiied,
the switcnes being some distance beyoud the stations.

Two employees of the Sterling Coal Co., near the point
of collision, heard the sound of the impast and looked at
their watches, wnich were of relizble mamifacture, one of them
showed the time to be 5.10p.m., while the oirerd# showed 1%
to be 5.11 p.m. Conductor Ward, of scuthhound extra 2989,
was at St. Charles when train No. 176 departed, ard according
to bhis staterment 1t backed out of the passing track as soon
as train No. 101 left, proceeded rapidly and should have passed
the north switch at about 5.07 p.n.

When the watches of Brakeman Carr and Conductor Beaver
were removed from their bediec, 1t was found that the brake-
man's watch, after having pars2é through ths honds of serveral
people, showed the time t2 be between 5.15 and 5.16, while
the conductorfs watch had stopped between 5.C7 and 5.08/
Examination of the watches, hosever, showed that the brakeman's
watch would run when plazcec in a certain position, but the
hands of tne conductor’s watch were crushed into the dial,
and the vack of thd case was cmshed to such an extent as to
preclude any possibility of 1ts having been changed after the
accident.

Conclusions.

This accident was caused by the failure of the crew of
train No., 176 to wait at St. Charles until 5.15 p.m., as re~
Jquired by train order No. 103. A contributing cause Wwas the
attempt of the crew of trairn No. 187 tc reach St. Charles
without sufficient time to clear train No. 178 the 5 minutes
reduired by the rules.

The weight of evidence indicates that train lo. 176
backed out upon the main trackg at S%. Charles as soon as
train No. 101 passed that pcini, at 5.02 p.m., and then prou-
ceeded toward Nortonville without warting until 5.15 p.m. for
train No. 197. The evidence indicates that the crew of train
No. 197 were running on short time; they also ignored the re-
quirements of rule 91, which reads as follows:
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"Unless some form of block signals is
used, trains in the same dairection must keep
at least ten minutes apart, except in closing
up at staticns.#

Had this rule been observed train No. 197 clearly would not
have had time to reach St. Charles for train No. 176.

In this connection, attention is also called to the fact
that the departing times of these trains, as entered by the
opsrators at Nortonville and St. Charles, are erroneous. The
operator at Nortonville entered the departing time of train
No. 187 as 5.02 p.m., 10 mimites after train No. 101 passed,
and saxd 1t "as the practice to make such entries in the terri-
tory where rule 91 applies. The operator at St. Charles
showed tramn No. 176 as departing at 5.15 p.m., making thl?
entry while the train was backing out of the passing track,
acting on the supposition that the train would not pass the
north switch until that time.

This investigation discloses that there was an utter
disregard for the rules as far as time was concerned by
practically all the employees involved in this accident. The
crew of train No. 176 left St. Charles without waiting for
the time stated in train order No. 102 to expire, the operator
took the time of departure for granted without even walting
for the train to go before entering 1t on his record; the crew
of train No. 187 were running without sufficient time against
an opposing train and utterly disregarded the rTule regulring
trains in the same direction to keep at least 10 mimutes apart,
the operator at-Nortonville entered up the departure of train
No. 197 as 10 mimites after the departure of train No. 101
without regard to the actual time of leaving. It 15 apparent
from the nature and multiplicity of these wiolations of the
Tules that they are not of uncommon occurrence. Proper
supervision on the part of operating officials could scareely
have failed to disclose thd existence of such conditions.

It 1s also noted that the conductor of train No. 178
did not pergonally deliver train order No. 102 to his engineman,
as requlred by rules, but entrusted it tc the conductor of
another train for delivery. .

The circumstances attending this accident present an
extreme case of lax operating conditions which develop under
the train-order system of operation, and 1f future accidents
of this character are to be avoided, measurss should be taken
to i1nsure that the operating rules are adhered to. Had an
adequate block-signal system been 1n use, and the rules
governing its operation observed by all concerned, this accident
undoubtedly would not hawe occurred.
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Tne faremen 2. train No. 176 @as an inexperisaced man
ard tne conductor of %rain No. 197 had been promoted to tne
posltion of conguctor orly five days prior to tne accident,

. the other ewmplovees were experienced men.

The crew of train Jo. 1786 had been on duty lesg tnan
5 hours, after about 22 hours off duty. The cren ol train
do. 197 hag been on duty nearly 10 nours, after more tnan 9
acurs oif duty.
Respectfully submitted,
. W. P, Borland,

Chief, Bureau of Safety.



