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REPCRT CF THE DIRLCTCZ OF THE BUREAU CF SAFETY II RE
INVESTIGATICYH CF AM ACCIDENT WwiHICH CCCUREED OF
THE LCJUISVILLE & NASHVILLE Rf ILRCAD AT WEST
FRANKFCRT, KY., CN SEPTEMBER 7, 15<4.

Cotoper 17, 19234

To the Commission:

On September 7, 1934, there was a head-end collision
vetween a freight train of the Chesapeake & Chio Railway
and @ light engine of the Louisville & Nashville Rallroad
on the line of the last-namea carrier at West Frankfort,
Ky., @hich resulted in the aeath of three employees and
the injury of one employee.

Location anao method of operation

This accident occurred on the Lexington Branch of the
Louisville, Cincinnati & Lexington Division, which extends
between Lexington ana Lagrange, Ky., a distence of 87.3
miles, %t.a1s ba ng & single-track line over which trains
are operated by time-table ana train oraers, no olock-
signal system being in use. The point of accident was
apout half 2 mile south of west Frankfort passing track,
approachang this peint from the north beginning at the
south switch of the passing track there are 338 feet of
tangent, a curve of 20 8' to the left 752 feet in length,
885 feet of tungent, and & reverse curve first to the left
and then to the right having a total lengtn of 4,503 feet,
the length of the curve to the left being 2,539 feet. The
acclgent occurrea on %tais curve to the left, 340 feet from
1ts northern ena, &% a polnt where the curvature 1s 40 gB’'.
Approaching from the south there 1s a compound curve to the
left 2,712 feet in length, 338 feet of tangent, «nd then
the reverse curve on which the accigent occurred. The grade
from the north is generally descenaolng and 1s then 0.73 per
cent ascending for a short distance to the point of accident.
Approaching from the south 1t 1s descencing, then ascending,
and then 0.73 per cent descending for « short distance. The
View across the inside of the curve is restrictea to less
than 400 feet. The weather wnas clear at tae time of the
accident, anich occurred at 2.38 p.m.
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Deccription

Louisville & Nasghville light eungine 971, 1in charge of
Conductor Hodezrs anc Encineraa Kamenieh, wis engaged in
helping fre)gzab trains ana waas peing cperated as a wWork
extra. After assistiing a socuthosund Freight train from
Cliffside, whicn vs ncrbh of West Frankfors, to Sagaad,
which 1s 1%.5 ailes scath of West Frankfort, work extra 971
started toward West Frankfort, the engine being operated
backing up. A stop was mede at Gath, 8.9 miles from West
Frankfort, wherse tne conductor called the aispa*cher and
asked for orders against train first No. 137 and received
a train order, No. 334, on Form 31, to meet thut® tré:n ag
West Frankfort. This orcer was made complete at 2.230 p.m.
and the train proceeded, collicing with $rain first No. 137
before reaching West Fransfort while traveling &% & speed
estimated to have been about 18 miles an hour.

Chesapea<e & Chio second-glass freight train first
No. 137 conzisted of 20 cars and a capoose, hauled by engine
431, and was 1n charge of Conductor Carpenter ana Engineman
Muir. A% Lexington the crew recelves ameng otaners a copy
of train order No. 326, on Form 31, providang ik part for a
meet with work extra 971 at West Frankfort. ,Train first
ho. 137 passed West Frankfort without stopping, however, and
collided with work extra ©7)1 while travcling at a speed
estimated by the employees to have been from 10 to 1z
miles an hour.

The tender of engine 271 was practically demolisned,
while the engine was driven southsard a distance of 820
feet. Engine 431 was derailed and came to rest 330 feet
south of the point of collasion, whils the first car in the
train was demolished. The smployees killed were the engine-
man and fireman of train first No. 137 wna tiue fireman of
work extra 971.

Sumaary of evidence

Inaamich as work extra 971 was being operated backing
up, Engineman Kamenisa was on the ocutsicae of tne curve and
his first knowledge of anytming wrong wag when he received
a stop signal from Conductor RoGgers who was riding on the
foot-board of the tender, the collision cccurring before
the air brakes haa time to apply. Tne conductor said he
heard a noise as his engine was approaching West Frankfort
and soon afterwards saw the engine of train farst No. 137
approaching around the curve not more than six or seven
car lengtns distant, and he at once gave a stop slgnal to
his own engineman and jumped. In his opinion the engine
of train first No. 137 was working steam when the collision
oceurrsd.
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Conductor Carpenter, of train first No. 137, said Enginep
man Muir read the orders received at lexiagton and appeared
to understand tnem correctly. After departing from the
water tank at Frankfort the conductor and both brakemen were
riding on the rear platform »f the ceroose, the head brake-
man having looked over tne train as 1% pulled by him &and
then boarded the capoose. Conductor Carpenter said that
when appreoaching West Frankfort no signals were exchanged
w1tn the engine cres as is reguired by rule when approacining
a passing track, and that on account of cars on tnoe inside
of the curve he was not certain that extra 971 nad not pulled
in oh the stock track instead of on the passing track until
the caboose had reached the c¢learance point of the passing
track. He saia he then attempted %o enter the caboose for :
the purpose of stopping tne traln by means oi the conductor's
valve b1t that the door stuck, delaying him for several
seconds, ana thet the caboose was about 11 car lengths
beyond the passing track, moving at a speed of 30 miles an
hour, when he finally succeeded 1n applying the air brakes.
Although no previous difficulty had been experienced with
the brakes he said that on this occasion they did not seem
to take hold promptly, although the speed was reduced to
about 10 or 12 miles an hour at the time of the collision,
rnich occurred when his train had wmoved 1Q or 15 car lengths
beyond the point where the orakes were applied. The state-
ments of Head Brakeman Harnett and Flagman Watson practically
corroborated those of Conductor Carpenter.

L.perator pacobs, on duty at the yard where tne crew
of train first No. 137 received their orders, said the
orders were read 1n his presence by tne conductor and en-
gineman and he checked their reading of the orders as
being correct. Operator Jacobs noticeo nothing unusual
in their appearance or actions.

Mechanical Foreman Fuss sailg he founa the reverse lever
on engine 971 in back motion, four or five inches from the
center, the reverse lever on Chesapeake & Chic engine 431
#as apout 1n the center, while he was unable to tell wnether
the throttle was open or closea.

Car Inspector Eldridge, on duty at the yard where train
first No. 137 originated, said the train was tested from the
yard plant before the engine was coupled on, all the air
brakes being found in working order, and w~hen the engine
coupled to the train he notified the engineman accordingly.

Conclusions
Thas accident was caused by fallure to obey a meet

order, for which Conductor Carpenter ana Engineman Muir are
responsible.
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The sviaence sho s tnat tne crev cf troan first No.
137 receivec The order 1o ne~t the workh exTra at Lesy
Frankfort, thz orcer veing comered wra zpparentiy uncer=
stood by the riemoers of whe cvea, but after faxing warsr
at Frankfo-t tae train praceedsd and pasdsed wesh franlicil
without stoppring. No reasen can pe asslgnec Iy the Failure
of the engire crew %¢c ovey wue oruer, accorcing to the
statements cf wae trein cre.w they recaines on Ltae rear
plasform of tne carovose until 1t wase 2oout cppasit: hbe
clearance point of the south switen, and aeley vas then
encountered in opening tiae co ouctorfs valve On aclourny
of the aoor pnow opening rsadily, while toe broXes Q1% Lok
seem to take nole well afser t.e coacuctor's vilve had
oeen gpened.

Repardless ¢f the reasons thas advancea for tnzar
fallue t0 stop tneir traln before Tue coililsiol cocourred,
the evidence 1undicates taat tae «1r oprakes pau oeen Lested
before the departure of the treils ado that thsey aad worked
properly en route, ara had the mesbers of the traia crew
exchanged signals with the engine crew woen approaching the
passing track as recuired by rule, or hia any one of them
stationea himself wher:z he coulc have & better vies than
that afforded from the rear platform of %he capcose, 1t
1s probable the fact toat work extra S71 haa not arrived
woula have been aqlscoverec 1n ample %tixe to hove stopped
the train. Conductor Carpenter sas familizr with the
physical surrounalags, <new that none of the memoers of
tne train cred waes 1n position to see alheca, ana 1s eyuadlly
respt asivle wath Enginemen Muir for tae occurrence of this
accident.

The scheculed traffic on that pgart of ftne roau betneen
Lexangton anc Christianspurg, witaln w.1ch territory tals
accldent occeurrea, ccensists of 14 first-cless IT7Felns 4nag o
second-class trzins, exclusive of seCtions a.a extras.
Traffic of tnis density on = single-frack line &errents Lhe
installation of & bloc~signel system. Had on aceyuaiie
block-s1ipgnil system peen 1n use on this line, tais acciuent
PTobaoly woulc not have oClurred, an SaeLuate @atodatilc
traln stop or train control gevice would have prevented 1it.

With tne exception of the t.o orakezen of trein first
No. 137, the employees involvea w.ere experienced men. A%
the time of sccizent tone crew of train first Ko. 137 nac
been on duty aocut 3 aours aena tos ores ¢cf vork extra 2971
doout 5 hours, previous %o '21ca <1l of tasse employees had
been off auty 12 nours cr scre.

Respectfully subultteaq,

W. P. EORLAND,

Director
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