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INTERSTATE COMMERCE COMMISSION 

REPORT CF THE DIPLCTCR OF THE BUREAU CF SAFETf IK RE 
INVESTIGATION CF A?T OCCIDENT WHICH OCCURRED Of 
THE LOUISVILLE & NASHVILLE RAILROAD AT WEST 
FRANKFORT, K Y . , ON SEPTEMBER 7, 1334. 

October 17, 1924 

To the Commission: 

On September 7, 1934, there uas a head-end c o l l i s i o n 
between a f r e i g h t t r a m o f the Chesapeake & Ohio Railway 
and a l i g h t engine of the L o u i s v i l l e & N a s h v i l l e Rai l road 
on the l i n e o f the last-namea c a r r i e r at West Frankfor t , 
K y . j which resul ted m the death of three employees and 
the in jury o f one employee. 

Locat ion a,nc method o f ope ra t ion 

This acc ident occurred on the Lexington Branch o f the 
L o u i s v i l l e , Cincinnat i & Lexington D i v i s i o n , which extends 
between Lexington and Lagrange, K y . , a dis tance of 67.3 
m i l e s , t n i s bta rig a s i n g l e - t r a c k l i n e over which t r a m s 
are operated by t ime- tab le and t r a m o roe r s , no o l o c k -
s i g n a l system being m use . The pomt o f accident was 
aoout ha l f a mi3e south of west Frankfort passing t rack , 
approaching t h i s po in t from the north beginning at the 
south switch o f the passing t rack there are 338 f e e t o f 
tangent, a curve o f 3° 8 1 t o the l e f t 752 f e e t in l eng th , 
885 f e e t of tangent, and a r eve r se curve f i r s t to the l e f t 
and then to the r i g h t having a t o t a l l engtn o f 4',503 f e e t , 
the l eng th of the curve to the l e f t be ing 2,539 f e e t . The 
acc ident occurred on tn is curve to the l e f t , 340 f e e t from 
i t s northern end, a t a poin t where tne curvature i s 4° 2 6 1 . 
Approaching from the south there i s a compound curve to the 
l e f t 3,719 f e e t in l eng th , 368 f e e t of tangent , and then 
the r eve r se curve on which the acciaent occurred . The grade 
from the north i s gene ra l ly descending and i s then 0.73 per 
cent ascending f o r a short dis tance to the po in t of accident* 
Approaching from the south i t i s descending, then ascending, 
and then 0.73 per cent descending f o r a short d i s tance . The 
view across the ins ide of the curve i s r e s t r i c t e d to l e s s 
than 400 f e e t . The weather was c l e a r at tne time o f the 
acc ident , mmch occurred at 2.38 p.m. 
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Desc r ip t ion 

L o u i s v i l l e & N a s h v i l l e l i g h t engine 971, i n charge o f 
Conductor Rodgers ana Engineman Kamemeh, was engaged in 
he lp ing f r e i g h t t r a i n s aria A as being operated as a, work 
ex t r a . A f t e r a s s i s t i n g a southocund f r e i g h t t r a m from 
C l i f f s i d e , whicn i s north of West Frankfor t , to Bagaad, 
which i s 12-5 miles soa th of West F ^ a n K f o r t , work e x t r a 971 
s t a r t ed toward West Frankfor t , the engine being operated 
backing up. A stop uas mace at Gath, 8.9 mi les from West 
Frankfor t , where tne conductor c a l l e d the Dispatcher and 
asked f o r orders agains t t r a m f i r s t No. 137 and rece ived 
a t r a i n order , No. 334, on Form 31, to meet that t r a m at 
West Frankfor t . This oraer was made complete at 3.20 p.m. 
and the t r a i n proceeded, c o l l i a m g with t r a m f i r s t Mo. 137 
before reaching West Frankfort while t r a v e l i n g at a speed 
est imated to have been about 18 miles an hour. 

Chesapeake & Ohio second-class f r e i g h t t r a m f i r s t 
No. 137 consis ted o f 20 cars and a caboose, hauled by engine 
4:31, and was m charge of Conductor Carpenter ana Engmeman 
Muir. At Lexington the crew rece ived among otners a copy 
of t r a i n order Mo- 325, on Form 31, p rov id ing in par t f o r a 
meet with work ex t ra 971 at west Frankfor t . , Tram f i r s t 
ho. 137 passed West Frankfort without s topping, however, and 
c o l l i d e d with work ex t ra 971 while t r a v e l i n g at a speed 
estimated by the employees to have been from 10 to 13 
miles an hour. 

The tender o f engine 971 was p r a c t i c a l l y aemolisned, 
while the engine t.as d r iven southward a d is tance of 690 
f e e t . Engine 431 was de ra i l ed and came to r e s t 330 f e e t 
south of the po in t of c o l l i s i o n , whi le the f i r s t car m the 
t r a m was demolished. The employees k i l l e d were the engine-
man and fireman o f t r a m f i r s t Bo. 137 ana the fireman of 
work ext ra 971. 

Summary of evidence 

Inasmuch as work ex t ra 971 was being operated backing 
up, Engineman Katnenisn was on the outsiae o f tne curve and 
his f i r s t knowledge of anything wrong was when he r ece ived 
a stop s i g n a l from Conductor Rodgers who was r i d i n g on the 
foot-board o f the tender , the c o l l i s i o n occurr ing before 
the a i r brakes haa time to app ly . Tne conductor saia he 
heard a noise as his engme was approaching West Frankfort 
&nd soon afterwards saw the engine o f t r a m f i r s t Mo. 13? 
approaching around the curve not more than s i x oT seven 
car lengths d i s t an t , and he a t oiice gave a stop s igna l to 
his own engineman and jumped. In his op in ion the engine 
of t r a m f i r s t No- 137 was working steam when the c o l l i s i o n 
occurred. 
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Conductor Carpenter, of tra in f i r s t No. 137, saia Enginep 
man Muir read the orders received at Lexington and appeared 
to understand tnem correct ly . After departing from the 
water tank at Frankfort the conductor and both brakemen were 
r id ing on the rear platform of the caboose, the head brake-
man having looked over tne t r a m as i t pulled by him and 
then boarded the caooose. Conductor Carpenter said that 
when approaching West Frankfort no signals ftere exchanged 
witn the engine crew as is required by rule when approaenmg 
a passing track, and that on account of cars on tne inside 
of the curve he was not certain that extra 971 nad net pul led 
in oh the stock track instead of on the passing track u n t i l 
the caboose had reached the clearance point of the passing 
track. He saia he then attempted to enter the caboose for 
the purpose of stopping tne train by means of the conductor's 
valve tu t that the door stuck, delaying him f o r several 
seconds, ana that the caboose was about 11 car lengths 
beyond the passing track, moving at a speed of 30 miles an 
hour, when he f i n a l l y succeeded m applying the a i r brakes. 
Although no previous d i f f i cu l ty 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 13 miles an hour at the time of the co l l i s ion , 
wmch occurred when his t ra in had moved 10 or 15 car lengths 
beyond the point where the crakes were appl ied. The state­
ments of Head Brakeman Harnett and Flagman Watson prac t i ca l ly 
corroborated those of Conductor Carpenter. 

f operator jacobs, on duty at the yard where tne crew 
of t r a m f i r s t No. 137 received their orders, said the 
orders were read in his presence by tne conductor and en­
gineman and he checked their reading of the orders as 
being correct* Operator Jacobs noticed nothing unusual 
in their appearance or actions. 

Mechanical Foreman Fuss saia he founa the reverse lever 
on engine 971 m back motion, four or f ive inches from the 
center, the reverse lever on Chesapeake & Ohio engine 431 
was aoout m the center, while he was unable to t e l l wnether 
the thrott le was open or closea-

Car Inspector E ldndge , on duty at the yard where t r a m 
f i r s t No. 137 originated, said the tra in was tested from the 
yard plant before the engine was coupled on, a l l the a i r 
brakes being found m working order, and when the engine 
coupled to the t r a m he notif ied the engineman accordingly. 

Conclusions 

This accident was caused by f a i l u r e to obey a meet 
order, f o r which Conductor Carpenter ana Engineman Muir are 
responsible. 



The eviaen.ce sho .rs tnat tnc e r e ; c f t r a m f i r s t Ho. 
137 r e c e i v e c xhe order to me^t the ^jork e-t'ra a t luest 
Frankfor t , the o m e r oemg coroared <mo apparently under­
stood by the members of the c ^ R S but a f t e r taking wa r s r 
at Frankfo-t tne t r a m proc&edea A N A passed W'es t Frankfort 
without s topping. U O reason can oe assignee 1 -.7 the f a i l u r e 
of the engine C R E T » to ooey tne o rae r , a c c o r o m g to tne 
statements c f tne t r a i n c r e » I tney R E M A M E ^ on tnc rear 
p la t fo rm 0 1 tns cacoose u n t i l i t uds aoout opposi te tne 
clearance p o m t o f th t south swi tcn , and aelcy 7&s then 
encountered in opening tne c o ' a u c t o r ' E va lve on account 
of the aoor not opening r e a d i l y , while tne brakes aio not 
seem to take nolo w e l l a f t e r t - I E conductor ' s V A . i v e had 
oeen opened-

Regardless cf the reasons th is advance a f o r t n e i r 
f a i l u r e t o stop t n e i r t r a m before t i ± e c o l l i s i o n occurred, 
the evidence i n d i c a t e s tnat tne a i r orakes N A J O E E N t es ted 
before the departure o f the t r a m ana that they nad worked 
p rope r ly en route , ana had the members of the t r a m crew 
exchanged s igna l s with tne engine cr^w wnen approaching the 
passing t rack as required by ruJe, or had any one of them 
s ta t ioned himself whera he coa lo have a b e t t e r view than 
that a f forded from the rear p la t fo rm of the caocose, i t 
i s probable the f a c t tnat work ex t ra 971 had not a r r i v e d 
woulo have been d iscovered m ample t ine to huve stopped 
the t m i n . conductor Carpenter W A S f a m i l i a r with the 
p h y s i c a l surroundings, ^new that none of the members of 
tne t r a m crew «.as in p o s i t i o n to see ahead, ana i s equa l ly 
respt. - i smle with Engmeman Lfiuir f o r tne occurrence of th i s 
acc iden t . 

The scheduled t r a f f i c on that par t O F tne roao between 
Lexington anc Chri&tiansourg, wi th in ,*nich t e r r i t o r y th is 
acc ident occurred, cons is ts c f 14 f i r s t - c l a s s t r a m s ana 6 
second-class t r a m s , exc lus ive o f sec t ions a^a ex t r a s . 
T r a f f i c o f t h i s densi ty on a s i n g l e - t r a c k l i n e Warrants the 
i n s t a l l a t i o n of a b l o c K - s i g n a l system. Had an adequate 
b l o c k - s i g n a l system oeen i n use cn th i s l i n e , tn i s acc ident 
probaoly would not nave occurred, an adequate automatic 
t i a m stop or t r a m con t ro l aev ice would have prevented i t . 

With tne except ion of the t <o crake men o f t r a i n f i r s t 
Ho. 137, the employees i nvo lved ..ere exper ienced men* At 
the time of a cement tne crew of t r a i n f i r s t Ko- 137 nao 
been on duty aoout 3 nours ana tne crew c f vork extra 971 
aocut 5 hours, previous to r a i c n a l l of tne&e employees had 
been o f f duty 12, nourd c r mere. 

Respec t fu l ly submitted, 

W. P . E0ELA3D, 

D i r e c t o r 
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