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INTERSTATE COMMERCE CO MISSION 

REPORT OF THE DIRECTOR OF TFE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WFICF OCCURRED ON THE 
CHICAGO AND ALTON RAILROAD NEAP LARRABEE, MO., ON 
JANUARY 23, 1927. 

March 2, 1927. 
To the Commission. 

On January 23, 1927, there mas a head-end col
lision "between a passenger tram and. a freight tram 
on the Chicago and Alton Railroad near Larraoee, Mo , 
which resulted m the death of 1 employee and the injury 
of 13 passengers and 3 employees. 

Location and method of operation 
This accident occurred on that part of the 

Western Division extending between Booth and Slater, 
lo-, a <Ci:c-'j<ri\ne of 165,7 miles, in the vicinity o f the 
pomt of ̂ ir.idcnt this is a single-track line over which 
trains are operated by time - t aDle , tram orders and a 
manual block-signal system. The point of accident was 
about 3,j- miles west of Larrabee, appioachmg this pomt 
from either direction the track is tangent fcr more tran 
3 miles. The grade at the point o f accident is nearly 
1 per cent descending for eastbound trains. 

There was a sleet storm prevailing at the time 
of the accident, which occurred at about 5 10 a.m. 

Description 
Westbound passenger tram No. 9 consisted of one 

baggage car, one combination m p i l and smoking car, one 
chan car, two Pullman sleeping cars, and one oomomation 
sleeping and observation cai, in the order nared, hauled 
by engine 636, and was m charge of Conductor Alexander 
and Engmeman Eikost. Tris tram left Larrabee at 4.59 
a.m., according to the train sheet, 34 minutes late, 
and shortly afterward it collided with tram second No. 
84 while traveling at a speed estimated to have been be
tween 30 and 40 miles an hour. 



-3-

Easttmund freight train second No 84 consisted 
nf 77 cars and a caboose, hauled by engine 815, and *as 
in rnmge of Conductor Narkwell and Engirerran Tayloi-
This train ainved at Clark, 6.4 miles west of Laiiabee, 
at 4.02 a-ir,., entered the passing track for the purpose 
of meeting trams Nos. 25 and 9, and received a cleaiance 
caid authorizing it to proceed upon the arrival of those 
trains, According to the tram sheet, tram No. 25 
passed Clark at 4 51 a.m., one hour and one minute late, 
while tram second No. 34 departed from Clark at 4.52 a.m. 
without waiting for train No. 9 to arrive, and collided 
with that tram while traveling at a reduced iate of speed 

Beth engines came to rest in an upright position 
badly damaged, with their driving wheels derailed The 
baggage car m tram No. 9, which was of wooden construc
tion with steel sheathing, was telescoped its entire 
length, while the first five cars m the freight tram 
were more or less Dadly damaged. The employee killed 
was the baggageman of tram No. 9 

Summary of evidence 
Engineman Eikcst, of tram No 9, stated that 

after his tram had taken coal at Larrabee he departed 
from that point at 5 0? a.m., under a clear block-signal 
indication. Shortly afterwards he observed the headlight 
of an opposing tram, out thought it was standing at 
Clark and did not realise the tram was approaching until 
it came over the crest of a hill a short distance west 
of the point of accident. He immediately closed the 
throttle, applied the a n brakes m emergency and got 
doT'n on th3 steps piepared to get off, out was not able 
to do so before the accident occuned. Fe said that by 
this time the speed of his train probably had been re
duced to about 40 miles an hour. Engineman Eikost further 
stated that his view was not obstructed the sleet or 
snow, out that the approaching headlight had a tend3ncy 
to blind him and to prevent him from accuiately determin
ing its location. 

Fireman Womack, of tram No. 9, stated that the 
window on his side of the cao was open and that he was 
looking forward continuously after leaving Larrabee, 
except during two stort intervals while be was engaged 
in shoveling coal, but he did not see the headlight of 
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the opposing ii?m until it cane ovar tbe crest ot a 
hill a short distance, ahead of bis m g m j . The a n biakes 
were applied in emergency, at which tirr? the train was 
traveling at a spaed of about 50 milis an houi, but he 
did not know to "'hat extent the spaed rad bam reduced 
before the collision occurred. 

The statements of Conductor Alexanaer, of tram 
No. 9, adduced nothing of importance as he was unaware 
of anything unusual until the emergency application of 
the Drakes was r̂ ade ]ust before the occurrence of the 
accident. 

Engineman Taylor, of tram second No. 84, stated 
that as his tiain passed the telegraph office, located 
near tbe ™rest passing-track switch, he received a clear
ance card which authorizsd his train to proceed aftm 
the arrival of trams Nos. 25 and 9, provided its orders 
and time-table rights permitted. The train was brourht 
to a stop at about 4.10 a.m. with the engine near the 
eastern end of the passing track, ?v than inspected his 
engine, which mcuired only a few minutes, returned to 
tbe engine cao and evidently fell asleep, although at 
the time tram No- 25 passed his enema he was wide awake 
and oid not realize then thdt he had Deen asleep. He 
was unoer the impression that both trains had passed, 
although he had only noticed ona tram, ana immediately 
after tram No. 25 had passed some one said "Let's go", 
whereupon tbe heac brakeman opened tbe east oassmg-tjack 
switch and he pulled out onto th; mam track, shortly 
after which be received a proceed signal from the rear 
of his tram, 'men his tram reacned tb j second rise 
m the track east of Clark he observed the headlight of 
the opposing tram and he said he continued to watch 
it for aoout 15 minutes, being under the impression the 
tram w as standing- on the m a m track at Larrao-?e. He 
did not realize that the tram was aopioachmg until it 
was a short distance ahead of his o vn tram, and he im
mediately applied the crakes m emergency and jumped. 
Engmeman Taylor could not account for his idea that 
both trams had passed while his tram "/as standing on 
the passing track. Engmeman Taylor further stated that 
tbe headlight on bis engine was extinguished while 
standing on the passing track at Clark, but that it had 
been lighted gnd was burning brightly at the time of 
the accident. It was his belief th^t at the tinas the 
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boadlight of tho opposing tr^ir 'T U m bight, while his 
o m train was passing oirer the kr o_l Is octwejn Clark 
and the point of accident, that that tr^m , R D G et-moing 
at Larrabee, and that it started from tirraoee after his 
own train had passed over the last knoll. 

Fireman Henderson, of tram second ITo. 84, read 
and understood th 3 clearance card receucO at Clerk and 
then fell asleep whil3 bis train was finding on the 
passing track, being a Turned i_y the p-3'smg of tiam No. 
35. After tĥ -1 t uie he rsd no fu^thm conversation with 
the engm""TAN and he d nd not re-ie'i'ic-r of i jvmg made any 
stgt^rrmt aeout proceeding. l~ m-d he <-:.."' the headlight 
of an opposing tra o*N I R J I N "DB at a pomt 
about one-half mil"1 from tho pomt cf ice ldcnt, but he 
thought the opposing tiam wpt, p"an. ic:i at Larra^e; he 
then started erovjlmg m-1 and h^d ,i,:t remm^d to his 
seat box wb m he O I D & P J n,d th 3 approaching tram immediate
ly ah3ad of his engine. 

head Brakeman Anson, of tram second No. 84, stated 
that as his tr?m parsed the telegraph office at Clark 
he received the clearance card from the op3rator and that 
he read and understood its contents, BRAKEMAN Anson also 
^ent to sleep in th3 cab of the engine and did not awaken 
until tram No. 25 passed. He then heard some one, he 
thourht it rvas the fireman, say "Let's go" and without 
conferring with any one he proceeded to open the switch. 
After the rear of his tiam had passed the switch he 
closed it, gpve a proceed signal on the enpmeman's side 
of the tr in ana entered tne caboose. Brakeman Anson 
said the conductor, Tiho "ias riding on the rear of the 
caooose as he entered it, main red es to whether tram 
No. S had gone and he replied that he had been asleep 
out supposed tbot it had, mating from the ien_ark he over
heard be fo re leading the eneme cab. he did not know 
that the engmeman and fireman also had oeen asleep while 
his tram *a3 standing at Clark. 

Conductor Larkwell, of tram second No. 84, -i,ent 
to sleep m the caboose, he a,roke scout 4.45 a-m., went 
outside of the cabcose and saw the headlight of an 
appioachmg tram ^hich he recognized as tram No. 35 at 
the time it pdsted 1 ir. frrmec ately afterward his tram 
pulled out of tne packing track withoat bis knowing 
whether o r not tram, No 9 haa gone. As the caboose 
passed the switcn ^ead Broker an Anson closed it and he 
told Brakeman Anson th^t he had oeen ableep and asked if 
tram. No. 9 had passed 1 0 which tne biakeman replied that 
it had. He then asked tre brateman if the crew at the 



-5-

head end of the t p m had been asleep a.id the brazen,an 
ieplied that he had, out that Y ' - f = r f ? r , Heroerson iir d re
mained a/ake- Conductor 1'arkwcll î.t c w i r ^ of the 
telephone lccdted near the eas. p a ^ - treck fiTitrh and 
said that he intended to communicate w.tr. the cpe^ + or 
at Clark to learn the location cf tram i>io - 0, bi_t ^nled 
to do so on account of tie e^ohatic statement ot stake-
man Anson that tram No. 9 had passed. 

Elagman Davenport, tram second No. 84, stated 
tnat as his tram ras appioachmg Clerji he felt sleepy 
and lay do^n m tne caboose, m vricb DO sit ion he remained 
until the accident oecjried. The passing of tram No 35 
aroused him anc he u?s a aie thrt n s tram as leaving 
the passing track, ne also he-md tne conductor and head 
Drsakeman talking with each othei out did not kf.o*f what 
they ' n e r e discuss m c . 

Conclusions 
This accident w Qs caused oy tram secord No. 34 

heading out on the m a m track before the arrmal o± tram 
No. 9, an overdue superior tram, due to the iact that 
the entue cre m fell asleep and thought tram No. 9 had 
passed. 

The evidence is conflictmr as to "nether or not 
the remark "Let's go" was maae by some memtar o f the ciew 
m the engine cao of tram second No, 84 before the 
tram left Cl^Lk. Regardless of whether or nox any 
statement .̂ as made about proceeding, the "wact rema.ms 
that the m^ir.e crew, and also th^ tram ere", had been 
asleep and had heard only one tram pass the^j Hiile they 
¥ere fully a^are that two trams were to oe mst at Clark, 
as mcicated oy the cleaiance card m then possession. 
No excuse can be offered for then action m 3 R c u m m g 
thot both trains had passed, particularly m v i e w G f the 
fact that ample facilities were available for communi
cating with the operator and thus obtaining accuiat^ in
formation. 

Each engineman saw the headlight of the opposing 
tram whan it '"as s< mral miles distant out failed to 
realise that the tiams were approaching sscn othsi and 
conseouently made no effort to stop untl] the distance 
between the^ "rae too short to pievent tne accioent This 
is a sitaation i-hich has arisen on several occoeions, and 
it was discussed in the report coveung the investigation 
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of the accident which occurred on the Chicago, Milwaukee 
and St.Paul Railway near Sacred Heart, JCinn., on November 
15, 1935, in which the following statement was made: 

"With respect to the ability of engmemen to 
determine the location of an opposing head
light, it was found that it was impossible 
to do this, theie being no apparent change 
m the location of the headlight, or any in
crease in the intensity of the light, from 
the tiire it first appeared, more than 4 miles 
distant, until it was close enough to reflect 
on the rails at a distance of lees than 1 mile; 
even this reflection however could not be seen 
by an engineman if his own headlight were burn
ing, neither would it be visible if each of the 
opposing engines was running on a slightly 
ascending grade." 

If an adequate automatic block-signal system 
had been m use on this line, this accident probably 
would not have occurred; an adeauate automatic stop or 
tram control device would have prevented it. 

The employees involved were experienced men and 
at the time of the accident none of them had oeen on duty 
m violation of any of the provisions of the hours of 
service law. It appeared, however, that before going out 
on the trip on which the accident occurred several members 
of the crew of tram second No. 84 had not obtained adequate 
sleep, the conductor and flagman having slept only about 
3̂ - hours while the head brakeman had not had as much sleep 
as the conductor and flagman, these three employees had 
been o^f duty 8 hours and 20 minutes, while the engine 
crew had been off duty nearly 15 hours. In the case of 
some of the members of this crew it appeared that the 
reason for their failure to obtain adeauate rest was the 
fact that they had not anticipated being called back on 
auty as soon as actually was the case. 

Respectfully submitted, 
W. P. BORLAND, 

Director. 


