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REPORT OF THE DIRECTO? OF THE BUREAU OF SAFETY I I I RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED OIT THE 
CHICAGO, ROCK ISLAND & PACIFIC RAILWAY NEAR ARGON, 
IOWA, Oi* APRIL 4, 1923. 

July 31, 1939. 
To the Commission* 

Oil April 4, 1929, there was a head-end collision be­
tween a freight tram and a rection motor car on the Chi­
cago, Rock Island & Pacific Railway near Argon, Iowa, which 
resulted m the death of two employees and the injury oi 
two employees. 

Location and. method of operation. 
This accident occurred on Sub-division IS of the Cedar 

Rapids-Minnesota Division, extending between Valley Junc­
tion and hanly, Iowa, a d.iscpnce of 135.5 miles, m the vi­
cinity of m e point of acciaent this is a single-track line 
over which trains are operated by time-table and tram or­
ders, no block signal system being in use. The accident 
occurred at a point 3.09 miles west the west switch at 
Argon; approaching this pomt from either direction the 
track is tangent for more tnan 1 mile. The grade for east-
bound trains is 0.4 per cent ascending at the pomt of ac­
cident . 

Rule 13 of the rules governing the care and operation 
of maintenance motor carb provides: 

Iniormation regarding tram movements will-
be obtained from dispatcher when practicable but 
such information will ander no circumstances re­
lieve man m charge of car from fully protecting 
motor car movements at all times. 

During foggy u.nd stormy weather and on curves 
and othei obscure and dangerous places, where trains 
cannot be seen sufficiently m advance to remove car 
from track, special piec,ution must be taken to avoid 
accident, flagging when necessary. 

In case of doubt, remove car from the track and 
know that the movement in fully protected before 
again attempting to operate car. 
There was a dense fog at the time of the accident, 

which occurred at 7.17 or 7.18 a.m. 
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Description. 
Eastbound freignt tram No. 914 consisted of 38 cars 

and a caboose, hauled by engines 2313 and 837, and was m 
charge of Conductor Tilsey and Engmemen Fowler and Moore. 
This train departed from Clear Lake Junction, the last open 
office, 40.3 miles from Argon, at 5.07 a.m., 6 hours and 13 
minutes late, and was approaching Argon at a speed estimated 
to have been between 30 and 35 miles per hour when it col­
lided with the section motor car. 

The westbound section motor car involved, a Mudge car, 
type ES-2, weighing approximately 950 pounds, was m charge 
of Section Foreman Bakeman, accompanied by three section 
laborers. Section Foreman Bakeman received at Iowa Falls a 
line-up of trams showing that tram No. 914 was expected 
to arrive at that point at 7.50 a.m. This motor car depart­
ed from that point, located 3.4 miles east of Argon, at 
7 a.m., and collided with tram No. 914 while traveling at 
a speed estimated to have been between 5 and 8 miles per 
hour. 

The pilot of engine 3313 was damaged to some extent but 
none of the equipment of tram No. 914 was derailed. The 
motor car Y i ras badly damaged, although it was not derailed. 
The two employees killed were section laborers and those in­
jured Tire re the section foreman and/section laborer. 

Summary of evidence. 
Engmeman Fowler, of the lead engine of tram No. 914, 

stated that at times the fog was so dense that he could not 
see over a distance of from 60 to 90 feet. When he first 
saw the motor car it was about 90 feet distant; he immedi­
ately applied the air bralkes m emergency, at which time he 
thought they were traveling at a speed of 30 or 35 miles 
per hour, and he thought the tram came to a stop within a 
distance of 12 or 14 car-lengths. Engmeman Fowler further 
stated that the whistle had been sounded for all stations 
and public crossings, as nearly as he could tell as to their 
location, he said he presumed that the whistle had been 
sounded somewhere m the vicinity of the whistling post for 
the crossing near which this accident occurred, althougn he 
did not see the post m the fog. At another pomt m his 
statements he said the whistle was last sounded at a point 
about 1 uiile from where the accident occurred. He did not 
think that the bell was ringing at the time of the accident 
but thougnt the headllgnt was burning. He also stated that 
if the accident had nou occurred, his tram would have ar­
rived at Iowa Falls at about 7.45 a.m. In a second state­
ment made by Engmeman Fowler subsequent to the investiga­
tion, he stated positively that the headlight was burning 
at the tire of the axcidcnt and was m good condition. 
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The statements of Fireman Leslie, of the lead engine 
of tram No. 914, said the thistle was sounded for a cross­
ing about 1 mile west of tne point of accident but he did 
not think it was sounded for the whistling post for the 
crossing located just east of the point of accident, the 
bell v/as not ringing and he did not think the headlight was 
burning. When questioned a second time m regard to tne 
headlight, subrequent to tne investigation, he statpd it 
was burning when they left Manly, was turned off wnile at 
the siding at Flint, and was turned back on a g e m before 
leaving that point, although he could not recall seeing the 
reflection of the light against the fog m the vicinity of 
the point of accident. Brakeran Boehm, of tram No. 914, 
wno was riding on the birkeman's seat on engine 2313 said 
the whistle was sounded for the crossing near whicn the ac­
cident occuried; that the headlight was burning when the 
tram departed from Clear Lake Junction, and he thought it 
was burning at the time of tne accident. 

Engmeman Moore, of the second engine of tram No. 914, 
stated that at the time o± the accident the fog was very 
dense and limited tne vision co about one-half a car-length 
on a moving engine and about one or two car-lengtha when 
standing. He estimated the speed to have been from 22 to 25 
miles pei hour when the air brakes were applied m emergen­
cy, but did not know whether or not the whistle signal had 
been sounded for the croscug near which the accident oc-
cuired. The statements of Fireman Connell, of the second 
engine of tram No. 914, corroborated those of Engmeman 
Moore. 

Conductor Tilsey, of tram No. 914, stated that after 
the accident he went to the head end of the tram and at 
that time did not notice whether or not the headlignt was 
burning, but later, on his return from telephoning, he ob­
served tnat it was burning. Tne statements of Brakeman 
Burke, who was riding m the cupola of the caboose, brought 
out nothing additional of importance. 

Section Foreman Bakes?an, m charge of the motor car, 
stated that before departing fiom Iowa Fulls he obtained a 
line-up of trams which ahowed that tram No. 914 was ex­
pected to arrive at that point at 7.50 a.m. There had been 
a heavy fog, but it had cleared to some extent and the sun 
came out and he could see a distance of possibly a mile. 
He then departed on his motor car with one laborer and him­
self riding m the forward position and two other laborers 
riding backward. At a point east of Argon they encountered 
fog, but later it cleared and they were able to see a rea­
sonable distance until tney reached mile post 153, located 
1,250 feet east of the point of accident, where tne fog was 
very heavy. At about that time Section Foreman Bakeman said 
he looked at his watch and it was 7.16 a.m. and he decided 
that train No. 914 had not yet departed from Hampton, which 
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is 12,9 miles west of Argon and 16.3 miles from Iowa Falls. 
He was of the opinion th?c it would take train No. 914 about 
35 or 40 minutes to travel from Hampton to Iowa Falls. He 
shut off the notor and drifted over a highway crossing and 
just after he had turned on the mo cor again he saw tram No. 
914 appear in the fog; he called a warning to the others and 
jumped, and just at, he struck the ground he heard the sound 
of the collision. He estimated tne speed of his motor car 
to have been between 5 ana 8 miles per hour, and was of the 
opinion that an object could not have been seen in the fog 
at this point at a distance of more than 300 feet. The en­
gine whistle had not been hea^d by him at any time, nor did 
he hear the engine bell ringing. The headlight was not 
burning, but even if it bad oeen burning he did not thin*: 
the accident could have been prevented. Section Foreman 
Bakeman further stated that he was familiar with the rules 
governing the operation of motor cars, including flagging 
if necessary m foggy weather, had been last examined on 
those rules about a year previous to the occurrence of the 
accident, end had received several,circulars relative to the 
operation of motor cars, but on the other hand he said that 
he could not afford flag protection m work of this kind due 
to an insufficient number of men, at ihe time of the acci­
dent ha was patrolling the trade and he intended continuing 
to the west end of his section, less than ? miles farther 
westward, the track being m such condition that it was nec­
essary to go over it as soon as possible. His movements 
over nis section had always been governed by the lme-uos 
and he thought they could be relied upon with safety, he 
had never had an accident m tne 12 years he had been oper­
ating a motor car. 

Section Laborer Schade, who was riding beside Section 
Foreman Bakeman looking ahead, stated that he urst saw the 
approaching tram about four rail-lengths distant, he at 
once called to the otners and then jumped off. He heard no 
whistle signal sounded nor did he hear the engine bell ring­
ing, and he also so id that tho headlight was not burning, as 
the first thing he sat was a black object. All of the la­
borers on the motor oar had seen the line-up, and Section 
Laborer Schade was of the opinion that the line-up could be 
depended upon. He estimated the speed of the motor car at 
tne time of the accident to have been 6 or 8 miles per hour. 

Operator Pardun, on duty at Iowa Falls on the day of 
the accident, stated that he received the Ime-up from the 
dispatcher at 6.12 a.m., m d when the section foreman came 
to the office he had the line-up ready for him. He said he 
did not know where the section for err ui was going on that 
day and he had no conversation that would lead the ioreman 
to feel or believe that line-ups are absolutely correct. 
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Tram Dispatcher Carver, on duty at the time of the ac­
cident, stated tnat he gave Operator Par dim the line-up for 
the section foreman but did not make a record of it, which 
was contrary to nis usual practice. Ke further stated that 
on some occasions the section foreman calls him on the tele­
phone from Argon for any additional information he î ay nave 
to give him, but m thia instance even if Section Foreman 
Bakeman had called him, he would have been unable to have 
given any additional information as there were no open of­
fices between Clear Lake Junction and Iowa Falls. He had 
never given section foremen tram orders to cover movements 
of motor cars, and trains receive no information concerning 
motor cars unless construction or some other unusual work 
is involved. Roadnaster Tnaden stated that he had instruct­
ed section foremen not to rely entirely on their line-ups. 

Conclusions. 
This accident was caused by the failure of a section 

motor can? to be removed from the m a m track in foggy 
weather; or to be protected by flag, for which Section Fore­
man Bakeman is responsible. 

The investigation disclosed that Section Foreman Bake­
man received a line-up showing the time tram No. 914 was 
expected to arrive at I 0wa Falls., and it appears that if 
the accident had not occurred train No. 914 would have ar­
rived approximately at the time shown, or a few minutes ear­
lier. Information of this character represented the condi­
tion under wnich the section foreman had been operating his 
motor car for many years In this particular case the motor 
car encountered fog, and the rules governing the operation 
of motor cars provide tnat m foggy weather special precau­
tions must be taken, flagging when necessary. Knowing that 
a tram must be near, Section Foreman Bakenan should have 
taken particular care strictly to observe the rules, instead 
of continuing at a moderate speed under weather conditions 
which made it impossible to move the motor car from the 
track when tne approaching tram finally became visible. 

The statements of tne various witnesses were conflict­
ing as to whether a whistle signal was sounded by tne lead 
engmeman of tram No. 914 for the highway grade crossing 
located near the pomt of accident, apparently the bell was 
not ringing, and there is a conflict m the statements as to 
whether the headlight was burning. On the latter point, 
however, the section foreman stated that even if it had been 
burning he did not think it would have prevented the acci­
dent. As to the wnistle and bell it is a question, of 
course, as to whether he would have heard them, assuming 
that both of them were used. 
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All of the employees involved were experienced men 
and at the tire of the accident none of them had been on 
duty m violation of any cf the provisions of the houis of 
service law. 

Respectfilly submitted, 
W. P. BORLAND, 

Director. 


