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I N T E R S T A T E COIUA'ERCE C O H L I S S I O N 

REPORT OF THE DIRECTOR OF THE EUREAU OF SAFETY 
IN RE INVESTIGATION OF AK ACCIDENT WHICH 
OCCURRED Oil THE HISS0URI PACIFIC RAILROAD 
NEAR LEEPErt, MO., 0At NOVEMBER 9, 1936. 

December 7, 1926. 

To the Commission* 
On November 9, 1926, tnere was a collision 

between a freight train and a work tram on the 
liissouri Pacific Railroad near Leeper, Mo., which re­
sulted m the deatn of one employee and the injury of 
two employees. 

Location and method of operation 
Tnis accident occurred on that part of the De 

Soto District of the Missouri Division, extending be­
tween Poplar aluff and Jefferson Barracks, ~Ao.t a dis­
tance of 154.31 miles, in the vicinity of the point of 
accident tnis is a single-track line over which trains 
arc operated by time-table, train orders, and an auto­
matic block-signal system. The accident occurred at 
a point 2,275 feet north of Lecper; approaching this 
point from the soutn the track is tangent for a distance 
of more than 1 mile followed by a compound curve to the 
right 2,234.4 feet m length, the accident occurring on 
this curve at a point 1,507 feet from its southern end, 
where the curvatur3 was 2° 56'. Approaching from the 
north, beginning at Clearwater station, there are 
1,424 feot of tangent, a 4° 9" curve to the loft 826.5 
feet in length, and then a 6° 15' curve to tho right 
936.3 feet m length, followed by the curve on which 
the accident occurred. The grade was slightly ascend­
ing for northbound trams, being 0.275 por cent at the 
point of accident. On account of an embankment on nhe 
inside of the curve on which the accident occurred the 
view of the point of collision from cither direction is 
restricted to about 175 feet. 

Tho automatic signals involved arc northbound 
home signal 1330 located 1,573 foot south of tho point 
of accident, and southbound distant signal 1331~D 



located 2,036 i cot noith ol tne pomt of accident, 
while southoound hone signal 1351 is located south 
of the -ooint of accident cn recti} opposite signal 
1330. Signals 1330 ana 1331 an - oi the thrDe­
posit ion, upper-quadrant type, w n l e signal 1331-D is 
of the two-pot. it ion, upp ei-quaarent, type. Undor the 
rules a tram finding a simal m s-cop position m 
single-track territory is required to wait five minutes 
and then to proceed with caution. 7hon a southbound 
tram passes distant signal 1331-D it causes northbound 
signal 1330 to display a stop ino.icd.tion, wnile a 
northbound tram leaving Leepor caisos southbound home 
signal 1331 to display a stop maicauicn and distant 
signal 1331-D to display a cant ion indication. The 
signals controlling eouthoouna movements arc also 
actuated when the main-tru,ck s'/itch at the north end 
of the passing trace at Leeper is ooened. 

The weather was cloudy at the tiff2 of the acci­
dent, which occurred a t about 11.23 a.m. 

Description 
Nor+hbouna freight train No. 94 consisted of 17 

cars and a caboose, hauled by onmno 1277, and was m 
charge of Conductor Hertnett and Engineman Fletcher. 
At Poplar Bluff, 32,<* miles soath of Lcepaia, the cre^ 
received, an ong others, a copy of tram order No. 32, 
Form IS, reading m part as follows* 

"Eng 2511 works extra 645 AM until 745PM 
between Piecmont and LIill Springs pro­
tects a bamst No 94 **** So 54 eng 1277 
wait at Leeper antil 10 01 AM for work 
extra 2511 ****„" 

This tram arrived at beeper at 11.15 a.m., and after 
performing rtation work departed from the passing 
track at that point and encountered a stop indication 
at northbound simal 1330, which is 702 feet north of 
the switch. Tne tram stopped at the signal, waited 
five minutes, then proceeded northward and shortly 
aftorvvard it collided witn work extra 3511 whilo 
traveling at a speed variously estimated to have been 
from 10 to 20 miles an hour. 

work extra 2511 consisted of one damp car, one 
ditcher, one dump car, and a caeoose, m the order 
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named, handled by online Sbllj end was in cnarge of 
Conductor Dealing ana Engmcnntn Tran erriiobt. At the 
tine of the accident the engine, headed soutn, was 
snovmg the equipment southward with the cfbooee on the 
head end of the tiam. At Piedmont 6,3 miles north of 
Loeper, the ere1™/ had received a copy of tram order Fo. 
32, Form 51, previously referred to. Aft or working at 
a point north of Clearwater until 11, SO a,n., it was 
decided to go to Clearwater to pick up tneir flagman, 
who had written instructions to hold train. No. 34 at 
that point, and return to Piedmont for water. Failing 
to find tne flagman at Clearwater the train continued 
southward, passed distant signal 1331-D, which was dis­
playing a caution indication, and collided Vi I jh tram 
Ko. 94 while traveling at a spend variously estimated 
at from 4 to 10 milos an nour. 

Engine 1377 crime to rest m an upright pobition 
witn the engine truck and first and second pairs of 
drivers deiailed; the front end of the of the engine 
was considerably damaged,, The caboose of the woik tram 
was telescoped about 24 feet, with the body of the dump 
car immediately behind it coming to rest m the caboose. 
The ditcher was derailed and came to rest leaning against 
the side of the embankment. The employee killed was a 
laborer who was riding m the caboose of the work tram. 

Summaiy of evidence 
Engineman Fletcher, of tram No, 94, stated that 

when his tram vra.s ready to depart from Leoper, Flagman 
St. John of work extra 2511 handed him written instruc­
tions addressed to his tram to the effect that iram No. 
94 should bo held at CI earna tor, at which point extra 
^511 should be called m . He said northbound signal 1330 
was displaying a stop indication when his tram loft 
Leoper, that he stopped and waited at that point a period 
of f I V O minutes and then proceeded northward. His tram 
had attained a speed of from 12 to 15 miles an hour when 
he noticed extra 2511 approaching around the curve ap­
parently about 200 feet distant, and he immediately shut 
off steam and applied tho air brakes m emergency, but 
was unable to stop his tram before tno collision oc­
curred, in fact he estimated that it moved ahead an ad­
ditional distance of 50 or 60 foot after tho collision 
occurred. Engmeman Flotcnor understood the signal in­
dication received at signal 1330 required him to proceed 
to the next signal under control, oxt> acting to find the 
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track obstructed, a m considered that be was operating 
his train accordingly, The statements of Fireman 
Henacn and Head Brakoman Gibbons, of train Ho. 94, prac­
tically corroborated tnose of Engineman Fletcher, 

Flagman St. John, of oxtra 2511, who was riding 
on o n 0 m c 1277 at t he time of the collision, stated 
tnat his conductor gavo him the written flagging in­
structions when jdst north of Clearwater, which is about 
1 rule from Leop-er, and told him to stop tram Wo. 94 
far enough south of the switch at Clearwater to allow 
t h e work extra to pull by and back into clear, Flagman 
St. John talked southward to Leoper, and while tram 
No. 94 was on tho passing track at that point he board­
ed the engine and handsc. the instructions to tho engine-
man, who read and then signed them. Ho noticed signal 
1330 m tne stop position and said that e„fter train Ho. 
94 had waited at that point for about five minutes it 
proceeded and was traveling between 12 a.id 20 milos an 
hour at the time of the collision. Flagman St. John 
understood the signal indication permitted them to 
proceed with caution, and stated he thought tram Ho. 
94 was moving at rather a high reto of speed under the 
existing conditions but did not call the engine-man's 
attention to thj.s fact, ho was under the impression 
that extra 2511 would not be moved south of Clearwater 
against tram Ho. 94. 

Conductor hartnett, of trail Ho. 94, noticed 
when his tram stopped near the nortnbound signal that 
it was displaying a stop indication. Ho did not know 
until after tne collision, however, that the flagman 
fron y/ork oxtra 2511 had been at Loop or and had no 
knowledge of the instructions givm his cnginoman by 
the flagman. He estimated the spocd of his tram at 
about 15 miles an hour at the time of the collision. 
The statements of Brakoman Pipkin and Starkcy, who 
wore riding m tho caboose of train 21 o. 94 at the time 
of the collision, produced no additional facts of im­
portance. 

Conductor Dealing, of work extra 2511, who was 
T i d i n g on the forward end of tne caboose,stated t h a t 
he nad issued written instructions to his flagman to 
hold tram Ho. 94 at Clearwater. About 11.30 a.m., on 
account of the ditcher being out of water, it was 
decided to move southward for the purpose of picking 
up tne flagman and thon to return to Piedmont for water, 
when approaching southbound distant signal 1331-D he 
noticed it go to the caution poisition, which indicated 
to him that a tram was then occupying the block. A 
short tiio after passing tnis signal, while traveling 
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at a soccd of 3 oi 4 miles an rour, ho saw tiam No. 
94 appioachi:it_, abound, tho carve or. which the accident 
occurred and said, ne applied the air brakes m emergency 
~by means of the emergency valve on the end of the caboose 
He said he nad expected to find the flagman just south 
of Cleaivatoi, and admitted that he should not nave moved 
beyond that point as he had no flag protection, realizing 
at the same tine that he was moving, against a superior 
tram whicn was then over duo. 

Sngiaeman Trauomicht, of extra 2511, stated that 
ne had read and understood tram ox dor ho. 32, and also 
nad an understanding with his conductor that his train 
would, be protected against tram No. 94, but ho did not 
see the instructions gmcn to tbe i l a g u a x i nor did he 
know at ^hat point the flagman was stationed; he was 
under the ingress ion now over, that the f legman had gone 
zo Leap or and would hold tram No. 94 at that point. 
When Conductor Bearing told him it rToula be necessary to 
proceed soutn^ard m order to pick up tno flagman, so 
as not to delay tram 94, En D ] n email Traucrnicht did not 
question the conductor as to the flagman's location, 
but started his tram upon receiving a signal fro i the 
conductor. Upon arriving at a point about 10 car-lengths 
north of tho southbound distant signal ho saw it change 
from clear to caution position, and said ho knew there 
must have been another tram in tno clock at that time, 
but stilL prosu iiod that the conductor nad issued ample 
flaggm b instructions to protsot the movement. Shortly 
after passing the distent signal he sa1? train No. 94 
approaching and at the same time noticed his conductor 
giving violent stop si pals, at wnich time ho applied 
tne air brakes in omer^rrcy, and h. said h_ had almost 
brought his tram to a stop when t:^ collision occurred; 
ho did not thmk the conductor applied tne braices from 
tno caboose, unless he lade an efiorf to do so after 
givm^ tne etop simal. 

The statements of Fireman UTorris were m substance 
practically the samo as those of Engineman Traucrnicht; 
tne fire-nan estimated tne speed of the tram just before 
tne collision at about 10 miles per hour. 

Conclusions 
T h i s accident was caased by vork extra 2511 movi.a 

against an opposing superior tram without fla 5 protec­
tion, for which Conductoi Bearing is pri iarily rcsponsi-
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blc, a contributing C E U 3 : i-as the failure of the or_-
gmorian of train lTo« 94 to operate hi a train under 
proper control un^cr a pomison/c signal indication. 

While Cone actor Deonng issued flagging in­
structions to tinn 94 he die not n n U u c t tho 
flagiian at ^hat point: he van to utcVou himself, nor 
did nc notify tno engine in i vnat m & Lroct i ons had 
been issued foi iho piotoction of r:r timn, the 
en^menaii operating tne tram with tno i-no^ession that 
it ffas protected as far as Lceper. The instructions 
issued permittel tiam Ko, S4 to proceed1 north to 
Clearwater, wnilc Conductor Deanrg permitted his 
tram to be operated « O L T N N J : D beyond tnat point, 
bem^ fully t iai o that no naa no piotection for sucn a 
i ove'ient, particularly wnon arming tne movement against 
this superior tram wnicn was then more tnan two hours 
overdue. 

Engineman Fletcher, cf tram Ho. 94. was 
operating his tram on a snaip curve, with the view 
very laterially restricted, at a spooJ Jirjcn ho ad­
mitted nas between 12 and 15 "mlas per hour. Had he 
operated his tram strictly m accordance with the 
rules, moving fully under control, the accident night 
nave been prevented, or at least he would nave ocen 
able to reduce tne speed of Lis i^aia no that tne 
results would na^e boon lesn serious. 

All of the niplo\eo'3 involved were experienced 
men; at tne time of 11-c acncVnt none of then had 
been on anty in violation oi any ol tne provisions of 
tho hours of service la1-,. 

Respectfully submitted, 

W. P. BORLAND 

Director. 


