INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 3747
ILLINOIS CENTRAL RAILROAD COMPANY
IN RE ACCIDENT
NEAR BELLEVILLE, ILL., ON
DECEMBER 21, 1956.
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SUMMARY
Data: December 21, 1956
Rallroad: Illinois Central
Location: Belleville, Ill.

Kind of aceident: Derailment

Train involyed: Passenger

Train numbept 15

Locomotive nymbep: Diesel-electric units 4003 and 4004

Conalatt L ¢cars

Speeds Undetermined

Operation: Timetable, train orders, and automatie
block-asignal system

Tracks: Double; 3°30' curve; 0.43 percent
descending grade southward

Weather: Foggy, misting

Time: 12:35 a, m,

Casueltiea: 2 killed; U4é6 injured

Cause: Insecure condition of track for speed

at which train was operated
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INTERSTATE COMMERCE COMMISSION

REPORT NO., 3747

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

ILLINOIS CENTRAL RAILROAD COMPANY

June 17, 1957

Accldent near Belleville, Ill., on December 21, 1956, caussed
by insecure conditlon of the track for the spsed at
which the traln was operated.

REPORT OF THE COMMISSIONT

TUGGLE, Commissioner:

On December 21, 1956, there was a derailment of s passen-
ger train on the Illinois Central Rallroad near Bslleville,
I11l., which resulted in the death of 2 passengers, and the
injury of 2 passengers, 1 Pullman Company employese, 1 train
porter, and 2 train-service employees. This accident was
investigated in conjunction with a representative of the
I11inois Commerce Commiasion,

1

Under authority of section 17 (2) of the Interstate Commerce
Act the above-entitled proceeding was referred by the Commls-
sion to Commissioner Tuggle for consideration and disposition,
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Locatlon of Accident and Method of Operation

This aceident occurred on that part of the St. Louls
Division extending between East St. Louls and Carbondals,
I1l., 91.1 miles. In the vieinity of the point of accident
this 1s a double-track line, over which trains moving with
the current of traffic are operated by timetable, train orders,
and an autcmatic block-signal system. The accldent occurred
on the southward main track at a point 10,8 miles south of
Fast St. Louls and 2.2 miles north of Belleville, At this
poilnt the main tracks are approximately 1 mile apart, and the
southwerd main track is lald on a temporary rcadbed which
extends between points 1,)55 feet north and 705 feet south
of the firat marks of derailment. From the north there ars,
in suceession, a 0°30' cupve to the left 3,5L45 feet in length,
a tangent 1,235 feet, a 3930 curve to the left 220 feet to
the first marks of derallment and 17l feet southward, & tan-
gent 24,0 feet, a 3°00' curve to the right 291 feet, and a
tangent over 2,000 feet in length. The grade 1s 0.43 percent
desconding southward at the point of initlal deralilment.

On the temporary track on which the accldent occurred
the track structure consists of 1ll2-pound raill, 39 feet in
length, rolled 1in 1943 and laid in this loeation in July 1956
on an average of 23 tles to the rail lsngth., It is fully tle-
plated with double-shoulder canted tle plates, single splked,
and is provided with fi-hole 24-inch Joint bars. It is ballasted
wlth chetts and rock ballast to 2 depth of 8 inches below the
bottoms of the tiles.

A reduce-speed sign 1s located 1 mile north of the north
end of the temporary track on which the accident occurred, and
a resume-speed sign is located at the south end of thls track.

The maximum authorized speed for passenger trains in
the vicinity of the point of accident 1s 6C miles per hour,
but at the time of the accident 1t was restricted to 5 miles
per hour on the temporary track on which the accident occurred.

Desacription of Accident

No. 15, a south-bound first-eclass passenger train, con-
sisted of Diesel-slectric units 1003 and lLOOY4, coupled in
multiple-unit control, one baggage-express car, one mail car,
three baggage-express cars, one express CAr, one express
refrigerator car, cne box express cer, one baggage-express
car, one mall car, one baggage-express car, two coaches, and
one gleeping car, in the order named. The seventh car was
of steel underframe construction, and the other cars were of



37h7
-6 -

all-steel construction, The thirteenth car was equipped
with tightlock couplers. At St. Louls, Mo., 3.9 miles north
of East St, Loulsa, the members of the crew recelved coples
of train order No, 646 reading in pert as follows:

3 3 3

Trains using southward main track must not exceed
a gpeed of E miles per hour wlith sngine and entire
train whille moving through new runaround track
between Mile Post 11 and 12 south of Ogles # # #

Ogles 13 9.0 miles south of Easst St. Louis. This train
departed trom St. Louis at 11:49 p. m.,, December 20, 32 min-
utes late, and pessed Valley Ject., 1.5 miles south of East
8t. Louls, at 12:04 a. m., 33 minutes late. While it was
moving on the temporary track 10.8 miles south of East St.
Louls at an undetermlned speed the front wheels of the front
truck of the first car, the front wheels of the front truck
of' the gecond car, the front wheels of the front truck of
the third car, and the sixth to the fourteenth cers, inclu-
sive, were derailled.

Separations cceurred between the fifth and sixth, sixth
and seventh, tenth and eleventh, end thirteenth and fourteenth
cars. The forward portion of the train stopped with the front
of the locomotive approximately 1,900 feet south of the first
marks of derallment. All of the deralled equlpment was de-
ralled to the west. The sixth to the tenth cars, inclusive,
stopped parsllel tc the track. At this point the track 1s
lajd in a shallow cut, and the cars leaned agaiﬂ%t the wall
of the cut at an angle of approximetely U5 degrees. There
wore separations of about 12 feet between the fifth and sixth
cars, and about 65 feet between the sixth and seventh cars.
The eleventh to the fourteenth cers, inclusive, stopped on
thelir right sldes at distances of from 5 to 25 feet west of
the track and approximately parallel to it. The front end
of the eleventh car was 602 feet north of the rear end of
the tenth cer, and there was a separation of about 6 feet
between the thirteenth and fourteenth cars. At the point
at which the rear four cars stopped the track i1s laid on a
£111 approximetely 8 feet in height. The Ffirst three cars
were not damaged, and after they were rerailed they were
forwarded in the treln, The appurtenances below the floor
level of the other deralled cars were considerably dameged,
and the west slides of the cars were damaged from contact with
the wall of the cut and the ground,

The conductor and the train baggagemen were injured,

The weather was foggy and 1t was misting at the time of
the aceident, which occurred at 12:35 a. m.
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During the 30-day period preceding the day of the acci-

dent the average dally movement in the vielnity of the polnt
of accident was 8.1 trains.

Discussion

As No. 15 was approaeching the polnt where the accldent
occurred the enginemen were malntaining a lookout ahead from
the control compartment at the front of the locomotlve. The
train baggegeman was in the eleventh car, the train porter
was In the twelfth car, the conductor was in the thirteenth
car, and the flagman was in the fourteenth car., The head-
light and the oscillating white light on the locomotive were
lighted brightly. The brakes of the train had been tested
and had functlioned properly when used en route, The sngine-
men sald that the train passed the reduce-sgspeed sign north
of the temporary track at a speed of about 35 miles per hour.
The engineer gald that immedlately after passing this sign
he made a brake appllicatlon, and that when the locomotlve
reached a polnt several hundred feet north of the north end
of the temporary track the speed had been reduced to 5 miles
per hour., He sald that he then released the brakes and placed
the throttle in No. 1 position. The grade on the temporary
track 1s slightly descending for south-bound trains;, and the
enginemen gald that asz the traln moved over this track the
engineer made several light breke applications so that the
speed would not exceed 5 milles per hour. They seid that the
track appearsed to be in proper alinement and cross level as
they moved over it. They sald that when the locomotive was
in the vicinity of the south end of the temporary track the
communicating signael whistle sounded once, and that after
the locomotive had moved from 600 to 850 feet farther south-
ward the brekes became applied Iin emergency as a result of
the derallment. They seid the locomotlive stopped within a
distance of about 70 feet after the brakes became applied.
The employees Iin the cars of the train sald that they noticed
nothing umusual in the movement of the cars in which they
were riding until the cars became deralled and overturned.
The traln baggagemen said that the brakes of the car in
which he was riding became applled as the car was overturning.
He was unable to estimate the speed, but he sald that the
train was moving slowly. The other employees all sald they
throught the speed was approximately S5 miles per hour after
the traln entered the temporary track.
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In connectlion with a highvay construction project by
the State of Illinols, at the time of the aceldent the south-
ward main track in the vicinity of the polnt of accident had
been temporarily relccated approximately 60 feet west of the
permanent locatlon throughout a distance of 2,160 feet. The
roadbed for the temporary track was constructed by the con-
tractor for ths state. The track was constructed by the car-
rier and was placed 1n serviee on July 9, 1956, A speed re-
striction of 15 miles per hour was placed on the track. On
October 15, after excavation work had been started, sheet
plling was Installed on the east side of the track between
points approximately 1,100 feet and 1,195 feet south of the
north end of the temporary track and also between points
1,430 feet and 1,500 feet south of the north end of the track.
The sheet plling at the south location was 25 feet in length
and wag driven with the top approximately 5 feet below the
level of the bage of the ralls. A foot or more was cut off
the top of some of the plling, and the piling wes not continu-
ously interlocked. The earth east of the plling was excavated
to a depth of 19 feot below the level of the top of the piling,
In order to secure the top of the sheet plling, wood plling
was driven on the opposite side of the track. The top of the
sheet plling was then secured to the weocod plling by cables.
Very 1little rain fell until December 6. On this date there
wes a rainfall of about 2-1/2 Inches. After this occurred
the embanlment cracked about 2 feet sast of the ends of the
ties at the locatlon of the south sheet plling. Watchmen
were then assigned to inspect the conditlon of the track and
the embankment after the passage of each train. On December ¢
the topr of the sheet piling at the south locatlon bulged out
about 1-1/2 feet and one of the cables securing the top of
the plling was broken., The surface of the embankment about
2 feet eagt of the ends of the tles settled from 2 to 3 feet,
The cable was replaced, and a speed restriction of 5 miles
per hour was placed on the temporary track., Additlonsal
crushed stone ballast was unloaded on the west side of the
track, and on December 18 the track at the location of the
south sheet piling was shifted to the west and away from the
sheet plling a distance of approximately 6 feet. At this
location the track remailned on the top of the origlinal grade
and was approximately 20 feet west of the closgest sheet plling,
At the new locatlon the track remained stable, and the watch-
men were discontinued on December 19, On the morning of Decem-
ber 19 the sectlon foreman found 1t necessary to raise the wesgt
rall of the relocated track about 3/L inch in order to maintain
the specified superelevation of 2 inches, and on the morning
of December 20 it was necessary to raise the west rail 1/2 inch
throughout a distarnce of about one rall length. The sectlon
foreman sald thet he did not conslider thls condition unususel
congidering the fact that the track had been shifted onto new
ballast,
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Examination of the track structurs by officials of the
carrier after the aceclident occurred disclosed that beginnlng
at a point 1,255 fect south of the north end of the temporary
track the track had settled and uas out of cross level and
had also shifted to the west. It had settled a maxlimum of
i to 6 inches at a point 1,155 feet south of the north cnd
of the track. At the latter point flange marks on the ties
indicated that wheols had become deralled to the west. At
a point 1,520 feet south of the north end of lthe track there
had becn a road zcroszs the track used by the contractor. At
this crossing the track appeared to be in normal alinement
and level, The rear end of the fourteenth car stopped irme-
diately south of this crossing. South of the crossing the
track had shifted to the west. The maximum deflection occurred
at a point approximately 150 feet from the crossing. At this
point the track had shiftsd toward the shoulder a distance of
somewhat more than 2 feet and the west rail appeared to be
from 8 to 10 inches low. Officials of the carrler who in-
spected the track befors it was roepalved said that at tre time
the track was Inspected persons walking on the track had dis-
turbed the ballast at the ends of the ties to the exten®t that
the lateral displacement could not be measured. There were
no center stalkes., A second road crosses the track at a polnt
365 feet south of the contractor's crossing. Betwseen this
road and a polnt about A0 feet to the south there were no
marks of deralled equipment. Beginning at the latter point
marks on the tles Indicated that wheels had become derailed
to the west. In the wvicinity of the south end of the tempo-
rary track bolts had been sheared at joint bara in the west
rail, and this rail had become separated atv a jolnk. Between
the latter polnt and the point at which the derailed equipment
in the forward portion of the train overturned, the west rall
was displaced. Flange marks on the ties were continuous to
the point at which the first car stopped.

At the time the temporary track was constructed it was
laid in a shallow cut north of the sheet plling at the south
location., South of this point it wes laid on a f1l1l., After
the track was constructed the contractor d4id considerable
excavating west of the track, and this excavating had the
effect of leaving the track on an embanlment at the location
In which it had originally been in a cut. It was the opinion
of officlals of the carrisr that the soil underneath the road-
bed was not firm, and that after 1t had become saturated as
a regult of rains and water which had become 1impounded in the
excavations it settled and the track shlfted toward the edge
of the embanlonent under the traln, Ballest had been plowed
down the slde of the embankment et the time the track was
shifted to the new location on December 18, and after the
derallment occurred 1t could not be determined from the con-
tour of the slope whether any of the material of the embank-
ment had been displaced.
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With the exception of the train baggageman, all members
of the crew of No. 15 sald thev thought the train was moving
at a speed of about 5 miles per hour when the derailment oc-~
curred, but from the position of the derailed equipment and
marks on the track structure it appears that the speed was
considerably higher than 5 miles per hour. Traces of palint
in the mud indicated that the eleventh car slid a distance
of approximately 70 feet after 1t overturned, There were no
marks of derallment throughout a distance of approximately
60 Teet south of the point at which the front end of the
eleventh car stopped, end from thls 1t appears that cars in
the forward portion of the traln were deralled toward the
inside of the 3° curve to the right as a result of the rear
cars becoming deralled. The west rall was torn out through-
out a distance of approximately 340 feet behind the rsar end
of the tenth car, and there were marks of derailment through-
out a distance of approximately 1,150 feet immediately north
of the point at which the first car stcpped. At low speed
there should have been a noticeable difference in the handling
of the train after cars became derailed, aend an smergency
application of the brakes should have stopped the train within
a very short distance. There are four separations in the
train, including a separation of 602 feet betwsen the tenth
and eleventh cars, and there should have been an emergency
application of the brakes after the first separatlon occurred.
The locomotive was equipped with a speed indicator, but the
device was not equlpped with a recording tape.

A south-bound freight train with 99 cars, 4,0h0 tons,
pagged the point of accldent about 3 hours before the accldent
occurred., The employees in the caboose of this traln sald

there was ne unusual motion of the caboose ag 1t movad over
the temporary truck.

Cauae

This accldent was caused by insecure condition of the
track for the speed at which the train was operated.

Dated at Washington, D, C., thls seventeanth
day of June, 1957. '

By the Commission, Commissloner Tuggle.

(SEAL) HAROLD D. MeCOY,

Secretary.



