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REPORT IN RE ACCIDENT 

AT EUEAEESVIELI, ILL., ON 

FFBRU/RY 21, 1^L2 



S l s E I b P Y 

Railroad: 

Date: 

Location: 

Kins of accident 

Train involved: 

Train number: 

Engine number: 

Consist: 

H s ti ma te d s p e od : 

Op arat!on: 

Track: 

~'"ee tber: 

Ti me: 

Casual ties: 

V- c o m i n e n d a t i a n 

Eew York, Chicago & Ez. Louis 

Eebru; ry ?1, 19b? 

Edvardsvillc, 111. 

.Derailment 

Pre ight 

Second A. 9 

6 1 6 

56 cars and caboosa 

35-'-,0 is. p. h. 

T i! a? t " b 1 ° , t; a'n o r d a r a a n d ma nu a b 
block sysiem f o i 1 following mova­
nt ntr only 

Pi rials; tenar-nt; 0 . 6 1 rercent 
j^quenckinr 'r'^e v m a - o r J 

Clea 

i'-bout ?:01 p. :s. 

2 kii ltd; 1 in ,j u r i d 

Accident, e; us; d b\ failure to 
o a e r t< t e S' c o n ' / C ) n" n r c a o T a n <: e 
vith i naerloeki n--
t ion 

si a-real ind 

rhat the E<~< • York, o p p C i - v n
 [p 

bp. Lou i '• Pa i Ires vowp ny im-
m 'd ir I :la' r ' a 1; is t a:t a jri?ed 
are-, d o" its u™ 'ens set interlock-
in^ involved sis' "ic Iently to 
insure r •: 1 t" of e'^r- tdmi pending 
n; f (; ?aav r c ii'ie<cLons of aba nt 
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iKTET?rriT:" COM/ERCI COMMISSION 

INVaSTIOaTION N O . ?573 

Ti; THL JvLt TTMR Or AIAKINC A C C I D E N T I K 1 / F S T I G A T I O N R E P O R T S 
U N D E R Th_ A C C I D E N T R D P C R T S A C T OF M A Y 6, i n 1 0 . 

T H E N E T YOPPi, C H I C A G O & S T . L O U I S R A I L R O A D C O M P A N Y 

epril 2 4 , 1942 

A"a,i : . p v \ at Fdwardsville, 111., on February 21, 19/2, 
vnreed by ^ailure to operate Sc-cone /.° in accord-

ith Int>• i-loeklng signal Indication. a l i a c> 

• 1 
REPORT Of THE COMMISSION 

PA TTI RfON, 2 area i asp one a : 

On February 21, 19-'2, there ^ss a derailment of a 
f-r-aifrht train on • York, Chicago it St. Louis 
Aallrord at M 1 > -i avi L le, 111., v.aaich resulted in the 
qa' tn of t-vo r\;.plovi>"--. and the injury of one employe. 
"1-2 r accident v""w iuva: ati •*,-ti d in conjunction v i 2 a 
representative 0 f the I'M inoi'- Ccnrsorce Coarni'"aM or. 

Under authority of section 17 (2 ) of the Interah ate 
Corairr'a J.ct the above-entitled proca dins- was referred 
hp tie f remission to Commissi one* Patter ôr, for eon-
si a elation and dispo, ition. 
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Charleston Yard, 111. 
II?.9 rn. 

Edwardsvilie 
0.7 na. 

Point of accident 
17.3 mi. 

'Last St. Louis 
Front Street Sta., 111. 

it x> 
•o 

985-3L- tt" 

0 o45'24" 
707.04 f t . ^ 

4 P . L . _ 

-Direction of t r a m 

t! Car inspector's shanty 
— A Approach signal 

H 
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4,46b ft. 

LeClaire 
Tower 

1,544 ft. 

- T Home; signal 63 

_ ̂  _ _ * Point of accident 
at derail 47 

473 ft. 

Inv-2573 
New York, Chicago & St. Louis Railro: 

Edwardsville, 111. 
February 21, 1942 
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Location of Accident and Method of Operabion 

This accident oocurrec on that pert of the Clover 
Leaf District designated as the 'fourth Subdivision, 
which extends between Charleston Yard and Last ft, 
Louis Front Street Station, 111., ?. distance of 131.9 
miles. In the vicinity of the point of accident this 
is a single-track lino over which trains are one rated 
by timetr.ble, train orders and a manual block system 
for following movements only. At a point 4.,/.66 feet 
west of the station at Fdwardsvilie a single-track 
line of the; Illinois Tormina! Railroad, hereinafter 
referred to as the I. T., crosses the track of the 
New York, Chicr. go & St. Louis Failroad, hereinafter 
referred to a a the N. Y. C. i: St. L., at en angle 
of 6 5 ° l 6 * . This crossing is protected by an inter­
locking which is controiled from LeClaire tower 
located north of the N. Y. C. & St. L. track and 478 
feet west of th- crossing. The interlocking is main­
tained and operated b y the I. T. The acciaent oc­
curred -"ithin interlocking limits at a derail of the 
lifting t y p L loco, ed 511 f. ; t east of the crossing. 
As the point of accident is approached from the east 
there are, in ru^efssion, a /. 01' curve to the left 
1 , 7 2 ? feet in length, a tangent 945 f-:tt, a 0 045'2A" 
curve to the right 7 0 7 fs-̂ t in length, and a tangent 
2,102.7 feat to the point of accident and some dis­
tance beyond. L ' , the point of accident the grade for 
vest-bound trains is O . 6 3 percent descending. 

The interlocking ma china is of the mechanical 
type, with 5 7 working levers in a 64-1ever frame. The 
signals, svitches and derails are mechanically operated 
Detector bars are provided to the rear of cerails. 

An approach signal a,nd home signal 63, gov rning 
west-boune mov;ments on the N. Y. C. & St. L. , art lo­
cated, respectively, 1,544- and 53 feet east of derail 
U7• The --̂ ppr-oach sianal is of the 1-arm, semaphore 
"type, ar»d is fixed in horizontal position. The home 
signal is of the 1-arm, 2-position, lower-eusdrent, 
semaphore type, and is continuously lighted. The day 
aspects, and corresponding Indications and n^mes of 
these signals ar,.j as follows: 



Signal Day Ispect Indication Name 

Approach Horizontal Proceed with caution Caution Sig-

to the Home Signal nal 

Home c ~> degrees Proceed Clear Signal 

Horizontal Stop Stop Signal 

Operating rul \s re ̂ d in part as follows; 
34(a) The engirt man and ""'irfman muc t see the 
signals at all interlocking plants, **** A N D , 
before reaching them, communicate 'rIth each 
other as to their- indication. 

9 8 . Trains must approach i * * * ^ railroad 
cross:nr- et a-raae, with caution. Where 
required bv rule or by l°w, trains must stop. 

? ? 5 - 8 . If n> ces-'erv to charge an;r route for 
w h i o h t h1 - a i d no 1 a a a v: B : • > n :dc o r i d for an 
appro° C I I I N G T I ^ i n or enrine , swi tehee must 
not be changed or- ri^n die ale A R E A for any C O N ­

flicting routm' until thr train or engine, for 
which the signals were first cleared, has 
stopped. 

The maximum authorir.ee speed for freight trains is 
45 miles per hour. 

Description O F Accident 

Second / , 9 , a west-bound second-class freight train, 
consisted of enrine C^C, 1 / loader and 3° °mpty cars and 
a caboose. Aft<r * t, rnin^i air-brake test was completed 
this train departed f>or. Charleston Yard, 1 1 3 - 9 miles 
east of Fdwarasville, ~t 1 0 : 5 6 A . m., according to the 
dispatcher's record ô ' movement of trains, 3 hours. 1 6 min­
utes late, pree - d Fcwerdeville, 0.? milt e^et of the point 
of accident and the lret open office, A T 2 p. m., 2 hours 
55 minutes Irtc, p e s e d the appro: ch signal, passed home 
signal 6 3 , which displayed stop, and while moving at an 
estimated speed o_r' 35 0 1 /, 0 m i l e s per hour it was derailed 
at derail 47. T h e air b r a k e " had controlled the speed of 
the train n, - 1 1 point,', ' - - h e r e used en route, and there was 
no condition of the engine that obscured the vision or 
d i s t r ' C T * d T H E attention of the employees on the engine. 

http://authorir.ee
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Only the engine-truck wheels were derailed at the derail. 
The No. 1 pair of driving wheels bent the derail switch 
point and riser rail in such manner that nc further de­
railment occurred at that point, but when the engine-truck 
wheels encountered the frog of a trailing-] oint switch 
430 feet farther west, the general d erailmer1. occurred. 

The engine was derailed to the north an! stopped, badly 
damaged, on its left side and at on angle of 45 degrees 
to the track. The tender was torn loose from the engine 
and stopped on its left side, south of the track at a point 
about 200 feet west of the engine. The first three cars 
vrere derailed but remained upright and .in line with the 
track. The front truck of the fourth car was derailed. 

The home signal Involved can be seen from the left 
side of a west-bound engine between points, respectively, 
4,076 feet and 3,879 feet east of the signal, then is ob­
scured until the engine reaches a point 2 ,397 feet east 
of the signal. From the riecht side of a v/ert-bound engine, 
the home signal can be seen between points 3,900 feet and 
3,850 feet east of the signal, then the view is entirely 
obscured throughout the next 163 feet, intermittently ob­
scured throughout a distance of 95 3 feet, and unrestricted 
throughout the remaining 2,781 feet to the signal. 

It was clear at the time of the accident, which occurred 
about 2:01 p. m. 

The employees killed were the engineer and the front 
brakemsn, and the employee injured was uhe fireman. 

In tests made after the accident the interlocking 
functioned as intended. It required 12 se;cnds to place 
the N. Y. C. & St. L. home sirnal at stop aid: to open the 
derail, and about 40 seconds additional, or a total of 52 
seconds, to line the route for movement on the I. T., with 
the exception that the I. T. home1 signal w-s not changed 
to display proceed. Ten levers we-e manipulated to com­
plete this operation. 

In a test after the accident the air-brake equipment 
of engine 636 and 5 3 undamaged cars functioned, properly. 

During the 30-day period preceding the day of the ac­
cident there was an average daily movement of 17.4 N. Y. 
C. & St. L. trains over the crossing involved. 



Di ccussion 

The ru] r s gov,rnina op oration on t h " lint involve'! 
p m a v i d e that e n g i u e m e n r.urt observe i n t e r l o c k i n g ;ianeis 
anc c o m m u n i c a t e t h e i r i n d i c a t i o n s to e"ch oth^r. T r c i n c 
must a p p r o a c h railroad e r o a s i n g s at e r s c e w i t h caution. 
After a rout- has h^en ! r.̂ '3 for en a p p r o a c h i n g train, 
the switches must no* a. semapi C or r la- signals cleared 
for a c o n f l i c t i n g routs u n a i l the '"rain for ' rhlcn the 
signals were first cleared pas stopped. All surviving 
employees involved understood These r spu Lr ~me?rst s . 

Ac cor-diri a to the- a rat ^rrent of t h e op or" for-ley email 
at LeClair-- ^ower, the a u d i t a - A A J I - O :

 f i h - i n " l e a d e r save 
i n f o r m a t i o n of the a p p r o a c h of A norr ; I-hound p-ssen-'-r tra 
on tPie I. T. "bout 1:51 p . m. The schedule of the I. T. 
train p^oviefO 9 m i n u t a p runnir/ T time b e t w e e n tha outer 
limit of the • abroach circuit anc has t o - c r . At teat 
time no route va i iin-.d for m o v ^ s r r tsrou^h the ir.t. 
locking. Tie Una,-; th-' inte "r i c o k i n r for m o v e m e n t on tna 
I. T. thr-ouffh fhs. int-a*] ocking, bul die rot cleer the 
'home signal w h i c h gov. art north-bound -cv scents hi j. uc 2 
he could line the rout- :ov a ^ar l i e s : a : m o v e m e n t c u r ­
ing the ins r v 1 of Q m i n u t e s wi theuf :el. to the- I. . 
t r a i n . Ahou- n ,"i n u t < M m r.er he obs rv<-r' S I - c o r d /a r,p_ 
pro, china cii the a. Y. a. a St. L. at 1 ; i<-r,ance of l/b 
i:ile. He sta n m i ao cl>v>v + he home signal on tin.- I. T. 
but, b^eomin.;- ^lr-<rssd ' ha f Second -.9 would not stop sho^t 
c1 its bom eigrel, he c l a y s cl-' ,rirs the I. T. home 
s i a n a l . Soon af teretea: S eork 4 9 '"as Per' ile-d. Tha 
oper ag or-levef ma n raio 1 ha . pa calliper trains are riven 
p r i o r i t y over freight train; w i t h r E M ' b to m o v e m e n t 
t h r o u g h the i n t e r l o c k i n g . IP-- b .' ro r-v-nce knowht dge 
of t h e a p p r o a c h of Pre.ins an t h H. Y. C. <k St. b. except 
w h e n rir, di°oetehe r informs him, but or the I. T. audible 
a p p r o a c h Indicatory e k r e irr'ormati on of the, a p p r o a c h of 
t r a i n s on that bine. Pk seek that k. 1. C. ^ St. L. 
freight trains usua'.ia proceed t n r o u r h M I E i n t e r l o c k i n g 
at m a x i m u m east tori S E E , . pawd. 

A^cor-'ing »o "'he "* s te mont a of tha irotorman and the 
c o n d u c t o r of ^ nor t it-bound I. T. P A R s^rm ^c *"r i n i-hlch had 
stopped at the north'an" home signal on ah' T . T. shortly 
befor'" Secora 4 9 I T : c crsiaod, they a r r ^ srefioned at the 
front tnd of their train, but n e i t h e r observed any m o v e -

T'^nt of t h e inf>"rio nkins plant such a,-- , ;oube exist i^ the 
o p e r a t o r ™ E ? eaa-caed in linin~ or changing ~ route through 
tne i n t e r l o c k i n g . 
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Aocording to the statement of the fireman of Second 
A Q, f='c' his tr-'in approaching the point where the ac­
cident occurred the speed was about 4 5 or 50 miles per 
hour, bhe throttle was in Drifting position and the en­
gineer, the front brakeman and he were maintaining a 
lookout ahead. At a point about ?,900 feet east of the 
hoim sipoa^l involved, the firenan observed ahrt it dis­
played proceed. He called this indication to the engineer, 
who sounded + ho engine whistle in acknowledgment. At 
that tiirw thw speed was shout AO'or 45 miles per hour 
and the engineer opened the throttle. When the engine 
was about 1,100 feet fast of the home signal, the fire­
man epa.'n ohrw rved teat the signal displayed proceed, 
and th n became occupied with other duties. When the 
engine was about ten car lengths or approximately 4-50 
foot east of the signal the engineman moved the brake 
valve to emergency position, and the fireman again ob­
served the home si^n^l. It then displayed stop and the 
derail w^s in derailing position. The distance was not 
sufficient to stop the train short of the derail from 
the speed o"f 40 or 45 miles p̂ er hour at which it was mov­
ing. Ho jumped off just before the engine reached the 
derail end at that time the sped was about 35 or 40 
miles per hour. The engineer and the front brakeman 
were killed in the accident. The conductor and the flag­
man were not aware of the derailment until after their 
train shopped. 

According to the stwtmtont of a car inspector em­
ployed by the N . v . 0. &. F t . L. , v'han Second 49 was ap­
proaching the pc^'nt where the 'ccident occurred he was 
stationed about f5 feet south of the rrmin tr nck, 6 or 8 
feet '-"est of hi a F l a m ' - ; , - nd about 1 , 6 00 foot cost of 
home signal ' ' - 1 . Look'ww wasm-wrd, he observed that the 
home signal diecley-e, prooeao. Ho then became engaged 
in observing the c^rs in the troin of Second 19- After 
35 or u0 cars Ira passed him the speed of the train was 
reduced find a t th°t time he observed the home signal dis­
playing stop. H - - v r h' + i t customary for him to 
observe the bra ice tion alspieycd by this homo signal. 

The firoa R sai'- that although the approach signal 
involved is r" d to display an indication which requires 
trains to approach the hone- signal with caution, if the 
home signal di'rloys proceed, that indication governs. 
According to the at-t'rmcnt op the trainmaster, at points 



- 1 0 -

w h e r e the a p p r o a c h signsl it. fixed to di-epl^a caution, i^ a 
crev; c m sec that the homt signal displays proece d, the t 
i n d i c a t i o n c o v e r n r . 

Soon a f t e r the accident occurred, e x r m i n o L i o n of 
the i n t e r l o c k i n g disclosed it to he lined for m o v e m e n t 
on the I. T. end it was n e c e s s a r y to disconnect various 
p a r t s bt f ore other m o v e m e n t s could be routed t h r o u g h 
the i n t e r l o c k i n g . The derailed equipment hed semeged 
t h e derail and pipe line ~nd, if the route had not p r e ­
v i o u s l y been lined, it would have b e e n impossible to com­
p l e t e the lining of the route on the I. T. after the d e ­
railment o c c u r r e d . The c o n d i t i o n of the int rlocking as 
found eftsr the t eel dent is in conformity w i t h the s t a t e ­
m e n t of the-, o p c r o s o a - l e v e r m e n m a t the route for the I. T. 
w a s lined, except that the home signal was nor, cleared 
b e f o r e the e n g i n e o1"' Second Z9 ^no derailed. If home 
signal 63 d i s p l a y e d proceed ea a >cond 19 v a ? a p p r o a c h i n g 
it, as stated by the fireman and the car inspector, in 
order to set up the condition Poena to erase ftcr thr 
a c c i d e n t it would hnvr. b-.cn n. e e.ary for the o p e r r t o r -
l e v e r m a n to t-.kr che rout- fwea t>oa' the K. Y. 0. f, St. 
L. and lint it for the I. T. â  tT ac n the line- the signal 
wes last reported a,an ~t proa, aa m.' tno time of f t r a i l -
m e n t . During trie tir' i n t _ r v 1 "he Lr'in m o w d n esti­
m a t e d distance of 1,^00 !e>,t. eecorcinr to the s t c t < m c n t 
of the opera tor-lev t . rman, the route w h i c h had b o m lira d 
up w a s not changed, ana t a + a •"•ft'ar the accit ^nt ineiceaed 
that this time i n t e r v a l v-oul^ he sufficient for the 
oper" t o r - l e v c r m a n to ci.pley ^fy home signal at atop m d 
to o p e n the d e r a i l , hut would not b< sufficient to line 
the route for the I. T. Since tlm routf --w found to be 
lined for the I. T. after the ecciean'- occurred, and since 
it could not have b e e n so Lined after tb r resident, it 
f o l l o w s that tne hT. Y. C. & St. L. Pi n na n end the car 
i n s p e c t o r must have misread the i n d i c a t i o n of tin home 
s i g n a l . wpy +he engineer 7 0 Lieu to observe hhf. t the- sig­
nal displayt d stop ana to opnlv the brap a m su'^'ici'nt 
time to stop a sort of M r e c m il could not ta 'et. rmin d. 

At the tire of the eeeid'.nh the inter Lee 1 't this 
point did not conform w i t h .< • var^l sections o" tht r u l e s , 
stand; rds and an c true Li or" "'hi ah wor. rraeorib> r" by the 
C o m m i s s i o n ' s or ̂  r of f [ 1 1 3 , 1039. > t i t " u^on an a p p l i ­
cation f i 1'. d by the P. Y. 0. & St. L., 'he C o m m i s s i o n ex­
tended aPne effective f.-'t, of its o r A . r of Axwil l'J, 1 9 - 0 , 
t o J r. nun r y 1 , 1 9 / 3 , i n s o f a r a ? P c c ^ \ n n s 3 0 / 3 0 5 , 3 0 ^ ; nd 
3 ? 1 apply to tha i n t ' r l o c k i n g at this point,. ^hesr sections 
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( S F A L ) W. P. B A R T F L , 

Sv. cr^ta ry. 

relate respectively to fpacin? of •-imvalc, track cir­
cuits, approach or tine locking ~nd m- chanical connec­
tions to sv/itches 'no signals. On June ? 3 , 1 9 ^ 1 , the 
I. T. applied for approval of certain proposed modifica­
tions to conform with the order, and received approval 
upon condition that such mod ific?ticns be completed by 
July 2 9 , 1 9 4 ? . 

The investigation of this accident disclosed th Dt 
e q u a t e provision had not be e n made for sr f'eguerding 

operation at this point pending the completion of modi­
fications which are necessary to bring this interlock­
ing into conformity with current r<quir^ments. 

Cause 

It is round that thi ' accident -7a;: cruscd by fail­
ure to operate Second /,9 la . ecordanee with a n interlock 
ing signal indication. 

Recommend,--1 Ion 

It ic^ recommend, d ttmt the, Ree' Yo^k, ChicT-o iv 
St. Louis R.-ilrocd Cora-'ny lira a <. iat rly restrict autnor-
ized speed of its trains at the interlocking Involved 
sufficiently to insun s^fety o f era r a t i o n pendinr neces 
sary modifications of the interlocking. 

Dated at v.. e r n ngton, r . 0 . , this twenty-fourth 
d-y of April, 1 Q / 2 . 

By the Commission, Commissioner pe.ttcrson. 


