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SUMMARY 

Railroads: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

Consi et: 

Speec1: 

Operation: 

Track: 

Weather: 

Tim r a: 

Ca r-ual cie <?: 

Causa: 

Recommend alien: 

Wheeling and Lake 
Er j e 

April 3, 1943 

Bellevue, Ohio 

Sice collision 

Freight 

99 

6421 

59 cars, caboose 

Standing 

Timetable and 
train orders 

Mew York, Chicago 
& St. Louis 

Freight 

First 52 

724 

7 3 cars, cp'occse 

6-8 m. p. h. 

Timetable and 
train ord.ers 

Movements over crossing governed by 
stop signs and tilting-target signal 

Single: 1° right : Double; tangent; 
0.61 percent de­
scending grade 

grade westward eastward 

curve; 0.08 per­
cent d.e scendhn: 

Clear 

About 5:27 a. m. 

7 injured. 

w. T. 

Accident caused by failure to prov.id.a 
adequate protection for rnovemencs 
over tnis crossing 

That the N e w York, Chicago & St. Loul1 

Railroad Company and the Wheeling and 
Lake Eric Railway Company provide 
approved protection which will jive 
distinctive indications for each 
route over this crossing 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 0689 

IN THE NATTER OF RAKING ACCIRENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF HAY 6, 1910. 

THE 1'KEEL PNG AND LAKE ERIE RAILWAY COUP ANY 
AND 

TH._, NEU YORK, CHICAGO 8- ST. LOUIS RAILROAD COMPANY 

May 26, 1943. 

Acciclcnc yt Bellevue, Ohio, on A^ril 3, 19-13, crus'd "by 
failure to provide ac enuace protection for movements 
ov,r chis crossing. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On April 5, 1943, tnere wp s a side collision "between a 
freignc train of the T'Tiie-ling end Lake Erie Railway and a 
freight train of tho Now York, Chicago 8. St. louis Railroad 
at Bellevue, Ohio, whicn resulted in the injury of seven em­
ployees. Tnis accident was investigated in conjunction wi m_ 
a representative of the Public Utilities Commission of Ohio. 

-'-Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled, proceeding was referred by the 
Commission to Commissioner Patterson for consideration and. 
dispo si tion . 
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Location of Accident and Method of Operation 

Tnis accident occurred at an intersection of the Wheeling 
and Lake Erie Railway and the Mew York, Chicago & St. Louis 
Railroad, hereinafter referred to, respectively, as the W. & 
L. E. and the N. Y. C- & St. L. Pellevue is located on that 
part of che Toledo Division of the W. & L. E. which extends 
between Brewster and Ironville, Ohio, 129.3 miles, and on tne 
Ft. Wayne Division of the N. Y. C. & St. L., which extends be­
tween West Wayne, Ind., and Bellevue Yard, Ohio, 125.1 miles. 
In tiie vicinity of the point of accident the w, & L. E. is a 
single-track line over which trains are operated by timetable 
and train orders. There is no block system in use. In tne 
immediate vicinity of the point of accident, tne M. Y. C. &• 
St. L. in a double-track line over which trains are operated 
by time cable and train orders. Tne east end of an automatic 
block-sirnal installation is 905 feet west of tne point of 
accident. Tne tracks of these lines intersect at an angle of 
about 70°, and the crossing is located 1,450 feet vest of tne 
N. Y. C. & St. L. station at Bellevue. Time-table directions 
on both railroads are oast and west. The W. &• L. E. track ex­
tends east and west and tne V . Y. C. & St. L. tracks extend 
northeast and southwest. The accident occurred within yard 
limits on both linos at trie inter recti on of the W. 8: L. E. main 
track and the N. Y. C. & St. L. eastward main track. Accroach­
ing from tne oast on tno W. <• L. E. there is a tangent 2,116 
feet in length, which is followed by a 1° curve to the rlgat 
331 feet to the crossing. Approaching from the southwest on 
tne M. Y. C. & St. L. there are, in succession, a 3° curve to 
the left 2,213 feet in lengti, a tangent 721 feet, al°15' 
curve to the right 220 foot, a 1°13' curve to the left 220 feet 
and a tangent 578 lVet to the point of accident. At the cross­
ing tne gr-'de for west-bound W. & L. E. trains is 0.08 Percent 
descending, and for east-bound M. Y. C. 6- St. L. trains, 0.61 
percent descending. 

Movements over the crossing are governed by a tilting-
target signal located in the routnwest angle of the intersec­
tion, 42 feet sou en of the W. & L. E. track and 10 feet west 
of tne westward N. Y. C. & St. L. track. Tnis signal is 
manually operated by a lever located In tne W. & L. E. telegraph 
office, located in the soutnwest angle of trie crossing. Ine< 
blade of tne target is 8 feet long and 1 foot wide, mounted, on 
a mast, ana is 25 feet above the level of the rail. The mldniie 
portion and eacn end, is painted red, and the remaining portions 
are painted write. Tne target is enuippod witn a red clectric-
lignt bulb at each end for nignt signals. The aspects and, 
indications of this signal are as follows: 



Aeoect s Indications 

Day 

Verti cal 

Horizontal 

Diagonal 
(Neutral 
po eition) 

Night 

Two red ligntr in 
vertical position 

Two rod lights in 
horizontal posi­
tion 

Two red lignts in 
diagonal position 

W. & L. S. trains may 
cross 

N. Y. C. &- St. L. train* 
may cross 

All trains stop 

On the W. & L. E. a stop sign for west-bound trains is 
located 432 feet east of the crossing. The N. Y. G. & St. L. 
is crossed at grade by tho tracks of two other railroads at 
points 800 and 228 feet ^vst of tho W. & L. E. track, and. stop 
signs for east-bound trains are located 1,110 and 563 feet wes 
of the crossing. 

Central War Time is used on tne N. Y. C. 6. St. L. and 
Eastern War Time on tne W. 6' L. E. Eastern "rr Time is used 
throughout tnis report. 

Operating rules of botn lines read in part as follows: 

98. Trains must approach * * * railroad cross-
irg s at grade, * * * prepared to stop, unless the 
* * * signals are rignt rnd the track is clear. 
Wnere required by law, trains muct stop. 

Time-table special instructions of tne N. Y. C. & St. L. 
r e a d i n p a.r t as folio w s: 

8. GENERAL INSTRUCTIONS. 
# •«• •«• 

(d) All members of train and. en ine crews 
must, wnen practicable, communion te to each otner 
by its name trie in^ lent ion of all signals affect­
ing tine movement of their train. 

* # * 

24. RAILROAD GRADE CROSSINGS AND JUNCTIONS. 
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(a) All trsins or engines must cone to a 
full stop before crossing any railroad at grade, 
except when protected by interlocking, not less 
than 200 feet nor more than 800 feet from such 
crossing * * * and will not proceed over such 
crossing until proper signal is displayed and 
route is clear. 

(b) At railroad crossings governed by * * 
tilting target, trains after they come to a stop 
will, when * * * target is placed for them to 
proceed, give two long blasts of the whistle, 
before proceeding. After tnis signal has been 
sounded the position of the * * * target must 
not be changed until the train has stopped or 
passes over the crossing. 

(c) Red lights at night indicate position 
of -tf * •» targets." 

•II-

Time-table special instructions of the W. & L. E. read in 
part as follows: 

155. At Railroad Crossings and Junctions at 
grade, not interlocked, all trains will come to 
a full stop, not nearer tnan (200) two hundred 
feet, nor further than (800) eight hundred feet 
from the crossing, and shall not cross until sig­
naled GO do so, or until the way is clear, * * * 

A bulletin issued by the ¥. <?< L. E. on December 17, 1941, 
reads in part as follows: 

All Operators Bellevue Tower: 
* -K- * 

In order to overcome any serious accident, 
wish you would please see tnat target is returned 
to neutral position as soon as possible after the 
departure of trains, and. the target must not be 
taken away from any road and. given to another 
road without being returned to neutral and you 
shoulc be assured that tnere is no other train on 
the same line approaching tne target before it is 
returned to neutral. 

# •ST' * 



- a - 2689 

Description of Accident 

No. 99, a west-bound second-class W. & L. E. freight 
train, consisted of engine 6421, 9 loaded and 50 empty cars 
and a caboose. This train departed from Brewster, 82.8 miles 
east of Bellevue, at 1:05 a. m., according to the dispatcher's 
record of movement of trains, 35 minutes late, and stooped at 
the N. I. G. & St. L. crossing about 6:20 a. m. After a west­
bound N. Y. C. o- St. L. freight train passed over the crossing, 
tne tilting-target signal displayed proceed for movement on 
trie W. el L. E., and No. 99 proceeded upon the crossing, stooped 
with tho engine standing on the N. Y. C. & St. L. eastward main 
track, and Immediately afterward it was struck by N. Y. C. & 
St. L. First 52. 

Fixst 52, an east-bound second-class N. Y. C. & St. L. 
freignt train, consisted of engine 724, 72 loaded cars and 1 
empty car and. a caboose. Tnis train departed from West Wayne, 
124.6 miles west of Bellevue, at 2:30 a. m., according to the 
dispatcher's record of movement of trains, 2 hours 30 minutes 
late, passed Green Springs, 12.2 miles west of Bellevue and 
tne last ooen office, at 6:08 a. m., passed the stop signs west 
of the crossing involved without stooping, passed the tilting-
target signal, which displayed stop for movements on tne N. Y. 
C. d Sc. L. , and while moving at an estimaced. speed of 6 to 8 
miles per hour it collided with No. 99. The brakes of First 
52 had been tested and had functioned properly on route. 

The target can be seen from the left side of an east-bound, 
engine on the N. Y. 0. <?- St. L. throughout a cliatance of 1,683 
feet immediately west of tne crossing, but the boiler of the 
engine obscures the view from too right ride throughout the 
last 854 feet. From tne left side of a west-bound engine on 
the w. & L. E. and from trie right side of an east-bound engine 
on tne N. Y. C. & St. L., the view of an approaching train 
moving on either line is restricted to 150 feet, because of 
buildings adjacent to the traces. An east-bound engine ap­
proaching on trie N. Y C. & St. L. can be seen from the tele­
graph office 950 feet. 

Tne W. J- L. E. engine stomped, badly damaged, on its right 
side a.cross tne eastward main track of the N. Y. Ch & St, L. 
The tender was derailed, but remained practically upright and 
in line with the W. £ L, E. track. Trie N. Y. C. & St. L. engine 
stopped, slightly damaged, with its front end suspended on cne 
W. c L. E. engine, and all wheels except tne trailer-truck 
wneels were above the rails. 

It was clear and. dark at tho time of the accident, which 
occurred about 6:27 a. m. 
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The employees injured were the engineer, tne fireman ana 
the front brakeman of No. 99, and tne fireman, tne conductor, 
tne swing orakeman and the flagman of First 52. 

During the 50-day period preceding the day of the acci­
dent, tho average daily movement over the crossing on the W. 
&• L. E. was 31.6 trains, and on the N. Y. C. & St. L. , 50.5 
trains. 

Dlscussion 

The rules governing operation on the lines involved pro­
vide tnat when a train is aporoacning a railroad crossing at 
grade it must be prepared to stop unless tne signals indicate 
proceed and the track is clear. At a railroad crossing gov­
erned by a. target signal, trains must stop not less tnan 200 
feet and not more than 800 feet from the crossing. In audicion, 
the rules of the N. Y. C. c- St. L. provide tnat when a train 
stops at a crossing controlled by a target signal, two long 
blasts of the engine wnistle :must be sounded before the train 
proceeds o\er the crossing. After the whistle nas been sounded 
tne position of the targe-1 must not be changed until tne train 
is clear of the crossing. 

Tne crossing involved is protected by a tnree-position 
tilting; target controlled by operators. Tne blade in vertical 
position displays proceed for the W. & L. E., in horizontal 
position it displays P r o c e e d for the N. Y. C. & St. L., and in 
diagonal position it displays stop for both roads. Before the 
operator changes the position of tho target from proceed for 
one route to proceed for the other, ne must display the target 
in diagonal position. 

About 6:23 a. m., a west-bound N. Y. C. & St. L. freight 
train proceeded over the crossing and the target was in hori­
zontal position, which w a s a. proceed, indication for that line. 
VJ. 6c L. E. No. 99 stopped at tne stop sign about 4 minutes be­
fore the accident occurred. Soon after the roar of the w e s t ­
bound. N. Y. C. & St. L. train w a s clear of the crossing, the 
target was changed to vertical position, wnich indicated pro­
ceed for movement on the W. h L. E. No. 99 proceeded and had 
attained a speed of about 4 or 5 miles per hour wnen the on-
ginger observed tho approach of N. Y. C. 6: St. L. First 52, an 
east-bound freight train. Becoming aware that a. collision was 
imminent, the engineer of No. 99 moved tne brake valve to 
emergency Position and stopped., the engine on the eastward main 
track of the N. Y. 0. & St. L., and the accident occurred imme­
diately afterward. 
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As First 52 v?s approaching Eellevue, the speed was about 
45 miles per hour, the headlight was lighted and the engine 
was being operated by an assistant road foreman of engines. 
He made an 18-pound brake-pipe reduction, then when the speed 
was about 10 miles per hour, he released the train brakes, but 
held the engine and tender brakes applied. Wnen tne engine 
was about 800 feet west of the W. & L. E. crossing, the speed 
was about 2 miles per hour and the assistant ro^d foreman of 
engines, observing tnat the target indicated proceed for N. Y. 
C. & St. L. trains, released tne engine and tender brakes, 
opened trie throttle, sounded two long blasts of the engine 
whistle, gave the charge of tne engine to the assigned engineer, 
and prepared to get off the engine. The engineer, the fireman 
and the front brakeman also observed and communicated to eacn 
other that the target indicated proceed for trains on the N. 
Y. C. & St. L. At tnat time a west-bound N. Y. C. £• St. L. 
train was proceeding over tne crossing. The speed of First 52 
increased to about 8 miles per hour at a point about 250 feet 
west of the crossing and the engineer was unable to see the 
target because the boiler obscured his view. Tho fireman was 
engaged in duties on the deck of tho engine, the assistant 
rood foreman of engines was preparing'; to alight from the engine 
and the front brakeman, who was on the left side of the cab, 
was tho only person on the engine in position to maintain con­
stant observation of the target. When tho engine was about 
150 foot from the crossing the engineer observed that No. 99 
would obstruct tne crossing in front of nis engine, and warned 
tne members of the crew tnat a collision was imminent, then 
jumped from the side window of the cab. As ne jumoed, he 
reached for the automatic brake valve but missed it and aoelied 
tne engine and. tender brakes instead. Trie speed was not appre­
ciably reduced before the collision occurred. The front brake-
man said that he last observed the position of the target wnen 
nis engine was about 250 feet west of the crossing, then his 
attention was distracted by exchanging signals with tne flagman 
of the west-bound N. Y. C. o: St. L. train, the caboose of wnicn 
was opposite his engine at tnat point. The first he was aware 
of anything being wrong was when the engineer called a warning. 

Under the rules, First 52 was required to stop at some 
point between 200 and 800 feet west of the W. &• L. E. crossing. 
The investigation disclosed that, in numerous instances, crews 
of N. Y. C & St. L. trains failed to comply with this provi­
sion. The engineer and, the assistant road foreman of engines 
said that the speed is usually controlled at a point about A 
2,000 feet west of the W. o: L. E. crossing so that if the W. cJB 
L. E. target, or targets controlling movements over two other 
railroads "located 800 and 228 feet w 0 E t of tho W. S h . E., 
indicate stop for movements on the N. Y. C. & St. L., trains 
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can be stopped short of a hignway grade crossing. If all 
targets indicate proceed for II. Y C. 6. St. L. movements, 
these indications are acknowledged by two long blasts sounded 
on. tne engine whistle, the train proceeds over tnese crossings 
and no otner stop is made. Both understood tnat trains are 
required to stop twice in the distance between tne highway 
grade crossing and. tne V. & L. E. crossing, but it is not 
customary to stop trains more tnan once in the territory in­
volved. In tnis instance, the train did not stop in compli­
ance with any stop sign. However, the engineer considered,, it 
to be as safe, where the speed was properly controlled, as 
wnen stops are made at stop signs. Nevertheless, tne rules 
required the N. Y. C. & St. L. train to stop at stop signs 
before proceeding, and then to be prepared, to stop short of 
the crossing unless the signals indicated, proceed and the way 
was clear. The engineer was unable to see the target in nues-
tion throughout a considerable distance immediately west of 
the crossing. 

The operator said that after the west-bound N. Y. C. &• 
St. L. freight train was clear of the crossing about 250 feet, 
ne looked westward but did not see First 52 approacning. Ke 
changed tne target to diagonal position about 5 seconds, cnen 
placed it in vertical Position for movement on the W. & L. E. 
He understood that the route should not be taken from one line 
after the signal has been acknowledged, but he did not near 
the engine wnistle of First 52 sound such acknowledgment. 
Prior to the time of the accident there was nc specific in­
terval during which the target was required to remain in 
neutral position; nowever, a bulletin issued 5 days after this 
accident occurred specifies that the target must be kept in 
diagonal position during a period of 45 seconds before changing 
the route from, one line to tne other. 

Tnis investigation d.isclosed that ah operator could change 
the route from one line to the other regardless of track occu­
pancy or time element. If the tilting target had been so 
arranged that after an approaching train had accepted tne pro­
ceed ind.1 cation the operator could not change the signal to 
display proceed for tne other route, or i f signals had been 
provided which would give distinctive indications for each 
route over the crossing, this accident would have been averted. 

Cause 

It Is found tnat tnis. accident was ceased by failure to 
provide adequate protection for movements over this crossing. 



Recommendation 

It is recommended that the New York, Chicago & St. Loui 
Railroad Company and the Wnecling and Lake Erie Railway Com­
pany orovide approved protection whicn will give distinctive 
indications for each route over this crossing. 

Dated at Washington, D. C , this twenty-sixth 
day of May, 1943. 

3y tne Commission, Commissioner Patterson. 

W. P. EARTEL, 
(SEAL) 

Secretary. 


