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INTERSTATE COMMERCE GOMMISESION

REPORT OF THE DIRECTOR OF ThE BUKEAU GF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCTUFRED ON
THE CHICAGD & NORTHWESTERN RAILWAY NEZAR GLALSTONE
PARK, CHICAGO, ILL., ON SZPTEJBER 15, 1926.

October 28, 19386.

To the Commisasiont

On September 16, 1928, there was a side
colligion between & freight tra.n and a work frain
on the Chicago and Northwestern Pairlway near Gladstons
Park; Chicago, Il11l., which resulted in the death of
l employee and the injury of 3 employees.

Location and method of operation

This accident occurred on Sub-division 4
of the Wisconsin Division which extends be.ween Chicago
and Harvard, Ill., a distance of 63.7 miles. In the
vicinity of the point of accident this 18 & double~
track line over which traine are opersted by time-
table, train orders, and anr autonatic blrok-signal
system. Traine running with the curient' Xraffic keep
to the left. The accident cccuarrel ¢4 2 point ap-
proximately 1,124 feet east of Gladsione Park, a sub-
urban station within the city limits of Chicago located
9.7 miles west of the station at Cnicagc; approaching
this point from the west the track 18 tangent for
geveral miles, while the grade at the point of accident
1s 0.35 per cent ascending for eagibound trains. The
automatic signals involved ares of the Hall banj)o type,
and are located about 825 feet and 1d miles, respective-
ly west of the point of accident.

The weather was clear and derk at the time
of the accident, which occurred at about 6.52 p.m.

Description
Eastbound freight extra 1905 consisted of

40 cars and a caboose, hauled by engine 12805, and was
in charge of Conductor Cipriana and Engineman Melzer.



This train passed Des Plaines, 6.9 miles west of
Gladstone Park, at 6.38 p.m., and collided with

a wrecking derrick that was standing on the west-
bound track, fouling the eastbound track, while
traveling at a speed variously estimated to have
been between 4 and 10 miles an hour.

Westbound work extra 74 consistsed of a
wrecking derrick, four cars and a caboose, hauled
by engine 74, and was 1in charge of Conductor Richard-
son wnd Engineman Stout. This train was standing on
the westbound main track opposite a crossover located
about 1,000 feet east of Gladstone Park with the der-
rick swung diagonally across the track, which caused
1t to foul the eastbound track, and was in this posi-
tion when 1t was strucg by extra 190C5.

Engine 1905 was derailed and came to rest to
the north on 1ts left side; the tender and the follow-
1ng two cars in 1ts train were also derairled, the
cars being demolished. The wrecking derrick was de-~
Tailed and badly damaged, while two cars in the train
of extra 84 were deralled and overturned, cone of them
being destroyed. The employee killed was the fireman
of extra 1905.

Summary of evidence

Engineman Melzer, of extra 1805, stated that
as hils trein was approaching the distant signal at a
speced of about 35 miles an hour he noticed a caution
indication displayed by that signal and shortly after-
wards he shut off steam and permitted his train %o
drift. Before he reached the signal he saw 1%t go to
the clear position and at the same time he noticelthe
next s1gnal in advance, as well as the following signal
which was located beyond the polnt of accident, dis-
playing green or proceed indications, He then began
working steam and was st1ll running about 35 miles an
hour when he was flagged with red and white lights by
a flagman wno was standing between the two maln tracks
east of Gladstone Park and about 15 or 20 car-lengths
ahead of his train. Engineman Melzer acknowledged the
flagman's signals with two short blasts of the whastle,
and then shut off steam and nade a service application
of the brakes and continued to hold the brake valve
in that position, with the headlight dimmed, until
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his engine passced the engine of the train standing
on the westbound main track. He thzn noticed che
derrick, fouling the eastbound tr=ci, oa0d scunded
several short blasts of tn= wh 31 -, o7 Wag nog
certain as to whether or not he rno iz na evargency
application of the brakes; he then called %o his
fireman and jumpod from the left side of the eagine
cab. He said the flagman did not give him vicleat
stop signals nor did he notice any other s:gnals
being given in the vicinity of the standing swrain.

He undcrstood that under the rules a train when flag-
ged 1s required to stop if rossiblz befor:z reaching
the flagman end 1f unalle tc do so, then 1t is to be
stopped just as soon thercaltsr 28 possible. Engine-
man kMelzsr furtaer strted, however, that when he
noticed the autocatic signelis go vo the clecr nosiltion
and scw the duamed headliguat of the sngin2 stonding
on the westbound trock he thowrsit thoat sowe train
had bzen using the eastbound tr.ck and had just gotten
into clear on the westbound 4rack. Hc cstimated the
epccd of his trein at the timr. of tas collicion at
about 4 milcs an hour, and said that hed an emnsrgency
application of the brakes becn arde at thz time he
first saw the flagman's sigrals, or cver wshen passing
the flagman he could have stopped his trz2in befors
the collision occurred.

The statements of Conductor Ciprianl and Breke-
men Jablonskl angd Surme, of extra 1905, evolved nothing
of importance as they vere unaware of anythiing umisual
until the collaision occurred.

Conductor Richardson, of extra 74, stated that
his train was standing on the westkound main track
at the.crossover for the purpose of rersiling a car on
an adjoining industry track, and that we 1msitructed
Brakeman Reynolds to proceed westward to prctect the
eastbound track and Brakeman Barclsy to go back and
protect his own train on the wectiownd track, making
certain they both had the proper flagring cquipmont.
After these brakemen had gone out wiat heé thoughi was
a sufficient distance the dsrrick vag swung across
the tracks and work started on rerailing the car. As
an additionel pracaution Conductor Richardscn opened
the crofisover switch on the sastbound Srack which set
the signals on tnat track i1n the stop position,
Shortly afterwards he saw the heaclignt ofi an approach-
ing eastbound train and he said he thought the train
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had been stoppecd by the flzgmoan and thereforc he
closed the croesover switch, Thich clearesd the
automatic signals on the castbound tracik. Shortly
afterwards he noticed the tr2in continu:'ng tovards
him at slow speed and began giving stop s:gnals

with a white light, and continued to do so unsil

the collision occurred. Conductor Richardson esti-
mated 1t was from 8 to 10 minutes from the time he
closed the switch until he began giving stop signals,
and said he did not think the clearing of the signals
should have mislead the engineman of the approaching
train,

Engineman Stout, of exira 74, stated that
he saw Conductor Richardsnon open the crossover switch
when cxtra 1905 was some Zistance w23t of the point
of accident and after about ivo minutos saw him close
1t again. He also noticed th: flaznen going west-
ward with red and white lights, and estimated the
epeed of engine 1905 when 1t passed his own engine
to have becn about 15 miles an hour.

Brakeman Reynolds stated tnat he proceeded
to a point which war about 960 feet west of where has
train was standing, for the purpose of providing
flag protection, and when he sav the headiight of the
appreoaching train he gave stop signals which were
answered by t7o short blas+*ts of the "histle. At
that time the train was about one-half mile distant
and when his signals were acknowledged he gave five
cr six additional stop signals and then sté&pped from
the center of the eastbound track to a point between
the two main tracks., He did not use a fueee or
torpedoes as the weather was clear and as the cngine-
man of the approaching train had ansvered his hand
signals, The engine worked steam after his signals
were acknovledged, the engineman shutting off steam
when about 2C car-lengths from where he was standing.
Ag the engine passed him he thought the sseced was
being reduced but did not notice eparke flying from
the wheels as would have been the case had the brakes
been applied in emergency, and ne shouted to the engine~
mran that the track was fouled, but did not get any
Tresponse. He also noticed scmre one ziving stop sig-
nals with a white light in the viciaity of where his
train was standing. He estivatod th2 speed of the
eastbound train at the time 1t paesed him &t about
15 miles an hour,
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Conclusiorns

This accident was caused primarily by the
failure of Engineman Melzer nroperly to obey the
8top s:gnals of Brakeman Reynolds.

Engineman Melzer admitted that he saw the
Btop signals being given by B.ak.wen Reynelds, but
made no effort to bring his treia 1o a2 sicp as he
noticed the distant signal, which lLad bueers 1n cauticn
position, go to clear, observed that t7o or three
8ignals in advance were in the c¢lesr position, and
assumed that some train had been using tha castbound
track and had just gotten into clear on ihe Westoound
track, The signal indications, howevar, in no way
relieved ham of the duty of stopping vhen flapgged,
and had he taken the necessary measures to Lring his
train to a stop when he firet saw the stov signals
of the ¥lagman the accldent would have hecn prevented.

Conductor Richardson shovad very poor judg-
ment when, after opening the eastbound crossover
sWitch and causing the signals for thas “rack to dis-
play a stop indication, he closed the sv.tch and thus
cleared the signale in the facw of an spproaching
train. In his effort to add mors protection to his
train, which was fouling the easthovnd track, he
created a situation which was confusing %o the engine-
man of the approaching train, and irdirectly resulted
in his failure to bring his train to a stop.

All of the employees involved, sxcept Brake-
man Reynolds, were experienced men, and at the time
of the accident none of them had been on duty an
violation of any of the provisions of the hours of
service iaw.
Respectfully submitted
W. P. BORLAND

Director.



