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To the Ccumission

On fpril 2, 1423, there was a rear-end ¢
two freight trains on the Toledo,S%.Louis & Western Railrcad
near Copeland,OChio,uhich resulted in the death of ore em-
rloyee and the 1njury of four employees.

Locat1ér and méthod&bﬁ operation.
yT N ]

Tn:s aczident ocdupred on suocdivision 1, which extends
between Tcledo and Deiphos Yard,Onio, A distance of 72 7
riies,tnis being a sirgle-track lihe over which trains are
operated by time-table and train.orders,no block-signal
sysiem beirng in use. Quader the rules, triins 1n the saue
direction are spaced 10 rinuted apart at oren offices. The
accident occurred at a point nearly 2 miee esast of Coperand,
approachirng this point from the west there are s,758 feet
of tangent, a curvye of 2¢ to tne left which 1s 843 feet in
length, 178 feet of tangent,and a curve of 3° to the rigat
1,408 feet 1n length, the point <f accident being on tnis
curve 312 feet from 1ts western end. Approaching from the
west there 1s an unocbstructed view of the point of accidsut
for a distance of nearly 3,000 feet., The grade 1s practi-
cally level. The weather was cloudy at the time of %he
accldent, which occurred at about 11.55 p.m.

Description.

The crew of engine l<4, in charge of Conducstor
Flickinger oand Engineman  Stracke, were engaged in transfer
service between llichigan Central Junction and Coreland, a
distance of 3.5 miles, and before departing from Michigan
Cen%rzl Junctiorn received a cony of train order No., 8%,
Form 19, readiang as follows:

"Eng. 124 run Extra MO Jct to
Ccpeland and return to MC Jct
meet Extra 151 east of Copeland"

This order was made corplete at 10,40 p.m., and ac-ordirng ¢
the train sheet extra 134 left Michigan Central Junsticn at
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10,30 p.r. and arrived at Copeland at 11.15 p .m.; the cars
1a the train were set out and a train of 1% cars made up for
the returf trip to Michigan Central Junction. There is no
record on tne train sneet as to the tiue at which exira l<4
departed frem Copsiand eastbound,bat tns testimony indicatcs
1t was between 11.4C and 11,45 p.m. It had proceeded a dis-
tance of nearly & mulies, eand ~2s traveling a2t a speed of 10
or le miles an hour when 1t was struck by extra 151.

Eastbound freight train extra 151, consisting of 85 cars
and & cabcos2, hauled by erngine 151,was in charge of Conduc-
tor Eonon and Engireman Thowas.Tnils tra:n passed Copeland at
11.50 p.m. sithout receiving a copy of train order Ne. 89,
previcusly yuotea, which had Ween adaressed to 1% at that
poirt on Form 31, and collided with therear of extra 144
while traveling at a speed of about 55 miles an hour.

Tne gaccose and the tenth car ahead of the caboose of
extra le+ were demolished, while engine 151 and the first
three cars 1a its train were derailed.The car immediatsly
anead of the caboose of extra 1z4 contained napiha,which
caught fire ana a »ortion of the areckage was burned. The
enployee killed waas the conductor of extra leo«.

Sumnary of evidence.

Erngiremnan Stracke, of extra ld4,said it vas 11.15 p.m.
when his =sngine arrived at the toier at Coreland after having
rut away tpe trein, that he imrediately inquired as to the
location of extra 151 and that the conductor sold him 1% left
Grepnd Ropids,Qkio,18.7 miles from Copeland, at 11.05 p.m.,
but tha* they would proceed ahezd of extra 151 to Michigan
Central Juncticn. After pulling out on the main track he
broight his train to a stop,received a proceed signal,and
said 1% was 11.a40 or 11.4E p.m.shsn his trein left Copeland.
His estimates as to 1ts speed after departure varied from 8 to
1¢ rales ap hour,the speed limit for freight trains i1s 30
miles an hour, and he said tnere was no particular reason
for the low Tate of speed at which he was operating his train,
it rnerely being customary in this vicinity.He knew extra 151
was behind his train,but said that the conductor felt they
couid m2ke the run ahead of 1t, and that he had a shorter
train than uwsual and everything was in their favor.He had
not heard or seen anything indicating the approach of extra
151, and the first he %new of anything +rong was wnen the
acciient occurred. He further statea that he had locked
back when leaving Copeland and at that time the zaar marker
on his side of the train was burning, and he also said that
while at Cgpeland hie had noticed that the three marker
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lights were burning, cne on ezach siae of the caboose and une
in the center.Engineman . Stracke statea that engine lez vae
headed east on departing from Michigan Central Junction anc
that it was not furned at Cogzeland; alse tnat ir his opinica
it was not necessary to wait for extra 151 east at Copeland
before departing on the eastoound trip as all orders per-
taining to extra 1c4 west had been fulfiiled when he left
Copeland. He also stated that no delays were encountered en
route on the return trip The statements of Fireman Gwin end
Switchwan Voorhees, who was head brakeman, practically
corroborated those of Enuineman Stracke.

Swltchman ¥elte,who was flagman on extra le4, said that
at Ccopeland he walkea along the train, coupling the air hose,
7hile the cordustor went tc the tower.After brake-pipe
Pressure had been pumped up, the train proceeded out on the
main track and he asked Conductor Flickinger if he shorld
Flace a torpedo on the rails, a2nd was told not to'do so,
After pulling out on the main track,Switchman Welte threw .
the derail and closed the switch, and noted that the red
lanterns serving as markers on the sides of tae caboose were
burning; also the red lantern which was in the window 1in the
center of the sear of the caboose. He further stated that
Conductor Flickinger took down the red lantern which was
hanging in the wiandow and then sat aideways in the win-
dow, facing north. There was some conversbtlon coOncern.ng
extra 151, Switchman "elte remarked that that frain was
coming with only a few cars and di1d not stor at Copeland,
and the corauctor said that if he saw them coming he wvould
throw off a fusee. Suitchman Welte sai1d Conductor
Flickinger sat in the window all of the time and that he
himself then ate lunch, after telling the conductor he was
going to do so, and shortly after this he sawapposite
tre trenk a reflection of a headligiot, and was getting out
of the caboose when the accident occurred, at which time the
gpeed of his train was aocout 10 miles an hour. He further
stated that he noticed the conductor just before getting
off and that he had his arms folded and appeared to be
dozing; that Conductor Fiickinger was i1n the hab.t of throw-
ing off fusees hiwself, or else® telling the flzagman to do
80, and that he sup,.osed the conductor woald a%tend to thais
duty or this occasion. Switchman Welte stated that he
did not remember wheher 1t was 11.43 or 11.48 p.m. when
he closed the suwitch after the train had puiled ovt on the
raxrn track at Copeland.
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Enginenar Thomas and Head Arageman Castell of extra 137
stated that a;preaching Cozeland the encine whistle was 8Gulu
ed for the anterlockiag, aand train order signals,and after
both of these sig.als were cleared,steau was worksa;they
estimated speed at about 5 or 30 wiles an hour when they
rassed Corelana at about 11.50 v.m. Roaa crossiag signals
“ere sourded on Swe ccsisions, and on reacning the loug
tangent &;, roaching the point of accident tnsy were looking
ahead but their Iirst knowledge of the tresin ahead was when
they sav the electric hezdlight of their enzine shining on
the caccose of extra 134, only about 5 or 8 car lengths
avay, at which ti.e speed was about 30 -iles an hour. Engins-
man Thouas shut off steam, and ap_ liied the air brakes in
fuergency, and they jJum, ed just befcre the accident ozcurred.
fnginenan Thouas stated that althovgh he was looking foiward
all the ti.e ke did not see any markers or roa ligats oa tne
caboose of extra le4, nor aay flag.arn. Heed Brekewsn Cattell
stated tanat hen he first saw trn: tr2in he thought 1t wvas
3tand.ing, and was rosisave 14 his statenens that none of tn2
waTkers ligats was turning.

Fireraan Fuerst said h= was oa the deck of the erngine wmost
of the tire, put in one or twe fires arter _assing Copslanuy,
end was abovt to put 1a mncther fire wnen tre enzinenan told
nim to get off, he did rot see aay red lights cn the cibocse
0f extra lad,

Cordvnior Bohon, who was riding 1n the cakboose, verif.oc
the stats, ents acout the clearinz of the signals for his traur
at Ccopelara, and as to the %ire av which the traln jpassed
that ,oint. He estirated the spezd at tnis tiie at o0 mi.es
an hour and said it was then 1:icreased te not weore then 30
rniles an heur. His first know.edge of 2avtn.az wrong vwas hen
the alr ofrakes were applied 1n emargency, just kefore tine
accident occurred, and he thought the steed at tne tiwe or
the acciaent haa been reduced to <0 miles an ncur. The air
brakes on extra 151 worked properly en route, Flagc-an Pouell,
who was riding on the left side of the curola of the cabuose,
thought the speed of tne tran passing Copelana vas about
45 riles an hour. His further state.ents .Tactically coIro-
borated these of gonductor Behcen,

Operator McCorrack, staticned at Copeland,stated thot at
about 11.15 p.m., Conductor Flickinger came into the office
and zej.orted the arrival of sxtra 18«, and, as ke considesred
this cocipleted train order Wo. 35, aftsr repcrting thear

vrivalto the dispatcher, he Tiled Lis copy,which was addres.a-
ed to extra 151 east at the weeting po.at, as had been the
rractice at thais point for years., Operator uJecCormack toid
Conductor Flickinger that extra 151 had departed frow Grand
Rapads, 18.7 .uiles dastant, at 11.1¢ p.n., ther he heird ths
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conduct or rewark to a member of the crew that they could
easlly make Michigan Central Juncticn ahead of that train.
Extra 124 then proceeded to the east end of the yard. He
said that he saw them down in the yard sometimeafter il.»~5
,or 11.30 pwm., but at 11,38 p.m., there was no i1ndicaticn

of them being in “he yvard and therefcore he was certain

they had departed at this time. He maintained that as he was
positive extra 124 had departed at 11.38 p.m., and as extra
151 did not vass Copeland until 11.50 p,m., the ten minute
spacing ITule had been conplied with, alsc that he did not
show the departing time of extra 124 on the train sheet,

nor report their departure to the dispatcher, as he did naot
know what tiue they actually left.

Dispatcher Laubenthal stated that he i1ssued the round
trip order to extra 124 on this occasion as a matter of coavsn
1aBCc€, Trather than jutting out two orders for the wovement
internded. Dispatchesr Scott stated that he arrived at the office
at about 11.45 p.m.,and that Dispatcher Laubentnal was with huw
meking the transfer until almost 12 o'clock. Both of these
disyatchers were of the opinion that when extra 134 arrivad
at Copeland tbe order had been fulfilled. They also admitted
1t 1is the practice,at times, for crews engaged i1in transfer
service to return to Michigan Centrzl Junction ahead of the
train they are supposed to meet at Copeland. Dispatcher
Laubenthal stated that train ordsr No. 89 was rlaced at Cag.e-
land, the meeting point, to extra 151, the superior train,
with the 1dea that extra 134 would make the round trip, re-
tuming to Michigan Central Junction before extra 131 arrived
at Copeland, and tnen 1t would nct be neeessary to stop extra
151 at Copeland for the order, otherwise the order would have
been placed to extra 151 at some poirt west of Coyeland,
and the train stopped to receive this order. Dispatcher Scott
stated that Operator McCormack reported extra 1l<4 as having
arrived ak Coreland at 11.15 p.m., but that no report was
made as to the time of their departure from that point. Also
that extra 151 passed Coneland before he was througa waking
out the dispatcher’'s transfer.

The caboose of extra 124 was a built-over box car with a
door in the center on each side and one window 1mn the center
of ezch end, as well as windows con the sides. The brackets
for supporting the markers were located just to the rear of
the side doorways, or about a half a car length frowm the rear
ot the car, and cf couvrse, when the caboose was rounding a
curve, the cutside marker would not be visikle to a following
train. At the time of the accident the markers were red
lanterns. Trainmaster Druckeuwiller said a set of standard
markers had besn furnished the crew for use on this caboose
and did not know that they had been changed by the crew,
this having been done without permission a few days prior
to the aczident.
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Cornclusicns.,.

This accident was caused primarily by the failure to
rrovide proper fiag protection for the eear of extra ls4, fo1
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which Conductor Flickinger and Flagman Velte are respo.fible.

The flagging rule of tnis rzilrcad requires in part that
when a train 1s moving undser circumshances in which 1t way be
overtaken by a following train,the flagmen riust take sucn
action as may be nesgessary to insure full protection. The
evidence indicetes tha%t there was sore conversaticr
between Conductor Fliczinger and Flagman Welte, after leaving
Copeland, to the affect that extra 151 was coming witn only
a few cars and not storping at Copeland, also that the
conduct or remarked he did not think the crew of that train
would see extra 124, but if he saw thew he would throw off
a fusce. Yet 1n view of this ccndition he rewcved the red
light from the paar window of the caboose and sat in the
window, while Flagran Jelte ate luach. pad these employees
rTotected tnelr train in accordance with the rules, this
accidant undolbtedly would have bsern rrevented.

Although the testimonty 18 cornflicting as to the time
extra lo4 departsd from Copeland, Operator McCormack admitted
he d2d not know what time they actually dad depart, and the
welght of evidence 1s that the trains invclved were not
sfpaced ven .ianutz=s apart as re,uired by the rviles,

Rule 229-10G, relating %0 the duties of aizpatchess,
provides that as far as }ocssible they shall aveid 1ssulng
round %rip orders. In this instance the dispatcher issued the
round trip order as a matter of coavenience and in accordance
with common practice., & check of the records discleosed that
very frequently round trip train orders, i1den&ical in sub-
stance with train order No. 89, are issued 0 crews engaged
in transfer service, addressed to the superior train at the
mzeting point, and aze hendled in the same manner as was done
on this occasicn. Sometiries tne train inferior at the tire
of the issuance of the order follows the supsrior train Irom
Copeland tvo Mrchigan Centril Junction, but at tiues nmakes
the roond trip tefore the superior train arrives at Copeland.

Under rule 208a, a train order mmst not be sent to a
supericr train at a meeting poilnt when it can be avoided,but



when so sent the faict will be statea in the order. In this
cage trasn order No. 89, eon Form 31, was sent to extra 151 at
the meeting point and there was nothing ir the order te in-
dicate that such was the case.

The lax operating methods and neonconformity to rulzs
disclosed by this investigzation should ve givsn taozough
consideraticn by responsible officers of tris ccapany and
proper corrective weasures should promptly e taken.

711 of the erjployzes involved were exgeriecnced men. A
the tine cf the aceident the crew of extra 134 hadl tesn on
duty less than 3 xaours, and the crew of extra 151 less than
5 howrs, previcus to which they naa kesn off duty for more
then 15, and 2C hcurs, respectively.

Resrectfilly subuitted,
W. P. BORLALD,

Director,



