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INTEISTATE COMMERCE COMMISSICN

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
NEW YORK OENTRAL RAILRCAD AT MEIGS, OHIO, ON JUNE
20, 1927.

July 25, 1927.
To the Commisson:

On June 20, 1927, there was a head-end col-
lision between tvo freight trains on the New York Central
Railrcad at Meigs, Chio, resulting in the death of one
employee, and the 1njury of +three employees., This
accident was investigated in conjunction with the Ohio
Public Utilities Commission,

Location and method of operation

This zccideat occurred on that part of the
Southern Divisinan exterding betwsen Corning and Hobson
Junction, Chio, a distance of 58.7 miles; in the vicinity
of the point of accident trains are operated by time-table;
train orders and a manual block-signal systeom., From
Hobson northward to Mcigs, a distance of 6.2 miles, therve
are two marn tracks, designated as the east main track
and the west maln track; these two tracks are a considerable
distance apart between thesc two points and converge at
the junctron switch at Mergs. Tne west mern track 1s
used by northbound second-class trains and extra traias,
except local freight trains, and the east rmain track 1s
used by nathbound vasscngsr and local freight trains
and all southbound trains; 1t 15 2 siagle—-track line
north of Meigs. The velegraph offiice at Meigs 1s
located on the east side of the tracks, only a few fect
frem the junction switch; at a point 18.1 feet north
of the Junclion switch tacre 1s cnother switch, the
south switch of a crossover which connecis the main track
with the passing track; the passing track parallels the
maln track on the woest. The svitches are hand operated
and the switcp—-stands of the junction swiltch and the
south crossover swiuch are on the east side of the main
track. Thc normal position of the junction switch
13 for the ecadt main track and 1t 1g8 the duty of twhe
operator ot ¥pigs to handle this efitch. There 18
a two-arm manual block signal located at a poiat 300.5
feet north of the junciion switch, and at a point 447,3
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fect south of the junction switch there 1s a elgnul covern-
10 moveuentsfron the weat 1ain track tn the oiarlw

track line north of the juncticn switch., The accrdent
occurred on the west rnawn track at a point 494,86 feet

south of the junction switch, or 47 3 fect south of the
last-nentioned sigmal,

Approaching the junction switch from the north
the single-track liune 1e ten7ent for more than 2,000 feet;
the west maln track curveec toward the wost at the switch
snl1le the eaet main track 1s tancent for a distance of
about 335 feet souath of the svitch and then 1t curves
towvard the east. The grade 1e practically level.

Owing to a heavy fors tne view was naterially
restricted at the time of the accident, which occurred
at about 4,25 a.m., about the break of day.

Description

Northbound second-class freir—-ht train third
Nc.B81 consisted of 58 cars and a caboose, hauled by envine
2624, and was i1in charre of Qonductor Dillard and En/lnewan
Hettesimer., It departed fron Hobson at 3.50 a,m., ac—
cordin® tc the train sheet, en route tc Corning, and on
arrival at Meigs was broucht to a stop on the west main
track at a print 47.3 feet south of the sicsnal at 4.17
a.r,.,, according tn the traindeet. While standing at
this point 1t was struck by extra 9713,

Scuthbound frei~ht train extra 2712 consisted
of 21 cars and a caboose, hauled bv cngine 9712, and was
1a charse of Conductor Motley and En~iaeran Bowen. This
train left Dexter, 5.6 miles north of dei~s, at 4,11 a.n.,
accordlng to the train sheet, 1t being intended to proceed
from Meirrs tc Eobson over the east maln track. A clear
indicaticn wase displayed on the train order and manual
block sigmal at “Yeireg and the train passcd the office
at this point at 4,35 a.n., according tn the train sheet.
The Junction switch was improperly sct, however, and the
train entered upoa the west main track and cnllided with
train third No., 81 while travelinsz at a speed estimated
to have been between 22 and 25 miles per hour.

Both enpines remained upright but were considerably
dama~cd. The first car in train third No. 81 znd
the sccond, third, fourth, and fifth cars in the train
of exsra 9712 were cerailed and more or less dauaned.
The ciployee killed wae the fireman of train third No. 81.
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Surirary of evidence

Train gecond No. 81 passcd the junction awitch
at Meips at bout 3,30 a.m., and as the caboose was golng
by the office, at a speed of abont 10 uiles per hour,
lrain orders were handed on to Flagman Maddox by Cperator
Johnson; after receiving the corders the flaoman watched
the switch laight uantil zt disappeared from view and the
last he saw cf 1t B red indicatira was displayed, show-
ing that the switch st1ll was lined for the west main
track. Train third No. 81 arrived et Meips and was
brousht to a stop on the wast main track south of the
west main track sirhal, which was displaying a stop
indicacilon, according to Conductor Dillard, Head Brake-
ran Murray and Flagman Marcum, it was then 4.20 a.r.
Just as the train stopped Engineman Hettesimer heard
one long blast sounded on the ensine whistle of the
southoound train, extra 9812, In the meantirme Head
Brakeman Murray got off the enmine and started toward
the telegraph office, carryins his white lantern. On
reaching a poirt abeut 2350 feet sovth of the junction
Bwitch, he Baw extra 9712 heading in on the west main
track and re&lizang that a collisi » wrs imminent he
1ancdliately oot out of the way. Co 4. ser Dillard,
who was in the cabocee, and Head Bvak. wan Murray fized
the time of the collision at 4.83 a.m.

On account of the fog the position of the
junction switch and alsc the block-sgnal at the office
could aot be seen from the cab of tie -ngine of train
third No. Bl as 1t stood on the west main track., After
the accident, however, a car in the trazn of extra 9712
8tood over the junction switch mak-ng 1t 1mpnssible
for any oneto have thrown the ewitch after the oc-
currence of the accident, and 1t was found tnat the
switch was lined for the west main track and latched,
but not locked, while the switch light was properly dis~
playing a red indication and the manual block signal at
the office was displaying a green or proceed indication.
Engineman Hettesimer staled, however, that he did not
think that Head Brakeman Murray had time to reach the
junction switch between the time his train stopped
south of the s:igpal and the time the accident occurred.

Engineman Bowen, of extra 2712, stated that
approaching Jdergs he made a five to seven—pound brake-
pPipe reduction so as to be able to stop 1n the event the
block signal was in the stcp wosition., On account of
the fog he tarned off the headlight when about 300 feet
from the sigmal to meke sure he could see the signal;
he saw that 1% was displaying a proceced indication, called
1t and Head Brakeman Taylor answered in the afiirmative.



Engineman Bowen then releaced the air brakes and switched
on the headlight again, and on seeing the white lantera
carried by Head Brageman lurrav, at which time the engine
reached a point abeout halfway between the office and

the point of collision, Engineman Bowen realized that

his traian was on ths west main track, instead of the

gast maln track, he at once applied the air brakee in
grergency, shouted a varning of danger and Jurped.
Engineman Dowen said that he did not notice the position
of the jJunction switch; nor was he loocking for 1t, after
receiving a clear block signal i1ndication., He estisated
the speed of m1s train to have been about 235 miles per
hour at the time of the accident, sa¥ing that in his
opinicn vhe alr brakes had not had time to take hold
between the btime the emergency application was made and
the time of the accident,

Fireman Thomas said that after Engiiaeman
Bowen called "clear block!, he looked out and saw that
1t was clear, he thon got down on the deck of the engine
and started to put in a fire ana the first he Knew of
anytiing wrogg was when the enpineman shouted a warning
cf danger. ‘'cad Brakeman Taylor stated thal he was
riding on Li1e scat box approaching Yeigs, there was a
Leavy fog and when the engine wasg about 10 or 16 car-
lengthe from the block sighal he saw that 1t was clear
and repeated 1ts 1ndication to the engineman.

Operator Johnson, gtationed at “eips, stated
that he handed on orders ag train second No, 81 passed
the office and that he then closed the switch and went
back into the office. He did nct lookat the switch
again. Operator Johnscn was positive that he closed
the switch buf said that he did not know definartely whether
he latched 1t; he admrtited however, that he did not leck 1%,
and spprarently tnis was in line with his usual custom,
although the rules require that switches be locked and he
had been instructed in this connection about a month prior
to the accident. Operator Johreon cald that the szitch
wag ounly 15 or 20 fect from his ol fi ce and that uader
normal conditions nc one could tamper with the switch with-
ouvt his knowing 1t. On tkis occasion, however, he had
a fire 1n the stove and had been working on this firs;
in Tact, 1t was while he was standing at the stove that
extra 9712 pessed {1he office, It alco appeared from
his statements that he had laid down cuce bebtween the
time tiain secnnd No. 81 departed and the tiae train
third No. 81 arrived,



A coal miner by the name of Reeves, who
lives in the neighborhood, was secn 1n the vicinity at
the time of the accident. He said that he had left
his house 1n order toc obtain a sack of coal and was
walking southward along the track toward the telegraph
office., As extra 9712 approached, he looked ahead
and noted that all three signals werz displaying green
or proceed indications, these eipgnals being the manual
block signel and the signals at the south crossover and
the Junction switches; he stated,hdbwever, that after this
timg the 1adicatilon of the junctionbwitch might have been
changed from green to red without his haviag noticed iri.
After extra 9712 had stopped, at the time of the collision,
the caboose was about opposite where he was standing. Witk
regard to the staiements made by this wriness, however,
1t migat be noted that his general appearance and attitude
led to the belief that he might not have been so positive
concerning the indicaticn displayed at the Junction switch
as his statements firsi indicated. Flagman Rollins, of
extra 9713 corroborated Recves' statements 1n pars by
saying that when he pot off thz caboose after the cocur—
rence of the accadent he saw the coal miner about four
car—-lengths back of the caboose. Operstor Johnson
was also questioned with a view to determinnpng whether
the coal winer had been 1n the vicinity of the telegraph
office, but he suid that the first he saw of him was at
the scene of the accirdent shortly after 1ts occurrence.

Conclusicns

Thies acciflent was caused by an ¢pen swltch,
for which Operator Johnson 18 respensible.

Operator Jobnson said he restored the switch
to 1ts normal position, for the east mgin track, as scon
a8 train second No. 81 had passed and that so far as he knew
the switch was not btouched between that time and the time
of the accident, although he did not pay any mcre attention
to 1t aiter having closed 1t., There were three persons
who might have had knowledge concerning this switch, the
head brakeman of truin third We. 81, who was an inexper-
1enced employee, the coal miner, and the overator,
The engineman of train third No. 81, said he dad not
think the head brekeman had had time to reach the switch
before the accident cccurred, while the engineman of
extra 9712 said he saw his white lantern about half
way betwecn the telzgraph office and the point of accle
dent; tnese statements tend to corroborate the statements



madc by the hecad brakeman himsclf, that he was still
about 350 feet from the switch when he saw extra 9712
entering on the west main track, The coal miner said

he was walking southward townrd the telegreph office

but wes st1ll far acough distant from 1t to be opposite
the rear end of exira 9712 ivhen that train stopred afber
the sccideant; apparently he had not teen near the switch
and there was no svidence to 1adicate that he knew any—
thing about tne accident. The operator, of course,

may have boen correct 1n his statement that he closed
the s¥itcn, 1n which event sope unknoyn person must have
opencd 1t again, but 1t is difficult to see Iw this
could have been doas within a few feet of the office
without the operator having knowledge of 1t; 1in either
event, howvever, Operator Johnson 1s responsible, for

it was 214 duty not only to restore the switch to 1te
normal position, but to lock 1t 1n that moeitron and he
admitted that he failed to do =o.

The switches at this pcint were connected
with the signals governing northbound movements but
not with the signel governirg scuthbound movements. Had
an arrangement of tnis kind been 1a effect for the pui-
poege of safeguarding southbound movements, the crew of
extra 9712 w uld have Treceived a signal indication in
accordance with the route as 1t was lined up and the
accident could have been prevented.

Has an adequate automatic block-gignal
system been 1n use, this accident probably wuld not
have occcurred; an adequate automatic trarn stop or traln
control device woald have preventcd 1%,

All the cmployees 1nvolved were experienced
men, with the exeception of the =md brakeman of train
tnird No, 81, The crew of train third No. 81 had been
on duty about 2 hours, and the crew of extra 9712 about
135 hours, prior to which they had bem off duty periods
racming from about 1O hours to several days, the operator
had becn on duty at the time of the accident about 6%
hours, after 16 hours off duty.

Resgpectfully submitted,
W. P. DBCRLAND,

Director,



