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In Re Investigation ef en Accident vol oh occurred 
en the New Tork, Mew Haven A Hertford Railroad 
nt Beacon Falls, Conn., on Peecmber 1, 19X6. 

December 19, 1916. 
On December 1, 1916, there wae a rear-end eolllslon 

between a freight train and a passenger train on the New 
York, New Haven * Hartford Railroad at Beaeon Falls, Conn., 
whleh resulted in the death of 2 employees and the injury 
te 6 passengers, 2 enployees and 2 trespassers. 

Upon that part of the Highland division upon whleh 
this accident occurred, the line extends north and south 
and is double track. The movement of trains la controlled 
by timetable, train orders and a manual block system, train-
order signals being used as block signals. 

The trains involved in this aeoident were northbound 
freight extra 666, whleh had taken the siding at ieacoa Falls, 
and northbound passsnger train No. 266, which collided with the 
rear of the freight train, the south switch of the passing 
siding having been left open after the freight train had pulled 
in on ths siaing. 

Northbound freight extra 368, en route from Harlem River, 
N. X., te Vatsrbury, Conn., at the time of the aeoident, con­
sisted of engine 368, 19 ears and a caboose, and wac In charge 
of Engineman Ardelt and Conductor Johnson. The train was called 
to leave Harlem River at 4.00 a.m. At Bridgeport, Conn.. 
Conductor Johnson, whils waiting in a signal cabin for his 
engine to come from the yard, fell asleep and the train departed 
without him at 1£ a 1 clock noon. At Derby, Conn., a message wae 
received for the train to take the siding and for the erew te 
go off duty and wait for the conductor. After ths arrival of the 
conductor the train proceeded to Seymour, Conn., 6.49 miles north, 
and there received a message instructing It to take siding at 
Be*eon *ells, 3.48 miles north and permit passsnger train No. 
866 to pass. Leaving Seymour all the members ef the erew were 
riding en the engine sxscpt the flagman, who was on the ocbccce. 
upon arrival at Beacon Falls the conductor opened the switch 
and the train was pullsd on to the passing siding which parallels 
the main track on the east. After the train was nearly clear 
of the aaln track, cars were found obstructing the passing siding, 
a stop was made and the e endue tor went baek toward the rear end 
of the train and informed the flagman that the train was about 
to back up. The flagman then proceeded back in accordance with 
rule No. 99. After an unsuccessful attempt to back the train. 



arrangemente were made whereby the train waa moved ahead 
sufficiently to olear the main track, the aahooee coming 
to a atop 343 feet north of the maim track switch. Gem* 
duotor Johnson then instructed the head trainman to go to 
the rear of the train and see that it wae olear of the maim 
tree* and eoe if the flagman had returned. After sending 
the brakeman baek, the conductor went to the telegraph office 
and reported to the operator that his train wme olear of the 
block at 6.13 p.m. After some conversation with the operator 
the conductor returned to the engine and remained there until 
the rear of the train wae a truck by train Ho. £36. about 6.46 
p.m. 

Northbound paeeenger train Mo. 266, en route from Mew 
tork City to Wlneted, Conn., consisted of locomotive 1006, 
mall oar, smoking car, two ooachee, and Pullman parlor care 
Althea and Whittedom, all of which were of all-steel construc­
tion with the exception of the two parlor oars, which were ef 
eteel underframe construction, the train wae la charge of 
Engineman Lake and Conductor Colgan, mad left Seymour at 6.41 
p.m., on time. Approaching Beacon telle the train waa running 
at a speed of about 30 ml lee per hour, when upon rounding the 
curve it entered the open switch and collided with the rear ef 
extra 366. the eabooee and 3 rear care of extra 366 were totally 
destroyed, the looomotive of train Me. 266 was considerably 
damaged, the weather at the time of the accident wae clear. 

Beginning at a point about. 7 ef a mile south of Beacon 
felle station, and proceeding northward, the line ie tangent 
for a diataaee of 600 feet; thie la followed by a 3-degree 
30* curve to the west 1,960 feet in length, which ia turn la 
followed by a tangent 700 feet in length. The south switch ef 
the paeslag aiding ie located on the curve 660 feet from its 
north end. The track at thie point la laid in a cut approxi­
mately 66 feet la depth, with ite aides eloping off at an angle 
of 46 degreoe* In thie vicinity there ie a alight grade acoendlag 
northward. 

Engineman Ardelt, of extra 366, etated that he waa not 
aware that the conductor had been left at Bridgeport until hie 
train arrived at Derby. He stated that upon arrival at Beacon 
Falls hie train took elding, and upon finding the track occupied 
by ears he made several uneueceeeful attempte te back the trains 
he then pulled into dear and sounded the whietle signal to re* 
call the flagman̂  thie he did on his own Initiative* He looked 
baek and saw the rear of the train waa into olear; he did not 
however notice the position of the switch. He etated that ae 
coon ae the train wae into olear he heard the conductor tell the 
head brakeaam to go back and make cure the rear ef the train waa 
into clear and see that the flagaan returned, he did not, however. 



boar hla cay anything about looking to not if tho switch 
waa cloecd. Bngineman Ardelt further etated that approach-
lag Boaoon Falls tho light on tha awl tab at tho couth and 
of tha passing aiding can ba aaan aeroae tho curve a die* 
tance of about 30 car lengths. after passing that point it 
can net again be eeea until within three te fire car lengths 
of the switch, as hla train pulled into Beacon Falls the 
switch lights were burning brightly. 

Conductor Johnson, of extra 368, stated that after 
hie train arrived at Bridgeport he stepped into the signal 
cabin, and while waiting for the engine to ceae froa the 
yard he dropped off to sleep* When he awoke he learned that 
hie train had departed a fev ainutee before, at IS o'clock 
noon. He remained at Bridgeport until £,40 p.m., when he 
bearded a northbound passenger train and overtook extra 366 
at Derby about 3.46 p.m. After leaving Derby the train-order 
signal at Seymour wae in toe atop position* He went te toe 
telegraph office, received a meeeage fur the train to take the 
aiding at teamen Falls and let train Ho. 666 pees. Open arrival 
at Beacon alia, about 6.00 p.m., he opened toe ewltoh, and 
after the train started to pull in ea toe aiding it waa found 
to be obstructed by care. He then decided to back out and pull 
in on another track that wae clear, and made arrangemente accord­
ingly with the flagman, but after an unauoceseful attempt warn 
made to back the train he concluded to pull in en the elding 
. pushing the care ahead of the engine sufficiently to permit 
hie train te clear the maim traokf this consumed come 10 or 
IS minutes. As soon ae the train had a topped clear of the 
mala track the engineman on hie own initiative called in the 
flagman. He etated that he then sent the head brakeman back 
to see that the switch wae closed and that toe flagman returned 
to toe train; he aext went to the station and reported to the 
operator that hie train wae olear of the block. After reporting 
to the operator he walked over to the engine ef hie train and 
urn* sitting on toe fireman1 a seat at the time the collision 
occurred. Conductor Johneea etated that he had passed a satis­
factory examination en toe general rulee, alee en the Highland 
&1vialon, that he had been running over thie territory for a 
year or more and was thoroughly familiar with toe road. He 
atated that he did act lock at toe ewiteh after pulling la. as 
he had absolute confidence in the membera of hie crew and thought 
they would see that it wae properly oloaed. He further etated 
that he had ample time to go to the rear ef hie train before the 
collision occurred had he thought It necessary to do ee. 

Flagman Herchenroder, ef extra 368, stated that he had ae 
knowledge that toe conductor had been left at Bridgeport until 
the train arrived at Derby. He eaid that when the train arrived 
at Beacon Falls he did not know that it wae to take the elding, 



bat thought it had stoppsd for orders. He startsd beck 
immediately to flag sad shortly afterward the conductor 
came back part way and shouted to hla that ths train was 
going to back up. Re then continued walking back, and had 
reaehsd a point about half a alls south of the switch when 
he was recalled. Before returning he placed two torpedoes 
and a fusee on the engineman1 a side. As he returned he was 
under the impression that his train was occupying the main 
track and was going to run to Waterbury ahead of train Be. 
266, and for that reason he did not notice particularly the 
position of the switch. Upon reaching the caboose the head 
braksman told him the train was into clear and wae to remain 
there until passsd By No. B66. Re then got on the caboose 
and turned the marker lamps to display yellow. Re then locked 
back to see if the main track switch was closed, and seeing 
three or more green lights assumed the brakeman had closed it. 
A few minutes afterward the braksman returned to the head end 
ef the train; when he heard No. 266 approaching he stepped 
cut on the rear platform of the caboose, heard the torpedoes 
explode and saw the train approach, but it was not until the 
train took the switch making a sharp turn te the right, that 
he realised there was anything wrong. Flagman Merchenrodsr 
further stated he had qualified on the rules as a flagman; 
that it was not customary to examine a flagman as to the 
physical characteristics of the read, and that he was not 
familiar with this line, this being his third trip. Re said 
ths frequently aessagea concerning the cerement ef the train 
were handled on the engine about which the flagman on ths 
caboose wae net informed. 

Brakeman Thompson, of sxtr& 368, stated that when the 
train reached Beyaeu? the engineman told him to go to the 
telegraph office and see If any orders were there. On hie 
way he met Conductor Johnson, who gave him a copy of a message 
to deliver te the engineman instructing their train to take 
ths siding at Beacon Falls to let train No. B66 pass. Both 
he and Conductor Johnson rods on the engine from Bcymcur to 
Beacon Falls. After pulling in on the siding at Beacon Falls 
the conductor told him he had better go to the rear of the 
train and see that it was clear of the main traek, also see 
that the flagman bad returned, but he stated that he did not 
mention the position of the switch. When he reached the rear 
of the train he saw the flagman returning; he also saw several 
green lights, but did net notice any red light; the main track 
switch was but about 9 oar lengths froa the caboose, hs did act 
however notice its position. Brakeman Thompson stated further 
that he had been examined on the rules as to ths dutiss of a 
brakeman, the signal and flagging rule, and that he had qualified 
to act as flagman in emergency. He said that he carried an 



Ingersoll watch, had M Highland Blvialen timetable, and this 
waa hie flret trip over thie division. 

The engineman and fireman of train He. 866 were hilled 
in the aeoldent. 

Conductor Oolgam, ef train He. £66, etated that ae hie 
train approached Beacon Falle he wae riding in the third oar 
from the engine, and at that time the train wae running at a 
speed of about 30 ailee per hour. The first intimation of 
the impending accident he received wae the sudden application 
of the brakes, followed very closely by the chock of the. 
collision. He stated that prior to the accident the air 
brakes had been working properly. 

Operator Oeterhoudt, on duty at Beacon *alls, stated 
that extra 366 arrived at Beacon rails at 6.00 p.m.; about 
fifteen mlnutsa later Conductor Johnson came to the telegraph 
offloe and reported hie train clear, whereupon he communicated 
with the operator at Seymour and reported the block clear. 

The employee who was In charge of the switch llghte at 
Beacon relic stated that about ten mlnutee after the accident 
occurred he examined the main track switch and found the lamp 
burning brightly and displaying red for the main track. 

An examination of the switch subsequent to the aoeldent 
disclosed that the a witch wae ae looated on the curve that a 
person standing on the rear of extra 368 might, with the switch 
set for the diverging route, get to come extent a clear indica­
tion. Thie probably accounts for the failure of the brakeman 
and flsgstan to note the stop indication displayed by the switch 
from their position on the eabooee. approaching the switch froa 
the south the switch light can be eeen from the left elde of a 
locomotive a distance of about 900 fast, and remains la view 
until the engine ie within 160 feet ef the switch. 

This accident wae caused by the failure of Flagman 
Rerehenroder, of extra 366. to restore the pausing aiding 
switch to ite normal position after hie train had taken 
elding. 

General Hula 1101, relating to the duties of flagmen, 
ie ae follows* 

"It la their special duty to protect the 
rear ef their tralne In accordance with toe 
rules, and they muet allow nothing to inter­
fere with the prompt and efficient discharge 
of this duty.* 



Had flagman Herehenreder bean alive to the responsibility 
resting upon him he would have noted that the evlteh warn not 
in the proper position when he passed it on his way to the 
caboose. After his arrival at the caboose, when he found 
the train in on the siding, it was his duty to know that the 
switch had been restored to its normal position* the fact 
that he knew that the conductor was at the head end of the 
train, and that he saw the only remaining member of the train 
crew, besides himself, walkhng back from ths forward end ef the 
train to the caboose, should have been muff! el en t of ltsslf to 
raise a doubt in his mind as to who had closed the switch. 

While this accident was caused primarily by the failure 
of flagman Herohenroder to close the switch, the burden of the 
responsibility rests upon Conductor Johnson, Beneral Rule 104 
reads in part: 

•Switches must be left in proper position 
after having been ueed. Conductors are re­
sponsible for the position of the switches 
used by them and their trainmen, except where 
mdtehtenders are stationed. * 

This rule imposed a positive duty upon Conductor Johnson to 
knot? that the switch was restored to its normal position after 
his train was dear of the main track. 

The evidence in this ease dlsoloses that at Bridgeport, 
Conductor Johnson, instead of devoting his attention to secure 
the efficient handling of his train, went Into a signal cabin 
and went to sleep, resulting in his being left by hie train. 
Upon arrival at Seymour he received a message, in effect an 
order, in which his train was involved, which he made no effort 
to transmit to his flagman. Upon arrival at Beseem falls, he 
permitted the engineman to recall the flagman, and reported 
ths block clear to the operator, without knowing positively 
that hi a train wee clear of the main traek. Re returned to 
the locomotive and remained twenty minutes or more without 
Instructing any one te olose the switch and without taking 
any steps to know definitely that it was eloeed. Theee facts 
warrant the conclusion that Conductor Johnson was grossly 
negligent in performing his duty as conductor. 

The evidence shows that two torpedoes were placed on the 
rail by the flagman of extra BBS at least half a mile from the 
point of aocldent, and that at ths time of the accident the 
switch lamp on the panslfcg siding switch was burning and dis­
playing a stop indication whleh could be seen from an approaching 
train a distance of about 900 feet. 
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. at night cngineaen aunt keep in 
mind the location of main traek switohss. 
If a Ugst can not be seen on a switch 
where a light is usually displayed, they 
must reduce speed eufriolently to stop 
before reaching the switch, unless the 
traek is seen to be clear, 

Under these rules Shglneman Lake, cf train Do. 266, 
should have reduced speed when the caution signal was given 
by the explosion of the torpedoes, end had he done this, and 
both he and his fireman maintained a diligent lookout, in all 
probability they would have discovered the stop indication 
displayed by the epsn switch and stopped the train la time to 
avert the accident. 

while Snginsman Ardelt recalled the flagman without being 
expressly authorised to do so by Conductor Johnson, Conductor 
Johnson was practically present, knew that the flagman was re­
called, and raised no objection at the time or afterward, from 
which it must be presumed that Conductor Johnson was fully 

The evidence stows that en the section ef traek where 
this accident occurred there are IS passenger trains and a 
considerable number ef freight trains over the line each day, 
and the trains are spaced only by a manual telegraph block 
system, which affords no protection against accidents of this 
Charcotsr. 

Conductor Johnson is 32 years cf age; entered the service 
as a brakeman in May, 1911, promoted to flagman March, 1912, 
and promoted to freight conductor in June, 1913, and at the 
time of the accident had been on duty 14 hours 46 minutes. 
Flagman Herehsnreder is 36 years of age; entered the service 
as brskcfflaa in April, 1901, promoted to flagman In august, 
1902, promoted to conductor in December, 1904, gave up ral 
as conductor and resumed position as flagman in June, 1906, 
and resigned in December, 1912. He was re-em 
in September, 1913, and promoted to flagman in May, 1918. At 
the time of the accident he had been on duty 14 hours 48 minutes. 
Engineman Wks wae 44 years of age; entered the service as fireman 
in December, 1661, promoted to engineman in aprll£ 1885. fireman entered the service as fireman in June, 

General rules 16 and 1820 ar« as fellows: 
16. Ths sxplesion of two torpedoes, 
aet store than two hundred feet apart, 
Is a signal to reduce speed and leek 
out for a atop signal or traek eh-


