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SUMMARY 

InV"2397 

Railroad: 

Date: 

L e a p tion: 

Kind of ciccident; 

Trains involved: 

Tram numbers: 

En a 1 n e nn nb e r s: 

Consist: 

Speed: 

Operation: 

Track: 

Weather: 

T im G : 

Casualti es: 

Cause: 

Southern Pacific 

December 1 5 , 1939 

Morley, Calif. 

Rear-end collision 

Freight 

Extra 4042 

4042 

Standing 

Freight 

Fourth 520 

415 2 

34 cere and caboose 

85 m. p. h. 

Timetable, train orders ana ae tornado 
block system 

Tangent; 0.531 percent ascending grade 

Cloudy; dark 

35 p. in. 

2 killed and 1 injured 

Engine 4042 occ^pyin • " a i r . track with
out authority and vitnout flag pro-
cection 
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January 27, 2 04.0. 

To the Coramission: 

On December 15, 1939, there was a rear-end coll"-sion 
between an engine and a freight train on the Soutnc-rn P a c i f i c 
Railroad at Morley, Calif., which resulted in the vleath of two 
emwlo\ees anl the injury of one employee* 

Location and Method of Operation 

This accident occurred on that part of the Sa.eranento 
Division designated as the Redding Subdivision which excends be
tween Oxirer and Dunsmuir, Calif*, a distance of 100.5 miles. 
This h a single-track line over which trains are opcip-co by 
timetable, train orders and an automatic block cystem. At 
Morley a siding 4,221 feet in length parallels tho n a m track on 
the north; the accident occurred on the main track at a goint 58 
feet west of lie east switch of this siding. Approaching this 
point from the west there are, in succession, a compound curve to 
the right a distance of 1,537 feet with a maximum curvature of 
6°8 !, a tangent 1,540 feet m length, a compound curve to the 
left a distance of 1,445 feet with a maximum c u r v a t u r e - o f 7°39>, 
ana a tangent extending 19 feet to the point of acej.aeot and a 
considerable aie'eance beyond. The grade varies between 0.38 per
cent and 0.531 percent, ascending eastward, a dist-nce of 2,542 
feet to the point of accident and some distance beyond., • nd is 
0.531 percenl: at che point of accident. Trie tracks are laid on 
a hillside cut; an embankment to che north rises at -n angle of 
about 45 degrees to a height of approximately SO feet. Because 
of track curvature and the embankment, the view had by a fireman 
of an eastbound train approaching the scene of acciuoiu is re
st: ictea to a distance of aoout 800 feet. 

Distant signal 2794 and home signal 270 3, governing 
eastward movements, are located 6,320 and t,216 feet, lospective-
ly, west of the point of accident. Home signals 2805 and 2807, 
governing eastward and westward movements, respec ,ively, are 
located on opposite sides of the main track 149 feet east of the 
east siding-switch. These signals are one-arm, lower auadrant, 
semaphore signals, approach-lighted; their aspects and. indica
tions are as follows: 
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Home signal: 

Aspect Indication 

Red Stop 
Green Pro coed 

Distent signal: 

Aspect Indication 

Yellow Proceed prep-: ed 
to stop at next 
home signal 

Green Proceed 
The control circuits are so arranged that when oii,.;m- the main 
track between signals 2807 snd 2793 is occupied, or the east 
switch of the siding is open, the latter signal displays a red 
aspect. When signal 2798 displays a red aspect signal 2794 
displays a yellow aspect. When an eastward train passes signal 
2794, signal 2807 displays a red aspect. 

Rule 9S of the operating rules reacts In part: 
# # * 
Tne front of the train must be projected 

^ * *, when necessary, by the b rente man; if 
not aveila/ble, th3 fireman. 

-ilr * 

Before a train fouls the. main track in 
pulling out of a siding or other track, 
flagman must, if necessary, go bacn wich 
stop signals a sufficient distance to pro
vide necessary protection. 

•i'f * 

Rule 505 reads in part: 

Block signals govern the use of the clocks, 
but unless other-wise provided, do not "* * 
dispense with the use or the observance of 
other signals whenever and. wherever they may 
be required. 

Rule 843 reads in part: 

The general direction and ;overnment of a 
train is vested in the conductor, and all 
other persons employed on the train will obey 
his instructions. Should there be any doubt 



t'i.e to authority or safety of prooced.ii.r- he 
uill consult the en 0_meer, who -nil he . e~ 
spoils: ole with hiir for the samty end i.'.iC 
proper handling of the train and srcn use 
of signals and other precautions as c mourn— 
stances may require. * * * 

A noco in the booh of operating rules ro '.dr. in port: 

Note.-Where the term "train" * '* * aedPmis 
in t m s e rules in connection with speed ; e-
strictiors or the observance of si- '.L I ; ' S * 
it also applies to en:;mes. 

•» * 

Th., maximum authorised speed for tho tr, ii s involved 
is 2 5 miles per hour. 

It wan dark and tne weather m e clov .by a.c tne time of 
the acciaenc, m i e h occurred at 5:35 p. m. 

Description 

Ex. .a 1042j an eastbound. freight tram, m e n Conductor 
de la Mont an ya and. Engineman Tolemn in caar''-e, cu, sis tod of 
engine 4012, ''o empty cars, m e a caboose. This n\ain departed 
from Oerber, e>8.4 miles i est of Morley, at I : L5 p. <;•,according 
to the train m e e t , where the crew received order h o . 2'x8, react
ing in part: 

Eng 4042 run extra Gerber to Morley 
tnc-n run extra iiorley to Kenuett * * 

At Redding, 28 miles wesc of imrley, c..a ere:' rdi nvc-d oraer 
No. 257 reading: 

Fourth m O run six 6 hours fif ueen 
15 mar, late Gcrber to Delta 

and a message reading: 

Kern at t siding occupied. Do not delay 
Fourth 680. 

This train departed from Redding at 4:20 p. m., passed Kennett, 
4.5 miles west of Morley, at 5:05 p. m., and a cox.pee in the 
siding at Mom^y at 5:18 p. m. Soon ai'tcnmm the ergine was 
uncoupled and moved through the east switch to the m m n track, 
and a reverse movement had just been started m o n it m s struct 
by Fourth 680. 

http://prooced.ii.r-
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Fourth 620, an eastbound second-class freight train, 
with Conductor Murphy and Engineman Spellman in charge, con
sisted of engine 4152, 31 loaded and. 33 empty errs, and a 
caboose. This train departed from G-crber at 3 p. m., according 
to the train sheet, 6 hours 15 minutes late, where che crew 
received order No. 257, previously quoted, passed Kenrctt at 
5:22 p. m., 6 hours 27 minutes late, Passed signals 2794 and 
2798, which displayed proceed indications, ana., ^nile moving 
at a speed estimated to have been 25 miles per hour, collided 
vith engine 4042. 

The engine of Fourth 620 stopped approximately 226 
feet east of the point of impact. Both engines were damaged to 
a considerable extent; the tender of engine 4042 was derailed. 
The second and third cars of Fourth 620 were damaged and de
railed, the fourth ca.r was slightly dainnged. 

The employees killed were the engineman and the front 
bra.kema.n of Fourth 620 and the employee injured was v^c fireman 
of Fourth 620. 

Summary of Evidence 

Engineman Toleman, of Extra 4042, stated chat the air 
brakes functioned properly en route and approaching Morley tne 
headlight was burning. He received and understood orders Nos. 
243 and 257. He had a message containing instructions not to 
delay Fourth C20. He was aware that No. 639, an opposing third-
class train, was due to leave Morley at 5:15 p. m. and he under
stood his train, according to the rules, could not occupy the 
main track at Morley except under flag protection. Approaching 
the west sv/itch of the siding at Morley he observeo. that signals 
2794 and 2798 were displaying proceed indications. His train 
entered the siding at 5:15 p. m., cleared the wesc switch at 
5:17 p. m. and stopped at 5:18 p. m. with the engine opposite 
the water column located 569 feet west of the cast ciding-sv/itch. 
The conductor, who was on the engine, informed him that he would 
go to the telephone, located to the south of the tract;, 461 feet 
west of the water column, and secure in forma, tion regaroing 
Fourth 620; the engineman requested him to ask about No. 659 
also. The conductor did not return to the engine; the engineman 
instructed the front brakeman to go forward and observe the indi
cations of signals 2806 and 2807; he informed the brakeman that 
he intended to make a westward movement on the main track and gc 
to the Y to turn the engine. He did not see the brakeman go for
ward but when the switch was lined for the ma.in cr,_.ok che lire-
man, who had returned to the engine cab after filling the tank 
with water, relayed a signal from the brakeman to move the 
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engine forward. After the forward movement had Dccn charted, 
tho- engineman could see signal 8806, which he stamd wan die-
playing a proceed indication. He did not observe the indica
tion of signal 2807. The engine had entered the main track a.nd 
a reverse-movement had just been started when the firemen called, 
"Hold them; 11 the engineman immediately applied, tne air brakes in 
emergency and the engine had practically stopped /hen the colli
sion occurred. He stated that he did not signal for flag pro
tection but depended on signal indications for protection while 
occupying the main track; this had been the pra.ctice under simi
lar oircumstances. 

Fireman Wood, of Extra 4042, stated tnat after the 
train had. stopped in the siding at Morley, he racammed. the oil, 
filled the tank with water, and then returned to the engine cab; 
while he was doing this the -front brakeman had uncoupled, the 
engine from the train. Soon afterward., when the engineman 
started the engine forward, he thought it was intcrcied to pro
ceed to the c] carance point and stop; but whu-an the signals and 
the east switch came into vie;/ he observed tha. c the switch was 
lined for the main track, the brakeman wan signaling to move 
forward, and the fireman relayed the signal to the engineman. 
After the engine entered the main tracts: a reverse movement was 
started, at which time he turned on the rear headlight, then 
looked out the window and observed Fourth 620 approaching. He 
called to the engineman, "Hold them; 11 the engineman applied the 
air brakes in emergency and che collision occurred! al ;ost lmmed-
ialely afterward. He stated that he was aware chat ho. 639 and 
Fourth 620 were overdue but he thought the conduceor rg,u obtained 
information regarding those trains and had in •Ported che engine-
man; however, he aid not confer with the engineman with regard 
to their authority to occupy the main track. 

Front Brakeman Holcomb,' of Extra 4042, Sua ted that 
when the train stopped in the siding he was on the cad step on 
the engineman'& side of the engine.' The conductor, who ins on 
the engine, got off near the location of the telephone. He asked 
the conductor whether the flagman had closed the- switch at the 
west end of the siding. The conductor instructed, m m to go for
ward to see if the signals at the east end were in clear posi-^ 
tion. He remained on the engine until it stopped, then walked^fc 
forward until he could see the signals and observed thai both 
were displaying clear indications at that time. He then recumed 
to the engine and the engineman instructed him to uncouple the 
engine from the train and informed him that they would move the 
engine ahead of No. 639 and get into clear at the west end. 
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He knew thet No. 639 and Fourth 620 were overdue hue he thought 
that the enginenan had received additional time or information; 
however, he did not inquire whether they had authority for the 
engine to occupy the main track. When the engine was noved for
ward he was on the pilot until within aoout 20 foet of the switch 
he got off, lined the switch for the main track, si graled to 
tack up and, after the engine passed, closed the switch. He in
tended to get a lantern and protect against No. 339, but as he 
looked westward he observed the headlight of Fourth 620 and began 
giving stop signals with his white lantern. It was then too late 
to avert the accident and the collision occurred about 20 seconds 
after he first saw Fourth 620. 

Conductor de la; iVIontanya? of Extra 4048, seated that 
he urderstood the provisions of orders Nos. 243 e.nc! 257. His 
train consisted of 25 empty ballast cars destined for Konnett. 
At Redding he received a. message containing in for nation that 
Kennett siding was occupied and instructions not to delay 
Fourth 620. After he talked with the train dispatcher and leamec 
that anouher train was occupying the siding at Kennett it was 
decided to handle the cars to Morley and place them at Kennett 
during tho return trip. He was on the engine from F.cdding to 
Morley and after conversing with the engineman it w_s decided to 
go to Morley for No. 639; it was mentioned tnat Fourth 620 would 
be close behind their train. His train entered tne siting at 
Morley at 5:15 p. in. and while the train was mo'/m^ ;o, s.rd the 
water column he informed the engineman and the froiiu brakeman 
that he would get off at the telephone and inquire about No. 339 
and Fourth 620. The front brakeman inquired "who ckcr the flagman 
had closed the switch at the west end of the siding, whereupon it 
occurred to him that the flagman might have left the caboose 
before it reached the siding, to provide flag protection, which 
would cause delay to Fourth 620. The conductor had mentioned to 
the crew on the engine that they would have to stay at Morley 
for Fourth 620. He left the engine as it approa.cr od the telephone 
booth, called the train dispatcher, and received infoimation that 
Fourth 520 had passed Kennett at 5:22 p. ra. He then went to the 
caaboose, which wa.s a.round the curve and out of view, to ascertain 
the position of the switch at the west end of the siding. When he 
arrived at the caboose he did not see the flagman but he observed 
that the markers had been turned to display green to the rear, 
which was an indication to him that the flagman had closed tho 
switch. He then heard Fourth 620 approaching and soon after the 
engine passed he heard the air brakes become applied in emergency. 
Thinking that something was wrong, he went to the head end of 
Fourth 620 and learned of the collision. He stated tnat he had 
not instructed any member of the crew to mane a movement upon the 
main track. Although he had. not issued instructions and had had 
no understanding with the engineman and the front Di^kcman, he 
understood that they would remain in the siding until Fourth 620 
and No. 639 had passed. 
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Flagman Beale, of Extra 4042, stated that when his 
tram approached Morley ( siding he did not provide flag protectici 
occauso he did not consider it necessary. After the t:>m 
stopped in the siding he changed the position of the c-tccse SM 
n c rhers and. then went hack ahout 20 car lengths :o a, _->o±rt .uere 
he could both observe the indications of the signals at the west 
END of the siring and when needed be m position to nanelt- the Y 
switches. He did not anticipate a movement of ;:is .aginc to the 
nt. in tr~ck until after Fourth 620 had passed. V/hen Fourth 620 
was approaching he could see that signals 2794 a^o 2720 rcrc dis~ 
pliymL_, proceed indications. 

Fireman Ahl, of Fourth 620, stated that tho .r.gino was 
in good condition end the air brakes functioned, properly en route 
He had reed ••nd understood the train oncers. A stop for water 
was nude at Redding, anu after departure he observeo that his 
train was 5 hours 87 minutes late on the schedule. The maximum 
authorized speed \g s 25 miles per hour and he estimated that the 
speed of his train wa.s about 88 miles per nour from Reading to 
Morley. Approaching Morley siding he observed, tna/t signals 2794 
and 2798 vein, displaying proceed, indications, which he called to 
the engineman; also he observed that th- cc signals continued to 
display proceed indications until his engine passed, them. After 
Passing signal 2798 the engineman increased the speed cf the 
train to about 25 miles per hour. Ke observed tnat there was a 
train in the1 siding and he saw a member of the crew of that train 
on the caboose platform. Approaching the e^st end. of the curve 
he saw an engine on the main track about seven or eight car 
lengths away, near the east switch, at which instant the head
light on the 'rest end of that engine was turned on. He called 
"Hold them, " to the engineman, wno immeniately applied the brakes 
in emergency. He realized that it would, be impossible for his 
train to stop before striking the engine, and he jumped, landing 
on the ground about 6 feet from the point where the collision 
occurred. The accident occurred at 5 : 5 5 p. m. He stated that 
he did not see either a flagman or a', burning fusao, an^. that no 
torpedoes were exploded. 

Conductor Murphy, of Fourth 620, stated tnat a terminal 
air-bra.ke test was made by the train cro-w ,.,t G t . roer are. the 
nrn.es functioned properly en route. Approaching Morley he was 
in the cupola of the caboose. He estimated uhat the speed of 

* his train wa.s about 25 miles Per hour and his first kn owl edge dMk 
anything being wrong was when the brakes were applied in cner*-^^ 
gency just prior to the collision. 

The statements of Bra.kemen Colvig, Wheeler and Re id, 
of Fourth 620, contained no additional information of importance. 

Signal Supervisor Baxter tested the signals m the 
vicinity of Morley after the accident occurred and found them 
in proper working order. 

http://nrn.es
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Di s cu 3 s i on 

According to the evidence, engine 4042 vns occupying the 
main track at Morley without authority or flag projection. 
After his train arrived at Morley the conductor "cnt to the rear 
of the train because he was concerned about the possibility of 
the flagman delaying Fourth 620 and he did not ;ivc instructions 
to the members of his ciew or supervise the movements of the 
engine of his train* Although the engineman, the fireman and the 
front brakeman were familiar with the operating rules, which 
under the circumstances prohibited their train from occupying the 
main track except under flag protection, they cad not comply with 
the provisions of the rules. The engineman was depending on 
signal indications for protection as had been the practice; how
ever, according to his statement he did not observe the stop 
indication of signal 2007 displayed at the tine one ; Iter Fourth 
620 passed signal 2794, located 6,520 feet west of the point of 
accident* Engine 4042 was moved from the siding to the main 
track tiu'eugh the east switch and had just started a reverse 
movement . len it was struck by Fourth 620. Tne front brakeman 
and the fireman did not inquire about the authority for occupy
ing the m ain track as they apparently assumed the conductor had 
given the engineman information which authorized the movement. 

Fourth 62^ passed signals 2794 and 2798 prior to the time 
engine 4042 fouled the main track and according to the evidence 
these signals were displaying proceed indications when passed by 
the engine of Fourth 620. The view had by the members of the 
crew on the engine of Fourth 620 approaching the point of acci
dent was restricted to about 300 feet because of tr-ck curvature 
and the embankment. When engine 4042 was seen oy the engine 
crew of Fourth 620 the brakes were applied in emergency but the 
distance was not sufficient in which tc stop the train in time 
to avert the collision. 

After the accident the signals weie tested and round to be 
functioning properly. 

Conclusion 

This accident was caused by engine 4042 occupying the main 
track without authority and without flag protection. 

Respectfully submitted, 

S. II. lilLLS, 

Director. 


