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Rail road: 

Date: 

Location: 

Kind of accident 

Trains involved: 

Train numbers: 

Inline numbers: 

Consist: 

Estimatea speed: 

Operation: 

Track: 

Feather: 

Time: 

Casualties: 

C au s e: 

R e c nirjrie rid a t ion: 

Panhandle and Santa Fe 

February 19, 19^3 

Cheyenne, Okla. 

Head-end collision 

Pas sen. .er 

61 

Mixoc 

62 

1001 Gas-electric 
motor car M-105 

Motor car : 5 curs 

30-40 m. p. h. : 20-30 m. 

Timetable and train orders 

Single; 2° curve; level 

Clear 

Aoout 10:45 a. m. 

2 killed injured. 
Accident caused by failure to 
ore" -of-track order 

Thrnfc the Panhandle and Santa Fe 
Railway Company convert power 
units for use of fuel loss 
inflammable tnan gasoline 



INTERSTATE COMMENCE COMMISSION 

INVESTIGATION NO. 267 9 

IN TNE MATTER OI1 MAKING ACCIDlb/T INVESTIGATION REPORTS 
UNDER TNE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

TEE PANHANDLE AND SANTA EE RAILV.'AY COMPANY 

April 17, 1943, 

Ancidenn near Cheyenne, Ckla., on February 19, 1043, caused 
by failure to obev ri'Vu-cf-tr^ck order. 

REPORT OF TrNP COL jMISSION 

PATTERSON, Comnis sioner: 

On February 19, 1343, blere was a head-end collision 
between a passenger train and a mixed train on the Panhandle 
and S m t a Ye Railway near Cheyenne, Okla., which resulted 
in the deatn of one passenger and one employee, and the 
injury of four passengers and four employees. 

Under authority of section 17 (2) of the Interstate Com
merce Act the above-entitled proceeain„ was referred by the 
Commission to Commissioner Patterson for consideration and 
dis position. 
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AP.C. 

9 Pampa, Texas 
30.6 mi. 

o Mobeetie 
31.5 mi. 

o Reydon, Okla. 
8.6 mi. 

9 MacKie 
4.4 mi. 

Point of accident 
5.8 mi. 

A Cheyenne 
57.0 mi. 

0 Clinton, Okla. 

Inv. No. 2679 
Panhandle and Santa Fe Railway 
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Location of Accident one, Method o5 0 .oration 

This accident occurred on tnat port of the Plains 
Division designated as tec Clinton District and extend
ing between Clinton, Okla., and Pargpa, Texas, 13 r ;. 9 miles. 
Time-table directions, which are o'jjoaite to ccmpasa- direc
tions, are used in this report. In one vlcinit 7 OJ tne 
point of accident this is a single-track line over which 
trains are operated by timetable and train orders. There 
is no block system in use. The accident occurred 5.8 mil*, a 
east of the station at Cheyenne. Ag)rOocning fror the "roth: 
there are, in succession, a 4° curve to tne left 1,97 5 fe"t 
in length, a tangent 1,101.G feet and a 2° curve to the left 
660.6 feet to the point of accident and 748.5 feet beyond. 
Approaching from the east thor^ are, in succession, a 3° 
curvo to the left 2,161.1 feet hi length, a tangent 3,890.5 
feet ana the curve on which the collision occurred. At the 
point of accident the grade is practically ]evol and the 
track is laid in a cut, the north wall of wnicn rises to a 
maximum height of 15 feet. 

Operating rules read In part as follows: 

S-71. A train is superior to another train by 
right, class or direction. 

Right is conferred by train order; class 
and direction b; time-table. 

Right is superior to class or direction. 

Direction is superior ae between trains of 
the sane class. 

FORMS OF TRAIL ORDERS. 
-< * * 

3-Form-C. Giving Right Over an 0 n o s i r w T r a m . 

Examples: 

(1) ho 1 Enn 25 kaa ri'ht ov,n No 2 In" 
36 G to 7.. 

If tPic second-named train reaches 
the point last iiaried. before tiro other 
arrives, it may proceed, k"e~>inpj clear 
of the opposinp train as rang minutec 
as such train was before repaired to 
clear It under the rules. If the 
first-named train is not between the 
designated joints, Lne conouetor or' 
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the second-named train must inform 
it of his arrival. 

•fc ^ 

210. * * * 

Enginemen must show train oreere and 
clearance card to fireman and, when practicable, 
must show them to the brakemen. Eiedfoemen- and 
firemen are required to read orders and, If 
necessary, must ask for them, reminding con
ductor and enginemen of their contents when 
needful. 

* * * 

Time-table special instructions read in part as 
follows: 

Except as otherwise provided, oastwara 
* ^ * trains are superior to westward * * x 

trains of the same class. 

The maximum authorized speed for passenger trains is 
45 miles per hour, and for mix-d t r a m s , 35 miles per hour. 

Pes or initios of Accident 

No. 63, a wool-bound second-class yassor.ger train, 
consisted of gas-olectric motor car 13-105. At Pampa, 00.9 
miles east of Cheyenne, the crew received copies of a 
clearance card and, among others, copier, oi t r a m order No. 
216, reading as follows: 

No S3 Eng M 105 has right over 
No 62 Eng 1001 Pampa to Cheyenne 

This train departed from Pampa at 0:43 a. m. , according to 
the dispatcher's record of movement of trains, 5E minutes 
late, departed from Reydon, 1-3.0 miles east of Cheyenne and 
the lost open office, at 10:24 a. m., 57 minutes late, and 
while roving at an estimated speed of 30 to 40 mil-s per 
hour it collided with Ko. 62 at a point 5.8 miles e^st of 
Cheyenne. The brakes had functioned proji. rly en routu. 

No. 62, an east-bound soconu-ciaso mixed train, con
sisted of engine 1001, two loaded arm two • rrpty freight cars, 
and one coach of stoel-underfr.ame construction, in tne osier 
named. At Clinton, 57 miles west cf Cheyenne, tee nrcv r e 
ceived copies of a clearance card and, among othns, ooyies 
of train order No. 215. After a terminal air-hrakc t^ct -was 
made, this train departed from Clinton at 6:30 a. mi., accord
ing to the dispatcner's record of movement of trains, on tire, 
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dojartod from Cheyenne, the last open office, at 10:32 a. m. , 
39 minutes late, and while moving at an estimated speed of 20 
to 30 miles per hour it collided witn No. 63. There was no 
condition of engine .1001 that distracted the attention of 
the enginemen or obscured their vision. 

From an engine moving in either direction, in the 
vicinity of the ooint of accident, the view of an engine 
approaching in the opjosite direction is restricted to a 
distance of about 475 feet, because of track curvature and 
the wall of the cut. 

The force of the impact moved motor car M-105 backward 
263 feet. The front end was demolished a distance of about 
15 feet. The engine was torn loose from its base and shoved 
about 15 feet into the baggage compartment. The fuel tanks 
wore ruptured, gasoline became ignited and the car was de
stroyed. The engine of No. 62 stopped 138 feet beyond the 
point of accident. The engine truck and the first pair of 
driving wheels were derailed. The engine truck, both main
frame rails in front of the cylinders and the front deck 
casting were broken, the smokebox was crushed inward, the 
engine was damaged by fire, tne- tender cistern was loosened 
from its frame, and the last car was slightly damaged. 

It was clear at the time of the accident, which occurred 
about 10:45 a. m. 

The employee killed was the engineer of No. 63. The 
employees injured were the conductor and the brakeman of No. 
65, and the engineer and the conductor of No. 62. 

Data 

During the 30-day period preceding the day of the acci
dent, the average daily movement in the vicinity of the point 
of accident was 1.73 trains. 

Me charicol Data 

According to data furnished by the railroad, gas-olectric 
motor car K-105 was built in 1913. It was of conventional, 
all-steel, plate, girder, post and sill construction. The 
side-sheets and the end body-sheets were of stool 3/16 inch 
thick. The ond-sills and the side-sills were of 7-inch chan
nel construction, and the steel weighed 9-3/4 pounds pur foot. 
The center-sills wore constructed of 7-inch I-beams, and the 
steel weighed 15 pounds per foot. The cross-members, the 
needle-beams and tne sway braces were of steel and of heavy 
construction. The end-posts consisted of steel T-beams 2 
inches by 2 inches by 1/4 inch. The car was 69 root 9 ruches 
in length, weighed 107,580 pounds, and was divided into an 
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engine compartment, a "baggage comportment a JO a passenger 
compartment. The floors 01 the baggage and the passenger 
compartments consisted of two courses of wood and had a total 
thickness of 1-3/3 inches. The floor of tne engine compart
ment won of l/3-inc.i steel plates. The car was powcrni bp a 
275-horsepo*<oer gasoline motor and electric generator, t h e base 
of which was fastened to a l/2-ir.c.h steel floor plate by 
sixteen 5/8-inch steel bolts, wliich hnu a resistance to shear 
of 48,000 pounds per snuarc Inch. Fu^l was supplied from 
throe tanks having a total capacity of 325 gallons. The 
first tank had a capacity of 150 gallons and was located 
about 20 feot to the roar of the front end and about 1 loot 
inward from the left side. Th . second tank had a capacity 
of 102 gallons and was located immodi^tcli tc the roar of 
the first. The third tank had. a capacity of 75 gallons 
and was located about 19 foot from the front end and 1 foot 
inward from tne right side. hvs.-. tanks wore connected in 
scries. Tne car wac orovidcu wlun schedule ATMS brake equip
ment having a safety-control feature. The control station 
was located in the engine compartment at the ri_iit of the 
; mglrie . 

Discussion 

The rules governing opt ration on this line provide that 
a train may be mad.o superior to other trains by a ri^nt-of-
track order. Superiority by right gives precedence over 
superiority by class or direction. 

No. 62. an east-bound train, and No. 63, a vest-bound 
train, > - ro of the same class, ana No. 65 was inferior by 
direction. The crows cf both trains held copies of train 
oraor TTc. 216, which gave No. 63 right ever No. 62 between 
Parrpa a.„ Ohe /emie , a distance of 80. ̂  miles. No. 53 was 
din r ]crrn haehir , the first siding eOrst of Cheyenne, at 
9:39 ... r ,, a:.*- j ry crane at 9:53 a. m. Train order No. 216 
regain e hro , t 2 J o co hrto clear at MacEIc not later than 
9:35 a. r-. , ri i '"-n^ocded tc that point for No. 63. No. 
62 departed Pi on C c\n rno a t 1 0 : 5 2 a. m., 55 minutes after 
No. 6 b wao cue co n c ; 1 red in , and collided vita No. 63 
about 10:45 a. m. ot a pioiut i.r mil..as west of LhicKie. 

No. 02 passed h GcKio about 10:36 a. m. Th. crew con
sisted of the ccnrpjctoi'j wao \ac at t . io rear of the motor 
car, cho brakeman, who was In tlm baggage ccmpartment, and 
the engineer, "'hro s in t ±e control compartment. As this 
train was appicaching the point where the accident occurred 
the speed was about ^0 miles per hear. The conductor ana 
the brakeman sale the first they were aware of anything 
being wrong was when the brakes were applied in emergency, 
and the collision followed irr.odirtcly afterword. Since 
the engineer was killed in the accident, it could not bo 
determined when he first saw the approaching train. The 
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brakes bad functioned proper 1/ en route. 

As No. 62 was approaching the point vhere tee accidoat 
occurred, the speed wns 30 or 35 niles per hour, the throttle 
wan open, ond the enginemen wore maintaining a lookout ahead. 
As this train coved on tuo curve tc the left, the fireman 
observed No. 63 at a distance of a>out 300 foot and called a 
warning to the engineer, who in cdiately moved the brake vehLve 
to emergency position, closed the throttle ana moved tne re
verse lever to position for backward notion. The engineer 
was first able to see No. 63 when the- trains wore about 100 
fe.rt apart, ho said the speed of bis train was reduced to 
about 20 miles _,er nour at the tine of the collision. The 
remainder of che crow sain the first they wore aware of 
the approach of No. 63 was vnen the brakes v-ere applied in 
er. ergency. The engineer, tne fire-ran and tne conductor 
said they r e d train order No. 216 at Clinton, 57 miles west 
of Cheyenne, about 6:30 a. m. er^ they understood the order 
to confer on No. 63 right over No. 62 between Pampa and 
Mobcotie, 5C. 3 miles cast ef Ouoy-nuc. They sold the order 
was clear and legible. The. r moon for their misunderstanding 
was that No. 63 usually received an order conferring lirhfc 
over No. 62 between Pampa one Mobeotie. The front brakeman 
and the flagman ham o _roper understanding of the order. 
They understood that No. 62 could not peocced beyo :d Cheyenne 
for N o . 63 unless it " ne, euthov-izod. to do so by another train 
prder; however, trey mid not question othui members cf the 
crew with respect t> the authority for No. 62 to proceed be
yond Cheyenne. The investigation dieclooed that after No. 63 
de-narteci from. Clinton no rne-e bci of the crew road the order or 
comnontod to otner memo or s about its r e qui e orients . The rules 
require th.nt f i n u m muet romend engineers of the contents of 
train orders, and brehennt must rnreind conductors. If the 
members cf t, c crc>,r who misunderstood train order No. 216 had 
rend it again, or if the nenhere cf the crew who understood 
its contents had iinected attention tc its provisions, No. 62 
would nob have proceeded, beyond Cneyenne beicwe tne arrival 
of No. 6e, and this accident would net have occurred. If 
the bio hk systere nan been i± use on this line the error ~rhich 
led to this accident venule have ben discovered and the acci
dent would, have been prcvoerced. 

The investigation drocloseo that about 225 gallons of 
gasoline cei aint-d ir the fuel tanks at the time of the col
lision. In previous reports the Comreission has directed 
attention tc the haz?rd to passengers and employees when 
there is a quantity oi gasoline on a car carrying passen
gers, and the disastrous consequences when gasoline becomes 
ignited es a result cf an aceincne of this character. In 
two such accidents during the past 3 years 44 persons were 
killed and 22 injured, and most of these casualties were 
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caused by banning gasoline. In tile pi"-sent case it appears 
that noTir. o f the fatalities resulted iron burning gasoline, 
liowev. r, had any person beeu trapped in the motor oar death 
would have resulted from fire and gases. -According to tne 
evidenoe, this carrier nas made ne plans to convert gas-
elactric rotor cars to a typo using fuel loss volatile than 
gasolmo. In vie^ of the hazards involved in the use of 
aasol.ino on equipment of this character, conversion to a tya 
o f equipment using other fuel should be promptly effected. 

Cause 

It is found that this accident was caused by failure 
to cbev a right-of-track order. 

hecemmt adaption 

It is recommended that the Panhandle and 2'ant a I'c 
Railway Company convert power units for use of fuel loss 
InfIa mma bio tn an c, a s o11ne. 

Dated at Washington, D. 0. , t M a seventeenth 
day of April, ]9-I3. 

By the Coiamissicn, Commissicner Patterson. 

W. 

crotary. 


