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SUMMARY
Railroad: Seaboard Alr Line
Date: August 19, 1946
Location: Hamlet, N. C.
Kind of accident: Collislion
Trains involved: Freight : Passen:er
Train numbers: 72 : First 5
Enzine numbers; 242 ¢ 268
Consists: 40 cars, crane, ; 10 carvrs
engine in tow,
caboose
Estimated speeds: 15 m. p. h, : 45 m. p. h.
Operation: Siznal indications
Tracks: Double; tanzent; 0.10 percent
descendins grade northward
Weather: Clear
Time: 7:50 a. m.
Casualties: 1 killed; 12 injured
Cause: Rotating perticn <f crane moving

in freight treain foullng adjacent
main track in front of approaching
passenzer train
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 3015

IN THE MATTER OF MAKING ACCIDENT INVESTIGATIQN REPORTS
UNDER THE ACCIDENT REPORTE ACT OF MAY 6, 1910,

SEABOARD AIR LINE RAILROAD COIMNFANY

Oct-ber 14, 1946

Accident near Hamlet, N. C., on August 19, 1948, caused
by the rotating portion of a crane moving in a
freight train fouling an adjacent malin track in
front of an avproaching passenger train.

REPORT OF TEE COI"IMISSION1

PATTERSON, Commissioner:

On Ausust 19, 1946, there wmas a collision betveen a
passenzer train and the rotating portion of a crene mnhving
in a frei.ht train on an ac¢jacent main track on the Sca--
board Air Line Rallroad near Hamlet, N, C. Thils accicent
resulted in the death of one employee, "nd the injury of
four passengers, three rallvay-mnil clerks, four roilvay-
eXpress messengers and one employee,

iUnder authority of *sectlon 17 (2) of the Interstate Con~-
merce Act the above—entitled proceeding wes referred by the
Comnission to Commissioner Patterscn for econsideration and
dispositiocn.
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Location cf Accldent and Meth>d~of Cperation

This accldent occurred on that part of the Virginia Divi-
sion extending between Hamlet and Raleich, N. C., 97.3 miles,
A double—-track line in the vicinity of the point of accident,
over vhich trains moving wlth the current of traffic are oper-
ated by'signal indilcatisns. The frelght train was being op-
grated on the northward main track nnd the passenger train
on the southward maln track. The crcildent cccurred 7.22 .ziles
north of Hamlet and 1.42 miles north of RA Tower., From the
sruth there are, in succession, a tangent 4,038 feet in lensth,
a 1930' curve to the left 2,044 feet and a tangent 1,362
feet to the point of accident and 1,35 miles ncrthward. At
the point of acclildent the grade 1s 0.10 percent descending
northward.

At the p~int of accldent the distance between the center—
linec of the main tracks is 13 feet. The track structure con-
sists of 100-pound rail, 39 feet in length, lald on an averaze
of 22 treated ties per raill length. It is fully tieplated,
single—-spiked, provided with 4-hole anczle bars and an averasc
of 8 rail anch>rs per rail length, and is ballasted with crushed
stone to a depth of 6 inches. v

Autoratic signal 246.1, zcverning ssuth-bound m-~vements
on the southward main track, is 1,124 feet north o7 the point
of accident. Thils siznal is ~f the color-licht tvpe, and is
continuously lightec.

Operating rules reacd in port as fsllows:

D-102, ¥ * %

L

When a train 1s disabled s> 1f-may obstruct
an adjacent track, tralns nn that track nmust
be stcpped. :

+721. Englnemen and firemen rusgt ¥-¥ ¥ fre-
quently lcok back, especially —hile rcunding
curves, tc see whether train is intact,

gl2., % % %

¥ % % oranegg ¥ ¥ ¥ 5n thelr »vn vheels ¥ # ¥
must be placed 1n rear 5f traln. Such shipments
must in all cases be passed upan by Mechanical
Department Ianspect- rs and proncunced lnaded in
strict acc-rd with M. C. B. Rules bef-re being
meved in through freizht troins. ¥ % %

* K %



-5 - 3015

Ncte: ¥, C. B. Rules menticned above are nov
T e Ay SBEE DY Assoctatiomn cof-American

~ =, ‘Railr-ad Rules z~verning L-ading of
Lo - Commodities on Open Top Cars.

Rules cf the Assocliatlion of American Railrcads z~verning
-.the loading >f comm:dities 1n cpen top cars read 1n part Aas
follows:

L A

Anchzrs must be attached to extreme' frent
_and rear c<f rotating porticn. If constructinn
of machine vill nat permit application to ex-—
treme rear, they must be placed as clrse to
rear as construction will permit. Rrds with

hooked ends must nct be used.

* ¥ %

Boom end -f crane must tre .

% ¥ S

Because the freignt train wag hauling an engine in tow,
the speed of this traln wes restricted t~ 25 miles per hour,
The maximum auth-rized speed f~r the passenzer traln was 65
miles per hour.

Description nf Accident

Nz. 72, @ north-bsund sec nd-class freizht trein, con-
sistin: ~f en.ine 242, 6 freicht cars, 1 crane, 34 ?relqht
cars, 1 engine in t<w and a cab-~se, 1in the qrder naned, de-
parted from Hamlet Yard, 6.42 miles s~uth -f the print of
accident, at 7:30 a. m., 2 hours 45 nminutes lete, departed
from RA Tcwer, the last cpen ~ffice, at 7:45 a, m., and “hile
it was m-ving cn the n-orthward main track and cn a 1°30' curve

t> the left at an estimated speed of 15 miles per hour the front

truck >f the erane, the seventh unit in, the train, becamne de-

railed at a pcint 0.82 mile ncrth of RA Tower, This train, re-

mainin: coupled ccntinued to proceed, and the derailed - heels
moved in line with the ncrthward maln track a distance of
3,186 feet tc the point where the c-unterweight end 5f the
rstating porticn =f the crane fouled the southward main track
ant was.struck by First 5. -

Firet 5, a south-bound flrst-class passenger train, con-
sisted of engine 268, frur express cars, ~ne mall car, one
bagzage~express car, sne passenger |ggage car, two coach:cs
and one Pullmean sleepinb car, in tkc order named. All cars
were of steel crnstructinn. Thils train passed Hoffman, the
last open ~ffice, 6.78 miles n-rth cf the pcint ~f accident,
at 7:42 a. m., 14 minutes late, passed signal 246.1, which
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displayed proceed, and while moving cn the southward main
track at an estimated speed of 45 miles per hour it struck
the rotating porti»n of the crane.

The engine, thce first three cars and the fr-nt truck of

the fHurth car ~f Flrst 5 were deralled, The enzine stopped

~n its left side, 201 feet scuth of the point of c¢-~llision,
- immediately west »f the scuthward maln track and oractically
at right nsngles to it. The tender was tcrn l-cse fr-m the
enzine and stopped upright, in reverse direction, parallel
to the engine and agzalinst the driving-wheel assembly. The
first two cers stotvped uprizht, acr-ss bnth mnin tracks, at
richt angles te them, and immediately nsrth »f the tend>r. The
third car stopped at an ~n.le of 30 dezrees t: the track, with
the rear end >»n the rcadbed, and leaned t- the west at an ancle
>f 45 degrees. The first car vas destrnhyed. The cab »f the
en.ine was demclished, and the engine and the secHhnd cror were
badly damaged. The third and fhurth cars were slightly damaged.
The enzine and the first six cers of No. 72 were nnt derailled
or damaged. The crane and the eilghth ear overturned to the
east and stopped east nf the northward main track and parallel
to it. The frcnt truck of the ninth car and the tenth to four—
teenth cars, incluslve, were dereolled. The eleventh to four-
teenth cars, inclusive, ere demclishec and the remainder of
the derailed equlpment was bsdly d-maged.

The weather was clear at the time ~f the accident ~hich
nccurred abcut 7:50 a, m.

The enzlineer »~f First 5 =os killed, and the filreman rvas
injured.

United Stotes Army crane 2887, the seventh unit cf No. 72,
is a self-propelled rotatinz hoistin. crane having a 1lifting
capacity ~-f 25 t-ns, and 1s equipped with a 50-f~~t boom. At
the time of the accident the bzom, ™hich had been detached,
was on the eizhth car. The operatin: cables were disconnected.
The crane, exclusive of the b>cm, welrhs 132,2C0 pounds. It
1s 26 feet 3 inches lens between the pullinﬁ faces o>f the
couplers, 10 feet 6 inches wide, and 14 feet 2 inches hi_h,
The cable winding drum, the 1internal-combustisn mot-r, the
operating controls and the b-om fulcrum are mounted on a cast—
steel rotatin. platf rm 15 feet 6-1/2 inches l-nr, 5 feet wide
at the boom-end, and 10 feet wide at the motor, and the »ther
end is 10 feet wide and 1 fooct thick to prcvide chuntervwelght
for the boom—ernd. The platf-rm is mcunted ab-ut 8 inched
above the body of the car and on a vertlcal r-tating shaft
located 4 feet 6-1/2 inches fram the bocm-end and 11 feet from
the counterweight end. Four rcllers are provided at points
equidistant from the vertlcel shaft, The platfrrm 1s m-ved
by a pinicn gear vnich meshes with a circular rack attached
t> the bocdy af the car. The crane is pr~vided with two
4-wheel trucks spaced 13 feet 8 inches between center pins,
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and the wheelbase of each truck 1s 5 feet 6 inches long., 4
systen of pears and shafting transmits pover from the hoisting
m>tor to the axles 2f the trucks.

Discussicn

No. 72 was moving at a speed of abcut 15 miles per hour
as 1t apprnached the point where the accldent cccurred, Soon
after this train entered the 1°30' curve tc the left immediately
south of the pcint of accident, the front truck of the crane
became derailed. The train remained coupled #nd the derailled
wheels of the crane continued in line with the track a distance
of 3,186 feet n-rthward to the pcint where the rotatin- por-
tion of the crane, "hich had sung to a prgitisn at rizht angles
to the tracks snd fouled the ssuthward main track, was struck
by Filrst 5. The engineer and the front brakeman had nbserved
thelr train as it m~ved on a curve t~ the risht sbout 4,100
feet south -f the print ~f derailment, and the firemnn had
observed the train as it entered the curve cn which the derail-
ment occurred. None of these emplcocyees saw any indication of
derallment prisr to the accident. The conduct>r and the flag—
man were in the cabn2se, and they had made running inspecticns
of their traln at frequent intervals. Soon after the train
entered the curve »n vhich the derallment cccurred the con-
ductor saw an unusual amcunt 2f dust 1n the vicinity of the
front of the train, < nd he vas makin: an attempt t-> stop the
train by the use -f the conductsr's vnlve vhen the c->llision
occurred,

At First 5 vas approcachins the point where the accident
sccurred the speed was about 60 miles per hour, in territ-ry
where the maximum authcrized speed was 65 miles per hour. The
en-inemen were maintainin. a l:okout ahead, The members of
the train crew were ln voricus locaticns throushout the cars
>7 the train. The eng: =r was killed in the accident. The
fireman said that he ana the encineer first saw that the
crane was foulilne the southward mein track from a distance of
about one-fcurth mile, and the engineer lmmediately moved the
Brake valve to emergency pnsitlon. The speed > Flrst 5 wag
about 45 miles per hour when the collisicn cccurred. The
braxes of this train hed been tested end had functisned
properly en rcute.

Beginningz at the scuth end of the curve >n mhich the
crane vas 'derailed, the superelevation increased 1/4 inch in
each 19.5 feet throughﬂut the first 281 feet. The derailment
occurred 487.5 feet _north of the s>uth end of the cruve, vhere’
the curvature was 1050' the zage vwas 4 feet 8- 1/2 inches
and the superelevetion was 4-1/2 inchesv Marks on the track
structure indicated that the outer ed.es ~f the treads of the
left wheels of the front truck of the crane had m-ved diazo-
nally inward on the tcp of the low rail a distance »f 18 ianches,
then the wheels dropped to the tles inside the low rail at a
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point 1 f-ot 7 inches northward. From this pohint northward
the ties vere marked abaut & inches inside the 1~ rail -~ncd
the ties and ballast were marked hetween 12 inches and 24
inches outside the mest rall throuzhout a distance »f 3,186
feet. Boller-plate punchings, which were used as ballast on
the crane, had been spllled between the main tracks at a point
62 feet north. »f the first mark of derallment. There *as no
mark indiecatin. thst the right r=heels of the front truck of
the .crane ‘had been in contact ™ith any portion of the track
structure after this truck became deralled, M~rks 2on the
sute{dd of the left truck—-side frame and on other psrtions °F
the -derailed truck indicated that the left slde ~f the truck
had-slid on the west reil at an angle t> the left from the
point of derailment t> the point of collision.

The crene invylved was ¢n route from Maxt-n, N. C,, 29.42

miles south of the point »f accident, t~ Fort Bracx, M. C., a
distance of 92 miles. Before the crane was m~ved from Maxton
the counterweipht sf the rotatine portisn wns arranged to be
at the north end of the crane., The crane was m~ved from Max-
ton to Laurinburg, 7.1 mlles, on Au.ust 15. Becnuse the ro-
tating portion had not been properly secured snd had become ¢is-
placed, the crane was placed on a spur treck ~t Laurlnbur.. 6€n
Ausust. 16, United States Army persannel re-alined the r-otating
portion of the crane ané guyed 1t at the boom end by an arrange-—
ment of tvo stays crzssing each cther dia ~nally and extendine
from the dyes ~»f the boom—fulecrum downward to the uonper flan. es
of the side sills. Each of these stay arran—emnents consisted
f a turnbuckle connecting tw> eye~b:lts 1~-1/4-inch thick.
Twisted wire cable 3/4-inch thick and ab-~ut 5 feet lon~ and
consisting »f 7 strande of 6 wires each were passed sin- 1y
through each eye~bolt and throu.h the eye of the boom~fulcrum
at the upper enc¢, and throu_h the eye of a flat h~ok at the
side-sill end. The loose ends ~f éach len.th of cable together
with the strength porticn wmere held by safety clips clamped
to,ether by two 5/8-inch bolts and nute and provided with elon-
Zated holes 1-1/32 inches by 7/8 inch at their minimum dimen-—
glons. Two clips were used at each end >f each stay. After
the rotating portion of the crane had been secured, the assls—
tant ceneral car foreman inspected the crane, And then the crane
was moved northvard to Hamlet, 15,1 miles, where it wns as-
sembled. in the train of No, 72, about 4 a. m,, Au-ust 19.
Other members of the car department inspected the vrane in the
train of Na. 72 at Hamlet, and the train departed at 7:30 a. m,
These 'employees thou.ht that the rotating portion of the crane
was properly secured 2nd in accordanee with the rules. After

" the accident, one of the stay arrangements was found between

tne main tracks at a point 52 feet nrth >f the first mark of
derailment, ond the cther stay wos found in the vicinity »f

the point of eollisicn, Examineaticn »f the first stay disclosed
that the lower len.th of coable remained in place throuzh the
lower eye-bolt and the flanze hzok nnd the eable clamps were

in place and tightly clemped., The upper lenzth of cable was
securely attached t~ the upper eye-b-1lt and tirhtly cl-mped,
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but the other end had pulWed through its clamp and was free
»f the eye of the boom-fulcrum. b

The rules »f the Asgoclation of Americsan Railr-ads, govern-—
ing the movement in tralns of rotary machinery on its ovn wheels
with boom detached, proviae that, to prevent dlsplacement the
front and the rear ends of the rotating portion must be securely
anchored by the application >f rods measuring 1l-1/4 inches in
diameter for cranes of the same welght 88 the crane invnalved.
The rods must be secured by nuts and washers. If lock nuts
are not used, the threaded ends of the rnds must be riveted.

To prevent vertical movement, two hardw>od blocks 2-1/2 inches
by 4 inches by 12 inches must be driven between the rotating
portion and the car body and nailed to hardwosd members, vwich
must be 6 inches wide and 2 inches less in thickness than the

distance between the rotating portion and the car boldy, and nust -

extend outside the rotating portion and be secured to the car
‘body by 3/4~inch bolte. In addition, the securlty of the mach-
inery to be moved must be certified by an authorized inspector,
who 1s required to attach to each side >f the machine a pre-
scribed form bearing certificaticn that the machinery 1is pro-
perly secured and that the propelling mechanism 1s disen~aged.
In the instant case, the propelling mechanism was disen a«ed.

The investlicaticn ¢lsclosed thot the rotsting portion
of the crone hac not been properly secured, and that the pre-
gcribed forms »f certificatisn of security hrd not becn at—
tached tc the crane, in nccordance mith the rules of the
Assoclation of American Railroads. The rotatina portion of
.the crane had been braced, tc prevent laternl movement, by two
stays consisting of cl-mps, ™ire ceble, eye b-1lts =ané turn-
buckles attached cilnzonally croscswise each other at the boom
end and between the eyes 2f the boom fulecrum and the side
sills of the cer body, No stays were arran.ed to brace
the countervei.ht end, and n» jJack or blocking was provided
t» prevent vertical movement. As a result durlns movement
>f the crane there mas some vertical motion of the rotatin-
portion and esrch time the bcom end plvoted docwnmard the
cable stays btecame increasinzly sglackened, and the slack
permitted lateral mnticn of the r:tating portion. Because
of repeated vertical and lateral mavement the cable slipped
free »f the clamp at the end attached t> the eye of the
booms Fhen the crane entered the curve t- the left, the
counterweight swunz t> the left -r 1losm side cf the curved
This displacement -f the r~tating portion coused the crane
t> incline tcocward the 1low side »f the curve and the richt
wheels to rise ab~ve the hi.h rail, ~nd then the left vhecols
dropped inwarcd from the low rail. Since the track centers .
were 13 fect apart a2t the pcint of collisirn, when the counter-
welght end ves turned toward the southward main track and at
rizht angles t- the tracks 1t extended 4~-1/2 inches beyond the

k]
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east rail of the southward main track, the track on which
First 5 was being »operated.

Cause

fo s

It is found that this accldent vas caused by the rotating
portion of a crane m~ving in a freight train foullng an adja-
cent main track in front of an approachineg passenzer trailn.

Dated at Washinstcn, P. C., this fourteenth
day of October, 1946.

By the Commisslcn, Commissloner Patterson.

W. P. BARTEL,
(SEAL) Secretary.



