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Norfolk and Western
March 3, 1938.

Hull, W.Va.
Derailment

Freight

Extra 2020 west

2020

138 cars and caboose
15-20 m.p.h.

4017' right curve; 0.13 percent
degcending grade westward.

Raining and foggy
1:35 a.m.
1 killed and 2 injured

Striking rock which had fallen upon
the track.
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March 25, 1938,

To the Commission:

On March 3, 1938, there was a derailment of a frcight
train on the Norfolk and Western Railway near Hull, W.Va.,
which resulted in the death of one employee and the injury
of two employees.

Location and method of operation

This accldent occurred on that part of the Pocahontas
Divigion which extends between Bluefield and Williamson,W.Va.,
a dlstance of 99,57 miles. In the vicinity of the point of
accident thils 1s a double~track line over which trains are
operated by timetable, train orders, and an automatic block-
signal system. The initial point of derailment 1s on the west-
ward track 965 feet west of Hull. Approaching from the east
there is a 3°01' curve to the left 481 feet in length, then
a tangent for a distance of 250 feet, followed by a 3,771-foot
compound curve to the right varying from a maximum curvature
of 4017' at the eastern end +to a minimum curvature of 0°08' at
the western end. The initial derailment occurred on this com-
pound curve 184 feet from its castern end where the curvature
is 4917' and the superelevation is 3% inches. The gencral
derallment occurred 3,298 fect beyond, where the curv-ture 1is
0°08' and the superelevation is % inch. The grade for westward
trains 1s 0,13 percent descending at the point of accidcnt.

In the vicinity of the point of accident the tracks are
laid on a hillside cut and parallel the north bank of the Tug
River, At the initial pnint of derailment the embanknent north
of the westward main track rises at an angle of about 60 degrees
to a height of approximately €0 fecet; there is a space of about
10 feet between the toe of the slope and the north rail of the
westward main track. A 8%ding 8,92% fect in length ig located
between the main tracks at the point of accident, the west
frailing-point switch of which is located about 4,485 fect west
of Hull. The Krollitz Mine track, 1,918 fcet in length,parallels
the westward main track on the north and its east switch 1is
located 2,425 feet west of Hull and its west switch 144 feet
cast of the west siding-switch. The general derailment occurred
at the west switch of the Krollitz Mine track and the wvcst
switch of the siding,

Due to the curvature and the embankment to the north of
the track approaching the scene of the accident, the view had by
an engineman of a west-bound train 1is rcstricted to a distance
of about 150 fect.



<L HULL ’71”:/

[ —Rtec
o laegar, W.Va.
. ‘ 30011
Hull \\ NPT
0.21 ma. VA
X Point of initial 3 250 ft.
derailment |
0.37 mi. Y
X Point of géneral
derailment

"~ Direction of train

East switch of XKrollitz mine track

~-West switch of siding

P

3]
W o B0
Vo TR IR
O =Y
[QVEE} —

[/ )
.q)"; -
o B M
=

& -~ q
MV
=
[ = I
= O =

[

=

=

N



-5 Inv-2258

The maln tracks are laild with 130epound rail, 39 fcct in
length, with 24 ftreated oak ties to the rail length. It is fully
tic-plated, equipred with 24 rail anchors per panel,and is well
maintained, The tracks arc ballasted with crushed gtonc to a
denth of 24 to 30 inchcs.

Rule 106(a) rcads as follows: "During storms or bad weather,
wnere slides or washouts arc liable to bc cncountered,all treins
will be handled under contrnl without regard to mnmaintaining
gchedule time?,

The maximum authorized spced for freight trains in the
vicinity of the point of accident ies 40 miles per hour.

It was raining and the weather was feggy at the time of
the accident, which nccurred at 1:35 a.m.

Description

Extra 2020, a west-bound freight train, consisting of 138
cars and a caboose, hauled by engine 2020, of the 2-8-8-2 type,
was in charge of Conductor Balley and Engineman BoyQ. This train
departed from laeger, 3.64 niles east of Hull, at 1:22 a.n.,
according to the traln sheet, and wasg derailed Just west of Hull
while traveling at a speed estinated to have been between 15 and
20 miles per hour.

The engine, tenier, ani first six cars were derailed. The
engine and tender stopped north of the westward main trock and
lecaning against an cmbankment at ~n anzle »f about 50 degrees.

he first four cars stopoed in an ucright position at right
angles to the tracks, fouling the enstward mnin track ané xnock-
ing: 1t out of alinernient. The nther two derniled cars rerncined
upright and parallel with tlie westward track, which was torn up
from the frog of the Krollitz line switch fo the point where the
cngine stopned, a distance of 259 f cct. The emnloyee killed was
the engineman and the emnloyces injured were the Tiremnn and the
ead brankenan,

Surmary of evidence

Pireman Moody stated that an alr-brrke test was mnde after
the train was assenbled at Auville, apnroximately 5 nilcs east
of Hull, ond that tre brakeran ss2id 211l brakes were working.
There were no brake applicnations made between Auville o~nd
the point of accident. A Form 19 train order, received ot
Iocger, called attention to Rule 106(a). The neadlight was
burning brightly. The engineman who wnhs normal and alert


http://ma.de

hnd cautioned him to watch closcly for slides. When aporoach-
ing the curve on which the initial derailment occurred he
was looking ahead from his seatuox anil at the tine of enter-—
ing this curve he went to the tender to loosen coal for the
stoker. He had just returned te his seatbox when the engine
struck the west siding switch where he, and apparently the
enginenan too, heard a nolse and saw fire flying; this was
his Tirst intinstion of the derailment. The engineman closed
the throttle an’ applied the brakes in emergency; at that
tine the speed was about 20 miles per hour, and the engine
ran sbout twice its length before stopning. Rain and fog
which prevailed approaching the point of accident restricted
he vision to a distance of 10 or 15 car lengths. Fireman
Moody had had 23 years experlence running through this
territory anc¢ he previon 1y hal never seen any evidence of
glides or falling rock in this vinlq1ty and said that Iule
106(a) was becing fully compnlied with approaching the noint
of accident. He made nc observations subsequent to the
acclident to ascertain its cruse.

Head Brakeman Dillc whe, at the tine of approaching
the scene »f the accic bnt was 1n the brakenan's cupold,
vhlch is located on top of the to ncer, corroborated the
statenent of the fireman in all ess entlal details. He could
scc forward from hig nogition but had no warning of the impend

ing accident. Bgsed on his knowledge of fnyolcal charactcrls—
tics of the vicinity of the point of accident ne sald he had no

reason to anticinate a rock on the track at this porticuvlar
point and g-id that Rule 106(a) was being fully complicd with
at the tine of the accident.

Conductor Baillecy, wh~ was in the caboose, corroboreted the

statcenent of the fireman with respect to evontJ up to the time
of the accident, which he s211 ncourred at 1:35 a.m. He said
that the cabonsc traveled 200 tn 250 fecet after the emcrgency
npplication of the brekes was ma’c, ani the caboose cane to
an unusually rough ston. Atout an hour latcr he walled to
the recar of the train and fount a Ilat rock which had bounced
fron the aljacent hill and gopped on the south, or high, rail
of the curve. Thig, he said, had couscd the engine truck to
becone derniled an then the truck ran on the tics until the
drivers becane derniled at the frog or switch at the west cnd
of the siding. He had worked in this iruediste vicinity for
norc than 30 years and had known of no landslides, washovts,

or Talling rock at this particular point Jduring this fime, and,

basced on his past experience, there was no reascn for the

cngineman to anticinate such an occcurrence. (1t was his opinion

that in this case corpliance with Rule 106(a) did not require
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stonping aor a further reduction of the snecd of the trailn.
He said it had been reinias continuously for more than three
hours prinr to the tirme »f the accldent.

Superintendent Tabor stated that as an extra precoution
during bad weather it is - gencral practice to issue a treoln
order calling attention t» Tmlc 106(a).

Assistant Superintendent Dawson state® that at about 7 a.m.
he examined the track fron the point where the engine was
lying to a point about 3,575 feet enst thereof, and nbserved
flange marks inside the north rail of the westward track and
outside the gouth rnil over the entive distonce. At the initial
point of dernilnent he found a rock o1 sandstone formation
lying adjacent tc the gauge sice of the south, or high, rail.
This rock was broken in a nonner which indicnted that it had
been struck by the south engina-truck wheel. The unbroken
portion was 2% inches tunick an’ the top .surface was quadrangu-
lar in form,the lengths of the sides being 30, 26, 21, ant 18
inches. After exnmining the bluff €0 the north of the track he
concluded that thic rock cane from a 12t ghelf at a poiat
47 feet north of an’ 45 fect above the westwnrld track. In
his opinion, 2 shallow stream of water which wac flowing
over the tablc rock on this shelf, licloimed the rocs and it

Hen rollec on edoe to a point 4 feet above thic track ant 2
feet north of tho diteh line, where o mark on the bank ialicnt-
ed 1t had struck and thoen boundied across to the south rozl
wherce it stopnel and wos later struck by the engilne. In hils
opinion the vicw of both the cnzineman ~nd the firenan wis,
naterially restricted by the curve and the rock cliff on the
ingide of thae curve at the noint where the rock was strucks

Roadmaster Smith stoted that as + recult of an examination
wilch he nale a few hours after the accident occurre’, 1t was
his opinion that a small rcck fell fron the north enbankaent
and landed on the south rail of tae westw-rd track in the
nanner described by the asslstant superintendent. On February
25, 1n company with the section forenan, he irspected this
particular cut with a Vview to scaling it or installing o
detectoar fence. No looge rocks were found and no scaling was
necessary, lence no neeld for a detector fence. Agalin on larch
2, hc observed thig cut and saw no unsafe condition. During the
six years he haos becen roadmaster on this territory there has
never been o slidc, or a rock fall at this point, and it is
the last place on his digtrict to expect zuch an occurrence,
cven in rainy weather, »nld he cnnsidered it absolutely safe.
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Mastern Mechanic Brown, whc arriv:d at the scenc of the
accident about 4:30 a.rm., found several broken parts of the
engine truck, all of which were new breaks, and none, in his .
opinion, contributed to the derailnent. He latcr ex~nined
tiie track and the bank near the initial point of derailnent
and as o result thercof corroborated the statement of the
assistant superintendent, He stated that a device for
detecting enginc-truck derallments has becen installed for
test on six engines but the 2020 was not one of thosc so
cquipped.

Observations of the Co.oniizsion!

s inspeoctors

At the initial poirt of Aerailrient the e was a rock of
sandstone fornation 2% inches thilek which wns quadrangular
in shape, the lengih of its sides being 30, 26, 21, and 16
inches, and from this rock srnnll »icces had been broken and
crushed. There was a well wefined mari on this rock apnarcntly
nade by tie flange nf the left-front cnone-truck wheel., This
rock cvidently hed f-llen from an aijoacent ledge 47 fcet north
and 49 feet above the westward main track. The first mark on the
ties appearcd at a point 7 feet west »f this rock and 7 inches
from the gauge side of the north r~il, This was a well defined
flange nark, ond similar narks contiaued on each tile, varying
Trom 7 to 12 inches from the gruge sidc of the north rail for
a distance of 3,309 fcet to the west switch of the Krollitz
Mine track, where the track was torn up. South of the gouth
rail there were internittent niarks on angle-bar bolts and on
top of eplke heads for an egunl distance.

Inspection of the enbankment adjacent to the initisl point
of dersilnent disclosed that it was composed of clay and sand-
stone, the latter forning overhanzing ledsges of various fthick-
nesses. There is very little vegetation on the cribankoent. At
the foot of thig embankment there is a drninage ditch, which 1is
well naintained,

The engine~truck wheels showed 1ndentations on the outer
cdges of the tires, but tie flanges and contour were in good
condition., The nnlc center-casting and truck-box pedestyls
werc broken, and the radius rod wis badly twisted and boit.
The »ilot and pilot bean showed no signs of bhaving been struck ‘
or dannged in any manner. The trailing truck was badly
danaged, as was the richt top side of the vneine c¢ab, and other
ninor parts of the right side were slightly danaged. Nothing
was obser wd to indicate the existence of any “efceccts prior
To the tine of the derailnent.
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Discusaion

After the derailnent a roch of sandstone formation 2%
inches thick,quadrancular in hnub, the length of its sides
being 30, 26, 21, and 16 inches, was found lying neor the
south rqll of the westward track at a point about 5,575 fecet
east of the deralled engine. This rock hod stonhed on the so
rail where it wac run over by Extra 2020, resulting in the
flange of the left cengine-truck vheel nnunting the high roil
of the curve and falling to the outside of this rail, The
cngine followed close tTn the ralls for a distance of about
5,500 feet where it contacte the frog ~nd switch polirts of
a Treiling-point switch an? then the ﬁonerﬁl dernilnent
followed.

uth

Employees in treoin, engine and track aerwlce, whosc
services in the vicinity of thie point of accident varied fron
6 to 30 years, had ncver known of a glide »r of » rock falling
at Jhe point of dertilment 2and thereforc had no reason to
anticinatc such ~n occurrence. 1t had been raining heavily for
norc than threce hours just psrinr to the der~ilment.

p
-

The crew of the train had in its possession a treoin order
directing its attention to Rule 106(1). The trnin was being
operated not in excess of 20 niles ner hour whilc the moxinun
spec® limit for frecight trains in this vicinity 1s 40 niles
per hour. This indicites that the requirecnent of the train
order was being obscrved. The he~ldlizht was burning brightly
but the weathor was foggy, the rock Small, and the view

stricted due to the track curvature and the ndjacent crabanke
mont on the insicde »T the curve.

Concluginn

This accident was caused by the train striking a rock
which had fallen upon the track.

Respectfully submitted,
W. J. PATTERSON,

Dircctor.
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