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Sll'MART 

Railroad.: 

D a t e : 

L o c a t i o n : 

Kind, of accident: 

T r a i n involved: 

T r a i n number: 

E n g i n e number: 

Consist: 

E s t i m a t e d speed: 

O p e r a t i o n ; 

T r a c k : 

W e a t h e rr 

Time: 

C a s u a l t i e s : 

C a u s e : 

N o r f o l k and. W e s t e r n 

June 12, 1946 

PoX'jhatan, T'r. Va. 

D e r a i l m e n t 

P a s s e n g e r 

26 

504 

7 cars 

A p p r o x i m a t e l y 55 m. p . h. 

T i m e t a b l e , train orders and 
automatic b l o c k - s i g n a l system 

D o u b l e ; 12°54' curve; 1.254 
percent a s c e n d i n g grade eastward 

Rai n i n g 

3:16 J. m. 

2 killed; 27 injured 

E x c e s s i v e speed on curve 
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• I N T E R S TATS CCICIERCS COMMISSION 

I N V E S T I G A T I O N NO. £997 

IN THE M A T T E R OF M A K I N G A C C I D E N T I N V E S T I G A T I O N R E P O R T S 
U N D E R THE A C C I D E N T R E P O R T S ACT OF MAY 6, 1 9 1 0 . 

N O R F O L K AND T/E3IERM RAILWAY COMPANY 

July 3 1 , 1 9 4 5 . 

A c c i d e n t at P o w h a t a n , W . V? . , on June - 1 2 , 1 9 4 5 , caused 
by excessive speed on a curve. 

1 
REPORT 0 7 THE COMMISSION 

P A T T E R S O N , C o m m i s s i o n e r : 

On June 1 2 , 1 9 4 5 , the^e was a d e r a i l m e n t of a p a s s e n g e r 
train on the N o r f o l k and W e s t e r n Railway at P o w h a t a n , W. Va., 
w h i c h resulted, in the d.e^th* of 2 t r a i n - s e r v i c e employees, and 
the injury of 23 p a s s e n g e r s , o d i n l n g - c ^ r employees and. 1 
t r a i n - s e r v i c e employee. 

l r J n d e r authority of section !'> (3) of the I n t e r s t a t e Com­
merce Act the a b o v e - e n t i t l e d •proceeding w?.r r e f e r r e d by the 
Commission to Com•liscion-r F a t t a r t o n for c o n s i d e r a t i o n and 
di sposition. 
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rest siding-switch 

1,067 ft. 

Bluefield, N. Va. s 
20.45 mi. 

Powhatan 
(Point of accident 

4.00 mi. 
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75.12 mi. 
Williamson, N. Va. 

\ \ S ? e 6 d 3^ 

0 

8^53' 
1,103 ft. 

Me / 
Inv, No. 2997 

Norfolk and I'Jestern Railway 
Powhatan, W. Va. 
June 12, 1946 
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L o c a t i o n of Accident and H o t h o d of O p e r a t i o n 

This accident occurred on that part of the P o c a h o n t a s 
D i v i s i o n e x t e n d i n g between W i l l i a m s o n and B l u e f i e i d , W. Va., 
99.57 m i l e s , a d o u b l e - t r a c k l i n e , equipped w i t h an overhead 
catenary system for the e l e c t r i c p r o p u l s i o n of t r a i n s . In 
the vicinity of the point of accident trains m o v i n g w i t h the 
current of traffic are o p e r a t e d by timetable, train orders and 
an automatic b l o c k - s i g n a l system. The accident occurred on 
the eastward main track 7 9 . 1 2 miles east of , T i l l i a m s o n , at a 
point 757 feet west of the station at P o w h a t a n . From the w e s t 
there are, in succession, a tangent 1,220 feet in length, an 
8 ° 5 3 ' curve to the left 1,103 feet, a tangent 430 feet, a 4 ° 0 2 ' 
curve to the right 800 feet, a tangent 425 feet and a 1 2 ° 5 4 ' 
curve to the right 220 feet to the point of accident and 555 
feet eastward. The grade for east-bound t r a i n s varies b e t w e e n 
1.175 percent and 1.035 p e r c e n t ascending 4,-000 feet, then it 
is, s u c c e s s i v e l y , p r a c t i c a l l y level 800 feet, 1.325 percent 
a s c e n d i n g 800 feet and 1.254 p e r c e n t a s c e n d i n g 1,093 feet to 
the p o i n t of accident and 200 feet eastward.- In the v i c i n i t y 
of the point of accident a y s i d i n g lies b e t w e e n the main t r a c k s . 
The west siding-switch' is 443 feet east of the p o i n t of d e r a i l ­
ment . 

On the curve on which the accident o c c u r r e d , the track 
structure c o n s i s t s of 1 5 1 - p o u n d rail, 39 feet in length, laid 
n e w in 1 9 4 4 on an average of 2 2 treated ties to the rail l e n g t h . 
It is fully tieplated w i t h d o u b l e shoulder t i e - p l a t e s , d o u b l e 
spiked, p r o v i d e d w i t h 6-hole angle b a r s equipped w i t h joint 
s p r i n g s , and an average of 9 rail anchors p e r rail length, and 
is b a l l a s t e d w i t h crushed stone to a d e p t h of 2 4 i n c h e s . The 
m a x i m u m s u p e r e l e v a t i o n on the curve was 5 i n c h e s , and the gage 
varied b e t w e e n 4 feet 3-1/2 inches and 4 feet 8-7/8 i n c h e s . 
At the point of derailment the s u p e r e l e v a t i o n w a s 5 inches and 
the gage was 4 feet 8-5/4 i n c h e s . 

The m a x i m u m authorized speed for p a s s e n g e r trains on the 
curve involved is~j35 miles p e r h o u r . A s p e e d - l i m i t sign b e a r ­
ing the n u m e r a l s -̂ g- is located, immediately south of the s o u t h 
rail of the eastward main track, at a point 1,067 feet west of 
the Tvrest end. of tnis curve. On tangent track the m a x i m u m 
autnorized. speed for p a s s e n g e r trains is 40 m i l e s p e r h o u r . 

D e s c r i p t i o n of Accident 

N o . 25, an east-bound, f i r s t - c l a s s p a s s e n g e r train, con­
sisted of steam engine 6 0 4 , a 4-8-4 type, three coaches, one 
d i n i n g car, and three coa.ches, in the ord.er named. A l l cars 
were of steel c o n s t r u c t i o n . This train passed. E c k m a n , the last 
open office, 4 m i l e s west of P o w h a t a n , at 5:12 p . m., 9 m i n u t e s 
late, and. w h i l e it was m o v i n g at a speed e s t i m a t e d to have b e e n 
a p p r o x i m a t e l y 55 m i l e s p e r h o u r the engine and the first two 
cars w e r e d e r a i l e d . 

The engine and tender stopped, on their left sides on the 
w e s t w a r d m a i n track and. p r a c t i c a l l y in l i n e w i t h it, with the 
front end of tne engine 375 feet east of the p o i n t of d e r a i l m e n t . 



9907 
Tne first bar_ b e c a m e h d e t ached from .the tender and stopped w i t h 
the front end against the* r e a r end"of the tender, and leaned 
to-"the n o r t h at an angle of ubout 4 5 ° , ; The s.eeond car, remain­ing-couplPd to the first and third cars, stopped p r a c t i c a l l y 
upright on the roadbed and at an angle of about 15 d e g r e e s to 
tne track. The engine and. t e n d e r were b a d l y d a m a g e d , and the 
first two cars were c o n s i d e r a b l y damaged. 

It was r a i n i n g at the time of the accident, which occurred 
about 3:18 p . m. 

The e n g i n e e r and. the fireman were k i l l e d , and the conductor 
was i n j u r e d . 

The total weight of e n g i n e 504 in w o r k i n g o r d e r is 494,000 
p o u n d s , d i s t r i b u t e d as f o l l o w s : E n g i n e truck, 1 0 1 , 6 0 0 p o u n d s ; 
d r i v i n g w h e e l s , 283,; 000 pound.s; and. t r a i l e r truck, 1 0 4 , 4 0 0 
p o u n d s . The specified, d i a m e t e r s cf the e n g i n e - t r u c k w h e e l s , 
the d r i v i n g " h e e l s and the t r a i l e r - t r u c k w h e e l s are, r e s p e c ­
tively, rc, n Z t and 4 2 i n c h e s . The rigid w h e e l b a s e of the 
engine is 18 feet 9 i n c h e s long, the t o t a l l e n g t h of the engine 
w h e e l b a s e is 47 feet 3-1/2 i n c h e s , and. the total l e n g t h of the 
engine -nd tender is 109 feet 2-1/4 i n c h e s . The tender is 
r e c t a n g u l a r in shape, ana is equipped w i t n two 6-wheel trucks. 
Its c a p a c i t y is 2 0 , 0 0 0 gallons of w a t e r and 35 tons of c o a l . 
The weight of the tender l o a d e d is 57-3,600 p o u n d s . The center 
o f ; g r a v i t y of the engine is 77 inches above tne tops of the 
rails and. the center of g r a v i t y of the t e n d e r when fully loaded 
is 79 i n c h e s above the tops of the r a i l s . The engine is p r o ­
vided w i t h No. 8-ET brake equipment and a speedometer. The 
journals of the engine and. t e n d e r and. the cars of N o . 26 are 
p r o v i d e d w i t h r o l l e r b e a r i n g s . The cars of No. 26 are p r o v i d e d 
ivith t i ~ h t l c c k c o u p l e r s . The tender was e q u i p p e d at its rear 
end w i t n a type E coupler. 

D i s c u s s i o n 

N o . 26 was m o v i n g or a I 2 ° 5 4 ' curve to the right when the 
engine and the first two cars were d e r a i l e d . Tne engine over­
turned to the left and stopped 373 feet beyond, the point of 
d e r a i l m e n t . The maximum authorized, speed for this train in the 
territory i m m e d i a t e l y west of this curve was 40 miles p e r hour, 
and on the curve it was 35 m i l e s per h o u r . 

There was no d e f e c t i v e condition of the engine p r i o r to 
the a c c i d e n t . There U P " no i n d i c a t i o n of dragging, equipment, 
d e f e c t i v e track, or of any o b s t r u c t i o n h a v i n g been on the t r a c l ^ ^ 
E x a m i n a t i o n of the engine after the accident disclosed' that the 
a u t o m a t i c and independent brake valves w e r e in running position, 
the t p r o t t l e l e v e r w a s in closed p o s i t i o n , and. the reverse lever 
was latched on tne quadrant in about 25 p e r c e n t cut-off p o s i t i o n 
for forward m o t i o n . There was no condition found that w o u l d 
prevent p r o p e r a p p l i c a t i o n of the train b r a k e s . 

As the train was a p p r o a c h i n g the p o i n t w h e r e the d e r a i l m e n t 
o c c u r r e d , the m e m b e r s of the train c r e w w e r e in variou-s loca­
tions throughout the cars of the train. These e m p l o y e e s said 



that the cirs had b e e n riding smoothly, and they T Tere not a"are 
of a n y t h i n g b e i n g w r o n g until the d e r a i l m e n t occurred. They 
were unable to give an accurate estimate of the speed of the 
train, or to give d e f i n i t e i n f o r m a t i o n as to w h e t h e r a service 
a p p l i c a t i o n of the b r a k e s was made to c o n t r o l the speed i m m e d i ­
ately p r i o r to the d e r a i l m e n t . The e n g i n e e r and the fireman 
were killed. 

Tne surface, alinement and gage of the track on the curve 
are w e l l maintained f o r the maximum authorized speed of 35 
m i l e s p e r hour. There w e r e no w h e e l m a r k s b e t w e e n the rails 
at the p o i n t of d e r a i l m e n t . At the p o i n t of d e r a i l m e n t there 
was a flange m a r k w h i c h extended across the head of the h i g h 
rail a d i s t a n c e of 5-1/2 feet. This n a r k p r o b a b l y was made by 
the t e n d e r when it w a s pulled from the trnc> by the e n g i n e . 
There were n u m e r o u s flange n a r k s ea.stvard from the p o i n t of 
d e r a i l m e n t , caused by the d e r a i l m e n t of the c a r s . 

The road foreman ©f engines said that it is c u s t o m a r y to 
c o n t r o l the speed of p a s s e n g e r trains on the a s c e n d i n g grade 
in the territory i n v o l v e d by e a s i n g off on the t h r o t t l e r a t h e r 
than b y the use of the automatic brake system. It was h i s 
o p i n i o n that wher N o . 06 was a p p r o a c h i n g the cur , re i n v o l v e d the 
throttle was open to the extent that the train w a s m o v i n g at a. 
speed somewhat in excess of the maximum authorized speed for 
the c u r v e , that as the engine enter_m the curve the e n g i n e e r 
s u d d e n l y moved the t h r o t t l e to closed p o s i t i o n ~nd that, since 
the cars were p r o v i d e d w i t h ti--htlcck couplers and the journals 
of tne equipment w e r e p r o v i d e d "ith r o l l e r b e a r i n g s , a sudd.en 
r u n - i n of the slack occurred, between the tender and the follow­
ing ca.rs, which r e s u l t e d in an increase in the speed sufficient 
to cause the engine to overturn cr. the curve. Tne t h e o r e t i c a l 
o v e r t u r n i n g speed at the point of d e r a i l m e n t for e n g i n e 6 0 4 
was 56 m i l e s p e r h o u r . The engine w a s equipped w i t h a s p e e d o ­
m e t e r but no speed r e c o r d i n g d e v i c e . It appears that the train 
w a s m o v i n g at o v e r t u r n i n g speed, as the engine o v e r t u r n e d to 
the o u t s i d e of tne curve without m a r k i n g the r a i l s , and slid on 
its left side to the p o i n t where it stopped. H o w e v e r , a speed 
somewhat less than 55 m i l e s per h o u r combined, with a r u n - i n of 
slack b e t w e e n the t e n d e r and th^ cars could, have caused the 
engine to overturn. 

It is found that this accident "ae caused b y e x c e s s i v e 
speed on a. curve. 

Cause 

Dated at VJrshincrto 
day of July, 1 9 4 6 . 

gton, D . C , this t h i r t y - f i r s t 

(SEAL) 

By the Commission, C o m m i s s i o n e r P a t t e r s o n . 

V. P. B A R T E L , 
S e c r e t a r y . 


