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S U M M A R Y 

§ § § 

D A T E : 

RAILROAD: 

LOCATION: 

KIND OF ACCIDENT: 

TRAIN INVOLVED: 

TRAIN NUMBER: 

LOCOMOTIVE NUMBERS: 

CONSIST: 

S P E E D : 

OPERATION: 

T R A C K : 

WEATHER: 

TIME: 

CASUALTIES: 

C A U S E : 

November 21, 1961 

New York Central 

Poca, W. Va. 

Derailment 

Freight 

31 

Diesel-electric units 1867, 2417, 2405, 1764 

73 cars, caboose 

42 m. p. h. 

Timetable, train orders, manual block-signal 
system 

Single; 6 °06 ' curve; 0.08 percent ascending 
grade northward 

Foggy 

5:22 a. m. 

2 killed 

Speed in excess of that for which track was 
maintained 



Arrows mark point of derailment, and points where the 3rd and 4th d iese l -e lec t r i c units fe l l into 
Poca ta i i co R iver . The f i rst 2 units of train locomot ive are shown in lower right corner. 
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I N T E R S T A T E COMMERCE COMMISSION 

R E P O R T NO. 3933 

IN THE M A T T E R OF MAKING ACCIDENT INVESTIGATION R E P O R T S UNDER 
THE ACCIDENT REPORTS A C T OF MAY 6, 1910 

T H E NEW Y O R K C E N T R A L R A I L R O A D C O M P A N Y 

Apri l 23, 1962 

Accident at Poca, W. V a . , on November 21, 1961, caused by speed in excess of that for 
which track was maintained. 

R E P O R T OF THE COMMISSION 

SAFETY AND SERVICE BOARD NO. 1: 
3 

On November 21, 1961, at Poca, W. Va. , there was a derailment of a fa-eight train on the 
New York Central Railroad, which resulted in the death of 2 train-service employees. 

Under author i ty of s e c t i o n 17(2) of the Interstate Commerce Act the a b o v e - e n t i t l e d p roceed ing w a s 
referred by the C o m m i s s i o n to Safety and S e r v i c e B o a r d N o . 1 for c o n s i d e r a t i o n and d i s p o s i t i o n . 
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Location of Accident and Method of Operation 

This accident occurred on that part of the Ohio Central Division extending between Dickin
son, W. Va . , and Hobson Jet., Ohio, 82.8 miles. In the vicinity of the point of accident this is a 
single-track line over which trains are operated by timetable, train orders and a manual block-
signal system. At Poca, W. Va . , 32.7 miles north of Dickinson, railroad bridge No. 1071 spans 
Pocatalico River. A private road crosses the main track at grade 541 feet south of the south end 
of bridge No. 1071. 

The derailment occurred on the main track 61 feet north of the private road crossing at 
Poca. From the south there are, in succession, a tangent 521 feet in length, a 3 30' curve to the 
right 663 feet, a tangent 272 feet, a 6°06 ' curve to the left 246 feet to the point of derailment and 
579 feet beyond, and a tangent 296 feet. The grade for northbound trains in the vicinity of the 
point of derailment is 0.08 percent ascending. 

The structure of the main track on the curve where the derailment occurred consists of 
105-pound relayer rai l , 33 feet in length, laid on an average of 20 treated ties to the rai l length. 
It is fully tie-plated with double-shoulder tie plates, spiked with 2 rail-holding and 2 plate-holding 
spikes per tie plate, and is provided with 6-hole, 36-inch joint bars and an average of 10 rai l 
anchors per ra i l . It is ballasted with crushed stone to a depth of 10 inches below the bottoms of 
the ties, and is laid on a f i l l averaging about 6 feet in height. The specified super-elevation on 
the curve is 3'/2 inches. 

Bridge No. 1071, which was destroyed as a result of the derailment, was 309 feet in length. 
From south to north it consisted of an open-deck span 102 feet in length, supported by 8 bents; a 
steel thru-truss span 128 feet in length, supported at each end by a stone pier, and an open-deck 
span 79 feet in length, supported by 6 bents. 

At the time of the accident Pocatalico River was approximately 239 feet wide and 32 feet 
deep. Its surface was about 22 feet below the level of the tops of the rai ls . 

This carrier's operating rules read in part as follows: 

C O N D U C T O R S . 

878. T h e y must * * * know that the ca r s i n the i r t r a ins have been i n s p e c t e d , 
that A i r B r a k e R u l e s have been c o m p l i e d w i t h , * * * 

F I R E M E N . 

943. If eng ineman f a i l s to regula te speed of t r a in when approach ing a s i g n a l 
i n d i c a t i o n or other c o n d i t i o n requ i r ing that speed be reduced , they must communi 
cate w i t h h im at once , and , i f neces sa ry , s top the t r a i n . 

Applicable sections of this carrier's airbrake rules are similar in content to the provisions 
of the Power Brake Law of 1958. 

The maximum authorized speed for a l l trains in the territory involved is 40 miles per hour, 
however, it is restricted to 35 miles per hour in the vicinity of the point of accident. 

Description of Accident 

No. 31, a northbound second-class freight train, departed from Dickinson at 1:00 a. m., 
30 minutes late, and stopped to pick up cars at Belle, Charleston, Institute and Nitro, respective
ly, 29.4, 19, 8.8 and 4.1 miles south of Poca. This train, consisting of car-body type diesel-
electric units 1867, 2417, 2405 and 1764, coupled in multiple-unit control, 73 cars and a caboose, 
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departed from Nitro, the last open office, at 5:10 a. m., 3 hours 10 minutes late, and about 12 
minutes later, while moving northward on the main track at a speed of 42 miles per hour, as indi
cated by the tape of the speed-recording device, a wheel on the west side of either the 3rd or 4th 
diesel-electric unit became derailed at a point 61 feet north of the private road crossing at Poca. 
A l l wheels of the rear truck of the 3rd unit, and al l wheels of both trucks of the 4th unit, and the 
1st to 32nd cars, inclusive, then became derailed about 78 feet farther northward. The front truck 
of the 2nd unit became derailed on the northernmost span of the bridge across Pocatalico River. 

Separations occurred at both ends of the 3rd diesel-electric unit, between the 4th unit and 
first car, and between the derailed cars. The separation between the 4th unit and the 1st car ap
parently occurred in the immediate vicinity of the point of general derailment, after which the 4 
diesel-electric units moved onto bridge No. 1071. As these units were moving across the bridge 
the 4th unit struck the southeast end post of the steel thru-truss span with sufficient force to cause 
this span to move northward off its southernmost pier and collapse into the river. This resulted 
in a separation between the 3rd and the 4th units, and caused the 4th unit to drop into the river. 
The steel thru-truss span evidently collapsed immediately after the first 2 of the remaining 3 units 
moved onto the northernmost span, causing the 3rd unit to separate from the 2nd unit and also drop 
into the river. As a result of the forces exerted when the 3rd unit separated from the 2nd unit, the 
front truck of the latter unit became derailed on the northernmost open-deck span of the bridge. 
Both the 1st and 2nd units stopped a short distance north of the bridge and remained coupled to
gether. The 3rd unit stopped on its right side, parallel to the bridge, with the front end on the 
north bank of the river immediately east of the bridge and with the rear end submerged in the river. 
The 4th unit stopped parallel to the bridge at a point immediately northeast of the southernmost 
pier of the steel thru-truss span, and it was completely submerged in the river. The derailed cars 
stopped in various positions on or near the track structure between points 15 and 500 feet south 
of the south end of the bridge as shown in P L A T E 1. 

The 2nd diesel-electric unit was slightly damaged, and the 3rd and 4th units were heavily 
damaged. Of the 32 derailed cars, 24 wore heavily damaged, 3 were considerably damaged, 4 were 
slightly damaged, and 1 was undamaged. 

The fireman and the front brakeman were ki l led . 

The weather was foggy at the time of the accident, which occurred about 5:22 a. m. 

During the 30-day period immediately preceding the day of the accident, the average daily 
movement in the vicinity of Poca was 5.6 trains. 

The 1st and the 4th diesel-electric units were of the car-body A unit type, 50 feet 8 inches 
in lengths, having total weights of 246,600 and 246,200 pounds, respectively. The 2nd and the 
3rd units were of the car-body B unit type, 50 feet in lengths, having total weights of 248,200 and 
227,400 pounds, respectively. Each of the 4 diesel-electric units was equipped with two 4-wheel 
trucks having 40-inch multiple-wear steel wheels. The wheel base of each truck was 9 feet, and 
the trucks were spaced 30 feet between truck centers. 

Discussion 

No. 31 departed northward from Dickinson at 1:00 a. m., 30 minutes late, and cars were 
added to the train at Bel le , Charleston, Institute and Nitro. According to statements of members 
oi the crew, the train departed from each of the latter four points without a brake test having been 
made as prescribed by Section 132.13 (d) (1) of the Power Brake Law of 1958. This train, with a 
consist of 73 cars, proceeded northward from Nitro at 5:10 a. m., 3 hours 10 minutes late, and as 
it approached Poca, 4.1 miles north of Nitro, the speed was 42 miles per hour. The engineer and 
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the swing brakeman were in the control compartment at the front of the 1st diesel-electric unit, 
the fireman and the front brakeman were in the control compartment at the rear of the 4th diesel-
electric unit, and the conductor and the flagman were in the caboose. The headlight was lighted. 
The brakes had not been tested as required after cars were added to the train en route, and the 
engineer had not used the automatic brake to stop the train or reduce the speed after departure 
from Dickinson. 

The surviving members of the crew said that the train moved through dense fog while en 
route between Nitro and Poca, and that while proceeding between these two points they did not 
observe anything to indicate defective equipment. Soon after the train departed from Nitro the 
fireman left the control compartment at the front of the 1st diesel-electric unit and proceeded to 
the rear, apparently to make an inspection of the engines of the locomotive, and the engineer and 
the swing brakeman did not see or communicate with him again. Both the engineer and the swing 
brakeman said they did not look at the speed-recording device as the train approached the point 
of derailment, and at that time they thought the speed was about 35 miles per hour. They said 
that they first became aware of something being wrong when the train was closely approaching the 
bridge at Poca, at which time they felt the 1st diesel-electric unit move in an unusual manner and 
then felt the brakes of this unit become applied in emergency. This brake application evidently 
occurred as a result of the general derailment, or by operation of the emergency brake valve located 
in the control compartment at the rear of the 4th unit. The engineer immediately moved the handle 
of the automatic brake valve to lap position and depressed the handle of the independent brake 
valve to suppress the application of the brakes of the locomotive, and the 4 diesel-electric units 
continued northward onto the bridge, where the 3rd and the 4th units dropped into the river as a 
result of the collapse of the steel thru-truss span. Because foggy weather conditions restricted 
their view, neither the engineer nor the swing brakeman was aware that a derailment had occurred 
until after the first two diesel-electric units stopped a short distance north of the north end of the 
bridge. The conductor and the flagman said they were unaware of anything being wrong before the 
derailment occurred. The fireman and the front brakeman were ki l led in the accident and were 
found in the control compartment at the fear of the 4th diesel-electric unit when that unit was re
covered from Pocatalico River during wrecking operations. The emergency brake valve in this 
control compartment was found in open position, indicating that it had been operated by either the 
fireman or the front brakeman when he became aware that a derailment had occurred. 

Examination of the track structure throughout a considerable distance south of the point 
of derailment disclosed no indication of dragging equipment or of an obstruction having been on 
the track. 

Examination of the four diesel-electric units after the accident occurred disclosed no de
fective condition that could have caused or contributed to the cause of the derailment. 

The first mark of derailment was 246 feet north of the south end of the 6°06 ' curve at Poca 
and 61 feet north of the private road crossing. It consisted of a batter mark on the head of a spike 
on the gage side of the low rai l and apparently was caused by a wheel on the west side of the 3rd 
or 4th diesel-electric unit dropping inside the low ra i l . Similar batter marks were found on spike 
heads and rail anchors on the gage side of the low rail throughout a distance of 13 feet northward. 
Flange marks then appeared about 8 inches inside the low rail and extended northward aoout 65 
feet to a point where the track structure was destroyed. 

From the vicinity of the first mark of derailment to the point where the track was destroy
ed, raised and bent rail-holding spikes along the gage side of the high ra i l , and abnormal flange 
cutting along the lower edge of the gage side of the head, followed by wheel marks in the web, 
indicated that the high rai l was canted outward. There was a new break in the high rail 78 feet 
north of the first mark of derailment. Throughout the remaining distance northward to the bridge, 
the track structure was destroyed. 
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Examination of the track structure on the curve at Poca disclosed a number of ties that 
were shattered or split under tie plates or at the centers or ends. Throughout a distance of 225 
feet south of the point of derailment, irregularities were found in gage, superelevation of the high 
ra i l , and in alignment. The gage varied up to 1 inch wide, the cross-levels up to 1 3/8 inches in 
a half rail length, and alignment of the high rai l from 2 inches outward to 2 5/16 inches inward. 

According to officials of the carrier, the track on the curve involved was raised out of 
face and surfaced in 1958, and last spot surfaced in October 1961. It was last inspected by the 
foreman of a track force on November 15, 1961, and no exceptions were taken to the condition of the 
track. 

It is apparent that because of the irregularities in the track and the speed at which No. 31 
was proceeding, sufficient lateral forces were developed to displace the high rail sufficiently to 
permit a wheel on the left side of either the 3rd or 4th locomotive unit to drop inside the low raih 
This resulted in a wedging action that caused the high ra i l to be canted outward throughout a dis
tance of 78 feet to a point where the rai l broke and the- general derailment occurred. 

The Commission has initiated appropriate action with respect to the disclosed violations 
of the Power Brake Law of 1958. 

Cause 

This accident was caused by speed in excess of that for which track was maintained. 

Dated at Washington, D. C , this twenty third 
day of Apr i l , 1962. 

By the Commission, Safety and Service Board No. 1. 

(SEAL) H A R O L D D. McCOY, 

Secretary. 


