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is refined, and the hardness and wear resistance are im-
proved. The lamellar spacing in the state-of-the-art 
heat-treated rail is as fine as about 0.1μm, which is nearly 
the limit that is industrially achievable5). 
 
 
 
 
 
 
 
 
 
 
 

Fig.2 Schematic drawing of pearlitic structure 

 
 Recently, a new highly wear resistant rail was devel-
oped, in which the carbon content is increased from the 
eutectoid composition (0.8%) to the hyper-eutectoid level 
(0.9%)6). The increase in the volume fraction of cementite 
(Vθ), stemming from the increased carbon content, affects 
the structural changes at the micro to nano level when 
plastic deformation occurs under rolling contact with the 
wheel. As a result，the surface hardness of the rail in-
creases the longer it is used, thus helping to improve the 
wear resistance of this type of rail7). 
 As noted above, it is known that the wear resistance is 
improved by controlling the lamellar spacing (λ) and the 
volume fraction of cementite (Vθ). However, the effects 
of changes in the microstructure of pearlitic steel on its 
wear resistance and RCF damage resistance have not been 
systematically identified. 
 We therefore prepared a large number of pearlitic steel 
specimens having a wide variety of microstructures, in or-
der to clarify what type of microstructural control can im-
prove wear resistance and RCF damage resistance. Firstly, 
microstructural features of each specimen were quantified, 
then the characteristics of each specimen were evaluated 
by the newly developed RCF test machine (Photo 1)8). 
Thus, the correlation between the microstructure and wear 
and damage resistance was systematically clarified. 
 In the newly developed RCF test machine, a wheel 
sample and rail sample, both in the form of a disc 130 mm 
diameter and 30 mm thick, are contacted and rotated. The 
wheel sample is made of pearlitic steel with Vickers hard-
ness (HV) of about 370. The contact angle between the 
wheel sample and rail sample (angle of attack) can be var- 

 
 
 
 
 
 
 
 
 
 

Photo 1 Appearance of the RCF test machine 

 
ied to more accurately simulate wear and RCF behaviors 
on curved railroad sections with various curvatures. The 
details of the change in wear and RCF behaviors with 
varying angle of attack are given elsewhere8,9). 
 Photo 2 shows some of the microstructures of the steel 
specimens used for this test. Table 1 shows the results of 
quantitative microstructural analysis and hardness meas-
urement for each specimen. Note that the hardness varies 
in the range of HV 270 to 395 with varying values of DPC, 
λ，and Vθ. 
 
 
 
 
 
 
 
 
 
 
 
 
 

Photo 2 Microstructure of the steel specimens 

 
Table 1 Quantitative microstructural analysis results 

 
 
 
 
 
 
 
 The wear resistance and RCF damage resistance of 
pearlitic steel specimens of various microstructures were 
evaluated including those specimens shown in Photo 2 and 
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3. Basic performance of the SP rail 
3.1 Microstructure and mechanical properties 
 The SP rail is a steel rail of 0.82% carbon in which the 
colony size is refined by microalloy addition and TMCP. 
Photo 4 shows a typical microstructure at 5 mm below the 
head surface. The results of quantitative microstructural 
analysis are DPC=50μm, λ=0.11μm, and Vθ=48%. 
This microstructure is similar to that of specimen P4 
shown in Photo 2. 
 
 
 
 
 
 
 
 
 
 
 

Photo 4 Microstructure of the SP rail 

 
 Table 2 compares representative tensile properties of the 
SP rail with those of the conventional heat-treated rail, 
both measured following the standard of AREMA 
(American Railway Engineering and Maintenance Asso-
ciation). The strength of the SP rail is almost the same as 
that of the conventional heat-treated rail, but its elongation 
is superior. 
 

Table 2 Tensile properties of the SP rail 

 
 
 
 
 
 
 
 
 
 
 
 
 Fig.5 shows the performance (tensile strength and elon-
gation) of the SP rail actually produced. It is clear that the 
strength and elongation performance of the rail are excel-
lent and stable. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fig.5 Production results of the SP rail: (a) EL, (b) TS 

 
 Fig.6 compares the hardness distribution in the SP rail 
with that in the conventional heat-treated rail along the 
depth from the head surface. The surface hardness of the 
SP rail is almost the same as, or slightly higher than, that 
of the conventional heat-treated rail; however, the SP rail 
maintains the hardness deeper into the rail body. 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fig.6 Hardness distribution from the rail surface 
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Fig.7 shows the relationship between weight loss (abrasion 
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Presumably, refining the colony size disperses these stress 
concentrations, suppressing crack generation and propaga-
tion, and also suppressing separation as abrasion dust, 
thereby improving wear resistance. 
 
 
 
 
 
 
 
 
 
 
 
 
 
3.3 RCF damage resistance 
 Likewise, disc-shaped specimens of 30 mm diameter 
and 8 mm thick with curved contact faces were taken from 
3 mm below the head surface. These specimens were ro-
tated in contact with wheel specimens under oil lubricated 
conditions with contact pressure of 2.2 GPa, rotating speed 
of 800 rpm, and slip ratio of –20%. Fig.9 compares the 
time to RCF damage (flaking) in the conventional 
heat-treated rail with that in the SP rail, indicating that the 
RCF damage resistance of the SP rail is improved by about 
40% over the conventional heat-treated rail. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

Fig.9 Initiation time for flaking 

3.4 Welded joint performance 
 Fig.10 shows a longitudinal hardness distribution at 5 
mm below the head surface of a flush-butt welded joint 
of the SP rail, welded under the same conditions as those 
for welding the conventional heat-treated rails. An ex-
cellent hardness distribution was obtained. Further, the 
static bending performance was evaluated by the 4-point 
bend test following the standard of AREMA (Fig.11). As 
Table 4 indicates, the bend test confirmed that both the 
modulus of rupture and the deflection conform to the 
specifications. 
 
 
 
 
 
 
 
 
 
 

Fig.10 Hardness distribution near the weld joint 

 
 
 
 
 
 
 
 
 

Fig.11 Test method (4-point bend test) 

 
Table 4 Results of the bend test 

 
 
 
 
 
 
4. Conclusion 
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improves the wear and damage resistance. On the basis of 
such findings, NKK developed the SP rail that has small 
colony sizes realized by applying microalloying design 
that includes microalloy addition, and TMCP. The evalu-
ated properties of the SP rail closely reproduced the labo-
ratory study results. It was confirmed that the welded 
joints of the SP rail, welded under the same conditions as 
those for welding conventional heat-treated rails, exhibit 
an excellent hardness distribution and static bending prop-
erties. 
 The superb performances of the SP rail are now being 
verified by field tests in North America. The outstanding 
wear and damage resistance of the SP rail will no doubt 
contribute to a significant reduction in the cost of railroad 
maintenance. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

References 
1) Y. Kataoka et al. 1992 RAIL STEEL SYMPOSIUM PROCEEDINGS, 

(1992), 11. 
2) H. Schmedders et al. ibid. 35. 
3) K. Fukuda et al. The Fourth International Heavy Haul Railway Con-

ference, Brisbane, (1989), 51. 
4) K. Sugino et al. ibid., 41. 
5) Yamamoto, S., The 161st and 162nd Nishiyama Memorial Technical 

Symposiums, Iron and Steel Institute of Japan, (1996), 215. 
6) M. Ueda et al. 6th International Heavy Haul Conference, Cape Town, 

(1997), 355. 
7) Ueda, M. et al., Tetsu-To-Hagane (Iron and Steel), 87, (2001), 190. 
8) H. Yokoyama et al. Proc. of CM2000 (Tokyo), (2000), 154. 
9) H. Yokoyama et al. 7th International Heavy Haul Conference, Bris-

bane, (2001), 551. 
 
<Please refer to> 
Hiroyasu Yokoyama 
Steel Product Research Dept. Material and Processing Research Center 
 Tel : (81) 84-945-3629 
 E-mail : hiroyoko@lab.fukuyama.nkk.co.jp 
 


