


Building The N O W Railroad 

FLEXI-FLO 
on the go 

Here's a company that produces 
cement and sends it long dis

tances by truck. 
Convenient. But expensive. 
Here's another cement producer 

that ships in typical freight cars. 
Saves money. But not so convenient 
for delivery to the construction sites 
where the cement is actually needed. 

How to combine the best of both 
worlds? 

Flexi-Flo does it. 
A Penn Central crew delivers a 

special Flexi-Flo car to the producer. 
The dry cement is poured in. 
A PC train takes the car to the 

destination terminal. 
A tank truck drives up, a hose is 

attached, and the cement is air-pro
pelled into the truck. Then the truck 
rolls to the construction site, and the 
cement is air-propelled directly into 
the mixing machines. 

That's Flexi-Flo. 
"It's one of the fastest growing 

services on the Railroad," declares 

At new Detroit Flexi-Flo terminal, Howie 

Beaul ieu attaches hose to a car that is 

del iver ing a shipment of plastic pellets. 

Robert Ingram, market planning 
analyst. 

"It combines the best features of 
rail and truck. Rail for the eco
nomical long haul. Truck for fast, 
flexible highway transportation from 
terminal to user. 

"And no need to warehouse the 
product in between." 

Flexi-Flo cement traffic on Penn 
Central climbed 17 percent last year. 

Shippers who had been using 
trucks for a considerable time are 
putting their business back on the 
rails. 

And cement is only part of the 
story, adds Wally Malowski, freight 
sales manager, Flexi-Flo services. 

"Our Flexi-Flo traffic in dry and 
liquid chemicals and foodstuffs 
jumped 47 percent," he reports. 

"We've opened a new terminal in 
Detroit. That make twelve across the 
System." 

Any product that is shipped in 
large quantities and can be pushed 
or pulled through a hose can be 
moved in Flexi-Flo service. 

In addition to cement, this in
cludes resins, sugars, starches. It in
cludes plastic pellets, used to make 
toys, medicine bottles and many 
other products. There is also big 
traffic in liquid items like corn syrup, 
and fatty alcohol used in cleaning 
agents. 

Quick unloading is the big plus in 
Flexi-Flo. 

With cement, pressure differential 
does the job. A hose from the truck's 
compressor is attached to the spe
cially built 125-ton hopper car. 

The pressure inside the car is in
creased. This causes the cement to 

40 ,000 pound s of cement can be transferred f rom Flexi-Flo car to truck in 2 0 minutes. 

the flexibility of the truck. 
They can experiment with selling 

in new areas. They have instant dis
tribution points—their own cars in 
the Flexi-Flo terminal. 

They can sell their products di
rectly from the car. This saves the 
cost of warehouses. 

However, if the cars stay at the 
PC terminal more than 48 hours, a 
service fee is charged. One bill for 
all services, including trucking, is 
sent by the Railroad. 

To keep pace with the growing 
Flexi-Flo service, Penn Central is 
expanding and improving terminals, 
in addition to opening a new one at 
Detroit. 

The largest terminals are at North 
Bergen, N. J., near New York City, 
and Beacon Park, near Boston, Mass. 
Others are at Framingham, Mass.; 
Syracuse, Rochester and Buffalo, 
N. Y.; Charleston, W. Va.; Indianap
olis and Hammond, Ind.; Louisville, 
Ky., and Cleveland, O. 

"We're moving more than 200 dif
ferent commodities in Flexi-Flo 
now," Bob Ingram says enthusias
tically. "We're getting business from 
people who are many miles from the 
nearest railroad track. 

"The service is going great. And it 
has an even greater future." 

Vac -u -Vato r device sucks the lad ing out of the Flexi-Flo car a n d into the truck. 

O n repair track at Selkirk, N.Y., Frank 

Rosoto adjusts valve on a Flexi-Flo car. 

flow through a hose at the bottom of 
the car, and into the highway truck. 

About 40,000 pounds—a big truck-
load—can be transferred in 20 min
utes. 

Dry chemicals and foodstuffs are 
removed with a Vac-u-Vator. This 
works like a vacuum cleaner. 

The machine is attached to the 
bottom of a standard covered-hopper 
car. It sucks the load through a hose 
into a highway truck. 

A truck can be loaded in about an 
hour. 

For liquid shipments, pumps are 
used. 

"The fact that Flexi-Flo provides 
quality control measures is perhaps 
the biggest factor in its success," says 
G. P. Turner, director of Flexi-Flo 
terminals. 

"It's a closed system. The mate
rials are untouched by human hands. 

"This is tremendously important 
with foodstuffs. 

"It's equally important with 
chemicals. For instance, one green 
plastic pellet, the size of a pinhead, 
could contaminate a shipment of 
millions of black ones." 

Most of the cars used in the service 
are owned by the shippers or leased 
by them. They handle all cleaning 
between shipments. 

Flexi-Flo enables shippers to sell 
their products over hundreds of ad
ditional square miles because of the 
economy of the long rail haul and 

Bernard M . R e a g a n a n d Robert I ng ram, of 

Ma rke t i ng Department, survey variety of 

chemicals that are sh ipped by Flexi-Flo. 

Carload of nice people 
These people used this open-

air method of travel for a 
special purpose: 

They wanted to get a close 
look at Penn Central's freight 
facilities and the land available 
for new industries. 

The trip was set up by A. G. 
Lageman III, PC terminal 
superintendent at Rochester, 
N. Y., and R. S. Podas, PC 
manager of industrial develop
ment at Syracuse, N. Y. The 
tour was sponsored by the 
Rochester Chamber of Com

merce. Marcus N. Barbour, di
rector of civic development, 
assembled a party of 75 busi
nessmen, land developers and 
Chamber members. 

Riding in a work-train gon
dola and two coaches, they 
were taken on a 70-mile ride 
through Monroe County, N. Y. 

Among the important points 
was PC's East Rochester car 
shops. These buildings have 
been closed but are in good 
condition. The Railroad wants 
to interest a suitable industry 

in locating there. 
"The Railroad's industrial 

development men are working 
hard on this project," Mr. 
Podas said, 

"We're looking mainly for 
a large concern that could take 

over the entire property. If 
that doesn't materialize, we 
could divide the property for 
smaller industries." 

The tour produced several 
inquiries about the available 
Penn Central property. 

Brighton-Pit tsford Post Photo 



The Trustees Report to the U. S. Senate 

O n November 23, 1970, the Trustees of Penn 
Central Transportation Company came to Wash
ington. 

They came to report the hard facts about: 
The Company's cash crisis. 
The things the Company is doing to help 

itself. 
The aid the Company needs from the Gov

ernment "at a crucial time, which is now." 
The facts were unfolded before the Commerce 

Committee of the United States Senate. 
Seated at the witness table in the crowded 

hearing room were the four Trustees appointed 
by the Federal Court to take charge of the 
Company's reorganization: George P. Baker, 
Richard C. Bond, Jervis Langdon, Jr., and Wil-
lard Wirtz. 

With them were William H. Moore, president; 
Robert W. Blanchette, counsel to the Trustees; 
and John S. Guest, financial advisor. 

(The cash situation became more critical after 
Congress authorized a wage increase on Decem
ber 10 in a bill halting the rail strike. 

(The Trustees then reported that this added 
cost would cause the Railroad to run out of cash 
early in January. Congress responded by pass
ing a bill that authorized loan guarantees total
ing $125 million to railroads in reorganization 
under the Bankruptcy Act.) 

Below are significant portions of the Trustees' 
32-page statement to the Senators. 

The Cash Crisis 
"The Penn Central Transportation Company's 

losses this year (1970) will be, on a fully accrued 
basis, over $300 million. 

"There will be a continuing loss situation in 
1971. A working assumption produces a pro
jected 1971 loss of approximately $188 million. 

"Although we cannot at this point make firm 
representations that the Penn Central can be 
restored to profitable operation, it is our con
sidered judgment that there is a reasonable 
prospect of achieving this goal within from 
three to five years. 

"But this will depend entirely on the raising 
of interim financing in the amount of $175 mil
lion to $250 million in the next four months, 
and possibly that much more over the next 36 
months." 

Track and Equipment Programs 
"For maintenance of way, Penn Central 

should have a substantial increase in materials 
applied (rail, ties and ballast), but the 1971 pro
jection anticipates the same level of mainte
nance work as in 1970. In maintenance of equip
ment, a full program for the repair and upgrading 
of over 20,000 cars is planned for 1971. 

"The capital expenditure program for equip
ment includes: New locomotives, 231 units; up
graded locomotives, 38 units; freight car pro
gram, 7,492 new units. 

"It must be emphasized that the new equip
ment and maintenance programs included for 
1971 are vital if the revenue projections are to 
be realized. Penn Central must make a start in 
acquiring an adequate car ownership. 

"In the last five years the combined owner
ship of the former Pennsylvania and the former 
New York Central has dropped by 35,000 cars, 
or almost 20 percent." 

Operating Problems 
"Penn Central, in a very real sense, is a giant 

terminal complex. Yard transportation expense 
(freight) on Penn Central is more than 15 per
cent of the freight revenue dollar, while on rail
roads generally it is less than 10 percent. 

"The result is that Penn Central, as a mam
moth terminal operator as well as road haul 

Hard Facts 

The court -appointed T r u s t e e s - G e o r g e P. Baker, W i l l a r d Wi r tz , R ichard C. Bond , Jervis L a n g d o n , J r . - r e v i ew figures. 

carrier, has many unfavorable transportation 
characteristics which are largely inherent, in
cluding short hauls, lower traffic density and 
freight revenue per mile of line than any other 
major eastern railroad, low train loading and 
equipment utilization, high man-hours per mil
lion ton miles, high loss and damage expense. 

"Difficult as these operating conditions are, 
Penn Central's performance can be vastly im
proved. Under the new management much is 
already under way, and more will come later." 

Improvement Opportunities 
" 1 . One factor in Penn Central's low revenue 

level is directly attributable to shortage of 
freight cars. Penn Central's program for 1971 
includes 7,492 new cars in addition to the repair 
program already mentioned, which will reduce 
the unserviceable ratio from more than 9 percent 
to less than 4 percent. 

"2. A second factor bearing on Penn Cen
tral's low revenue level is the generally poor 
service that has been provided since merger. 
In the last two months, however, service to 
shippers and receivers has improved markedly. 

"There is much evidence that business di
verted to competitors in the past is now return
ing to Penn Central, as schedules are better 
maintained and car handling improved. 

"3. Penn Central's low equipment utilization 
can be improved through adherence to better 
operating practices, the scheduling of empties as 
well as loads, and terminal procedures which 
are modern instead of traditional. 

"Cars must be better classified as to condition 
so that a customer requiring a Grade A boxcar 
is not supplied with a boxcar good only for 
rough loading. Defective equipment known as 
"rolling rejects" have been common on the Penn 
Central, and the expense of moving such cars 
from one loading point to another is large and 
totally wasted. 

"4. Another phase of the recovery process for 
Penn Central is what may be described as plant 
rationalization. Involved here is the abandon
ment of 3,818.8 miles of line." 

Sale of Corporate Assets 
"Penn Central Transportation Company holds, 

to a considerable extent through its subsidiary 
Pennsylvania Company, very substantial non-
railroad assets. 

"Most of these assets, however, are heavily 
encumbered. There are mortgages on a sub
stantial part of the real estate. All of PCTC's 
common stock in the Pennsylvania Company is 
pledged to secure S300 million borrowed by 
PCTC in 1969. There are other substantial credi-

"It is not b e i n g assumed that t h e e n c u m 

brances on these properties preclude their ad
vantageous liquidation. Active exploration is 
under way for the opportunities for reasonable 
sale of most of the non-railroad holdings. 

"Penn Central Transportation Company 
should be taken out of every business not signifi
cantly connected with running the railroad, 
except where there are clear cash earnings ad
vantages." 

Results of Diversification 
"The diversification policy which was in ef

fect at Penn Central Transportation Company 
was in our judgment, given the advantage of 
hindsight, a mistake. 

"The frequently repeated statements that 'the 
railroad was milked to buy real estate' and that 
a great deal more money went 'downstream* 
from the Transportation Company to these vari
ous subsidiaries than came back to it represent 
an incomplete judgment. It also has to be taken 
into account that these investments resulted in 
the borrowing of hundreds of millions of dollars 
for the use of the Transportation Company, 
with these real estate and other assets being 
used as collateral. 

"On net, however, the diversification policy 
worked badly. Some of the investments soured. 
Some, particularly in real estate development 
projects, involved a need for additional cash just 
at the time—1969 and 1970—when credit op
portunities tightened up severely. 

"Under different general economic conditions, 
the policy might have worked out." 

Federal Assistance Needed 
"Present evidence indicates the need for from 

$175 million to $250 million of additional funds 
—available only for use in meeting PCTC op
erational needs, including labor costs, equip
ment and roadbed improvements, payment of 
local taxes—in 1971, a substantial part of this 
early in the year. The evidence further indi-

CONTINUED PAGE THREE 
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Continued from Page Two 

cates, though less clearly, that approximately 
this much more will be needed over the follow
ing years. 

"The likely, almost certain, prospect is that 
some form of joint private-public financing ar
rangement will have to be worked out if this 
need is to be met. 

"A variety of Federal programs must be con
sidered. 

"First: Legislative proposals presently before 
the Committee provide for the guarantee by 
the Federal Government of private borrowing 
by railroads. We support such legislation. 

"Second: Should the loan guarantee program 
fail to prove adequate, the national impact of a 
liquidation of the nation's largest railroad would 
justify establishment of a short-term service 
contract arrangement between the United States 
and Penn Central's Trustees to preserve essen
tial rail operations. 

"Third: There is also the possibility of work
ing out an alternative financing procedure which 

would leave for subsequent determination the 
question of whether the original funding which 
would be required is (1) to be repaid by the 
carrier if its operations are profitable, or (2) is 
to be treated as a payment for services rendered 
if, even with due diligence and the exhaustion 
of all private financing possibilities, there is a 
continuing operating deficit." 

Confidence in the Future 
"This statement has necessarily been long. 

The reason for going into it at such length is 
our conviction that if the Penn Central situa
tion can be generally understood, whatever 
doubts there may be about the past can be re
placed by an attitude of cautious but construc
tive confidence in the future. 

"If, five years from now, the Penn Central is 
viable, credit will have to be divided among 
these major influences: 

"1. Vital government help at a crucial time, 

which is now. 
"2. A hard-hitting, aggressive management, 

able to surmount the difficulties of high-cost 
terminal operation either with new and different 
methods or imaginative pricing concepts or 
otherwise. 

"3. A labor force that identifies its self-inter
est with the interests of the railroad and is will
ing to accept changes in outdated rules and 
working conditions. 

"4. A steadily growing economy with infla
tionary influences at a minimum. 

"5. A more enlightened government approach 
to rail transportation, including a willingness 
to treat it in the same manner as competing 
modes and to lift the more onerous regulatory 
restrictions." 

O n the cover: Bar ry S h a w , a painter at S amue l 

Rea S h o p , Ho l l i day sburg , Pa., symbol izes the 

freight car p r o g r a m , a prime objective for 1 9 7 1 . 

Plans announced for 
U. S. passenger system 
A new future for intercity passen

ger service is taking shape at 
Washington. 

A preliminary list of cities has 
been chosen as terminals for rail 
service under a National Railroad 
Passenger Corporation. 

Penn Central lines will be a major 
part of this network. 

John A. Volpe, U. S. Secretary of 
Transportation, has proposed that 
16 routes form a basic rail passenger 
system to be operated by this new 
corporation. 

He listed the cities at the ends of 
each route as follows: 

New York and Boston 
New York and Washington 
New York and Buffalo 
New York and Chicago 
New York and Miami 
New York and New Orleans 
Chicago and Detroit 
Chicago and Cincinnati 
Chicago and St. Louis 
Chicago and Miami 
Chicago and Houston 
Chicago and New Orleans 
Chicago and Seattle 
Chicago and San Francisco 
Chicago and Los Angeles 
Washington and St. Louis 

Following Mr. Volpe's presenta
tion of this plan on November 30, in
terested parties were given 30 days 
to offer comments or recommenda
tions. Those invited for this review 
were the railroad companies, rail 
labor unions, Interstate Commerce 
Commission, and State public utility 
commissions. 

The Secretary of Transportation 
has until January 28 to study their 
suggestions and present the final 
plan to Congress. (This program 
does not include or affect commuter 
service.) 

Meanwhile steps are being taken 
to set up the National Railroad Pas
senger Corporation. 

First, President Nixon will ap
point three or more incorporators to 
lay the groundwork. Then a board of 
15 directors will be established. 
Eight will be appointed by the Presi
dent, with Senate approval. Three 
will be elected by participating rail
roads. Four will be elected by hold
ers of preferred stock, which will be 
offered for sale to the public. 

The corporation will take charge 
of the passenger network on May 1. 

It will make contracts with indi
vidual railroads to provide the re
quired service. 

After posting discontinuance no
tices, participating railroads will 

have the right to terminate trains 
not included in the official system. 

Each participating railroad will 
have to pay into the corporation an 
amount based on how much it lost 
on passenger service in 1969. It can 
pay in cash or, at the option of the 
corporation, in passenger cars or lo
comotives or in service. For such 
payment it will receive common 
stock in the corporation or take a 
tax loss. 

Where there are more than one rail 
route between the two cities in the 
official network, the National Rail
road Passenger Corporation will de
cide which route or combination of 
routes to use. It also will decide the 
number of trains. 

Secretary Volpe's report included 
the following proposals: 

1. Sleeping cars will be included 
where at least six hours of the 
journey are between midnight 
and 8 A.M. 

2. Food service will be provided 
for trips exceeding two hours 
between 7 A.M. and 8 P.M. This 
may range from snacks to more 
complete meal service, depend
ing upon time of day and length 
of journey. 

3. Lounge cars will be included in 
schedules exceeding six hours. 

4. Parlor cars will be run where 
justified by the demand. 

5. Mail and express cars may be 
included. 

The corporation's aim is not only 
to preserve passenger service but 
also to operate at a profit. 

It may reduce service, after July 1, 
1973, by discontinuing trains that 
have little patronage. 

It may expand service at any time, 
if State or regional agencies agree 
to pay two-thirds of any losses re
sulting from the additional trains. 

It will start out using passenger 
cars and locomotives obtained from 
participating railroads, but later may 
buy new equipment. It will do re
search on ways to improve service. 

The corporation will exercise 
"prudent management" in relying 
upon railroads "to provide the nec
essary employes for operation and 
maintenance to the extent the rail
roads are able to provide employes 
and services in an economic and ef
ficient manner." 

The Act establishing the corpora
tion states: "A railroad shall provide 
fair and equitable arrangements to 
protect the interests of employes af
fected by discontinuances of inter
city rail passenger service." 

Secretory of Transportation John A. Volpe explains rail network at press conference 

In presenting the preliminary 
plans, Secretary Volpe said: 

"I think the system we have desig
nated—which reaches approximately 
105 million Americans—will prove 
the wisdom of rescuing rail passen
ger service. 

"We have set out here an econom
ically viable basic rail passenger sys
tem to provide high quality service. 
Frankly, I wish that the system could 
be bigger. We have made what I 
think are rational reductions in the 
existing passenger train service. But 
we have done this with the view to
ward organizing it into a cohesive 
system and making it a financial 
success." 

The Act sets forth that $40 million 
is to be provided to get the new cor
poration started. Congress has also 
indicated it will guarantee loans up 
to $100 million to enable the corpor
ation to buy new rolling stock, up

grade roadbeds, and make other im
provements. 

Although no appropriations of 
money have yet been made, it is con
templated that railroads needing fi
nancial aid to carry out contracts 
with the corporation will receive 
direct loans or loan guarantees up 
to a total of $200 million. 

It is implied that participating 
railroads are to be made whole for 
their costs and receive some profit, 
depending on adequate funding by 
Congress. 

Secretary Volpe's report said: 
"Improving the quality of service 

is essential to reverse ridership 
trends. 

"Intercity rail passenger service 
will survive only if the demand for 
it increases sufficiently to reverse 
the decline in ridership and the 
mounting losses experienced to date 
in providing such service." 

Legal Matter 
They were two legal notables 

—Justice Samuel Roberts, of 
the Pennsylvania Supreme 
Court, and Paul A. Wolkin, as
sistant director of the American 
Law Institute. 

They were at Penn Station, 
New York, and having some 
confusion in obtaining Metro-
liner tickets. 

"A young lady, Ticket Seller 
Mary Milius, volunteered to 
take over the transaction," Mr. 
Wolkin wrote later. 

"The gracious manner in 
which she accomplished this act 
of assistance was truly an out
standing and gratifying experi
ence in all these years of 
travel." 

Heading for the train, Mr. 
Wolkin discovered that he had 
mislaid a borrowed book. He 
then bought a replacement copy 
in the station bookstore. 

As he and Justice Roberts 
were about to board the train, 
Mrs. Milius appeared with the 
lost book. 

"After thanking her, I of
fered her the replacement book 
that I had purchased," Mr. Wol
kin continued. 

"She refused the gift and 
asked me to go with her to the 
bookstore, where she persuaded 
the owner to refund the pur
chase price. 

"This was such extraordinary 
service to a customer that I 
thought I should call it to your 
attention." 
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PC PEOPLE 
Civic Sense at Detroit: Howie Beaulieu, supervisor of PC's Flexi-Flo 
terminal, received a commendation from the Detroit postmaster for re
trieving a sack of mail while driving on busy Interstate Highway 94. Mr. 
Beaulieu spotted the sack, drove to the side of the road, scooped up the 
sack, and later turned it over to the driver of a mail truck. Wrote Post
master E. L. Baker: "It's always gratifying to learn that we have citizens 
with sufficient sense of civic responsibility to act so willingly and 
promptly in the interest of others." 

Appeal at New York: Transfers 
of PC personnel are a headache 
to Mrs. Josephine Sposato, chief 
telephone operator at 466 Lex
ington, Ave., New York, as well 
as operators all over the System. 
"We often have to spend time 
tracking down somebody's new 
office while we keep a caller on 
the line," she says. 

"Eventually we operators get formal word about transfers, but we 
can do a better job if we get word immediately from the person in
volved," she points out. "So, if you're being transferred, please send a 
note about your new location and phone number to the operator who 
handles your old office and to the one who handles your new office. And 
please do it right away. Thanks." 

Publishing at Paoli, Pa.: E. T. 
Mitchell, who retired as a ticket 
seller after 45 years' service, now 
keeps busy publishing railroad 
booklets and other items. His 
latest is a set of five postcards 
with different views of the Metro-
liner, selling at 50 per set. He 
can be reached at 107 W. Circular 
Ave., Paoli, Pa. 19301. 

Movie man at Canton, O.: Frank P. Rose is a car repairman and a 
Transport Workers Union official at the Canton Car Shop. In his off 
hours, he works in movie-making as production manager and assistant 
director. Recently, for the first time, he got in front of the camera. 

Cinar Productions was making a film, Sign of Aquarius. It's about 
hippies, demonstrations and drugs. Mr. Rose expressed some strong 
views on these subjects. The director overheard him, and decided he'd 
be an ideal actor in a scene showing a demonstration being broken up. 
That's how Frank Rose became an actor. The film premiered in Cleve
land to receptive audiences. 

Biography at Altoona, Pa.: When 
Clyde A. Nail, a PC welder, re
tired this year, he was presented 
with a book containing photos 
and documents covering his en
tire railroad career. Twenty-one 
other employes retiring from the 
Welding Shop this year have re
ceived similar books. They were 
all produced by Michael Medvecz, 
general foreman, with the aid of 
other employes and members of 
the retirees' families. 

"Takes a lot of work," says Mr. Medvecz, "but this seems to us the 
most personal thing we can give the retiree—the most personal way we 
can say 'Thank you' for years of loyal service." 

Opera Singer at Newark, N.J.: 
Nicholas Falcone sings classical 
arias and show tunes when not 
on duty as chief clerk in PC's 
freight office at 65 Avenue A, 
Newark. He began singing in high 
school, studied music and theater 
arts at Carnegie Tech, took ac
counting at the University of 
Pittsburgh, then served 2 1/2 years 
with the Navy. And he sang 
whenever and wherever he had a 
chance. 

Mr. Falcone, a tenor, has performed with the Pittsburgh Opera Com
pany and Pittsburgh Playhouse, did summer stock with International 
Theater Company, produced his own show, "Opera Excerpts," on 
Pittsburgh Station WQED. Since transferring to New Jersey, he has 
performed with the Metro-Lyric Opera Company, Monmouth Onera 
Company and Seaview Players. 

Family crew at Jackson, Mich.: 
You've heard of railroad families 
with several generations working 
at the same time. Now here are 
three generations all in the same 
train crew. On this day, riding 
Freight Train MC-2 were G. L. 
Anderson, conductor, who start
ed working in 1929; his son, B. L. 
Anderson, brakeman, who start
ed in 1949; and grandson, M.S. 
Anderson, brakeman, who start-
Pet Memorial at Navarre, O.: Carol A. Caprita, a PC clerk at Canton, 
O., and her husband George have always loved pets. They currently 
have a dog, three cats, a parakeet and a frog. "We know how a pet can 
make its way into your heart," she says. "When a pet dies, the owner 
may want to give it a dignified burial, as he would a child. But where?" 

So two years ago, the Capritas started a pet cemetery, the Woodside 
Pet Memorial Park, on five acres next to their home at Navarre, O., six 
miles south of Canton. Already 155 animals are buried there. "Our proj
ect filled a need," says Mrs. Caprita. 

Bridge Star at Akron, O.: Wayne 
B, Lewis, PC car inspector, is the 
marvel of bridge players as he 
highballs toward the exalted title 
of Life Master. He and his part
ner, Walter Scott, have recently 
scored first among 526 teams in a 
major bridge tournament at 
Pittsburgh. They previously took 
first place in a similar tourna
ment at Akron, and second place 
in one at Cleveland. Here they 
are with their favorite equipment 
(Akron Beacon Journal photo). 

It takes 300 points to become a Life Master in the American Contract 
Bridge League, including 50 gold points in major tourneys. Mr. Lewis 
already has 150 points, including 85 gold points. This car inspector finds 
it fun to compete with lawyers, doctors and other professional men. 
"And it's particular fun when you win," he says. "My partner and I— 
we've been lucky." 

Q. Are Railroad Retirement taxes going up? 
A. Yes. Starting in January, the tax on the 

first $650 of monthly earnings goes up from 8.95 
to 9.35 percent, plus a tax of 0.6 percent for 
Medicare. 

Q. I will soon be 65. When may I sign up for 
Part B Medicare (which pays doctor bills) ? 

A. Sign up in the period beginning 3 months 
before the month in which you reach 65. 

Q. I was 65 two years ago and did not sign 
up for doctor-bill insurance. Will I have another 
chance? 

A. You can sign up during the next general 
enrollment period - January 1 to March 31, 1971. 
This may be your last opportunity to enroll. If 
you sign up, coverage will begin July 1. 

Q. What are the qualifications for a Supple
mental Annuity under the Railroad Retirement 
Act? 

A. You must have at least 25 years of service, 
be 65 or over, and have a current connection 
with the railroad at time of retirement. 

Q. How large is the Supplemental Annuity 
and who pays for it? 

A. It ranges from $45 per month for 25 years' 
service, up to $70 per month for 30 years' 

service. The cost is paid by the railroads. Em
ployes do not contribute as they do for the 
regular Railroad Retirement pension. 

Q. What is meant by the "closing date" for 
the Supplemental Annuity? 

A. This is a new rule. It says that if an active 
employe has reached age 68 in 1970, he must stop 
working in the railroad industry by January 31, 
1971, or else permanently lose his right to a 
Railroad Retirement Supplemental Annuity. 

Q. Suppose I become 68 during 1971? 
A. The closing date for you is the last day of 

the month after the month in which you reach 
age 68. If you keep working after that date, you 
lose your right to this Supplemental Annuity. 

Q. Suppose I become 67 in 1971? 
A. To qualify for this Supplemental Annuity, 

you must stop working by January 31, 1972. 

Q. What is the rule for subsequent years? 
A. Persons reaching 66 in 1972 must stop 

working by January 31, 1973, if they want 
to get this Supplemental Annuity. Persons 
reaching 65 in 1973 must stop working by 
January 31, 1974, if they want to get this Sup
plemental Annuity. For persons reaching 65 
after December 31, 1973, the closing date is the 

last day of the month following the month in 
which age 65 is attained. 

Q. Suppose there is some question about my 
exact age, due to inexact records? 

A. The Railroad Retirement Board is encour
aging career employes aged 62 and over to 
contact the nearest office of the Board for help 
in establishing their correct age and the closing 
date for Railroad Retirement purposes. 

Q. Suppose I have other questions? 
A. Contact the nearest office of the Railroad 

Retirement Board. 

"Of course, 
it would have 
been easier to 
find your size 
BEFORE 
the accident." 



REPORTS FROM ALL OVER 

The shutdown —The Nation's railroads were closed 
down by a strike on December 10, called by the Brother
hood of Railway and Airline Clerks, United Transporta
tion Union, Brotherhood of Maintenance of Way Em
ployes, and Hotel and Restaurant Employes. 

The strike ended on the same day, after Congress 
passed a special law, and a Federal Court judge ordered 
the unions to call their members back to work. The law 
provided: An immediate end to the strike; a wage increase 
of 13 1/2 percent, which was the first year's increase that 
had been recommended by a Presidential Emergency 
Board; and a ban on further strike action until March 1. 

Representatives of the unions and the railroad industry 
were to resume negotiations; and President Nixon was to 
inform Congress about the progress by February 13. 

Streamlining the railroad—important changes 
in the Operating Department and in regional functions of 
other departments have gone into effect. 

System headquarters has assumed direct control of all 
regional operations except the makeup and movement 
of trains. Thus, maintenance-of-way and maintenance-of-
equipment, which have been under the charge of regional 
officers, are now under direct supervision of System 
officers. 

This enables the six regional general managers to con
centrate on improvements in train operations. 

Other departments with regional offices reporting to 
the general managers now report to System offices. These 
include accounting, personnel, labor relations and indus
trial engineering. 

"These changes are another step in our efforts to pro
vide better service, reduce expenses, improve efficiency, 
and attain a successful reorganization," Mr. Moore said. 
"They are designed to eliminate the duplication of super
visory and administrative functions persisting since the 
merger of the Pennsylvania and the New York Central. 

"We are pleased with the progress that has been made 
in improving service," Mr. Moore added. "These changes 
will further advance our program." 

Not affected by the new setup are the Metropolitan 
Region, which operates passenger trains in the New York 
City area; and the Philadelphia Commuter Area. 

The changes follow several other major steps taken by 
Mr. Moore since he became president on September 1. 
Among them were: Reduction of vice presidents from 35 
to 11 and reevaluation of their duties; appointment of an 
assistant vice president operation-east and assistant vice 
president operation-west to give direct supervision to re
gional operations; and appointment of an assistant vice 
president-yards and terminals to reduce delays and in
crease efficiency. 

Freight rates —The Eastern railroads, which sought 
a 15 percent increase in freight rates to meet mounting 
costs, were granted only 8 percent by the Interstate Com
merce Commission, starting November 20. They are now 
petitioning the Commission to grant the full 15 percent. 

Accounting Department changes-Theac
counting and data processing work is being realigned and 
modernized as a further step in reorganizing the Railroad, 
President William H. Moore has announced. 

The changes, which will be completed by the middle of 
1971, will enable the Railroad to "eliminate duplication, 
achieve substantial increases in productivity and effi
ciency, and reduce expenses," he said. 

Work now being done at six cities will gradually be 
consolidated at three—Detroit, Pittsburgh and Philadel
phia. They will assume the work now being done at 
Chicago, Indianapolis and New Haven. 

As the program develops, some accounting employes 
will be assigned to other duties at their present location; 
others will be offered an opportunity to transfer with the 

work to the new location. 
Accounting work for the commuter operations at New 

York (Metropolitan Region) and the Philadelphia Com
muter Area are not affected. 

"The changes will permit many refinements in account
ing procedures," Mr. Moore explained. "By next April, 
for example, we plan to have at Detroit all the accounts 
payable processing and payment of invoices, other than 
those for materials. This work is now being done at sev
eral field locations. The change will simplify operations 
and assure better control." 

It will now be possible for the first time to use com
puters at Philadelphia to prepare all freight train operat
ing statistics required by the Government. It will also be 
possible to expedite monthly progress reports of construc
tion and improvement projects across the Railroad. Fi
nancial reports will be produced more efficiently from 
basic information compiled at the Philadelphia data 
processing center. 

Action at Baltimore —Work is proceeding on the 
modernization of Bay View Yard, to speed freight service 
between Baltimore and other points on the PC System by 
as much as 24 hours. The program, which started in May, 
1969, was delayed because of shortage of funds. However, 
the freight service improvement was considered so im
portant that funds were made available despite the Rail
road's severe cash shortage. 

Improving freight Service—A pair of new 
TrailVan trains, TV-25 and TV-26, are providing faster-
than-ever service for loaded trailers and containers be
tween Detroit and Eastern cities. For example, a train 
leaving Detroit Monday evening is scheduled to place its 
trailers at Harrisburg, Pa., at 1: 30 A.M. Wednesday. Con
nections deliver the freight to Baltimore at 3:15 A.M.; 
Philadelphia, 6:15 A.M.; Trenton, N.J., 7 A.M.; York, Pa., 
8 A.M. 

A message to shippers about these new trains says: 
"Many have discovered that our TrailVan service can fre
quently offer a substantial saving when compared with 
present transportation costs. Specially cushioned flat cars 
moving in solid TrailVan trains help to insure a smooth, 
damage-free ride. One telephone call to our TrailVan ter
minal will get you a 40-foot van to load. We combine 
courtesy and efficiency." 

Rail freight bound for New England from the Midwest 
will now save an average of 19 hours because of revised 
schedules from Conway Yard, near Pittsburgh, to Perl-
man Yard at Selkirk, N Y . 

Vandals at WOrk—To some youngsters, Penn 
Central's super-modern passenger cars are only a more 
enticing target for stoning. The latest incident involved a 
rock thrown at the TurboTrain near Providence, Rhode 
Island. A window was smashed, spilling glass over sev
eral passengers. Luckily, nobody was hurt. 

At New York, George Burr, engineman on a commuter 
train, was cut on the face by rocks that crashed through 
his windshield. 

At Newark, N.J., a trespasser got into an electric power 
substation and turned off switches affecting power to the 
signal system. A Penn Central electrician, Ralph Cocco, 
spotted the intruder and called police, who arrested him. 
He had climbed a wire mesh fence and forced a window. 

New jumbo Cars-The Railroad is acquiring 25 
new cars of 191,000-pound capacity for hauling bulk flour 
—the largest cars in this kind of service. They will carry 
three times as much flour as the average boxcar and 
nearly twice as much as other covered hoppers normally 
used for bulk flour shipments. 

The Railroad's selection of these cars came after a test 
of five different car designs and experimental shipments 
by a dozen companies, including Pillsbury and Conti
nental Baking, which will be the first to use the new 
equipment. 

The cars, which can be unloaded by vacuum or gravity 
systems, will reduce the loading and unloading costs for 
millers and bakers, said Edward G. Kreyling, Jr., vice 
president-sales and marketing. The cars will have epoxy 
urethane fining and other features that will assure sani
tary loads and facilitate car cleaning. 

Fixing the Metroliner—The u s . Department of 
Transportation (DOT) is starting a program to correct 
electro-mechanical problems that have troubled Metro-
liner cars. Independent studies will be made by General 
Electric, by Westinghouse, and by DOT's own experts. 
These studies will enable DOT to proceed with necessary 
improvements. 

"Must call your attention to the 
cover on the November 1970 Perm 
Central Post. Violation of Safety 
Rule 1003: No hat, no gloves, cuffs 
of trousers not tied."—L. J. Carroll, 
clerk, Seneca Yard, Buffalo, N.Y. 

"Being as safety minded as you 
would expect a clerk to be, the front 
page of your November magazine 
caught our eye. Please refer to 
Safety Rule Book S7-A, Rule 1003, 
which states, 'Wear suitable gloves, 
clothing and head gear that gives 
ample head, body, arm and leg pro
tection.' Also Rule 1002 which states, 
'Wear suitable shoes and overshoes.' 
This brakeman is violating these 
two safety rules."—J. H. Davis, W. 
Stokes, A. M. Drabison, N. Darko, 
O. H. Jones, J. F. Uphold and L. 
Krill, Youngstown, Ohio. 

The Post appreciates these im
portant safety reminders. In behalf 
of the brakeman, we must say our 
photographer conscripted him into 
serving as a model when he was not 
quite prepared to go on duty.—J.S. 

"Please refer to the November 
article about Keep Hoppers Moving. 
The photograph on the back page 
shows foreign hoppers. Since there 
is an order to load only System 
hoppers, I don't think the photo
graph does justice to (lie article."— 
John R. St. Ledger, yardmaster, 
Ashtabula, Ohio. 

There is indeed an I.C.C. order re
quiring us to load only Penn Central 
hoppers (effective to January 1, and 
now extended to June 30.) How
ever, about half our coal comes to 
us from other railroads, and it's im
portant to unload these cars as 
quickly as possible and move them 
back to the owning railroads. This 
(1) reduces our per-diem costs and 
(2) helps speed the cars where they 
can pick up new loads to deliver to 
our rails. So 'Keep Hoppers Mov
ing' applies to foreign cars, too.—J.S. 

"I would like to see occasional 
articles about Railroad Retirement 
developments and other matters af
fecting retirees. Just a suggestion." 
—J. E. Skillin, retired passenger 
sales representative, Rahway, N.J. 

Thanks. See Page 4.—J.S. 

"Teams interested in a PC Slo-
Pitch Softball League are invited to 
a meeting Feb. 19, 10 A.M., in Ma
terial Management conference room, 
30th St. Station, Phila."—-Joe De-
Stadio and Tony Longo, Material 
Management Dept., Juniata Shops, 
Altoona, Pa. 
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WELCOME 

Bluegrass, bourbon, Slugger base¬ 
ball bats, tobacco, Kentucky 

Derby . . . . and Penn Central. 
Louisville's got 'em all. 
This capital city of horse racing is 

an important terminal for the Rail
road's iron horses. 

It makes Kentucky one of 16 
states served by Penn Central, in ad
dition to the District of Columbia 
and two provinces of Canada. 

Louisville is a picturesque but 
modern city, cut from the lush farm
lands of northern Kentucky. It's on 
the gently sloping banks of the Ohio 
River, which divides Kentucky and 
Indiana. 

The city is Penn Central's only 
stop in the Bluegrass State. Crews 
serve many local industries and in
terchange freight cars with six other 
railroads. 

Unlike most rail-end facilities, 
more freight comes out than goes 
into Louisville. About 7 5 percent of 
the inbound cars are empties, com
ing to pick up loads. 

"Special-equipped cars are the key 
to our service here," explains Finis 
Perry, the husky district sales man
ager. 

"We need them in a large steady 
stream. If we don't get them, other 
carriers will step in with their equip
ment. The competition is very stiff 
because this is high-revenue freight." 

About 9 0 percent of the tonnage 
originating at Louisville moves in 
the special-equipped cars. These are 
designed to prevent damage to such 

PC...at home 
in Bluegrass State 

Penn Central freight train crosses b r idge over the O h i o River a n d enters Kentucky. 

Finis Perry, Penn Central district sales 

m a n a g e r , consults with E d w a r d Sutt, traf

fic m a n a g e r for Co lgate-Pa lmol i ve C o . 

Yardmaster Roy W . G r a y keeps close con

tact with switching crews via rad iophone. 

freight as cigarettes, packaged soaps, 
shaving cream and household appli
ances. 

Many items, such as liquors, sham
poos and men's colognes, are shipped 
in glass containers. Others, including 
hair spray and deodorants, are 
moved in small metal cans under 
pressure. 

"These special boxcars are a ne
cessity to us," emphasizes Edward 
Sutt, traffic manager at Colgate-
Palmolive Company. "We send out 
more than 3 0 0 loads a month and 
they're all susceptible to damage. 

"But damage is almost nil, thanks 
to the special cars and the good han
dling by your crews. Our problem 
now is more cars. 

"The Penn Central people here 
have treated me well. I get on their 
back occasionally, but all in the in
terest of good service and improved 
relations." 

Across the river in Indiana, Jef-
fersonville Yard is the key to the 
Louisville operation. It's not a large 
yard as yards go on Penn Central, 
but up to 1200 cars are handled 
there in a day. 

Besides Louisville, the yard serves 
industries in four Indiana towns— 
Jeffersonville, Watson, New Albany 
and Charlestown. About 10,000 cars 
a month are interchanged with the 
Kentucky & Indiana Terminal, Illi
nois Central, Louisville & Nashville, 
C&O-B&O, Southern, and the 
Monon. 

"This is a real race-track opera
tion," says Kenneth R. Haven, block 
operator at Clagg Tower, near the 
railroad bridge into Louisville. 
"We're racing against the clock in 
delivering the per-diem cars to the 
other roads. 

"We run them in with our moves 
to local industries. And all this is 
parlayed against the boat traffic on 
the river. 

PENN CENTRAL M A N AT W O R K 

New way to fix holes 

Eng ineman G . L. Banta closely watches 

s ignals, switching cars at Jeffersonville. 

Not a hole in a train full. 
That's PC's intent for coal and 

ore hoppers. 
And Leo O. Patton aims to help. 
He's shown firing a spray gun spe

cially modified by technicians at 
Penn Central's Cleveland Research 
Laboratory. He's applying foam in 
a hopper car, sealing holes. 

"I never did anything like this be
fore," said Mr. Patton about his work 
in Holten Street Yard, Cleveland. 

"You just spray the chemical. It 
immediately foams and starts to 
harden." 

In addition to Cleveland, the 
method is being used to repair hop
per cars at Ashtabula, O., and 
Greenwich Piers, Philadelphia. 

Holes in hopper cars can lose sub
stantial amounts of coal or iron ore 
pellets. 

The spray method, using polyure-
thane plastic, was developed by PC 
researchers as a way of patching cars 

Freight A g e n t E lwood Carter checks the 

demur rage cha rge s with Dor is Johnson . 

Chief C lerk J. W . M u i r checks with a c o n 

necting ra i l road to speed car del ivery. 

"I have to open this bridge at least 
five times a night for river craft. The 
idea is to have everything on the 
right side of the river so we don't 
lose time when the bridge is open." 

The drawbridge, officially known 
as Bridge 1 0 8 . 1 1 because o f the mile-
post there, is the only link between 
Jeffersonville Yard and Louisville. 

"We have a large operation to fun
nel through a narrow bridge," points 
out Trainmaster Marc Higgin-
botham. "And it's going to get larger. 

"In the past year, a new industrial 
park opened at Jeffersonville, with 
160 acres. Several industries are al
ready planning to move in. 

"Plants are also going in at other 
places, meaning more freight for us. 

"We're at the end of the Penn Cen
tral line, but the end of the growth 
in our traffic isn't in sight." 

Conducto r J. R. W a l l a c e ' s careful check 

on car speeds prevents d a m a g e to freight. 

without taking them out of service, 
"The method is working even 

better than we'd hoped," says James 
J. Wright, former assistant vice pres
ident, research. "The foam hardens 
to almost steel-like strength. 

"We thought it would hold for just 
one load, but we've been able to use 
the cars over and over." 

Cars repaired by this method spent 
all last winter in coal and ore service. 

The hardened foam easily with
stood the 35-ton impact of iron ore 
pellets dropping forty feet into the 
cars. It also withstood the sliding of 
pellets when cars were emptied. 

"The cars never lost a minute's ser
vice," says Mr. Wright. 

"The foam system shows every in
dication of increasing car utilization, 
drastically cutting time for repairs 
and reducing per-diem costs. 

"It's been estimated that the meth
od has already saved $300,000 in the 
Central Region alone." 



H O W Ameri ca can have healthy railroads 
Time is ticking away in a grim countdown 

America's railroads. 

They're in deep trouble. 

Every American has a pocketbook interest in 
the "railroad problem" because transportation is 
an element in the price of just about everything 
we use or consume — and railroads are the back
bone of our transportation system. 

They move more ton-miles of intercity freight 
each year than trucks, barges and airplanes com
bined. 

And the load's getting bigger all the time. The 
railroad volume increased 33 percent in the last 
decade. It's expected to show even faster growth 
in the next — partly under the influence of envi
ronmental concerns. For railroads can help solve 
such critical problems as urban congestion, air 
pollution and land utilization, even while expand
ing their capacity. 

So there's no question about the nation's Space 
Age need for railroads. 

But national transportation policy has not kept 
pace with the times. And the railroads have been 
the principal victims. 

They're still shackled by policies, laws and 
regulations imposed under a concept that began 
when railroads had a virtual transportation mo
nopoly. They continue to be hamstrung in their 
efforts to compete — even though the monopoly 
situation hasn't existed for almost half a century. 

In addition, billions in public funds have long 
been lavished on facilities used by trucks and 
buses, airlines and barges, while railroads have 
paid their own way. 

Many railroads have now exhausted their finan-
cial resources in an extended struggle to keep pace 

with progress — and stay in business. 

But the situation is not hopeless. 

Laws and regulations must be overhauled. The 
railroads must be brought "into the family" as 
part of a balanced national transportation system 
— based on fair and equal treatment of all modes. 

A comprehensive program to achieve this end 
has been proposed by America's Sound Transpor
tation Review Organization. ASTRO was created 
by the Association of American Railroads to make 
a thorough study of present transportation condi
tions and future needs. Its report calls for creative 
federal involvement in railroad problems on a 
basis similar to that which has long benefited other 
forms of transportation. 

To provide the facts you'll need to reach your 
own conclusion about the course our nation 
should follow, here are the answers to many ques
tions about the ASTRO program and its alter
native — nationalization of the railroads. 

Q, What is the most critical railroad prob
lem? 

A. Simply put, it's the fact that the industry is 
rapidly losing its ability to find the money it needs 
for modernization and growth. 

Q. What does this need amount to? 

A. ASTRO assessed the industry's capital re
quirements through 1980 at $36 billion. This is 
what's needed for modernization and improve
ment of services. Given the chance that ASTRO 
proposes, a reviving railroad industry could han
dle about three-fourths of this. 

Q. What would the $36 billion be used for? 

A. Part of this money is required on some rail
roads to overcome past deficiencies. The bulk of 
it is to keep pace with present and future needs. 
About half — $18.6 billion — is needed for ex
pansion of the freight car fleet. Another $6 billion 
should go for new locomotives and the moderniz
ing of others. Rail and tie installations will require 
$5.8 billion. And other needed capital expendi

tures are estimated at $6 billion. 

Q. Why can't the railroads borrow the money 
they need? 

A. Some can, but interest costs are double what 
they were 10 years ago. Others can't, because of 
their currently depressed financial conditions. 

Q, What kind of "federal involvement" is 
proposed? 

A. ASTRO suggested a number of ways in 
which the government could help. Most don't in
volve outlays of money at all. Some call for loan 
guarantees, others for loans and advances re
quiring repayment. And many concern only 
changes in regulatory approach and tax policies. 

Q. What are some of the specific proposals? 

A. h ' s recommended that the government guar
antee loans to buy new equipment; provide low 
interest loans for those types of freight cars which 
are in short supply; restore tax credits on new 
equipment purchases, and create a non-profit 
corporation to acquire a "free-running" fleet of 
general purpose freight cars to relieve shortages. 

Q. Isn't any public money involved, other 
than for loans and advances? 

A. Yes. But it's a mere drop in the bucket com
pared to government expenditures on facilities 
benefiting other modes — like highways, airways 
and waterways. It's proposed that a single trans
portation trust fund be established, with the rail
roads contributing through a user tax. From this 
fund, ASTRO suggests the railroads receive $400 
million a year for maintenance-of-way and plant 
improvements — a. proposal that seems justified 
in light of the publicly financed "ways" used by 
competitors. It 's also suggested that the govern
ment provide $100 million a year for cooperative 
research in both the passenger and freight fields. 

If railroads are to keep pace with the times and 
achieve their full potential in service to the nation, 
they must be brought into the transportation sys
tem and treated as equal partners. 

Q, Would a single transportation trust fund 
be in the public interest? 

A. A fund of this type would assure that tax 
money is spent where it will accomplish the most 
in solving overall transportation problems. Where 
rail transportation can be used to ease highway 
congestion, it becomes a good investment for the 
motorist — and the general public. 

Q. Why does ASTRO suggest using more 
highway money for grade crossings? 

A. Grade crossing safety has long been recog
nized by federal authorities as essentially a high
way problem. States are authorized to spend 10 
percent of their trust fund money for crossing 
separations or protective devices. Most spend 
only a fraction of available funds for this purpose. 
ASTRO simply proposes that full use of the 
available money be required and that part of it 
be used where most of the hazardous crossings 
are — on state and local roads. 

Q, What kind of regulatory changes are 
asked? 

A. Mostly they're designed to give shippers and 
the public the benefit of truly competitive trans
portation — to let railroads operate more like 
other businesses do. It's recommended that they 
be given more freedom to eliminate losing freight 
services; that they be permitted to lower rates on 
certain commodities to attract new business that 
would increase their earnings; that state rate regu
lations be eliminated as an undue burden on inter
state commerce; that bars to the development of 
intermodal transportation companies be removed; 
that selective removal of minimum rate controls 

be tried on an experimental basis to see if such 
controls are really needed, and that a single au
thority be created to regulate all forms of trans
portation with an even hand, 

Q. If the ASTRO program is adopted, will 
it lead to lower freight rates? 

A. I* should on selected commodities. But a 
lot of factors — not the least of them being in
flation — enter into this question. Most other 
businesses can increase prices at will when infla
tion hits. The railroads, too, must be able to adapt 
to changing economic conditions. ASTRO sug
gested that a general rate increase of up to 6 per
cent be permitted each year without government 
interference — until the railroads achieve an ade
quate rate of return on their investment. 

Q_ Haven't railroads complained about state 
and local taxes? 

A. They've been glad to pay their share of 
school and other governmental costs as long as 
they could. The big complaint has been over the 
fact they've often been taxed at higher rates — 
deliberately discriminatory — than other property 
owners. ASTRO suggests federal tax-sharing with 
state and local governments to reimburse them for 
eliminating present property taxes on railroad 
operating facilities. 

Q. What does ASTRO propose concerning 
passenger service? 

A. It broke this down into three different cate
gories — commuter, corridor and other intercity 
service. It proposed partnerships between govern
ment and industry to operate and improve needed 
commuter services. It recommended further ex
periments in corridor service with greater federal 
assistance. And it endorsed a plan to put all in
tercity passenger train operations under a single 
corporation. 

Q. If such a corporation takes over pas
senger service, why not freight as well? 

A. Passenger service can be taken over and im
proved at much less cost to the public. The rail
roads themselves will provide the operating facili
ties — and a large part of the initial financing. 
The corporation, operating under a completely 
new set of government ground rules, would be 
able to tailor passenger services to the public 
need — and willingness to pay. Government op
eration of freight service, on the other hand, would 
necessitate a complete takeover of the railroads — 
at a tremendous cost. 

How do nationalized lines fare financially

They operate at an average 20 percent deficit 
in Europe and Japan. A similar deficit by the 
American railroads would amount to more than 
$2 billion a year. The taxpayers would have to 
pay it. 

Q. What would it cost the government to 
take over U. S. railroads? 

Estimates run as high as $60 billion — based 
on the market value of property, facilities and 
equipment. If payment were made in government 
bonds, interest would add billions of dollars to 
the cost. And there'd still be the need for capital 
improvements costing billions more. 

Q. What would ASTRO's proposals cost the 
government? 

It's anticipated that — in time — the govern
ment would recover its investment through taxes 
resulting from business gains by the revitalized 
railroad industry. What's needed is a helping hand 
— not a handout. The railroads can regain their 
financial health with a reasonable amount of gov
ernment help during their present crisis and long-
range policies that treat all forms of transportation 
alike. 
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'My first action at Penn Central 
was to set up a new procedure 

to handle shipper problems 
and improve servicer 

These are the words of 
Bill Moore, our new presi
dent. And this procedure is 
getting results. Complaints 
are turning into compli
ments. 

When a shipper reports 
a problem the local Penn 
Central operating official 
handles it directly. If the problem isn't 
solved promptly, Bill Moore wants to 
know about it. "I won't tolerate seeing 
the same complaints repeated," he de
clares. 

This first corrective step has been 
followed by many others. 
Here are some of them: 
•We have completed and opened 
Buckeye Yard, near Columbus, Ohio, 
our sixth electronic classification yard. 
•We are simplifying our organizational 
structure to cut out duplication and 
waste. 
• Management of railroad operations 
has been divided into lines East and 
West, each with supervision over three 
regions. 
•A top officer is now in charge of 
yards and terminals, to expedite serv
ice and break bottlenecks. 
•We are cutting down the 
backlog of locomotives and 

freight cars awaiting repair. 
•We are arranging to get 
137 new locomotives. 
•Our Regional General 
Managers have been relieved 
of many collateral responsi
bilities, so that they can 
concentrate on operations 

and transportation. 
• We are making a special drive to re
duce loss and damage, vandalism and 
other mishaps to your shipments. 

And we have a lot more coming. 
During 1971, we plan to repair and up
grade over 20,000 freight cars and get 
some 7,500 new ones to carry the in
creased traffic we expect to win. We 
want to add 231 new locomotives, and 
upgrade an additional 38 units. 

We've got a lot going for us and a 
lot to work with. And we'll use every 
bit of it to provide first-rate service. 

We're determined to restore your 
confidence and earn the privilege of 
carrying more and more of your ship
ments. 

As Bill Moore says, "Penn Central 
is a revitalized railroad. 

Give us your business and 
we'll prove it." And that's 
a promise. 

In this ad in various publications, Bill 
Moore pledges good service. He can carry 
out this pledge if PC people back him up 
with the efficient, courteous, reliable per
formance that wins and keeps customers. 

William H Moon- . President and Chief Exec
utive Officer. Penn Central Transportation Co . 


