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DAYS OF DECISION 
THE struggle to restore Penn Central has 
entered its crucial stage. 

In vigorous actions, the court-appointed 
Trustees have focused attention on what must 
be done—and done promptly—to p r ese r ve 
America's largest railroad and return it to 
financial stability. 

Said Trustee George P. Baker: "1973 must 
be the year of decision for Penn Central," 
and "the decisions are those which the gov
ernment, mostly at the federal level, must 
make." 

Penn Central has achieved far-reaching im
provements in service during the 32 months 
since bankruptcy, and 1972 marked the first 
time in eight years that carloads showed an 
increase over the preceding year. 

While meeting increased wages that will 
total $700 million, the Railroad has managed 
to reduce its losses. A preliminary report for 
1972 shows that the net loss from normal 
company operations was $198 million. This 

compares with a net loss of $285 million for 
1971 and a net loss of $326 million for 1970. 

Thus, the 1972 loss was 30 percent below 
the 1971 figure and 39 percent below 1970. 

Nevertheless, the losses are still at an un
bearable level — an average of more than 
$4 million per week in 1972, including the 
extraordinary costs of Tropical Storm Agnes. 

The Trustees, said Mr. Baker, now face 
three "cold, hard, essential facts": 

1. The Railroad's assets have been worn 
away by at least $300 million (through post
ponement of taxes and payments owed to 
leased lines). Deprived of adequate cash flow, 
the Trustees are unable to prevent continuing 
erosion. 

2. The delay in obtaining a solution of three 
problems—money-losing branch lines, uncom
pensated passenger serv i ce , and unneeded 
train-service positions—has meant a continu
ing and massive cash drain. 

3. Deprived of adequate cash, Penn Central 

can't make the roadway and rolling stock im
provements needed to attract and serve the 
increased traffic that is essential for a success
ful reorganization. In other words, without 
these improvements, it can't handle a big in
crease in business; and without a big increase 
in business it can't lift itself out of bank
ruptcy. 

To solve these critical problems, the Trus
tees have called for "creative government 
involvement within a private enterprise 
framework." 

They spelled this out on February 1, in a 
report to the U. S. District Court in charge 
of the reorganization of Penn Central Trans
portation Company. The facts were called to 
the public's attention by Trustee George P. 
Baker in an address before the Transporta
tion Association of America on February 6, 
1973. 

The main points are summarized in the fol
lowing article. 

Needed: Assistance to improve the railroad 

To attain the increased freight revenues 
necessary to Penn Central's survival, the 
Railroad must upgrade its tracks, terminals 
and rolling stock, the Trustees emphasized. 

This improvement program will cost $1.6 
billion over the next four years, 1973 through 
1976, they said. 

Penn Central itself expects to be able to 
generate $1 billion of the required funds, and 
would thus need $600 million. In addition, 
about $200 million more may be needed for 
the improvement program during the two 
years after 1976. 

Where is this $600-$800 million to come 
from? 

These funds could be available to the Rail
road if it were permitted to act at once to 
eliminate excessive costs, the Trustees said. 
This would mean obtaining full compensation 
for money-losing passenger services, eliminat
ing unneeded labor costs, and trimming the 
20,000-mile system to its most efficient core, 
consisting of 11,000 miles. 

Under such conditions, a study has shown 
that the Railroad would reduce its costs by 
about a billion dollars over the next four 
years. 

" I t could become a viable private enterprise 
able to generate net income, and enough net 
income to attract the necessary new invest
ment from the private investment market," 
Trustee George P. Baker said. 

Government action of one kind or another 
is now indispensable if the Railroad is to con
tinue, Mr. Baker said. 

The government action the Trustees would 
prefer is relief from the burden of excessive 
costs, he explained. 

Improved terminals would enable Penn Central to han
dle more high-value manufactured goods, the kind 
of traffic it must obtain to regain earning power. 

If this is not done, or if only partial relief 
is granted, then "government financial assis
tance must be considered." 

In that case", Mr. Baker said, "we favor a 
$600 million program of subsidies over a 
period of four years, with the possibility of 
another $200 million over an additional two 
years, until the Railroad can develop earn
ings." 

Subsidies for railroad improvements would 
be the best choice among methods of financial 
aid, the Trustees believe, because it would 
"retain the maximum element of private man
agement with the profit incentive of private 
ownership." 

The next best choice, they said, would be 
a joint venture involving conveyance of the 
railroad plant to an authority owned jointly 
by Penn Central creditors and the government. 
The government would improve and maintain 
the plant, and Penn Central would operate 
over the system as a private company, paying 
user charges. 

The third choice would be government pur
chase or lease of the right-of-way at fair 
market value, with subsequent government 
maintenance and investment. Here again, 
Penn Central would remain a private operat
ing company using the facilities and paying 
user charges. This would be the most expen
sive of the alternatives. 

The Trustees said that the vital need for 
wide-scale improvements on the railroad be
came apparent with the campaign to boost 
piggyback and other high-quality traffic 
which .must be obtained if the railroad is to 
regain earning power. Penn Central urgently 
needs this kind of traffic because of the lag 
in rail shipments of heavy-industry materials 
in the Northeast, and the diversion of high-
value freight to the government-supported 
highways. 

As a result of the campaign, PC piggyback 
business rose 23 percent in 1972. 

But as the new business came in, " i t be
came evident that the railroad in its present 
state is simply unable to handle the strain of 
such service," the Trustees said. 

"Only by catching up on maintenance and 
capital improvements neglected in the past 
fifteen years can Penn Central be put in a 
position to provide the high quality of service 
demanded by an ever-increasing portion of 
the nation's shippers." 

The $600 million needed for improvements 

Penn Central needs funds to upgrade its r ight of way 
with new crossties, welded rail and other improvements. 

over the next four years would be used as 
follows: 

• $435 million for crossties, welded rail, 
track surfacing and other maintenance-of-
way improvement (with the possibility that 
$200 million additional may be needed for 
the two years after 1976). 

• $45 million for freight car repairs. 
• $120 million for improving the quality 

and reliability of service and maintaining 
safety of operations, such as by yard im
provements, centralized traffic control and 
hotbox detectors; and for retaining existing 
traffic and attracting new traffic, such as by 
new or modified TrailVan piggyback termi
nals and Flexi-Flo terminals. 

While discussing government assistance, 
the Trustees have pledged to "do all within 
their power" to minimize the need for such 
assistance. 

They will do this by pursuing their plans 
to discontinue any passenger service that 
does not pay its full costs; and to reduce the 
size of train crews, while providing employ
ment guarantees for the individuals affected. 
In regard to track abandonment, recognizing 
the problems involved in reducing from 
20,000 miles to the ideal 11,000-mile system, 
they are moving ahead with a program to 
achieve a 15,000-mile system, which achieves 
part of the economies they seek. 

" I f progress can be achieved on the labor, 
passenger and abandonment fronts," said 
Trustee Baker, "the resultant savings can 
reduce the amount of government assistance 
required, or permit the Trustees to resume 
payment of real estate taxes." 

Developments on these matters are dis
cussed in the following articles. 

Continued on Page Two 



The train crew issue brings a strike 
Continued from Page One 

The question of the size of train crews has 
been in active discussion and negotiation be
tween PC management and the United Trans
portation Union over the past year and a half. 

The PC Trustees have sought an agreement 
covering the second brakeman in freight and 
yard crews. The standard crew of a conductor 
and two brakemen would be changed to a con
ductor and one brakeman, as employees re
tired or otherwise left the service. 

This would mean the gradual elimination, 
over a period of years, of approximately 5,700 
train service positions. 

Since the day of bankruptcy—June 21, 
1970—there has been a steady reduction in 
PC employment, mostly by not filling vacan
cies left by retirements. As of January, 1973, 
the employment rolls had gone down from 
95,772 to 80,421. 

The reduction has been least in train and 
engine service, where employment dropped 
7.4 percent. 

Among all other employees, the drop was 
20.2 percent. 

The Trustees have emphasized that the sav
ings through gradual elimination of the sec
ond brakeman's position are an essential part 
of the railroad's survival plan. 

Unsuccessful attempts to reach an agree
ment on this issue led finally to the posting of 
an order, effective 12:01 A.M. on February 8, 
1973, permitting the reduction in crew size. 

In protest, the United Transportation Union 
called a strike effective at the same hour, 
shutting down the railroad. 

An explanation of the Trustees' action was 
presented in the following news release on 
February 8: 

PHILADELPHIA—The Trustees of Penn 
Central Transportation Company announced 
the promulgation, effective today, of rules to 
reduce the size of train crews and eliminate 
over-manning, but only as jobs are vacated 
because of retirements, death, etc. 

Under the order issued by Judge John P. 
Fullam of the United States District Court 
in Philadelphia on December 22, 1972, which 
authorized and directed the Trustees of the 

company to place the new rule in effect, the 
vast majority of the trainmen, now entitled 
to life-time job protection under labor agree
ments or state laws, will continue to receive 
such protection. The small number of em
ployees not so protected, who were in active 
service on December 22, 1972, will have pro
tection for a period equal to their seniority 
as trainmen—up to six years. 

Because these safeguards offered such pro
tection to present employees, the Trustees 
expressed their regrets that employees rep
resented by the United Transportation Union 
had chosen to strike the railroad. They termed 
the hardships caused to the railroad's passen
gers and shippers "unfortunate and unneces
sary." 

The Trustees noted that their action came 
after more than a year and a half of efforts 
to resolve the over-manning issue under the 
Railway Labor Act. 

In June 1971, the Trustees initiated steps 
under the Act to change a rule which required 
the employment of thousands of trainmen not 
necessary for safe and efficient operation. 
Elimination of such over-manning is one of 
the important conditions that must be met 
in reorganizing Penn Central. 

Since June 1971, the parties to the dispute 
have followed all of the procedures of the 
Railway Labor Act, and intensive mediatory 
efforts by the United States Department of 
Labor and the National Mediation Board have 
failed to resolve the controversy. 

Under an interim settlement which became 
effective July 21, 1972, some 285 typical posi
tions were abolished on an attrition basis over 
four months with UTU consent. The Trustees 
stated that the experience gained conclusively 
supported their view that safety and work
load factors are not involved in this dispute. 

Under the rules which the Trustees pro
pose to implement, crews are not to be reduced 
in size without local negotiation with UTU. 
If the reduction of a crew is challenged on the 
basis of safety or because of undue workload 

on remaining crew members, the dispute is 
to be handled for final determination by the 
disputes settlement procedures of the Rail
way Labor Act. 

The Trustees are convinced that such im
plementation of the new rule will be fair and 
will forward the public interest in the con
tinued operation of the railroad. 

In the course of negotiations the UTU took 
the firm position that it would never agree 
to submit the question of the size of a train 
crew to determination by a neutral third 
party. However, the union failed to offer any 
other suggestion for disposition of disputes 
over crew size. Likewise, UTU indicated that 
there would be no problem in reducing crews 
if sufficient additional compensation were 
paid to the remaining crew members. 

The Trustees tried many approaches to 
solution of the problem, without success. The 
last offer to UTU included basically the 
method for implementing the new rule cor-
tained in Judge Fullam's order of December 
22, 1972, with the employee protection, but 
in deference to UTU's position did not con
tain provisions for neutral determination of 
disputes over reduction of individual crews. 

Furthermore, in order to reach a settle
ment, the Trustees offered substantial addi
tional pay to the members of the reduced 
crews even though the added wages could 
not be justified in terms of greater produc
tivity. 

finally, because UTU expressed fear that 
if Penn Central were permitted to eliminate 
over-manning, the other railroads would seek 
to take similar action, the Trustees offered to 
limit the reductions to the period during: 
which the railroad is being reorganized. After 
reorganization, Penn Central would return to 
whatever train crew consist pattern exists in 
the railroad industry at the time. These offers 
were rejected. 

Penn Central can continue to provide its 
services and be successfully reorganized only 
with the cooperation of all concerned, includ
ing its employees, the Trustees noted. The 
elimination of over-manning of road and yard 
train crews is an essential element to 
reorganization. 

Congress acts promptly to end the shutdown 
Telegrams from industries warning of the 

severe effects of a Penn Central shutdown 
flashed into Washington on the morning of 
the strike. 

The chairman of General Motors, which has 
about 400,000 employees, stated, "The strike 
will have an immediate and crippling effect 
on our entire production. If it is not resolved 
immediately, virtually all G. M. manufactur
ing and assembly operations will be closed 
down by Monday, February 12." 

Continuation of the shutdown would mean 
layoffs of 240,000 at Ford and 100,000 at 
Chrysler, the chairmen of the two firms 
warned. 

National Steel Corporation, at Pittsburgh, 
stated that its operations were "immediately 
and directly imperiled." Bethlehem Steel 
said, "Our major steel-producing and fabri
cating operations employing 70,000 in the 
East and Midwest are heavily dependent on 
Penn Central service." 

Roland Nuccetelli, District 5 president of 
the United Mine Workers, spoke of shutdowns 
in the coal fields because of the halt in car 
movements. 

William J. Kuhfuss, president of the Amer
ican Farm Bureau Federation, warned the 
government that "liquidation of herds and 
flocks and resulting sharp reduction in avail
ability of dairy, livestock and poultry prod
ucts for consumers are inevitable if service 
is not restored immediately." 
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Continued from Page Two 

Committees of the U. S. Senate and House 
of Representatives held immediate hearings 
to receive testimony from officials of the Ad
ministration, Penn Central and the UTU. 

PC Trustee Jervis Langdon, Jr., explained 
the importance of the crew-consist issue in 
Penn Central's reorganization plans, and em
phasized that affected employees would be 
protected by employment guarantees. 

Al H. Chesser, national president of the 
United Transportation Union, said his union 
had agreed to reduce crew size in 285 crews, 
only to be asked for further concessions. He 
declared that with the increased number of 
freight trains being operated on the Penn 
Central, trainmen were already overworked. 

By evening of February 8, the Senate and 
House of Representatives had passed a Joint 
Resolution to suspend the strike and the rail
road's crew notice for 90 days—until May 9, 
1973—"in order to encourage the parties to 
the dispute to reach their own agreement." 

The Resolution contained a series of 
"whereases" pointing out the essentiality of 
continued Penn Central operation. 

"WHEREAS such cessation of operations 
by the Penn Central Transportation Com
pany, a rail carrier which transports 225,000 
passengers a day and 20% of the nation's 
freight and which provides many necessary 
connections with numerous other rail carriers 
operating throughout the nation, threatens 
essential transportation services vital to the 
national health and safety; and 

"WHEREAS the Penn Central Transporta

tion Company is now undergoing reorganiza
tion proceedings under Section 77 of the Fed
eral Bankruptcy Act, and its court-appointed 
Trustees have indicated that present reor
ganization proceedings will not be successful, 
even with the eventual elimination of 5,700 
train crew positions, alone, and that a mas
sive infusion of Federal financial assistance 
would be needed; and 

"WHEREAS the financial crisis of the 
Penn Central Transportation Company is so 
acute that cessation of its operations for even 
a short period of time may make it financially 

impossible to resume operations; and 
"WHEREAS failure of the Penn Central 

Transportation Company to resume opera
tions, in addition to the previously stated 
impact on vital transportation services 
throughout the nation, will further threaten 
the continued operation of other financially 
imperiled rail carriers in the Northeast sec
tion of the nation . . ." 

While imposing a 90-day moratorium for 
further negotiation, the Joint Resolution also 
requested the U. S. Secretary of Labor to 
report to Congress within 60 days on the 
progress of negotiations and any recommen
dations for settling the dispute. 

The Resolution also provided that within 
45 days—that is, by March 26—the U. S. Sec
retary of Transportation is to present to 
Congress "a full and comprehensive plan for 
the preservation of essential rail transporta
tion services in the Northeast section of the 
nation, including the Secretary of Transpor
tation's proposals, if any, regarding Federal 
financial expenditures necessary for restora
tion or preservation of rail transportation 
services imperiled by the financial failure of 
rail carriers, and for alternative means for 
providing essential transportation services 
now provided by such carriers." 

After completion of Congressional action 
on the night of February 8, the Joint Resolu
tion was flown by special courier to the 
Western White House in California, where 
President Nixon signed it shortly after 3 A.M. 
(6 A.M. Eastern time) on Friday, February 9. 

Penn Central people quickly restore operations 
Even before the Joint Resolution was de

livered for the President's signature, the Ad
ministration had let it be known that there 
would be prompt approval. 

As a result, preparations for restoring 
service on the Penn Central were already in 
motion in the early-morning darkness of 
Friday, February 9. 

Full, normal operation was achieved by 
midday. 

PC President William H. Moore said that 
this "amazingly fast restoration of service" 
was accomplished by the speed of employees 
in returning to work and prompt action of 
supervisory personnel who had remained on 
the job. 

John J. Maher, vice president-administra
tion, who has responsibility for labor relations 
and personnel matters, said: 

" I want to express appreciation for the 
prompt action of UTU members in returning 
to the job and getting the railroad moving 
again. 

"This helped us minimize delays to ship
ments and quickly restore passenger service." 

Mr. Moore said that even though the rail
road was shut down for only one day, there 
were heavy temporary losses of freight traf
fic. For several days before the strike dead
line, high-volume shippers were rerouting 
their freight via other carriers to avoid 
possible tie-ups. 

When the railroad resumed operations, Mr. 
Moore said, "we notified our customers that 
we're eager to get back their usual business— 
and more besides." 

The first freight train to get moving after 
the strike was TV-5, a high-speed TrailVan 
piggyback train operating daily between Bos
ton and St. Louis. The train left Boston's 
Beacon Park Yard at 12:37 A.M. on Friday. 
Other trains left scores of major PC termi
nals throughout the system shortly there
after. 

Commuter operations commenced with the 
departure of the 4:33 A.M. train from Croton-
Harmon, N. Y., to Grand Central Terminal. 

The first Amtrak train was No. 84, the 
Silver Meteor, which left Washington on time 
at 5:10 A.M., bound for New York. 

Conductor James R. Wi l l iamson's signal means service 
for customers along the Ohio-West Virginia border. 

Trustees act to halt losses from passenger service 
An essential part of the Trustees' reorgan

ization plan is the elimination of any passen
ger services for which the Railroad is not 
fully compensated. That means full payment 
for all the costs of providing the service, 
including a return on the Railroad's invest
ment in facilities used in passenger service. 

Almost all the PC passenger services are 
now operated at losses which "threaten to 
frustrate the reorganization," the Trustees 
declared. 

In a report to the Court last year, they 
estimated that commuter service in 1972 
caused a loss of $54.7 million, and Amtrak 
intercity service caused a loss of $32.5 
million. 

This continuing drain, they said, is one of 
the major reasons why Penn Central has not 
been able to properly maintain and improve 

the Railroad's plant and equipment, and is 
now forced to seek government aid. 

In a petition to the Federal Court on Feb
ruary 12, 1973, the Trustees stated that the 
Railroad's financial condition "is so grave that 
relief from the obligation to provide passen
ger services at inadequate levels of compen
sation must be promptly forthcoming. 

"Either passenger service contracts must 
promptly be tendered providing full compen
sation for these services, or their operation 
by the Trustees must be discontinued." 

They said the only exceptions to the pat
tern of losses are the agreements with New 
York's Metropolitan Transportation Author
ity and the Connecticut Transportation 
Authority, covering commuter services on the 
West End Lines of the former New Haven 
Railroad and on the Hudson-Harlem lines. 

These agreements, they said, "provide the 
assurance of satisfactory compensation and 
recognition of investment which is essential 
if Penn Central is to continue to provide pas
senger service." 

The Trustees asked the Court for authority 
to take the following actions in other passen
ger services: 

Commuter services between Detroit and 
Ann Arbor, Mich., and between Chicago and 
Valparaiso, Ind. "These services incur 
losses, ridership is relatively light, and no 
public authority has evidenced any firm in
tention to provide support. The Trustees re
quest they be authorized to suspend such 
service, pending receipt of authority to dis
continue." 

Commuter service between Washington, 
D. C. and Baltimore, Md. "Maryland has of-

Continued on Page Four 
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fered to negotiate a contract for support of 
this service, but at present there is neither 
a contract nor a memorandum of intent." 
The Trustees say this service should be sus
pended pending receipt of Court authority to 
discontinue, unless a full-compensation con
tract is offered. 

Commuter services in New Jersey and in 
the Philadelphia metropolitan area under con
tract with the Southeastern Pennsylvania 
Transportation Authority ( S E P T A ) . "The 
present contract with New Jersey and the 
interim contract being discussed with SEPTA 
do not provide full-cost compensation on a 
long-term basis, and are, therefore, not ac
ceptable in terms of reorganization planning." 
Negotiations for new arrangements have been 
going on for some time, but meanwhile the 
Railroad is compensated inadequately or not 
at all. The Trustees recommend that the 
Court authorize them "to suspend these ser
vices no later than September 1, 1973 . . . 
unless final and binding agreements have 
been submitted to and found acceptable by 
the Court." 

Commuter services under contract with the 
State of Rhode Island and with the Massa
chusetts Bay Transportation Authority. The 
contracts expire April 1 and July 31, respec
tively. The Trustees recommend that the 
Court authorize them now to suspend any 

unsupported services and to suspend any con
tracted services at any future time that con
tracts do not provide full compensation. 

Bus-for-rail service between Lancaster and 
York, Pa. The Trustees ask authority to sus
pend this service no later than September 1, 
1973, unless responsible public authorities 
offer arrangements to provide full compensa
tion. 

Amtrak intercity service. The present con
tract runs out on July 1, 1973, and negotia
tions for a subsequent contract "have shown 
little by way of solid progress." The Trustees 
have informed Amtrak that current contract 
payments are inadequate and any new con
tract must eliminate the burden; but they 
have been advised that Amtrak's proposed 
new budget does not provide for increased 
compensation to railroads. 

"The Trustees are fearful that Amtrak will 
be unable to agree to pay adequate compensa
tion . . . forcing the Trustees to continue to 
operate Amtrak service at the present unac
ceptable level of support. Therefore, the 
Trustees recommend they be authorized to 
suspend all Amtrak service no later than Sep
tember 1, 1973, unless prior thereto a basis 
of compensation has been adopted by and be
come binding upon Amtrak, and approved by 
the Court." 

The Trustees stated that if the Court au-

Commuter lines into New York's Grand Central Terminal 
are the only ones assuring satisfactory compensation. 

thorizes them to suspend service, as they 
have requested, "the Trustees would propose 
not to dispose of passenger-related equipment 
or facilities for a reasonable period of time." 

Trustees plan to abandon money-losing branches 
An essential part of the Trustees' Plan 

of Reorganization is the abandonment of 
poorly-patronized branches which drain off 
cash that could be used to build up the rest 
of the system. 

On February 12, 1973, the Trustees filed a 
petition with the Federal Court asking au
thority to abandon approximately 5,000 miles 
of line, leaving a 15,000-mile system. 

They asked for authority to file the aban
donment plan with the Interstate Commerce 
Commission and request prompt hearings. 

In the meantime, the Trustees asked au
thority to suspend service on these lines 30 
days after posting notices of suspension. 

The Trustees pointed out they already had 
filed ICC applications for abandonment of 
more than 3,000 miles but so far had received 
ICC permission for less than 800. This rate 
of progress, they said, would make it impos
sible to attain a 15,000-mile system by the 
reorganization target date of January 15, 
1976. 

With the chronic shortage of cash, the 
Trustees' petition said, they should not be 
forced to waste the Railroad's assets by con
tinued operation of these branches. 

"The fact cannot be escaped that each day 
the Trustees are required to continue opera
tion of these uneconomic lines," they said, 

"the estate is further eroded and the pros
pects for reorganizing Penn Central are di
minished if not frustrated." 

Immediate suspension of service, they said, 
would provide immediate benefits to the Rail
road, through the reduction in operating costs, 
the more efficient use of manpower, and the 
release of locomotives and freight cars for 
profitable use. 

The complete abandonment program, they 
continued, would add much more toward 
achieving the reorganization plan. The Trus
tees- petition explained: 

"Abandonment of the full 5,000 miles will 
result in an ultimate net annual benefit of ap
proximately $20 million and will release valu
able assets for sale. 

"Moreover, abandonment of these uneco
nomic lines will result in the avoidance of 
substantial rehabilitation costs. Upgrading 
the lines so that trains can maintain sched
uled speeds and still comply with the safety 
requirements being imposed by the Federal 
Railroad Administration would cost as much 
as $72 million. 

"In addition, maintaining these lines would 
necessitate a recurring annual expenditure of 
$16.3 million." 

The 475 places listed for abandonment con
sist mostly of short stretches of track—half 

a dozen miles or several dozen miles or only 
a fraction of a mile. A few exceed 50 miles. 
The longest is the GR&I branch between 
Cedar Springs and Mackinaw City, Michigan 
—201.9 miles. 

The Trustees stressed that the public would 
have an opportunity to preserve any of these 
lines by assuming financial responsibility. 

During the period of suspension of service, 
and during the six-month period after re
ceiving authority to abandon a line, Penn 
Central would be required to preserve the 
tracks. 

"This would provide an ample period for 
shippers and public authorities to come for
ward with programs to provide the support 
needed to permit the continued operation of 
these lines on an economic basis," the Trus
tees explained. 

Letter from a Railroad Wife 
Dear Sir, 

"Al l Aboard" was the signal for an 18-year-
old to begin a ride that was to last for 47 years 
and 8 months. 

While aboard he served his apprenticeship as 
a Sheet Metal Worker. 

He took a wife in the year 1931. Two 
daughters were born. Very proud of their 
schooling. Both married to the finest men any
one could ask for. 

He became financial secretary of Sheet Metal 
union. 

Promoted to foreman at Collinwood Repair 
Shops. 

Became financial secretary of Supervisors' 
Union. 

Bought and paid for a single modest home 

in the suburbs. Owns a car, has a nice nest egg 
in the bank. 

It was a long and rocky ride with many lay
overs, and fears of being put off before the end 
of the line. Taking jobs anywhere the railroad 
sent him, over the strong objections of his wife. 
Because of determination and love of his job, 
he hung on. 

After 25 years passed, his wife suddenly 
realized, thru it all they had made a very com
fortable life for themselves. 

She decided to let the New York Central 
family know how they had helped her family, 
sat down without her husband's knowledge, 
and wrote them a letter, thanking them for 
all she had. Received a nice letter of apprecia
tion and a write-up in the "Headlight". Her 

husband took a lot of ribbing but he agreed 
with her. 

Now on December 8th the train will pull into 
the last stop and he must get off. I feel this 
train has kept us on the right track. 

This is the life of one man who liked working 
for the Railroad and has no regrets. 

I hope this letter is of some interest to 
someone. With men like this working for the 
railroads, they will run forever. 

God Bless the Railroad for our lives. 
Sincerely, 

Mrs. John Demeter 
290 E. 197 
Euclid, O. 44119 

P.S. My husband knows nothing about this 
letter, it was my idea. 



PC PEOPLE 
RESCUE AT DAYTON, OHIO: A teenage gang, wielding lead pipes and 
axe handles, attacked two B&O crewmen, Conductor William Partridge and 
Flagman William Weber, while they were working in the Dayton terminal 
area. 

"The alertness of a PC engine crew was a very critical factor in saving 
their lives," reports Chuck Garwitz, train director at the Dayton Union 
Railway, a Penn Central affiliated company. "Conductor William Turner 
and Engineer William Hilton, of BF-7, were passing near the scene of the 
incident and alerted me via radio. I called the police and B&O authorities 
who came to the rescue. 

"The quick action on the part of the BF-7 crew saved the lives of these 
two Baltimore and Ohio men." 

WISE OWL AT ALTOONA, PA.: Car Repairman John S. Fink believes in 
double safety when using a burning torch—he wears safety goggles over 
his safety glasses. This extra precaution paid off recently when a sliver of 
burning metal flew beneath the rim of the goggles. It cracked a lens in his 
safety glasses—but his eyes were not injured. 

Mr. Fink later received the Wise Owl Award, given to men who are 
saved from injury because they wore protective eye covering. The photo 
from the Altoona Mirror shows the award being presented by John R. 
Wolfe, superintendent of plant security; James Woomer, Altoona Car Shop 
superintendent; and William Webber, assistant general foreman. John Fink, 
at the left, displays his fractured glasses. 

"After the accident," Mr. Fink says, "my wife told me, 'You were sure 
lucky.' But you can't depend on luck. You need a little foresight, too." 

HENRY WHO? The Long Island Press published the twin photos to show 
the resemblance between Henry Kissinger (left) and Henry ("Harry") 
Branagan. The latter Henry, a PC locomotive engineer, is often mistaken 
for the famous diplomat, particularly when Engineer Branagan is as
signed to the Metroliner and is seen leaving the train by Washingtonians. 

Mr. Branagan has also been in the news because of his sports activities. He 
plays tennis, lifts weights, teaches youngsters how to skate (photo) at 
Flushing Meadows, N.Y., and runs two miles every day before reporting for 
work. "Regular exercise," he says, "sharpens alertness, speeds up reflexes, 
and helps prevent accidents." 

RESCUE AT SAUGERTIES, N.Y.: It happened in flooded Esopus Creek, 
which spills through a series of rapids and waterfalls into Glenerie Lake. 
Thomas and Mary Macre, ages 13 and 11, decided to take the family motor-
boat out for a cruise, and two other children went along. The boat was 
caught in the rapids and driven toward the falls. Mary was pitched into 
the water. Her brother dove in to try to rescue her. 

The cries of the two children left in the boat alerted two PC men working 
nearby—Machine Operator Joe Romano and Welder Erich Heinze. They 
rushed to the scene, sent word to the police, and splashed into the water 
with a rope to tie to the boat. Joe Romano was swept downstream, but 
fought his way back, and they pulled the boat safely to the bank. 

They then tried to reach the two children still struggling in the water, but 
the current was too fierce. A police helicopter arrived shortly and lifted the 
children out. 

COMPASSION AT YONKERS, N.Y.: When the Democratic and Republican 
Clubs get together on a project, that's news. It happened recently in Yonkers' 
Third Ward. The purpose: To raise funds to help 13-year-old Keith Mc
Carthy, who is suffering from a serious kidney disorder, requiring a costly 
dialysis machine to keep him alive. Keith is the son of Howard McCarthy, 
a console operator at the Penn Central Data Center in Room 1162, at 466 
Lexington Ave., New York, N.Y. The political clubs are arranging a fund-
raising cocktail party and are inviting contributions from everyone. 

Recent Appointments 
SYSTEM OFFICES 

Engineering 
Lowry, C. W. 

Production Engineer-C&S, Indianapolis 
Schlacter, C. W . Asst. Production Engineer-

Track, Jackson, Mich. 

Equipment 
Heller, R. J. Office Manager, Beech Grove 
Nichols, R. W. Manager-Locomotive Inspection 
Niedermyer, E. J. 

Supervisor-Locomotive Performance 
Tolle, A. E. Supervisor-Passenger 

Car Maintenance Standards 

Legal Administration 
Szwajkos, R. Asst. Commerce Counsel 

Philadelphia Commuter Area 
Ryan, T . J. Administrative Assistant 

Public Affairs & Public Relations 
Simcox, H. J. Manager-Administration 

Sales & Marketing 
Carr, L. D. 

District Sales Manager, Charleston, W . Va. 
Delaplane, R. R., Jr. Asst. District Sales 

Manager, Los Angeles, Calif. 
Deramo, R. L. 

District Coal Agent, Dennison, Ohio 
Duink, J. F. 

Coal & Ore Sales Manager, Cleveland, Ohio 
Johnston, H. M. 

Asst. Coal Sales Manager, Cincinnati, Ohio 
Korn, D. W . Director-Coal & Ore Sales 
Leahy, J. T . Asst. Manager-Tariff Publications 
Olson, D. N. Assst. District Sales 

Manager, Minneapolis, Minn. 
Pifer, H. E., Jr. Manager-Tariff Publications 

Pollard, J. L., Ill 
Sales Representative, Los Angeles, Calif. 

Reynolds, M. H. Staff Assistant, Boston, Mass. 
Shell, W . D. 

Asst. Coal & Ore Sales Manager, Cleveland 
Sherkus, F. P. International Sales Manager 
Thomas, G. E. Coal Sales Manager, Pittsburgh 
Tucker, C. E. 

Sales Representative, Winston-Salem, N.C. 
Ziolowski, D. J. Asst. Manager-

International Sales, Baltimore, Md. 

Systems Development 
Adelman, J. D. Associate Computer Analyst 
Bradby, R. J. Associate Computer Analyst 
Cavanaugh, T. A. Associate Computer Analyst 
Costello, F. E. Asst. Computer Analyst 
Dooley, B. M. Asst. Computer Analyst 
Foote, C. F. Associate Computer Analyst 
Kaess, J. D. Computer Analyst 
Kennedy, W. A. Associate Computer Analyst 
Niederriter, J. P. Associate Computer Analyst 
Ressler, H. K. Supervisor-Data Preparation 
Rodan, H. S. Associate Shift Supervisor 
Stahl, R. A. Associate Computer Analyst 
Zahn, P. M. Computer Analyst 

CENTRAL REGION 
Allegheny Division 

Schuckers, K. D. 
Asst. Supervisor-Structures, Altoona 

Pittsburgh Division 
Armstrong, E. W . 

Asst. Superintendent-Operations, Pittsburgh 
DeLauter, R. J. Terminal Trainmaster, Conway 
Dripps, R. B. Terminal Trainmaster, Conway 
Gula, S. J. 

Asst. Terminal Superintendent, Conway 

EASTERN REGION 
Bittner, E. W . 

Supervisor-Train Movement, Philadelphia 

Chesapeake Division 
Hammons, W . L., Jr. 

Supervisor-Track, Washington, D.C. 
Sauselein, G. J . 

Supervisor-Electric Traction, Baltimore, Md. 

Harrisburg Division 
Ciganik, J. J. Supervisor-Track, Camden, N.J. 
DeHaan, K. J. 

Asst. Master Mechanic, Philadelphia 
Dunn, M. E. Supervisor-Track, Philadelphia 
O'Neill, G. M. 

General Foreman-Car, Philadelphia 
Sporar, R. T . 

Asst. Trainmaster, Burlington, N.J. 
Waltman, G. E. 

Supervisor-Train Operation, Harrisburg 

New Jersey Division 
Dawson, R. N. General Foreman-

Locomotive, Sunnyside, N.Y. 
Huntley, R. E., Jr. 

General Foreman, So. Amboy, N J . 

METROPOLIAN REGION 
Daigle, A. J., Jr. Power Supervisor, N.Y. 
Gilleo, S. L. Power Supervisor, N.Y. 
McMahon, P. J . 

Asst. Supervisor-Equipment Control, N.Y. 
Morgan, C. E. Relief Power Supervisor, N.Y. 
Vaughan, M. K. General Foreman-Suburban 

Maintenance, Harmon, N.Y. 
Dolan, W . A. 

Supervisor-Equipment Control, N.Y. 

NORTHEASTERN REGION 
Buffalo Division 

Kelly, D. C. Asst. Division Engineer, Buffalo 

NORTHERN REGION 
Detroit Division 

Bowen, R. H. General Foreman, Detroit 

Michigan Division 
Skinner, J. D. 

General Foreman-Locomotive, Jackson, Mich. 

SOUTHERN REGION 
Hibschman, H. R. 

General Inspector-C&S, Indianapolis 

Cincinnati Division 
Lashley, W . M. 

General Foreman, Richmond, Ind. 
Minck, E. J. Master Mechanic, Cincinnati 
Overbey, P. E. 

Mechanical Supervisor, Cincinnati 

Columbus Division 
Wardwell, W. C. Master Mechanic, Columbus 

WESTERN REGION 
Bonsall, I. L., Jr. 

Shop Manager, Collinwood, Ohio 

Cleveland Division 
Corrigan, T. I. Freight Service Supervisor, 

Rockport Yard, Cleveland 

Toledo Division 
Dunmead, W . R. 

Asst. Trainmaster, Airline Yard 
Estes, E. T. Terminal Trainmaster, Airline Yard 
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They ve got a lot 
to smile about 

With the rocky financial situa-
tion, everything isn't coming 

up roses on the Railroad these days. 
But the men in the photo feel 

they've got a lot to be happy about. 
"The reason is the record streak 

of no-injury days," says G. L. 
(Jerry) Maas, superintendent of 
PC's Toledo Division. 

"Can you think of a better rea
son than that?" 

The Division's Maintenance-of-
Equipment men have completed 
two full years without a single lost-
time injury on the job. 

A t the end of 1972, their zero 
injury record was intact after 
1,390,000 man-hours of work. 

Another department, Mainten-
ance-of-Way, also went beyond the 
magic figure of 1,000,000 man-
hours with no lost-time injuries 
until the streak was nipped by a 
minor injury on October 20, 1972. 

Including all departments, the 
Toledo Division in 1972 surpassed 
its own 1971 safety performance 
by 45 percent. 

"Al l this sounds like a lot of dry 
statistics," Mr. Maas says. "But 
these statistics mean real people 
kept off the injury list and out of 
the hospital." 

Jerry Maas gives credit to the 
employees and their union repre
sentatives for helping bring about 
the safety improvement. 

"They've come forward with 
realistic suggestions for improving 
safety—things we can do within 
our limited financial means—and 
we've folowed through wherever 
possible," he says. 

"This two-way spirit has had a 
pyramid effect. For example, if 
certain tripping hazards are re
moved, the employees have tried to 
see that no new tripping hazards 
are created, such as by poor house
keeping in the shops." 

In the Stanley Yard diesel shop, 
Pipefitter Wiliam S. DePuy echoes 
the same thought. 

"By keeping supplies in a safe 
place, you safeguard not only your 
own safety but the other fellow's, 
too," he says. 

Robert Molina, an operator of 
track machinery, says he had a 
tragic lesson in safety when he 
worked in a factory and saw a man 
lose his hand in a machine. 

"Something like that," he says, 
"teaches you that you'd better fol
low safe work practices—or else." 

Machinist John Varga stresses 
having safety goggles always 
handy for any job operation that 
might require them. 

"Got to protect those eyes," he 
says—"it's the only pair you'll ever 
get." 

Trackman Ernest Jordan says a 
safe worker always expects the 
unexpected. 

"For instance," he explains, 
"when you're using a claw bar to 
remove a spike, grip the bar below 
the bend so your fingers won't get 
pinched against the rail if the 

Machinist John Varga, uncoupling ai r 
hose, has f i rm hold on both sides to pre
vent hose f rom f lying up and striking him. 

Loading ice bucket on caboose, B. C W i l 
son doesn't walk it up the steps, risking a 
fa l l . He places it, then goes up steps. 

Award fo r 1,000,000 man-hours of safety is hailed by Toledo Division Superintendent 
G. L. Maas (center). W i t h him are Car Repairmen S . L. Poorman and C. G. Hein, Asst. 
Genl. Foreman Ted Fletcher, James Carter, T . B. Johnson, Foreman A. T . Kosciuzyk. 

spike's head suddenly breaks off." 
Car Repairman Chuck Haton 

urges daily inspection of tools. 
"In time, any tool can develop a 

defect," he says. 
" I f you want to be safe, make 

sure your tools are." 
Car Repairman Clyde K. Wil

liams, proud father of five children, 
comments: 

"You might think it's your privi
lege to do something the easy way 

instead of the safe way, but it's not 
your privilege—your family has 
some rights, too. 

"Doing something the unsafe way 
means you're short-changing your 
family's security. There's no sense 
in that." 

Miguel Saugedo uses hand-line instead of 
his hand to steady rail coming off truck. 
This keeps him clear of the swinging load. 
And note: Outr iggers keep truck steady. 

Signalman C. M. Dangler installs "pres
ence detector," safety device that prevents 
a switch from being thrown under a car. 
He works safely, too, with goggles and 
hard hat; positioned clear of tracks. 

Tie-renewal work takes alertness to prevent injury to others, says David Rodriguez. 

A Matter of Conscience 

'After getting hit uncoupling an air hose, 
I thought you'd learn something!." 

T h e following letter was re-
ceived recently at Penn Cen

tral headquarters in Chicago: 
"Nearly 12 years ago my hus

band, who was then my fiance, 
and I rode on your train. I re
gret to say that we, while pur
chasing our tickets, posed as man 
and wife in order to save money 
on our coach tickets under the 
Family Plan. 

"Since then, Christ has be
come real in my life and I am 
sorry for having cheated your 
railroad. 

" I am writing to get your help 
in determining how much I owe 
you. 

"We rode round-trip from Fort 
Wayne to Chicago and back. 
Since they gave me a reduced 
rate as the wife, would you 
please tell me how much the dif
ference is between the reduced 
rate and the regular rate so that 
I can send you a check in that 
amount, plus interest? 

" I am sorry for your trouble 

and am even more sorry for the 
way I have cheated you. 

" I hope you can forgive me." 
In a letter of reply from an of

ficial of Perm Central Public Re
lations, the woman was informed 
that the regular round-trip fare 
for two would have been $24.60, 
and the Family Plan fare, $18.45. 
Thus the amount due was $6.15. 

"We certainly appreciate your 
honesty and sincerity in wanting 
to redeem this debt and the 
Christian motive that inspired 
you," he wrote. 

The woman promptly wrote 
back, pointing out that "the $6.15 
doesn't include interest." 

" I didn't know what the in
terest should be," she continued, 
"so I figured 7% per annum— 
adding $5.16 to the total—making 
$11.31." 

A check was enclosed. 
" I appreciate your kindness," 

she concluded, "and I appreciate 
your help in getting this matter 
cleared up." 
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NEW PLANTS 
sprout all over 
PENN CENTRAL 

THE roar and clatter of bulldoz
ers, concrete mixers and riveting 
hammers tell the story of contin
uing industrial development along 
the Penn Central. 

New or expanded plants com
pleted during 1972 involve approx
imately $349 million in investment 
by the industries for buildings, 
machinery and production facil
ities. 

When the plants are in full oper
ation, they are expected to provide 
more than 17,000 new industrial 
job opportunities. 

For Penn Central, there will be 
more than $46 million in new 
freight revenue. 

"And our industrial development 
activity for 1973 holds even more 
promise, with about 500 new or ex
panded facilities expected to be lo
cated along Penn Central's lines 
this year," repor ted Paul Funk-
houser, senior vice president-sales 
and marketing. 

The Industrial Development De
partment, through the director's 
office in Ph i lade lph ia and mana
gers' offices in 11 key cities, is PC's 

n agency for helping industries 
find new plant sites. Men f r om 
Freight Sales, Marketing, Real Es
tate, Transportation and Engineer
ing assist in a cooperative effort to 
carry out this program. 

"We will provide any interested 
industry with full information on 
available acreage, soil conditions, 
utilities, municipal services, zon
ing, labor supply, local and state 
tax conditions, and the many other 
situations and conditions involved 
in establishing a profitable opera
tion," says Otto W. Pongrace, di
rector of industrial development. 

"We will do an in-depth distribu
tion study, to help the industry 
minimize material handl ing prob
lems and reduce the time it takes 
to get its product to market. 

"We will accompany the indus
t r y ' s representatives in on-s i te 
inspections, introduce them to mu
nicipal, business and financial lead
ers, and guide them in meeting the 
requirements of env i ronmenta l 
protection laws." 

At East Bridgewater, Mass., Peter G. 
Veracka, PC industrial representative, 
discusses new 210 ,000 sq. f t . distribution 
warehouse with Stanton W . Davis, presi
dent of Brockton Public Markets, Inc. 

The Penn Central men do all this 
—without charge—because new 
industr ies mean new traffic for 
Penn Central, and added business 
a c t i v i t y and employment for the 
communities served by the rail
road. 

The 1972 industrial projects are 
spread across the PC System. Some 
examples: 

Connecticut 
International Paper Company, 

Putnam: New 160,000 sq. ft. cor
rugated conta iner manufactur
ing plant. 

Eastern Color P r i n t i n g Com
pany, Avon: New 60,000 sq. f t . 
printing plant. 

Delaware 
Vlasic Foods, Inc., M i l l s b o r o : 

New 210,000 sq. ft. food processing 
plant. 

Roys t e r Company, Bridgeville: 
New 24,000 sq. ft. fertilizer blend
ing plant. 

Scott Paper Company, Dover: 
New 50,000 sq. ft. paper manufac
turing plant. 

Illinois 
Dry S to rage Corporation, Chi

cago: New 99,000 sq. ft. public 
warehouse. 

Scot Lad Foods, El D o r a d o : 
220,000 sq. ft. distribution ware
house addition. 

Standard Brands, Chicago: Ex
pansion of food products and bak
ery plant. 

At Quaker State Oi l Refining Corporation's big new plant at Congo, Wes t Va. , Plant 
Manager Vasil Mr i z (right) discusses outbound traffic with J . T . Matthews, PC manager-
industrial development. The plant wil l ship out thousands of carloads yearly. 

New 150,000 sq. f t . warehouse takes shape for Michel Warehousing Corp., adding to 
two other buildings at Greater Baltimore Industrial Park. J . P. Lansinger, asst. manager-
industrial development; Executive VP Howard Michel, President Donald Michel. 

Indiana 
A A A Warehouse Company, Indi

anapolis: N e w 128,000 sq. f t . 
warehouse. 

Hunt-Wesson Foods, Indianapo
lis: Existing 122,500 sq. ft. build
ing leased for distribution ware
house. 

Quemetco, Inc., Indianapolis: 
New 120,000 sq. ft. smelting plant. 

Ampacet Corpora t ion , T e r r e 
Haute: New 45,000 sq. ft. plastics 
plant. 

Essex International Inc., Coesse: 
New 384,000 sq. ft. wire manufac
turing plant. 

American Can Company, Ham
mond : 293,000 sq. ft. expansion of 
can manufacturing lithographing 
plant. 

Maryland 
MacMillan Bloedel Pkg., Ltd., 

Odenton: New 80,000 sq. ft. build
ing and existing 106,000 sq. ft. 
building for corrugated box manu
facturing pTant7~ 

Fedders Corporation, Frederick: 
New 220,000 sq. f t . compressor 
manufacturing plant. 

Massachusetts 
Springfield Sugar & Produc ts , 

Northboro: New 400,000 sq. ft. 
distribution warehouse. 

Georgia Pacific Co rpo ra t i on , 
Springfield: New 50,000 sq. ft. 
distribution warehouse. 

Zayre, Mansfield: New 500,000 
sq. ft. distribution warehouse. 

Brockton Publ ic Markets, E. 
Bridgewater: New 210,000 sq. ft. 
distribution warehouse. 

Del Monte Corporation, Worces
ter: Long-term lease of existing 
130,000 sq. f t . building f o r food 
distribution center. 

Michigan 
Associated Warehousing Com

pany, Detroit: Acquired existing 
26,000 sq. ft. building for public 
warehouse. 

Wickes Corpora t ion , Warren: 
New 150,000 sq. ft. retail furniture 
distribution center. 

Robinson Furniture Company: 
New 151,200 sq. ft. retail furniture 
distribution center at Taylor and 
156,000 sq. ft. center at Warren. 

Detroit News, Sterling Heights: 
New 185,000 sq. ft. newspaper 
printing plant. 

N e s t l e Company, D e a r b o r n : 
New 66,000 sq. ft. food products 
warehouse. 

New Jersey 
Vornado Sales, Inc., E. Bruns

wick: New 275,000 sq. ft. distri
bution warehouse.' 

U. S. Plywood, Monroe Town
ship: New 40,000 sq. ft. building 
supply distribution center. 

Penn Central serves the huge new Joshua 
Doore furniture warehouse and showroom 
of Robinson Furniture Co., Taylor , Mich. 

O. M. Scott (Div. I.T.T.), North 
Brunswick: New 100,000 sq. ft. 
distribution center. 

Ralston Purina Company, Jersey 
City: New 152,000 sq. ft. ware
house. 

Kirsch Company, Edison: New 
120,000 sq. ft. distribution center. 

Acme Fast Freight, North Ber
gen: New freight forwarder ter
minal. 

New York 
St. Joe Mineral Corporation, Bal-

mat: New zinc mine and mill. 
Ralston Purina Company, Dun

kirk: New 240,000 sq. ft. pet food 
processing plant. 

Ajayem Lumber Company, Wal-
den: New 80,000 sq. ft. lumber dis
tribution warehouse. 

Wickes Corporation, Rochester: 
New 120,000 sq. ft. furniture dis
tribution center. 

Ohio 
Huntsman Container Corpora

tion, Troy: New 63,000 sq. ft. egg 
carton manufacturing plant. 

Kal Kan Foods, Inc., Columbus: 
220,000 sq. ft. pet food plant. 

Carter Jones Lumber Company, 
Sunbury: New 100,000 sq. ft. re
tail-wholesale lumber distribution 
center. 

H. K. Porter Company, Bellefon-
taine: New 200,000 sq. ft. manu
facturing plant. 

Pennsylvania 
Mack Warehouse Corporation, 

Croydon: New 200,000 sq. f t . 
warehouse for Scott Paper Com
pany. 

B. F. Goodrich Company, Ed-
dington: New 407,500 sq. ft. dis
tribution warehouse. 

Donnelley Printing Company, 
Lancaster: New 200,000 sq. ft. 
printing plant. 

Penn Furniture Company, Sid-
man: New 82,000 sq. ft. furniture 
warehouse. 

Ontario, Canada 
Canadian Industries, Ltd., Ni

agara Falls: Chemical tanks. 



PENN CENTRAL 

P O S T 
6 P E N N C E N T E R P L A Z A 
PHILADELPHIA, PA. 19104 

the 
F INANCIALLY S T R O N G 

OVER $ 1 3 4 , 0 0 0 , 0 0 0 . 0 0 

P A I D I N BENEFITS 

TO M E M B E R S 

(Advertisement) 

Start 
N E W Y E A R right. 

Join Now 

P E N N C E N T R A L 
M U T U A L 

A S S O C I A T E S 
For 

PAYROLL 

DEDUCTIONS 

ARE 

AVA I LABLE 

ROUND-THE-CLOCK" ACCIDENT AND HEALTH INSURANCE. 
Pays 

CASH direct to YOU 
IN ADD IT ION TO A N Y OTHER INSURANCE Y O U HAVE. 

Give yourse l f a happy N E W Y E A R f ree f r o m the fea r o f loss of earn ings and soar ing medical and hospi tal 
costs. Jo in the thousands of other ra i l road employees and thei r fami l ies w h o , f o r more than 103 consecutive 
years , have benefi ted by th is Associat ion's accident and health insurance protection. N o w , the Associat ion has 
f o u r supplemental p lans f o r a w i d e range of coverage f o r P E N N C E N T R A L employees and the i r fami l ies : 

1 L0SS-0F-EARNINGS (Ages 1859 Yrs.) 
(At Home Or In The Hospital) 
Pays you cash up to $ 3 0 0 . 0 0 a month or 
$ 1 8 , 0 0 0 . 0 0 in a 5-year per iod f o r accidents 
or $ 7 , 2 0 0 . 0 0 in a 2-year per iod fo r sickness. 

2 FAMILY ACCIDENT (Ages 18-59 Yrs.) 
Prov ides "Round-the-Clock" medical and 
hospital protection up to $ 1 , 0 0 0 . 0 0 plus 
accidental death benef i ts of 

$ 5 , 0 0 0 . 0 0 f o r Member 
$ 2 , 0 0 0 . 0 0 f o r Spouse 
$ 1 , 0 0 0 . 0 0 f o r Each Chi ld 

* 3 HOSPITAL INCOME (AGES 18-64 YRS.) 
Pays you cash o f $ 1 0 0 . 0 0 a week up to 52 
weeks, w h e n member, spouse or chi ldren 
are confined in a hospi ta l . 

*4 COMBINATION (Ages 18-59 Yrs.) 
Pays you cash up to $ 1 5 . 0 0 a day f o r 6 0 
days, w h e n member, spouse or chi ldren 
are confined in a hospi ta l , in addi t ion to 
surgical schedule. 

•MAY BE CONVERTED OR EXTENDED AT AGE 65 OR RETIREMENT. 

A N EMPLOYEES ' VOLUNTARY M U T U A L BENEFIT A S S O C I A T I O N , NOT FOR PROFIT. 

Let y o u r f r iend ly P E N N C E N T R A L M U T U A L Representat ive explain these plans to you. I f you cannot con
venient ly contact a Local Representat ive, f i l l out the coupon below—no obl igat ion, o f course—and mai l it p rompt ly 
to the address s h o w n . You ' l l be glad you d id ! Give you r se l f a happy N e w Year ! 


