


The New York Central 
To a railroad, winter had always meant drifted 
snow, frozen switches and delayed trains. Then 
Central's imaginative research staff attacked Old 
Man Winter with a new weapon, the Snow Blower! 

A surplus jet engine from a B-36 hitched on to a 
caboose becomes a controlled hurricane swirling 
through icebound switchyards. In its wake, lights 
change from red to green, and that shipment to 
Boston you were worried about is on its way. 

The Snow Blower is one of a host of ideas 
springing from Central's Technical Research Cen
ter. In this lab you'll find Central men utilizing 
nuclear energy, electronics, all the newest tech
niques, plus down-to-earth common sense to de-

spits in winters eye! 
velop faster, more efficient freight transportation. 

Most important, Central's research has one ma
jor objective . . . to provide our customers with 
faster schedules, consistent on-time performance, 
and continually better service. 

R O A D TO T H E F U T U R E 

This reprint from the November, 1960 issue of MODERN RAIL
ROADS, without advertising, presents a comprehensive editorial 

and pictorial description of the "new" New York Central Sys
tem. It is being distributed by the railroad as a matter of public 

information. 
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The Front Cover 

Three elements that typify the new 
New York Central appear on our fold-
out front cover: F lex i -Van, Centralized 
Traffic Control, and mechanized track 
maintenance. The picture, by N Y C pho
tographer E d Nowak, shows one of 
Central's Super-Van trains passing a 
mechanized force on the Syracuse di
vision, west of Bergen, N . Y . 

Typical of Central's drive to become 
more efficient was its installation of 
C T C on this former four-track division, 
converting it to a high-speed two-track 
line. 

The dieselized Super-Van train, oper
ating l i terally at passenger train speed, 
is an example of the railroad's service 
mindedness. It is one of many new 
services through which the Central is 
moving to improve its competitive po
sition. 

This entire issue of Modern Railroads 
is devoted to the achievements, plans 
and problems of this new New York 
Central. Here is another outstanding 
example of what vigorous railroad man-
ment can accomplish, working against 
severe handicaps. 
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T h e N e w N e w Y o r k C e n t r a l 
Bui lding the R o a d to the Future 

By Tom Shedd, Jr.—Nancy Ford—Charles W . Donnelly 

Since the middle of 1954 the New York Central System has been in the throes of an unprecedented 
"face-lifting." 

Under its new leader, President Alfred E. Perlman, an aggressive management is literally 
rebuilding the 10,000-mile Central, one of the Nation's largest railroads. 

Without a doubt, this is the most far-reaching rehabilitation ever undertaken by a 
railroad of this size. In terms of dollars, it has already involved more than $300 

million in capital improvements. 
In terms of physical and managerial accomplishments, an entirely new kind of 

railroad is emerging. It's a railroad typified by double-track CTC main lines; 
push-button yards; centralized, modern shops; and up-to-the-minute ap

plied research. 
Equally important, Central is becoming a thoroughly service-oriented 

railroad. You can see this in its high-speed freight and container 
trains; its hard-hitting sales approach and its drive to modernize 

the rate structure. 
Significantly, too, NYC is striving to become not just a rail

road, but a balanced, diversified transportation business. 
Its container services and highway operations are grow

ing rapidly. It has agreed to acquire convertible 
notes in an air freight carrier. And, it is actively 

working toward merger with one or more other 
railroads. The full story of this new New 

York Central is told in the 23 feature arti
cles that follow. It's a heartening report 

of progress made against discourag
ing odds. It's a timely reminder 

that, even under burdensome 
government restrictions, rail

roads can still accomplish 
Bjk much through imagi-
I nation, determina-

V t ion and h a r d 
ill 

§ ' work. 
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Since mid-1954 a new, aggressive team has been 

driving to remake the New York Central . . . Here's 

the score to date 
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T\ MID-1954, a new management moved into the New York 
Central Railroad, second largest rail carrier, revenue-wise, in 

the country. The change followed a bitter proxy fight led and won 
by tlie late Robert R. Young against the Vanderbilt interests. 

A managerial revolution was promptly begun by the new own-
under the leadership of Alfred E . Perlman, President. (See 

Modern Railroads, February, 1956.) This issue is a further report 
on the achievements of that revolution, now in its sixth year. These 
are the highlights: 

Plant improvement and modernization outlays of $318 mil
lion . . . 

A record reduction in debt totaling nearly $122 million . . . 

A slash in the deficit from passenger operations from $52.3 
million in 1957 to an estimated $20 million in 1960 . . . 

Introduction of a containerized freight service — "Flexi-Van" — 
expected to produce $30 to $35 million in new revenues next 
year . . . . 

Reorganization of the freight sales department for increased em
phasis on tailored services and rates for customers, increased busi
ness for the railroad . . . 

New operating practices, new services, new cost controls, new 
approaches to ratemaking . . . 

Increased income from real estate operations . . . 

A smoothly functioning executive team, with a good "second 
team" under development . . . 

A start towards a merger . . . 

This progress is notable. It is all the more notable considered 
in the light of the difficulties under which it was made, not the 
least of which were the poor business years of 1958 — a recession 
period; 1959 —marked by a long steel strike; and 1960 — marked 
by both steel and railroad strikes and a lower-than-expected level 
of freight loadings. 

"Our next drive," declares A l Perlman, "wi l l be toward twin 
goals — more ton-miles; more operating efficiency through mer
gers." He believes that the key to the former is better pricing of 
railroad services, and that the key to better pricing is improved 
knowledge of costs. 

"Gross ton-miles in this country are increasing over-all," M r . 
Perlman continues, "but the railroad share of ton-miles continues 
to slip. I think the big reason for this and the big increase in pri
vate trucking in particular is the railroads' pricing structure. 

"On the New York Central," he adds, "we now know what our 
costs are, and with a reorganized freight sales department, we're 
going to do more market research, and go after all the business 
we can get. On the other hand, there must also be changes in 
regulatory attitudes toward the pricing of railroad services once 
costs are known. We must be permitted — as are other utilities — 
to quote volume rates to volume users of our services." 

Cooperation of Government, Labor Needed 

Commenting on mergers which must be sought to obtain sav
ings through elimination of excessive and duplicate facilities and 
permit more automation, the N Y C President said: 

"In this area, railroads must have the cooperation not only of 
government but of labor. Currently, labor is getting the lion's 
share of the productivity that residts from capital outlays made to 
improve efficiency. 

"I'm hopeful," he said, "that eventual conferences with the 
executives of unions over costly outmoded working rules wil l be 
fruitful. There are statesmen in railroad labor and I believe a fair 
agreement can be reached." 

Central's $318 million of capital outlays were, of course, planned 
to step up operating efficiency. Prominent in the program were new 
push-button freight classification yards. Four have been completed 
— at Buffalo, N.Y., Elkhart and Indianapolis, Ind., and Youngs-
town, O. A new yard is also scheduled for Detroit, and another 

between Albany and Syracuse, with exact location not yet final
ized. Modernization (largely through track re-arrangement) has 
been completed at Kankakee, 111. and Toledo, O., yards, and is 
under way at Cleveland, Chicago, Rochester, and Rockport. With 
an upturn in business, savings from the new yards wil l multiply — 
they can handle much heavier freight volume faster with little 
added expense. 

Typical of other improvements to the physical plant is the big 
program of centralized traffic control, which, as any railroader 
knows, provides the near-equivalent of double track operation on 
a single track, or four-track operation on two. Next year, when a 
few more segments are completed, the heavy density line between 
Chicago and New York wi l l be " C T C , " with double track instead 
of four. Total outlays this year for C T C wil l be $7.5 million. This 
figure, plus expenditures planned up to and including 1965, wi l l 
add up to a total of $42.5 million, and C T C installations wi l l be 
virtually complete. 

"The $42.5 million is a gross figure," says John F. Nash, Vice 
President-Operations, "and is before salvage and other savings. 
Net outlays are about half that total. Our return on net investment 
averages between 25 and 95 percent. Obviously, priority is given 
to the projects yielding the greatest return, or contributing the 
most to improved operation." 

Elimination of Obsolete Facilities Effects Savings 

Through eliminating obsolete stations, both freight and passen
ger, substantial operating savings have been effected. Currently, 
the management is winding up an interesting station transaction 
at Syracuse, hopes to develop similar transactions at Cleveland 
and Albany. Central is selling its elevated passenger right-of-way 
in Syracuse to the State for a highway for several millions of 
dollars. The railroad's Lake (freight) line wil l be upgraded so that 
passenger trains can run over it, and a new passenger facility, 
tailored to present needs, wil l be built at a suitable location, and 
the existing station sold or leased. It wil l cost about $2.3 million to 
make the change, but offsetting this wil l be funds from the sale of 
the elevated line plus some $600,000 in salvage. Annual savings 
under the new arrangement will be substantial. 

Central also has two lines at Cleveland. If it can arrange some 
disposition of its station facilities, which it owns (93 percent) with 
Nickel Plate (7 percent), it could run passenger trains over its 
Lake line and re-locate its station, trimming operating expenses 
substantially. 

The companv pruned out numerous unprofitable branch lines. 
Since 1956, and to date in 1960, 358 miles have been abandoned, 
at annual savings of $2.1 million. (Nearly $7 million also was 
realized through sale or salvage of facilities related to these lines.) 
Applications are also pending for four additional abandonments, 
involving about 60 miles. Applications are being prepared in
volving nine projects and over 178 miles. 

Freight train-miles are now up slightly — 12,270,470 for the first 
six months of 1960 compared with 12,239,112 in the corresponding 
period of 1959. This reflects the addition of new fast services, in
cluding "Super-Van" trains. 

On another front, Central has vastly improved its safety record. 
With every officer from the President to line supervisors interested 
in safety, injuries — as well as pay-outs for claims (which in some 
recent years exceeded Central's net income) — have been sub
stantially reduced. 

Central's new management switched to the "spot" method of re
pairing freight cars, more recently adopted it for locomotive re
pairs as well. Central is virtually 100 percent mechanized in its 
track and bridge maintenance and has switched from 127-pound 
rail to 136-pound rail of new design. There's more life in the head 
of this rail, although the web is the same. N Y C is also welding 
into quarter-mile sections all new rail that's laid, for further main
tenance savings. 

Asked for comment on Central's current state of maintenance, 
Mr . Nash said the road has trimmed its track maintenance only 
slightly in this relatively poor traffic year. "Our gondolas and 
hoppers — in heaviest demand from shippers — are only 5.8 per-
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