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THE PITTSBURGH & WEST VIRGINIA RATIWAY COMPANY

BANKERS INSPECTION TRIP

OCTOBER 15, 1953

This Inspection Trip has been arranged for the purpose
of providing the financial community with [irst-hand knowledge
of the P&WV —-- its property, traffic and operations and its
people —— all to the end that those interssted in stocks will
be in a better position to appraise the merits of P&WV common
stock and those interesfed in bonds will possess adequate know-
ledge to consider carefully the purchase of the new bonds which
will result from a necessary refunding of the mortgage debt
prior to its maturity in 1958, 195 and 1960.

Background information on the property, its history, im-
provements, traffic carried in the past and likely in the fu~
ture and results of operations is centained in this booklet.
Any information not ineluded will be gladly supplied.
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Ootober 7, 1953

MEMORANDUM

SUBJECT:
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A.

Questions Wrich Mey Be Ralsed by Guests on Inspection Trip

What happened to the relationship between the P&WV and PRR when
Pennroad and FRR were divorcedf?

There has besen no change in the friendly relationship betwsen the
two railroads,

With 8o few trains a day, is the CTC eystem really needed?

From an operating polnt of view, a (TC system Is not needed all of
. the time. During traffic peaks, 1t is amply justified. Whatever
the level of traffic, it is justified as = means of preventing
accidents, Before the CTC system was inatalled, accldents due to
man failurs bad become 8¢ numercus that the ICC was on the verge

of compelling the railrosd Yo install a signal system. ESince
installation, there have been no acecidents due to man fallure,
Although the savings cannot possibly be computed, they must be
substantial with the higher prices of merchandise carried and the
very much higher Judgments belng handed down in the courte for
personal Injuries and loss of life,

Are present divisions satisfactory?

Our divisions are excellent on the whole, but there are a few minor
exceptlions Involving Ex-Lake iron ore, 'We are negotiating with

the Interested carriers to correct these inequities and are finding

them surprisingly receptive to our appeals, Very recently, the
PRR and B&O sagreed to lmprove our divisions on Ex~Lake iron ore
to Monessen, Fa. and Donora, Pa,

Why should trafflc move over the "alphabet route"!?

The first and most lmportant rezson is that of service., Service is
ever so muich better on the "alphabet route,” than by competing
routes. Also the participeting railroads have an unusually fast
car-iracing service to keep shippers posted on frelght movements.
The use of the "alphabet route” also enzbles an industrisl traffic

manager $o satisfy 3 or 4 rallroad solicitors with only ome car of
frelight, .

Who solicits traffic for the "alphsbet routel?
All of the participating railroads seek traffiec for the route,

How active are the various railromds in soliciting traffic for the
route?

The NEP and WM are most active and cooperative, The Reading and
CNJ nre more or less neutral,
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Iron ore traffic futures.

Import iron ore will begin to move in volume to U, S, Steel Corpora-
tion plants in the Plttsburgh district during 1954. The volume
estimated is in excess of 1,000,000 tons. This will replace &
portlion of the Ex-lake iron ore normally handled by the Bessemer &
Lake Erie R.R,

411 of the import ore coming to the Pittsburgh district will move via
the ports of Baltimore and Philadelphla, Our competition for this
traffic 1s the PRR, the B&0 and the Plttsburgh & Lake Erle. JFrom
a physical standpoint, our facilities to deliver iron ore in volume
to the Steel Corporation are far superior to those of our competi-
tors and it is not physieally possidble for the competing lines to
improve their facilities for handling iron ore in this district.
Because of our advantages, we expect to receive the llion's share
of the iuport iron ore scheduled to move into Pitisburgh.

Is there any chance of the belt conveyor belng built?

This idea is probably dead. Venszuela ores will be compeiitive with
Mesabl ores as far weat as Youngetown, The conveycr belt is de-
pendent upon a 2-way move -— ore in omne direction and coal in the
other. If it was ever feaslble, the feasibility disappears with
& l-way nmovement,

Control of expenses in relation to volume of business,

The officers of the railway are in daily contact with the Traffic,
Operating and Engineering Departments, Traffic trends are watched
closely. DBecause of our size, we have push~button control of
operating expenses and are able to keep them in 1ine with revemues,
The degree of control can best be illustrated by our performance
&n 1952 when the stesl strike toolk place, Malntenance of Way ex~
penses were reduced from $119,000 in April to $67,000 in May,

June and July. Maintenance of Equipment was reduced from $150,000
in April to $118,000 in May and $95,000 in June and July.

What is the outlook for businesst

Like all railroads, the P&WV 1s dependent in large part upon general
business activity for traffiec, It is aleo tled in and heavily de-
pendent upon the fortunes of the steel industry. The volume of
traffic for the coming 6 to 12 months will probably be somewbat
lower than 1953 volume -— perhaps 5%, It should be remembered that
steel operations measured by percentage capacity are down far more
than steel produced because of the increase in rated ceapaclity over
& year ago.-

Would a merger of the (&0 and the New York Central have any effect
on the PEWV?

None,
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These questions are typical pf the sort which may come up during
the $rip on October 15th., We want to be completely frank in our disclos-
uwres, We want to tell all of the facts without gussesing, We want to tell
only one story. A thorough study of the booklet being distrituted to the
guests and of this wmemorandum ought to provide all of us with the knowledge
to answer Questions intelligently. Questlons dealing with the stock control
of The Pennroad Corporation should be referred to the three Pennroad repre—
sentatlives present on the trip,

BET:rde Robert X, Thomas
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P, & ¥, V, TNSPRCTION TRIP OCTORER 15, 1953
oct, 1 - Lv. Jersey City B&0O Train No, 7 S.L5PM
Special cars on rear of train for our New York,
Boston and Philadelphia guests.:
Dinner will e servwed immediately on leaving
Jersey City.
Lv. Philadelphia 2hth and Chestnut Streets B:27PM
Oct. 15 - Ar. Connellsville Liz55AM
To be Joined there by execubtives of road and
guests from middle West. -
Breakfasyv at 7:00 A.H. Hope all will have finished by
B:L5 A.M.
Iv. Connellsville 8:L5AM
fr, Pierce 1C:158M
Ar, Clairten 10:40AM
1v. Clairton 10:L5AM
Ar. Pierce 11:05AM
Ar, longview 11:20AM
Ar. Wifflin - 11:35AM
Lv, Mifflin 11:408M
Ar. Tongview 11:50AM
Ar, Rook 12:15PM
Tuancheon on arrival at Rook
Lv, Rook 2:15PM
Ar, Hopedale Transfer 3:50PM
Lv. Hopedale Transfer ' L 00PH
Ar. Rook 5:30PM
Cocktails - Duquesne Club 7:00 P.H,
Dinner 8:00 P,i7.
Oct, 15 - Lv, Pittsburgh P.R.R, Train No, 60 11:00FH
Oct, 16 - Ar, North Philadelphia 6: 1741
Ar, Wew York 8:00AM

Breakfast served on Pennsylvania R.R,, courtesy of P, & W, Va,



GUESTS

Hame and Firm

John G, Becker, Vice President
The Fitch Publishing Co., New Tork

Charles L. Bergmann
. Y. Pressprich & Co., New York

Elliott P. Brovm, Assistant Vice Fresident
Hugh V., Long end Company, Inc., Elizabeth

Cordon Vi, Camcron, Vice President and Treasurer
Aluminum Company of Amorica, Pittsburgh

Fhilip N, Cristal, Hpgr. of Transportation Investments
The Northwestern lMutual Iifc Insurance Co., Lilwaukee

David il. Dzy, lanager~failrosd Department
loodyts Investors Scrvice, New York

Frank R. Denton, Vice Chairman of Board
Mellon liational Bank & Trust Co,, Pitisburgh

Walter H. Finckc, Asst. Vice President
Savings Banks Trust Co,., New York

D. B. Hagomann ’
The llutual Benefit life Insurance Co., Huw York

A. Bs Hager, Vice President
Halscy, Stuart & Co., Inc., How York

Walter F. Haln
Smith, Barney & Co., New York

James Jo Hatton, Investment Ruscarch Deportment
E. F. liutton & Co., Newr York

Jarvis 8. Hicks, dJr., Vice President
Iong Island City Savings Bank, Iong Island City

David A. Hill, Railroad Consultant
Chicago

Edwin Hodge, Jr., Chairman < nd President
Pittsburgh Forgings Compony, Fittsburgh
Cs P, Hood, President

United States Steel Company,Pittsburgh

Hunter Holding, Sccond Vice President )
The Equitable ILife Assuronce Society, ilow York

Finley J. Iseman
Herrill Iynch, Pisrce, Fenner & Beane, New York

Car Space

Piv~3 Roomette &
Piy-2 Bedroom C
HTy=1 Roomette 3
Joining the party at

dinner

Joining the party at
Connellsville

Fly-3 Roomctte 7

Joining the party at
dinner

Py-2 Roomette 3
V=3 Roomette 3

PEV-2 Bedroom D

Joining the party at
Connellsville

Riv-3 Roomctte I
Piv-1 Bodroom B

Joining the porty at
Connellsville

Joining the party at
dinnor

Joining the party ot
dinncr

Biv-3 Bedroom B

PIv-2 Roomctte 5



GUESTS -2 =

Name and Firm

Alexander D. Kerr, Assistant Director
Security Research Bureau, Philadelphia

William A, Kugier, Treasurer
New Engl-nd Mutual ILife Insurance Co., Boston

James H. large, President

Tradesmens lLand thla Banb & Trust Co.,Ph&ladelphla

ifarshall J. Iesser, Sr., Analyst
New York Life Insurance Co., New York

Daniel A. Lindley, President
Canton Company oX Baltimore, Baltimore

Samuel P. ligson, Assistant Cashier
Chzse National Bank, iHew York

Edgar ii. llead, Railrood Specialist
Argus Hesearch Corporation

Alfred C. iliddlebrook, Vice President
East River Savings Bank, lew York

C. P. Osgocd, Secrctary
The Travelers Insurance Co., Hartford

Robert Parsons
Auchincloss, Parker & Redpath, New York

Joseph ¥, Patten
Bear, Stearns & Co., New York

Samuel B. Payne
lorgan Stanley & Co,, New York

Edward Percya ’
Kidder, Pezbody & Co., Hew York

E. G. Plowman, Vice President~Traffic
United States Steael Company, Pittsburgh

Gwilym L. Price, President
Viestinphouse Elcctric Corporation, Fittsburgh

¥. Wendell Reuss
V. E. Hutton & Co., lew York

E, L. Show
Vilas & Hicky, Hew York

Car

Piv-1

V-3

PRy=-2

V-1

PiV-3

Space

Roomette L
Bedroom D
Bedroom A
Roomette 6

Roomette 11

Joining the party at
Connellsville

Joining the party at

Connellsville

Py-2 Bedroon B
V=3 Bedroom C
V- Bedroom A

Piy=2 Roomette 9

FiiY=2 Bedroom E

P2 Roomette 10

Joining the pnrty at

ginner

Joining the party -t

dinnor

Rlv-1

Piv-2

Roonette 7

Roomette 11



GUZSTS

Namo and Firmnm

Jemes J. Shoohan Lomeone= T Pl

Dick & lorle~Smith, New York

T. Herbert Shriver, II, anapger, Rrilroad Dopt.
Harrimen Ripley & Co., New York

Jo T.Small
Paine, Viebbey, Jockson & Curtis, Now York

Thoodere F. Srmith, President
Oliver Ilron & Stecl Corporation, Pittsburgh

S« Ae Snorling
Standard & Poor's, Hew York

Henry Go Smyth, Vice President
The First Boston Corporztion, Huw York

John Stevenson
Salonmon Bros, & Hutzler, liewr Tork
Willinm G. Stott, Vice Prcsident
J. P. lorgan & Co., Incs, Mew York
' rir o N»&zfcz,lt«:@(# Co -
Jomes 3, Tannahill
Eastman, Dillon & Co., Iiew York

Edward H. Tevriz
Glore, Forran & Co., Huow York

Helson e Utley, Vice President
Halseyr, Stuzrt & Co., Inc., Chicago

Nicholos ¥. Vancil, Asst., Vicc Pres.
The Hational City 3Bank of liev- York, N.Ye.

7illian F. Veoorhees
Drexel & Co., Hew Jork

Frederic W, Viotriss
Coleninl Ilanagernent Associntes, Boston

Hudson L. Thitcnight, gr. Railrood Sccuritics
The Equitable Lifc Assuranco Seciuty, New York

e C. Vhittenore,Aissistant Troaosurcr
John Hnncock Iutunl Iife Insurance Co., 3cston

e de Zock
Keystone Custodinn Funds, Boston

Gar _Spacc

PEy-1 Roomette ©
-1 Roomette 9
Joining the prrty at

Conncllsville

Joinine the party at
dinner

FIv-3 Roomette 5
PE-2 Roonettc 7
Rlv-1 Roonmette 12
V-1 Reomettc 10
PIv-3 Roometto 6
Hy-2 Roomette 4
Joining the party

at Conncllsville
Biv-3 Bedroom E
Riv-3 Roomette 10
PIV-2 Roomctte 6
V-3 Bedroon A

V-1 Bedroor B

Foy=2 Roonetts 12
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PERSONNEL OF THE PENNROAD CORFPORATION

George W. Bovenizer, Chairman of the Board
Pradley Gaylord, President

Samuel H. Ogden, Vice President

Robert E. Thomas

Edwerd As Merkle

Car Space

Fv-1 Bedroon €
Piv-1 Bedroon D
V-1 Roomettc 11
Piv-3 Roomette 8

Joining the party at
dinner

PERSOENEL OF THE PITTSBURCH & WEST VIRGINIA RAIDAY COMNPANY

Directors
Avery €, Adams
Harvey Childs, III
Lz D chgll
Tillian T. Kilborn
F. Brizn Reubter
Tillian P. Vithorow

fficers

Chas. J+ Gr~ham, President

Richard W. Shields, Executive Vicc President
Harry L. Ross, Vice President and Secrctary
Robert Vi, Bramwell, Vice Fresident-Traffie
Clark E. Hillcr, Asst. to President-Special Assignments
F. R, Viesterman, Treasurcr

Edwrrd Gluckson, General duditor

flbert H, Grahom, General Traffic Iannger
Charles L, Thona, Traffic lanager

e L. Robinholt, General Superintondent
Talter G, Kresge, Asst, General Superintendent
F. L. Riddlec, Chicf Engincer

"R. S. inderson, Engincer laintunanco of liay

1. E, l'ayes, Suporintendent of Personncl

Joining the party at
dinncr

n

Joining thc party at
Conncllsville

Py=2 Roomette 8

Joining the party ot
Connellsville
H
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SECTION 1

The Railroad - - General Characteristics‘

Corporate history

The Pittsburgh & West Virginia Railway Company is a consolidated cor-
poration organized in 1917 under the laws of the Commonwealth of Pennsylvania
and of the State of West Virginia, as successor under foreclosure of the Wabash-
Pittsburgh Terminal Railway Company, incorporated in 190i.

General Characteristics of property

It is constructed in mountainous to broken country, and as such was
a relatively costly line to buildld However, its grades are not heavy for the
type of country traversed, and with few exceptions its curves are not especi-
ally sharp. The type of country traversed is indicated by the fact that more
than 6% of the main line is on bridges and more than 3% is in tunnels,

Territory served

The road operates 112 miles of main line extending northwest from
Connellsville, Pa., where it connects with the Western Maryland Railway Com-
pany, to the Pittsburgh area, thence west to Pittsburgh Junction, Ohio; on the
New York, Chicago & St. Louis Railroad (Nickel Plate). It thus forms the cen-
tral link in a route between Chicago, St. Louis, Louisville, Cincinnati, De-~
troit, Cleveland and intermediate points, to the Atlantic coast. It is the
shortest route between the CGreat Lakes and the Atlantic seaboard. In addition
to the Western Maryland and Nickel Plate, connections are made with the Penn-
sylvania, Baltimore & Ohio, New York Central and Pittsburgh & Lake Erie; as
well as the Union Railroad and the Donora Southern Railroad (United States
Steel Co. subsidiaries), and the Montour Railroad.

Traffic moved

Traffic handled consists largely of Manufactured and Miscellaneous,
which represents about 65% of total freight revenue, Of this classification,
about one-half is represented by iron, steel and allied products, including
scrap. Products of Mines represent about 30% of revenue. About 10% of this is
represented by bituminous coal, 12% iron ore, and the remaining 8% by other
types of mine products, such as chrome, manganese, fluxing stone, et cetera,

Of total tonnage handled, about 30% originates on line and about 70% is re-
ceived from connections.

Changes in composition of traffic

Through the years, there has been a marked change in the composition
of traffic. Bituminous coal, which once provided the bulk of the road?s reve-
nue, has steadily declined in importance, due on the one hand to the exhaustion
of much of the available metallurgical (coking) coal, and on the other to the
development of WoverheadW traffic, made possible by the construction of the
Connellsville Extension in 1831, There are abundant reserves, however, of
steam and domestic coal available for development.



SECTION 2

Management and Stock COwnership

DIRECTCRS

October 15, 1953

Avery C., Adams . . . . s o v o e o o o
(President, Pitﬁsburgh steel Co. )

Harvey Childs, TITe, &+ « o ¢ ¢ o o a o o o o a o o o s

Bradley Gaylord e s s o s e 6 o s e o o 0w o s
(President and Director, The Peﬁnroad Corporatzon)

Herbert W. Goodall . & o o o o o & o o e 5 s o o o o
(a Director, The Pennroad Corporatlan)

Chas. Jo Craham . . s o « s o s s o s o 5 6 s o o o s
(President, The Pittsburgh & West Virginia Ry. Co.)

ax D. Howell . ¢ ¢ ¢« = o o ¢ o o 2 o a o o 5 o o o =
(Bxec. Director, American Iron & Steel Institute)

George M. JONGS . & o 2 o o v & o a o © o s o a a o a

Bonn E. Kibbee . o » ¢ o a o s« o o 0 o o 2 2 a o o = a

William T. KilBOITl o & o & o o s o o o » o a o a o s ¢
(President, Flannery Manufacturing Co., and a

Director of The Pennroad Corporation)
F. Brian Reuter . . « o o ¢ o o = s « o o o o = o o

Iy

. =« s « Plttsburgh, Pa.

o s s o Pittsburgh, Pa.
o« » o New York, N.Y.

. + « Philadelphia, Pa.
s o « o Pittsburgh, Pa.
« « s« » New York, N.Y.
. « o Philadelphia, Pa.

s o o o Sharon, Pa.
» « o » Pittsburgh; Pa.

s o o o Pittsburgh, Pa.

{Vice President, Mellon National Bank & Trust Cou, and

a Director of The Pennroad Corporation)
Douglas Ho Warfield . o s 2 o o o 5 o o o o 6 o » o =
Brnest To Welr ¢ ¢ v » o o © o ¢ « & © o o o o o o o o
(Chairman of Board, National Steel Corporation)
William P. Witherow . . o o o o o o o o ¢ 5 2 2 » o »

OFFICERS

shaso Je G’rahm e © @ = © » ©o © © & B & & 6 6 © & e o

Roe No Shields o & ¢ ¢ o 2 5 0 6 2 52 0 a o o o o o a

Hoe B. RBOSS 6 o o o o o a 0 6 o o » s o o o o o » ¥ice
R We Bramwell o 2 o o o o o 5 o o o 2 o s o o = » o o
Go Bo Miller . 2 o o o 6 o o o s o o 0o o o s o o s o

o » o Philadelphia, Pa.
o = o o Pittsburgh, Pa.

e o s o Pittsburgh, Pa.

o o o = s o o President
Executive Vice President
President and Secretary

Vice President~Traffic

Assistant to President

F, R. Westerman . o s c¢ o o a o s » » o a o o o Lreasurer and Asst. Secretary

Bdward Gluckson . . s s o o o o « 5 6 o a 8 6 o a o a
T. W. Pomeroy, Jre o = o o o o o o 2 o o s o 2 s = o o
Albert H., Graham . . ¢ s o o o o 8 4 2 o « o« s o o o »
Co Ao Thoma . o o o o o o s o o o 2 o » 2 a o o » & o

. » o o Ueneral Auditor
e o » o General Counsel
General Traffic Manager
+ o s o Traffic Manager

Ccs Mo Black 3 & & '] a o 8 & o ® o o 13 G&I’ler&l Freight Agent“sales ar}d S@I’Viee
Po Jo Murphy = ¢ & o« o ¢« « = o o » o General Freight Agent-Rates and Divisions

W. Bo RobBinholt . & & & o ¢ o ¢ 6 « 2 ¢ o 5 6 o 8 o a

General Superintendent

Wo Co Kresge ¢ ¢ = o s 2 s o « o« s o o o o o s » ASSt, General Superintendent

FQ Lo Rj—ddle L] ¢ ® o g o e & s 0 & 0 © 3 o & © 4 6 o e

» s o o Chief Engineer

R. 8. Anderson . » = o o s » » s « » » s o s o o» DBngineer, Maintenance of Way

MQ LQ BiShOp e ® e » 8 ° @ T ¢ o 9 & e © 8 o ® o & L

e « » Purchasing Agent

P. Mo Patterson o o s o o o« s o o o s » o s o « o Real Estate and Claim Agent
Mu Eo Ma}fes L) @ 2 4 & - ] © B @ © o o o [ -] e ° L4 SuperintEHdent Of PeI‘SOﬁnBl

GENERAL OFFICES —— One Gateway Center, Pittsburgh, Pa.



Chass Je Graham

Richard N. Shields

Harry A. Ross

Robert W. Bramwell

Clark E. Miller

¥. R. Westerman

Bdward Gluckson

Albert He Graham

P&V Persomnel Malding the Trip

Age 75. Bducation, Public Schools. Graham Bolt &
Wut Company, 36 years. Vice President, Pressed Steel
Car Company, 5 years. President of the P&WV since 1938.

Age S0. BEducation, Public and High Scheool. Spe~
cial Courses, University of Pittsburgh. United States
Steel Corporation, 1920-1948; Ass't. Traffic Manager in
19483 Pittsburgh Steel Company, General Traffic Manager
and President of Monessen Soutlwestern Railway Company;
1952, The Pittsburgh & West Virginia Railway Company,
Executive Vice President.

Age 51. Education, Public and High School, eve-
ning courses University of Pittsburgh and Duguesne Uni-
versity. Crucible Steel Company, American Rolling Mill
Company, Pressed Steel Car fompany. FPRWV in 1938,
Assistant to President; 1942-19,5 General Manager; since
1945 Vice President and Secretary.

Age 57. Education, Public and High School. 1916~
1921, Amn Arbor Railroad; 19211922, Big Four Railroad;
1922-1927, M. C.; PEWV 1927 to date, 1948=~1951 General
Traffic Manager, 1951 Vice President, Traffic.

Age 55, Education, Public and High School, 32
years Pennsylvania Railroad, last 7 years as Coal
Freight Agent; 2 years Traffic Manager of Eastern Bi-
tuminous Asscciation; P&WV 1952, Assistant to President,
Special Assignments,.

Age 67. Education, Public and High Schocl, Iron
City Business College. PRV since 1909. Treasurer since
1937 .

Age 57. Education, Public and High School, eve=
nming courses (accounting) Duguesne Universibty. PEWV
since 1918, Generzl Auditor since 1936.

Age Ui, Education, Public School and Culver
Military Academy. Williams College (1932) and Harvard
Graduate School of Business Administration (1934h). PLWV
in 1938; 1943-1945 Assistant to the President; 1945w
1948, Asst. to Vice President-~Traffic; 1948~1953, Traf-
fic Manager, Sales and Service; 1953, General Traffic
Manager,



Charles A. Thoma

We E. Hobinholt

Walter Co Kresge

Fe Lie Riddle

Re Se Anderson

Me E. Mayes

T ning courses, Carnegie Institute of Technology. PEWV

Age ll. Education, Public and High Schools,
Traffic Managers Institute. Registered I.C.C. Practi~
tioner. D&RGW in New York, 1935-19L5. 1945=1948 pri-
vate Traffic Consultant, 1948-1953, PAWV, now Traffic
Manager at Pittsburgha

Age 60. Education, Public and High Schools.
Telegrapher Pennsylvania Railroad, entered service as
Telegrapher P&WV in 1921, Train Dispatcher, Chief Train
Dispatcher, Superintendent of Transportation, General
Superintendent since 1951.

Age 43« Education, Public and High Schools, Le-
high University. Lehigh valley Railroad, 1939=-19kl;
American Locomotive Company, 19Lh-1951; Delaware & Hude
son 1951-~1953, General Diesel Supervisor. 1953, Asste
General Superintendent, P&WV.

Age 6lj, Education, Public and High Schools, Qhio
State College of Engineering. 1911~1923, Pennsylvania
Railroad Company. P&WV in 1923, as Office Engineer,
later Valuation Engineer, Engineer of Construction; En
gineer Maintensnce of Way. Chief Engineer since 194l.

Age 4B, Education, Public and High Schools, eve-‘

in 1926; Engineer Maintenance of Way since 194l v

Age 37. Bducation, Public and High Schools, Uni-
versity of Kansas, Kansas City Terminal Railway Company
19371947, P&WYV Superintendent of Persomnel since 1947.
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STCCK OWNERSHIP

There are 305,000 shares of common stock outstanding, and listed on
the New York Stock Exchange. The Pennroad Corporation owns 178,179 shares,
or 58.5% of the total.

Ovmership of the balance of the cutstanding stock appears to be
fairly well scattered,



SECTION 3 ~ FREIGHT TRAF¥IC

(The P&WV has no passenger traffic)

Composition and Change in Character of Traffic Handled

In the intervening years since the completion of the Commellsville
Extension in 1931, the traffic of the Pittsturgh & West Virginia has under—
gone a major change in character. Prior to our connection with the Western
Maryland at Connellsville, the P&WV was principally a coal carrying road.

This can be seen from the tables on pages 9 and 10 which show that during the

period from 1922 to 1930 the commodities included in Products of Mines (prin-—

cipelly coal) amounted to from 6.68% to 8l1,06% of all tonnage handled, Dur—

ing this time the Piitsburgh Terminal Coal Gorporation operated numerous mines
along our West Side Belbe Singe that time all these mines have been worked

" out with the result that now our coal traffic amounts to 17.21% compared to

72¢55% in 1926.

This decline in coal traffic has made it necessary for the PRWV to
develop other sources of {raffic in order to continue operatings. The open-
ing of the Connellsville Extension made it possible for us to develop over—
head business materially as can be seen from the table on Page 11 and the
chart on page 12.

In 1928 tonnage originated on the PE&WV amounted to 68.12% of our
total traffic, in 1940 it was 16.89% and in 1952, 28.88%4. On the other hand,
traffic received from conmnections amounted in 1928 to 31.88% of which 7.41%
terminated on the P&WV; in 1940, 53.11% of which 25.94% terminated; and in
1952, 71,12% of which 35,964 terminated.

Overhead tonnage (that which is received from cormections and de-
livered to comnections) amounted to 2l.47% in 1928, to 27.17% in 1940 and
35.16% in 1952,
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Breakdown of P&WV Tonnage 1928 - 1953

Percent of Total Tonnage

& Mos,

originated on P&V * 1928 19h0 1952 1953

Terminated on P&WV L.9L4% 1.39% 1.70% 1.21%

Delivered to Connections 63.18% 115.50% 27.18% 26.17%

Total Originated 68.12% 16.89% 28.88% 27.38%
Received from Connections

. Terminated on P&WV 7.11% 25.914% 35.96% 34.23%

Delivered to Connections 2h. 7% 27.17% 35.16% 38.39%
Total Received from

Connections 31.88% 53.11% 71.12% 72.62%

# Earliest segregation available,

It is interesting to note how the character of the P&WVis traffic
has changed by major commodity groups particularly since the building of the
Connellsville Extension. This can be seen in the figures given below; and

on the chart on page 1.

Tonnage (000 omitted)

Percent of Total Tonnage

& MNos,
Commodity Group 1922 1940 1952 1953,

&) Mos.

1922 1940 1952 1953

.87 2,67 5.39 8,59
47 2,11 1.03 1.0

79.65 58,38 1L8.5h  13.33
1,22 140 1.94  1.65
17.18 35.33 0L3.07  15.26

.61 .11 .03 .03

Prod. of Agric. 30 19 360 295
Animals & Prod. 16 118 69 36
Prod, of Mines 2,717 3,258 3,248  1,L93
Prod. of Forests 12 78 130 57
Mfrs. & Misc, 586 1,972 2,882 1,556
ICL Tonnage 21 6 2 1

Total 3,411 5,581 6,601 3,438

100 100 100 100

13

These figures clearly indicate the more diversified character of the
traffic handled by the P&WV although two commodity groups {Products of Mines
and Manufactures & Miscellaneous) made up 91.61% of our traffic in 1952 and

88,592 during the first six months of 1953.
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It might be well at this time to consider in more detail these two
important commodity groups to see what changes have occurred in their makeup
in the last fifteen years. This is shown in the table on page 16.

For comparative purposes the year 1940 is being used instead of
1938, The reason for this is that 1940 is considered to be a normal prewar
year while 1938 was a poor year. Although our percentage increases would be
mich greater if 1938 were used, do not believe it would present as true a
picture of our gains as using 1940.

PRODUCTS OF MINES

In 1940 commodities within this group furnished the P&WV with
3,257,862 tons or 58.38% of our total traffic while the revenue received was
$1,669,4112 or 39.91% of the total. In 1952 this tonnage amounted to 3,218,339
tons or L8.54% while the revemue was $2,705,87L or 29.03%. The tonnage shows
a decrease of only 9,523 tons or .003% while the revenue increased $1,036,432
or 624,084« The increase in revenue was of course due to the intervening
freight rate increases. On the surface this does not appear to be much of a
change but on analywing the makeup of this commodity group it can be seen
that major changes have occurred in it.’

In 1940 coal traffic amounted to 2,159,583 tons or 38.70% of ocur
total traffic while iron ore was 553,839 tons or 9.92% and ores and concele-
trates NeOoSe (mainly manganese and chrome ores) was 16,693 or .84%. In 1952
our coal tonnage was 1,151,264 tons or 17.21%, a decrease of 1,008,319 tons
or Ub.67%. Iron ore tomnage was 1,367,289 tons or 20.43%, an increase of
813,450 tons or 11L6.87% while ores and concentrates N.0.S. were 202,452 tons
or 3.03%, an increase of 155,759 tons or 333.58%.



Products of Mines

Tonnage
ORES AND
COAL IRON ORE CONCENTRATES N.0.S.

2 of Z of % of

Total Total Total
Year Amount Traffic Amount Traffic Amount  Traffic
1938 1,957,69L  50.57 173,hh9  L.4B 11,097 1.06
1939 2,025,163 1L3.37 135,726 11,26 33,562 .87
1940 2,159,583 38,70 553,839 9,92 116,693 .8l
1941 2,315,107 32.78 77h,7Th1  10.97 216,925 3.07
1942 2,524,075  30.11 803,219 9.58 27,522 . 5.10
1943 2,710,131  27.63 801,157 8.17 233,475 2.38
190 2,922,193 33.53 615,410 7.06 171,938 1.97
1945 2,539,237 31.3L 754,913 9.32 ;3,528 1.77
1916 2,070,032  33.60 605,152 9.82 95,476 1.55
1947 2,222,599 29,31 899,512  11.86 189,8h6 2.50
19),8 2,313,548  29..49 950,700 12,12 212,096 2.70
1949 1,460,835 2}.55 762,810 12.82 114,750 1,93
1950 1,764,633 23,96 1,218,183 16.54 89,000 1.21
1951 1,180,551 16,11  1,318,17h 17.99 56,232 .77
1952 1,151,264  17.21 1,367,289  20.43 202,452 3.03

1953 6 Mos. 63,682  13.149 688,997  20.0L 103, 0l 3.00

Increase or

Decrease
1952 vs., 1940 - Dec. }6.69 116.87 333.58
Products of Mines
Revenue
ORES AND
COAL IRON ORE CONCENTRATES N.O.3.
Z of % of % of

Total Total Total
Year Amount Traffic  Amount Traffic Amount  Traffic
1938 1,117,603 39.02 65,505 2,29 2h;231 .85
1939 1,166,935 32,42 157,057 .36 22,932 -6l
1910 1,115,283  26.63 209,668 5.01 33,156 <79
1941 1,118,433  21.04 316,722  5.96 130,600 2.16
19h2 1,196,016  18.3h 335,405 5.1y 331,53k 5.13
1943 1,206,225 16,09 319,458 k.12 178,745 2.31
191 1,391,008 18.76 26,2l 3.56 115,346 1.55
1915 ~ 1,196,871 17.66 325,395  4.80 90,261 1.33
1946 976,177  20.48 212,921  5.10 18,334 1.01
1947 1,266,081  18.23 W32;16  6.22 169,280 2.0
1948 1,135,679  15.82 536,599 5.91  220,65) 2.43
1949 1,062,209  1l.25 S2li, 513 7.03 86,595 1.16
1950 1,322,685  14.57 847,78k 9.3L 67,231 o Th
1951 1,180,551 12,81 871,938 9.6 Iy, 726 9
1952 - 882,467 9.h47 1,091,894 11.71 186,113 2.00

1953 6 Mos. 368,197 7.35 590,393 11.78 97,048 1.9k
Increase or
Decrease

1952 vg. 1940 -~ Dec. 20,88 99.97 L61.33
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Identical results have taken place in regard to reverme. In 1940
revenue from coal was $1,115,283 or 26.63% and in 1952 had decreased to
$682,067 or 9.47%, a decrease of $232,816 or 20.88%. Iron ore reverme in 1940
was $209,668 or 5.01% and in 1952 was $1,091,8%9) or 11,78%, an increase of
$882,226 or 99.57% while ores and concentrates N.0.S. was $33,156 or .79% in
1910 and $186,113 or 2.00% in 1952, an,increase of $152,957 or 161.33%. Thus
it can be seen that while the P&WV's coal tonnage has been decreasing it has
been possible to build up the tonnage of iron ore and other ores to such an ex—
tent that it has offset the decrease in ceal tonnage.

The trend in our coal tonnage continued downward in 1953 and for the
first six months only amounted to 13.19% of our total tonnage. This decrease
was brought about by the working out of one of our mines in May of 1952; and
the poor market for coal in 1953 which was caused to a large extent through
the competition of gas and oil, particularly the heavy inrocads made by the im-
portation of cheap foreign residual oils on the Atlantic Seaboard.

However, 1t appears that the bottom has been reached as far as our
coal traffic is concerned as the coal market 1s expected to improve and our
principal remaining mines have enough reserves for 15 or 20 yvears of produc-
tion. In addition there are vast reserves of virgin coal contiguous to the
P&V. 1In Chic there are about 20,000,000 tons, in the Avella district about
200,000,000 tons and in the Connellsville district about 35,000,000 tons,
While-much of this coal is not of as high quality as other Western Pennsylvania
coals, this high quality coal is being rapidly depleted. The day is approach-
ing when there will be a market for this coal.

The development of even one large capacity deep mine would give the
P&AV an attractive amount of coal traffic for many years.

; As has been stated before, our ilron ore tonnage has increased from
. 553 839 tons in 1940 to 1,367,289 tons in 1952. This large increase in iron
ore tornage has been due to various reasons. Increased steel production has
been a factor, superior service, and the decision of U. S. Steel Corporation
to store import iron ore on Brown's Dump which is leocated on the Union Rail-
road very close to our interchange at Mifflin Junction, This import iron ore
has become more important to the P&WV in the last two years. The first ton-
nage we handled was in 1946 and amounted to only 4,968 tons. However, in 1951
this amounted to 166,773 tons and in 1952, 232,011 tons.

With the working out of the high grade ore deposits of the iesabi
Range, import iron ore will become more and more important in this area and it
will be very much more lmportant to the P&WW. When the U. 5. Steel Company be-
gins producing ore from its new mine in Venezuela, the P&WV expects to handle
a large share of the production moving to the Pittsburgh area. This is due to
the fact that our interchange with the Union Rallrcad at Mifflin Junction is
the most advantageous for the handling of import iron ore of any line in the
Pittsburgh district and with Baltimore being a Port that will handle large ton-
nages of this ore, the P&W is in a particularly strategic position to handle
this tonnage.

We have rates on import ore published to Mifflin Junction from Balti-
more via WM - P&WV, B&0D -~ P&WV and PRR - P&WV. P&WV revenue on this traffic is
substantially the same irrespective of route of movement. This will enable us
to partic¢ipate in the handling of this ore irrespective of berthing space of
the ship. .
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Alsc in the iron ore picture is the expansion of Pittsburgh Steel
at Monessen, Pa, Thelr expansion and modernization program has added 12% to
their iron smelting capacity and the reconstruction of 12 open hearth fure
naces to a 250 ton capacity has boosted steel melting capacity by L8Z.

This expansion of steel making capaclty will increase the require-
ments for iron ore and other raw materials and the P&WV will share in this
increased tonnage. We alsc handle import tomnage for Pitisburgh Steel via
all the routes mentioned above and again tlis core will become increasingly
important as time goes on.

Manganese ore which is included in Ores and Concentrates, N.C.S. has
become more important to the P&WV. The table on page 16 shows this very '
clearly., The large tonnages handled during the war years of 19l1, 1Sh2, 1943,
194l and 1945 were due to a stockpiling program of the Metals Reserve Corpora—
tion for the Ue. S. Govermment, This tonnage of strategic minerals moving into
this stockpile at Mifflin Junction was handled 100% by the P&WV due to our
advantageous interchange with the Union Railroad. In 1947, 1948 and 1949, the
increase was due to the moving of this stockpile to other storage depots.

In 1952 our handling increased due to the U. S. Steel Corporation
building up a stockpile of manganese ore on Brown!s Dunp located near Mifflin
Junction. Again ocur convenient interchange was a factor in our handling of
tiis tonnage as it kept this ore oub of the disiricts on the Union Railrcad
that are most likely to become congested.

The future appears favorable to continue handling large tonnages of
these ores. The U. 8. Steel Corperation recently abandoned their Isabella
furnaces on the Allegheny River where they produced ferrc-manganese and which
furnaces were not available to cur handling. This production has been trans—
ferred to the Duquesne Works, Duquesne, Pa,y; which we reach through the Union
Railrcad and we have been advised that this should increase our handling of
manganese Oree

Another favorable factor in regard to menganese ore has been the
recent signing of a contract with the General Services Administration of the
Ue So Goverrment leasing acreage to them for the stockpiling of strategic ma—
terial, Tomnage for this stockpile must move cover the PAWV as no other rail-
road reaches this point and will amouni to a minimm of 500,000 tons with a
possibility that it will reach 1,000,000 tons. When this tonnage moves to
consuming points it will of course move out over the PAWV.

Iron and steel has provided the PLWV with abtractive tonnages and
revenues as shown by the table on page 20. While we handle some iron and
steel tonmages originating in other districts in overhead movement, the bulk
of our tonnage originates in the Pittsburgh district. We receive cutbound
steel from all U. S. Steel plants in the Pittsburgh district served by the
Union Railroad through absorption of Union Railroad switching. This traffic
cames to us at Clairton and Mifflin Junction, Pa. We also receive steel traf-
fic from the American Steel & Wire Division of U. S. Steel located at Donora,
Pa.y, and from the Pittsburgh Steel Company located at licnessen, Pa. We are
alsc able te handle pipe from the National Tube Division of U. S. Steel located
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at McKeesport, Pa., through our connection with the Pittsburgh & Lake Erie
Railroad. However, of all these plants our major iron and steel tonnages are
received through our interchange with the Union Railroad at Mifflin Junction,

Pa.

In 1940 our iron and steel tonnage amounted to 1,069,985 tons or
19.17% of our total traffic. In 1952 it amounted to 1,150,727 tong or 17.20%.
This was an increase of 80,7h2 tons or 7.55% Our revemue received from iron
and steel amounted in 1940 to $1,233,552 or 29.19%, while in 1952 it was
$2,6081,111 or 28.76%, an increase of $1,LL7,559 or 117.354.




Year

1538
1939
1940
19kl
1952
1943
19hN
1945
1946
1947
1918
1949
1950
1951
1952

Year

1938
1939
194L0
19k1
1942
1943
1944
1945
1916
194h7
1948
1949
1950
1951
1952

Iron and Steel Traffic

1938 - 1952
TONNAGE
Amount Percent
527,887 13.64
720,448 15.43
1,069,985 19.17
1,425,261 20,18
1,532,346 18.28
1,597,503 16.29
1932483993 15»2{8
1,164,190 1.37
810,886 13,16
1,422,343 18.13
1,074,315 18,05
1,200,006 16.29
1,286,796 17.56
1,150,727 17.20
Scrap Iron Traffic
1938 - 1952
TONNAGE
Amount ggrcent
h2,501 1.10
71,532 1.53
105,817 1.90
19,503 2,12
143,529 1.71
190,811 1.95
216,329 2.h8
116,877 1.k
94,510 1.53
213)12{6 2:;81
229,820 2.93
157,459 2.65
355,615 1+.83
309,009 l1.22
296,912 b by

HEVENUE
Amount Percent
581,70 20.31
906,57k 25.19
1,233,552 29.19
1,731,602 32.58
1,989,367 30,50
2,131,488 27.52
1,701,808 22.90
1,182,018 21.87
1,135,286 23.82
1,725,627 2h.85
2,978,486 32,82
2,303,168} 30.89
2,569,888 28.32
2,721,308 29.52
2,681,111 28,76
REVENUE

Amount ggrcent
33,878 1.18
58,328 1,62
101,239 2.h2
138,992 2,62
137,82k 2.11
}.?21953? 2o 25
188,086 2.53
110,133 1.63
78,178 1.65
25,782 3.67
322,819 3.56
258,962 307
607,218 6.69
1478,638 5.19
5h5,162 5.85
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Here is definite evidence that the efforts of the REWV to diversify
its traffic are beginning to have some effect. Although cur iron ore and
steel tonnage increased 7.55% between 1940 and 1952, the percentage of iron
and steel to all traffic dropped from 19.17% to 17.20%. Another example of
this trend is that in 1940 Iron and Steel tonnage amounted to 54264 of the
commodity group Manufacturers & Miscellaneous, while in 1952 it only amounted
t0 39492% of this groupe.

In 1940 our tonnage of scrap iron traffic amounted to 105,817 tons
or 1.90% while in 1952 it amounted to 296,912 tons or Lolii%. This was an in-
crease of 191,095 tons or 180.59%. Our revenue received from scrap iron
amounted to $101,23% or 2.42¢ in 1940 and increased to $545,162 or 5.85% in
1952, This was an increase of $i113:923 or 1138,50%.

With the steel industry no longer working at capacity as it has for
the past several years, our steel traffic will undoubtedly decline to a cer=-
tain extent. In addition the decision of the U. S. Steel Corporation nct to
rebuild the #3 open hearth furnace at the Homestead Works will reduce the
anmount of steel in the Pittsburgh district available for outbound shipment.

Another adverse factor has been the construction of the Fairless
Works of U. S. Steel at Fairless, Pa. This plant will ship to customers
formerly supplied from Pittsburgh. However, our revenue on originating steel
traffic moving east is much less than it is on westbound shipments. We have
naturally concentrated cur efforts on westbound itraffic from U. 5. Steel so
that the building of Fairless Works will not have as bad an effect on us as
might be expected,

However, it is our belief that the Pittsburgh district will always
be an important steel producing region due to its strategic location with re-~
spect to its raw materials. The chart on page 22 is interesting as it shows
a comparison between the ratic of ingot production in the Pittsburgh district
and the ratio of ocur Iron and Steel traffic, our Iron Ore traffic and our Scrap
Iron traffic, using 1940 as equal to 100. This shows that while our Iron and
Steel traffic closely parallels ingot production, ocur iron ore and scrap iron
traffic has increased much more than ingot producition in this district, partic—
ularly in the last three years. The excellent results obtained in our efforts
to increase our iron ore and scrap iron traffic can be seen by the fact that
while our iron and steel traffic increased 7.55% in 1952 compared to 1940, iron
ore increased 116.87¢ and scrap iron 180.59%. With the excellent prospects
for increasing our iron ore traffic in the future as discussed previously and
continued concentrated solicitation on inbound scrap iron traffic, we feel
that even if the ocutbound shipments of iron and steel decrease we will noi be
seriousiy affected.

The slackening in demand for steel products also has, strange as it
may seem, a brighter side that might well mean additional tonnage for the
railroads. Mills in various secltions of the country, in order to try and keep
operating rates as near capacity as possible, have begun to absorb freight in
order to be competbtitive in obher disiricts. This will have a tendency to in~
crease cross hauling which will mean more btusiness for railroads situated be-
tween these areas,

With Bethlehem Steel Company pilants east of the PAWV and Republic
Steel Company, Youngstown Sheet & Tube Company and other plants to the west,
we hope to benefit from this cross hauling.
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RATIO OF INGOT PRODUCTION - PITTSBURGH DISTRICT

COMPARED TO THE RATIO OF THE P & W V. RY IRON
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TFor the past several years the IRWV as well as other railrocads has
been confronted with competition by the trucking industry, particularly on
flat rolled iron and steel products. The carriers have attempied to meet this
competition by rate adjustments but so far this has not been successful in re-
turning this traffic to the rails. The flexibility of the truck, overnight
service to the Michigan area, the higher cost of rail locading due to the ne-
cessity for blocking shipments and the extras charged by steel companies for
the expense of packaging and shrouding of sheets in open top equipment have
given the truck a distinct advantagee.

The reilroads have been keenly aware of this loss of traffic and are
at this time making an exhaustive study of this situation in light of present
day conditions in the hope that steps may be taken to overcome some of these
advantages accruing te the trucks so that this tornage may be returned to the
rails. The P&WV in the past has collaborated in any constructive rate action
and will continue to do so in the future.

OVERHEAD

With the completion of the Commellsville Extension in 1i%31, our
overhead traffic has increased materially. Prior to this time our overhead
" traffic moved from and to the P&LE and points on their line and the WM and
from and to the B&0 and points east of Pititsbhurgh.

A good portion cf this movement consisted of pipe from Natiocnal Tube
"at McKeespori; Pa. Thile we still handle some traffic from this point it is
- not nearly as heavy as formerly due to a great deal of pipe moving down the
river in barge load lots. Since 1931 our principal overhead movement has been
between the NKP railrcad on the west and the Western Maryland Hailroad on the
east. This movement has increased materially with the peak being reached in
19l when heavy war traffic and fuel oil traffic was moving. This can be
clearly seen in the chart on page 12.

Qur overhead business has been built up through intensive efforts
‘of our solicitation forces and through the excellent service performed by our
through route by means of coordinated scheduwles., As an example of our service
eastbound, our train CSP-Z2 departs Chicago on the NKP at 7:30 PM and arrives
Priladelphia on the Reading RR at 1:30 AM,; third morning. In the reverse di-
" rection we have PUS-l departing Philadelphia at $:00 FM and arriving Chicago
at LshS AM second morning and St. Louis at 1:00 Fi second afterncon. Service
is our principal selling point and our service compares favorably or is superior
to our competition. This type of service has enabled us to increase our hand-
ling of overhead traffic and has made our traffic more diversified.

Generally speaking the P&WV is an intermediate carrier on traffic
originating or termineting on varioug rallroads west of us and moving to or
from peints in the east on the WM-RDG~CNJ, NYNH&ZH and their short line comnec=—
tionse All this traffic furnnels to us through our commection with the NKP
and Western Maryland.

Products of Agriculture have increased from 119,191 tons in 1940 to
360,46l tons in 1952, an increase of 211,273 tons or 141.61%. Nuch of this
increase is due to the movements of export grain through the Port of Baltimore.
With tremendous tonnages of grain available and bhe necessity of exporting
much of it we should continue to handle large tonnages of export grain.
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Animals and Products have decreased from 117,589 tons in 1940 to
684,618 tons in 1952, a decrease of LB8,971 tons or l1.65%. This represents a
decrease in the handling of fresh meat products for the various packers. It
appears that our handling of these products will continue to decrease as
trucks are becoming more of a factor each day. Shipments in refrigerated
trucks require no icing enroute and the expedited service rendered makes truck
shipments very attractive to both the packers and their customers. We do not
handle any livestock other than an occasional car as we do not have any facil~
ities for feeding and watering on the P&WV and with the low revenue involved,
do not feel that it would be profitable to us Lo have such facilities.

The revenue from commodities in this group is relatively low and
only amounted to $172,196 in 1952 or 1l.85% of the total so that Animals and
Products are not of major importance to the P&WV and probably never will bes

Commodities in the grouping Products of Forests are also relatively
unimportant to the PAWV although we have’increased our tonnage from 78,424
tons in 1940 to 129,655 tons in 1952, an increase of 51,231 tons or 65.33%.
This increase is due to our having opened an office in Portland, Oregon in
1945, The General Agent there spends the majority of his time soliciting
lumber traffic and we should be able to continue to increase ocur handling of
these commodities.

Iron and steel tonnage are included in the group Manufactures and
Miscellaneous but even not considering iron and steel and scrap iron, the
other commodities in this group are very important to the PZWV both in fonnage
and revenue., In 1940 our tonnage in this group excluding iron and steel and
scrap iron was 796,12 tons with reverues of $826,903. In 1952 we had increased
our handlings to 1,43L4,619 tons and revenues to $2,782,41;, This was an increase
of 638,495 tons or B0,20% and an increase in revenue of $1,955,511 or 236.49%.
The major increase in our handling of these commodities signifies very clearly
that we are having some success in diversifying our traffic. We are constantly
endeavoring to increase our handling of this type of traffic and expect o
handle in the future an increasing amount of it.

You will note from the table on page ¢ that we handle very littile
LCL traffic and the amount handled has been decreasing each year. When the
PEZWV had a freight station at Pitisburgh we had facilities for the handling
and transferring of LCL freight but when this station was desiroyed by fire it
removed our only facility for this work and made it very difficult to handie
ICL. Since then we have discouraged as much as possible the handling of ICL
freight and now only handle occasional cars. ICL freight is expensive to
handle and it is to our advantage not to handle this traffice

INDUSTRIAL DEVELOFMENT

During 1952, Associated Grocers, Inc., congtructed a large warehouse
at Rook, Pa., and receive about 200 cars a year, We were also successful in
locating a small warehouse and pipe storage yard of Peoples Natural Gas Com~
vany at Maple, Pa., and a warehocuse of Allegheny Machinery Sales Co., at Kelly,
Pa. . These concerns receive only occasional cars,
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At the present time preliminary negotiations have been completed on
sales of property in S. Carpegie to Anchor Sanitary Corp., a wholesale plumbe
ing and heating company, and at Rook, Pa., to & wholesale lumber and milling
gompanya The former expects to receive about 250 cars a year and the latter

Q0e

One new strip coal mine has been opened at Chandler, Ohio with a re~
serve of about 250,000 « 300,000 tons of coal, and another at Rockdale, W. Va.,
is to begin operations shortly and has a ressrve of about 675,000 tons of coale

The P&WV traverses rugged countryside and being a ridge road there
are not many level sites along our right of wsy. Industry generally speaking
prefers to locate in river valleys where they can receive the benefits of
river transportation. However, most of the sites along the rivers in the vi~
cinity of Pittsburgh are now occupied and many of the best remaining ones near
Pittsburgh are on the P&WV. We are continually working teo attract industry to
these sites. The map on page 26 shows the type of freight originated and ter-
minated on the FAWV.

SOLICITATION

Prior to the construction of the Connellsville Extension we had four
off<line offices located in Cleveland; Detroit, Philadelphia, and Chicagos
After the extension was completed we opened three additional offices in New
York, Baltimore, and St. Louis; between 1931 and 1935. This gave us a total
of seven off-line agencies which were staffed with 12 salesmen., Since that
time we have been inereasing our sales force both by adding additional salesge
men to already established agencies and by opening three new agencies, In
January 1945, an office was opened in San Francisce, Calif., and in Qctobsr
1945, in Portland, Oregon, These offices have increaged our handling of west
coast tonnage. In March 1953, an office was opened in Minneapolis, Minn.,
and this office has increased cur handling of commedities from that area.
Personnel in the other offices has been increased by the addition of nine men
giving us 2 total of 2L salesmen in the ficlde. We are continuing to study the
posgibility of additional offices or of additional personnel in established
offices and where conditions justify we will increase ocur force.

In our Pittsburgh office we have our President, who spends a major
portion of his time orr sales and haz had mach to do with our successful show-
ings our Executive Vice~President who ic also astive in sales because of his
baskground of industrisl traffic menagement; cur Vice President = Traffic,
General Traffic Manager and Traffic Manager who are contacting cur off-iine
agencies constantly in an endeavor to increase traffic; a General Freight
Agent; Assistant General Freight Agent and two Commercisl Agsnts. This gives
us a total of 31 men in our sales force. We feel that we have an excellent
sales organization and thait these men will be able to continue to increase
the P&WV'e share of overall traffic and will enable us to continue to diver—
sify our traffice We also have our Rate Department in Pittsburgh. It is
gtaffed with competent men whe advise our customers az to rates and routes
and protect the interesits of the PAWY in the various rate commitlees seeing
that our Railroad is kept on a par with 211 others as far as rates and routeg
are concerned,
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DENSITY

The density flow chart shown on page 28 shows the tonnage handled
for the month of August 1953. Lack of records in a form that would have en-—
abled us to work up the necessary statistics has prevented us from showing
tonnage for a longer period or comparing tonnage with an earlier period.
However, this chart is a good example of the density of traffic on the P&WV
during a typical summer month when iron ore is moving in volurte. The flow
is not as heavy in the winter months but it is of course necessary to. have
facilities and power to handle our peak movements and this chart gives a good
ricture of how and where our heaviest traffic movese.

INTERCHANGE WITH OTHER RATILROADS

Qur principal interchange is with the NKP Railroad. Heavy tonnages
of originating coal and steel are delivered to the NKP at Pitysburgh Junction,
Ohio along with westbound loads received from the Western Maryland Railroad.
Eastbound we receive heavy tonnage of ex~lake iron ore from Lorain and Huron,
Ohio, plus other commodities for local deliveries and delivery to the Westerm
Maryland for destinations on that line and beyond.

Our next largest interchange is in connection with the Western Mary-
land Railroad. In addition to the overhead received from and delivered to
the WM we deliver to them originating steel and coal tonnages and receive from
them tommages of import iren and manganese ore and other commodities for local
delivery.

We also have a movement of traffic originating on the B&LE and de-
livered to us by the Union RR at Mifflin Junction, This includes a movement
of coal for Republic Steel Company at Massillon, QOhic, iron and steel from
Butler, Pa., railroad car parts and miscellaneous items to points beyond the
P&WV and scrap and other items for local deliveries, In return we deliver
coal, iron and steel and miscellaneous shipments to the Union RR for delivery
to the BXLE.

We have an‘interchange with the B&0 at Bruceton, Pa.., and deliver to
them some overhead business plus originating coal and receive from them ex=
lake iron ore, import iron ore, stone, scrap iron and various other commodities
for local deliveries.

Our interchange with the P&LE at West End includes the receipt for
overhead movements of various commodities manufactured by corporations lo—
cated on the P&IE and delivery to them of coal and originating iron and steel.

We have two interchanges with the PRRe At Clairton we receive ex-—
lake iron and import iron ore; scrap irons, etc., and deliver to them coal, At
Bridgeville, Pa., our other interchange point, we deliver coal and receive
various commodities for local deliveries.

Our interchange with the Montour is at George, Pa. We receive coal
from them and deliver a small rnumber of carloads of various gommodities,
principally feed for local deliveriese
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Recently we opened up an interchange with the New York Central at
Hopedale, ¢hio, This interchange is for the delivery of coal originating on
the P&WV. We do not receive any traffic at this interchange.
{

In conclusion the P&WV has changed in 22 years from an originating
coal road to 4 road that handles an ever increasing diversity of traffic.
Iron ore has become much more important and will increase in importance in
the future. Our overhead traffic has lncreased and should become more of a
factor each year with our expanded traffic department. With many of the best
remaining sites in the Pittsburgh district located along the P&WV we should be
able to attract additional industry to our rails. Thus, the P&WV will continue
to be an important carrier of freipght, with our heavy tonnages of originating
and terminating freight and our highly diversified overhead traffic.



30

SECTION 4 — FINANCIAL

Proprietary interest in other companies

The Company has no stock or investment interest in any other company
except as follows:

The Company owns the total outstanding shares in the Pittsburgh,
Akron & Western Railroad Co., State Line Connecting Railway Co., and 20% of
the outstanding shares of the Pittsburgh & Cross Creek Railroad Co. These
companies, however, have no physical assets and in each case are carried on
the books of The Pittsburgh & West Virginia Railway Company at $1.00 each.
The first two named were never constructed and the Pittsburgh & Cross Creek
Railroad Co., although at one time actually in operation jointly with another
railroad; was destroyed by flood and has long since been abandoned. Their
charters, however, have been maintained for some possible future use.

The Company owns all of the stock of Acme Coal Cleaning Company,
which together with advances is carried at a written down value of $80,000
on the books of the railroad. The Acme Company is in active operation at
Avella, Pa., where it has a plant for the cleaning and sizing of coal. It
has no ownership interest whatever in the coal processed through the plant,
but is helpful to the railway company in that it provides facilities for
independent coal operators in the vicinity to have the coal produced by them
cleaned and sized in such fashion as toc make it more readily marketable. The
Acme Company commenced operation in 1933 and although there have been some
years in which it was able to operate at a profit, its history on the whole
has been an unprofitable one and it has from time to time required advances
from the railway company in order to stay in operation. However, the plant
has been maintained in good physical condition and if sufficient coal tonnage
were to become available it would quickly become profitable. The plant is
directly adjacent to large coal acreage presently owned by Castle Shannon
Coal Corporation, (wholly owned by Pennroad Corporation), and in the event
of development of this acreage could provide a valuable facility to be used
in connection with such development.

In 1948 a dividend of $1.00 per share was paid. This was the first
dividend paid since 1931. No dividend was paid in 19))9 in which recurring
work stoppages in the coal and steel industries were largely responsible for
a serious adverse effect on traffic volume and freight revenue. Dividends
totaling $1.50 per share were paid in 1950, and beginning with 1951 dividends
have been paid at the rate of $2.00 per year on the basis of 50¢ per share
quarterly.,
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Financial Statements

There are annexed hereto the following financial statements;:

Page

General Balance Sheet as of Aug. 31, 1953 . . . . Exhibit 1 32
Condensed Income Statement 1938 to 1952

incl., and eight months of 1953 vs. 8

months of 1952 . . ¢ ¢ o ¢ o o o e a o a o o Exhibit 2 .33
Earned Surplus-unappropriated, Dec. 31

1938 to Aug. 31, 1953 . . o o o s & s o o o Bxhibit 3 35
~Statement of Capitalization as of Aug. 31 1953 . Exhibit |4

Trend of debt, Fixed Charges and Working

Capital . 2 o o 2 ¢ o o =« s a s o o o o a o« o » BExhibit § 39
Cash FLIOW & o o s o o o s o o o o o o s o o o » o Bxhibit 6 L2

The listed exhibits have been compiled from records of the Company
and have been certified by its General Auditor.

The Condensed Income Statement (Exhibit 2) shows that a net loss
was sustained in only two of the last fifteen years, namely 1938 and l9h6,
both of which years were subnormal for business in general.
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The statement of Barned Surplus (Exbibit 3) shows an increase in
the credit balance from $6,870,000 in 1938 to $9,061,000 at August 31, 1953
From the appended footnotes it will be seen that in some of these years sub-
stantial changes occurred. In 1945 there was a credit of $1,596,000 result=-
ing from profit derived from the sale of stock held in the then Wheeling &
Lake Erie Railway Company. In 1947 there was a debit of $2,440,000 resulting
from the retirement of various property in downtown Pittsburgh, including the
abandorment of the portion of the road into downtown Pittsburghe This in-
cluded the abandonment of the Mt. Washington turmel, 33Lii feet in length, as
well as the bridge spanning the Monongahela River, All of this resulted from
the practically total loss by fire of the Company's warehousing facilities in
downtown Pittsburgh covering more than three city blockss The possible rew
building of the warehouse facilities was determined to be impracticable and
not economically justifiable.

In 1950 the Surplus Account was debited with $1,L58,000 due to
loss sustained by the taking, under condemmation procedure, of certain prope
erty in dowmiomn Pittsburgh by Urban Redevelopment Authority of Pittsburgh, a
body corporate and politic of the Commorwealth of Pennsylvania in its exer—
cise of the right of eminent domain. Because of the destruction by fire of
the warehouse property in 1946 most of this property was no longer used for
railroad purposes. The excepiion was the Wabash Building which constituted
the principal headquarters in which the Companyts general offices were lo-
cated, with the excess space rented to tenants, The Company has moved its
offices to new quarters and the Wabash Building has now been entirely vacated
and is scheduled for demolition in the general program of rehabilitation of
the so-called Point Area of the City of Pittsburgh by Urban Redevelopment
Authority of Pitisburgh, heretofore referred to.
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Exhibit 5 (Trend of Debt, Fixed Charges and Working Capital) shows
that in 1938 Working Capital showed a deficit of $3,069,260, while at the end
of 1952 Working Capital was $3,193,376. However, as indicated by the foot-
notes, these figures require some explanation.

In 1938 and 1939 the Company had outstanding nearly $3,500,000 in
short~term notes which were carried as Current Liabilities. In 1940, in view
of the unsatisfactory situation existing with respect to this indebtedness, a
plan of financial readjustment was consummated by the issuance of $7,L400,000
Pive Year h% Secured Notes dated July 1, 19LO. The proceeds of this Issue
were used to pay off loans from Reconstruction Finance Corporation amounting
to $4,176,607 and the short—term indebtedness above mentioneds Working Cap-—
ital as of Dec. 3i, 194G, following the financial readjustment was $279,076,
while as of August 31, 1952 it was $3,219,863.

The decline in Working Capital for 19L5 was brought about by the
following transactionss

l. Retirement of the Five Year % Secured Notes issued in 1940.
2. Purchase of Pittsburgh Terminal. Railroad and Coal. bonds.
3. Retirement of a portion of P&WV, First Mortgage bondse.

The Five Year Notes maturing in the amount of $6,627,000
were retired in a large part through the proceeds of the sale of
Wheeling & Lake Erie Rajlway stocks which had in part represented
collateral for the obligation. In connection with the retirement
of the notes a short~term borrowing of $1,000,000 was effected, of
which $900,000 remained outstanding at Dec, 31, 1945,

In 1945 the Company purchased bonds of Pittsburgh Termie
nal Railroad and Coal Corporation in the face amount of $1,913,000,
at a cost of $1,266,000, This Company had assumed the liability
of the West Side Belt. Railroad Ccmpany as guarantor of Pittsburgh
Terminal Coal Corporationts bonds. The Pittsburgh Terminal Goal
Corporaticn defaulted interest due Jan. 1, 1939 on its First Morte
gage bonds of which $2,573,000 principal amount remained outstanding
as of Decs 31, 1939, In April 1939, Receivers were appointed and
in dvue course Pittsburgh Terminal Coal Corporation was liquidated.
The liability of this Company in respect of Pititeburgh Terminal
Coal Corporation bonds had on its genéral balance sheet been indie-
cated as a contingent liability only, and was not included in long
term debt as suche Nevertheless, the Railway Company was compelled
to assume the intersst payments after the coal company defaulted
and subsequently, after protracted litigationy, was required to pay
a2 substantial portion of the coal companyts liabilities,

The Company also purchased in 1945, $315,000 principal
amount of its own First Mortgage bonds at a cost of $27L;175.
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These 1945 transactions and the source of the funds therefor, is
(:* summarized in the following table:

Par Cost

First Mortgage Bonds o o « « o o o o o » « $ 315,000.00 § "27,1L8.75
Five Year NOtesS . o o o o « s « o o o « o 03627,000,00 6;,627,000,00
Pittsburgh Terminal Railroad & Coal Bonds 1,913,000,00 1,266,000.00

; $8,167,118.75
These funds were provided by-
Sale of Wheeling and Lake Erie Ry. Stocks . « o o » o «» o $5,858,750.00

Short term bank loan (orzgznally $1,000,000) < o o o o "900,000,00
Treasury Cash « o o o« o © o o o o a o o o o o s o o « a @ 1,408,398.75
$8,167,118.75

Fixed Charges in 1938 were $898,166, while as noted on page 3, they
were as of Sept. 1, 1953 on the basis of $510,738, annually.

()
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EXHIBIT 5
(:: THE PITTSBURGH & WEST VIRGINIA RATLWAY COMPANY
TREND OF DEBT, FIXED CHARGES AND WORKING CAPITAL
Fixed Working
Debt Charges Capital
3 3
1953 (8 mos.) $12,82];, 509 $301, 308 $3,219,863
1952 12,133,357 498,565 3,193,376
1951 12,179,429 hol,676 2,982,233
1950 12,102,900 5h2,93l 3,18),681
1949 12,613,572 550,806 735,315
1948 11,255,397 1153,122 1,513,212
1947 10,469,700 £211,879 1,725,273
1916 10,809,000 168,931 91, h2g
1945 10, 251,000 629,372 67,56l (a)
194 17,411,000 761,026 1,631,088
1943 18,15),000 - 801,308 1,192,609
1942 -19, 608, ,000 8L7,176 1,065,087
1941 20 135 Co0 881,381 163,556
1510 " 20, ;930,000 88lL,767 279,076
1939 ~18, 1&9 607 901,613 2,836,422 (b) Deficit
1938 . 18,hh9,60? 898,166 3,069,260 (c¢) Deficit

2 T e

¥ Includes Interest on items a, b & c shown below

33¢ Current assets over current Liabilities

(a) Current Liabilities includes a short term nata in the amt. of $§ 900,000
(excluded from debt column)

(b) Current Liabilities includes various short term notes in the amt. of
$3,478,35L (excluded from debt column)

(c) Current Liabilities includes various short term notes in the amt. of
$3,161:,538 (excluded from debt column)
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Cash Flow

Exhibit 6, (Source and Application of Cash Funds), shows in summary
form where the Company's cash comes from and where it goes. The basic source
of cash is of course Net Income, plus Depreciation {and Amortization of De-
fense Projects) which are essentially cash items.

& study of the exhibit willl show that in the past fifteen years
there have been a munber of abnormalities in both cash receipts and disburse-
ments. In 1950, for example; the Company’s cash position was substantially
improved by reascn of the taking, under condemnation procedure, of certain
property in downtown Pittsburgh, by Urban Redevelopment Authority of Pittsburgh,
in its exercise of eminent domain. The property taken also included the land
left vacant as a2 result of the fire which destroyed the Pitisburgh Freight
House in 1946. The Railway Company received $1,750,000 for such property. The
procesds were in the first instance deposited with the Chase National Bank, as
trustee under our mortgage indenture. Subseguently, the release of the monies,
together with $30,000 previously on deposit; was secured by surrender, for can-
cellation, of an equivalent amount (par value) of the Companyis first mortgage
bends; Series "DW, which had been authenticated but never issued. HNet Ilncome
for 1950 was also beneficially affected to the extent of approximately $:71,000
because of income tax deductions resulting from the taking of the property, and
other tax adjustments. '

In 1947, the year following the destruction by fire of the Pittsburgh
freight house, cash was benefited by the receipt of $638,000 from insurance
companies in settlement of the loss. The same procedure was followed in this
ingtance as in the paragraph immediately above, namely, the funds were first
deposited with the Indenture Trustee, and subsequently withdrawn by the sur-
render of Series "DM bonds in like amount.

Net income for 1947 was also beneficially affected to the extent of
approximately $362,000 because of income tax deductions resulting from the
logs, and the consequent abandonment of the Monongahela River Bridge and the
Kount Washington Tunnel,

In earlier years, particularly the years 1940 through 194, cash was
adversely affected by requirements in respect of the contingent liabilities
incurred by default of Pittsburgh Terminal Coal Corporation, hereinbefore
referred to,

With respect tc amortization under Certificates of Necessity, it
will be noted that in accordance with accounting requirements of the Interstate
Commerce Commission {I.C.C. Order #30920, dated Dec. 21, 1951) such amortiza-
tion is not included in the Depreciation account on the books of the Company,
although it is of course taken into account in the computation of Federal and
State Income Taxes. Certificates of Necessity were granted in connection with
the purchase of 19 diesel locomotives, permitting the amortization of 55% of
the cost over a five-vear period. Appropriate footnotes indicate the amount of
such amortization. '
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It may also be noted that not until 1943 did the Interstate Commerce
Commission require the inclusion of Depreciation on Roadway Property in its
accounts. Prior to that time, the Retirement method of accounting was used
in connection with Roadway Property although, in the case of this Company at
least, depreciation on fixed property was considered for tax purposes.

As will be noted from the Exhibit, the years 1951, 1952 and 1953

(8 months) did not reflect any particularly unusual items of either cash
receipts or disbursements.
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The only indebtedness of the Company consists of its First Mortgage
Bonds and various Conditional Sale Agreements in connection with the purchase

of locomotives and cars.

as follows:

First Mortgage Bonds
Conditional Sales

Interest charges on Conditional Sale Agreements are based on

Interest
Rate Monthly
3% $33,053.
various 927011°
$12,757.

Annu

As of Sept. 1, 1953 the monthly interest charges are

al

$391,
116,

290@
18,

$510,

738.
the

diminishing balance payable and are, consequently, reduced from month to month.
Interest due on the First Mortgage Bonds is, of course, diminished only to the
extent that the Company makes purchases of its bonds from time to time.

Principal payments due on Conditional Sale Agreements are as follows:

1953
195h
1955
1956
1957
1958
1959
1960
1961
1962

.1963

1953 {8 mos, )

1952
1951
1850
199
1948
1947
19h6
1945
190
1943
1942
141
1910
1939

Freight
Total Diesels Lars
$597,772 $302,500 $295,272
580,272 285,000 295,272
580,272 285,000 295,272
580,272 285,000 295,272
580,272 285,000 295,272
567,610 285,000 282,610
307,887 285,000 22,887
285,000 285,000 -
152,500 192,500 -
120,000 120,000 -
15,000 15,000 -
There is shown below a comparative statement of variocus factors:
Times Fixed Margin of Barnings per Dividends
Charges HEarned Bafety #+  Share of Stock Paid
2,98 18.16% $2.21 $1. 00
2.85 16.84 3.03 2,00
2.146 11,96 2,37 2.00
3.39 16.73 h.25 1.50
2.06 11.89 1.91 -
126 27,1 ;.84 1.00
3.13 15.59 3.67 -
090 - ( als) -
1093 111‘: 8)& 1&92 bl
3.0 22,79 5.08 -
2. 77 22,23 li.66 -
2«53— 23«5? 33019 -
2.33 22.66 3.85 -
1.37 7.86 1.07 -
1.53 13,08 1.57 -
.78 - { .66) -

1938

# Percentage of Net Income plus Income Taxes to Gross Revenue
s## Not including dividend of 50¢ per share paid Bept. 15, 1953,
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The relationship of Pittsburgh & West Virginia Net Railway Operating
Income tc that of the Eastern District has fluctuated somewhat during the past
fifteen years due in a large part to the fluctuations in the steel and coal
industries. However, it has on the wheole maintained its relative standing.
In 1941, P&WV Railway Operating Income was 0.}2% while in 1952 it was C.}1%.

Revenue per ton mile compares very favorably with that of Class I
roads in general. , .

Revenue Per Ton Mile

{Cents)
All Class
P&V I Roads
(7 months) 1953 1.803 Not Available

1952 1.857 1.430
1951 1.745 1.336
1960 1.711 1.329
1949 1.679 1.339
1948 1.619 1.251
1947 1.283 1.076
1946 1.163 0.978
1945 1.172 0.969
194k 1.256 0.949
1943 1.120 0.933
1912 1,120 0.932
1941 1.21L 0.936
1910 1.230 0.94L6

The tables next attached show a comparison of Pittsburgh & West
Virginia with selected Eastern District railroads in percent of Operating
Revenues converted intc Net Railway Operating Income. The first table,
page IS5, covers the year 1952 and the second table, page 46, the first six
months of 1953. The companies shown represent approximately S0% of gross
revenue of all Rastern District railroads.

In 1952 The Pittsburgh & West Virginia Reilway Company ranked num-
ber three on this basis and for the first six months of 1953 it ranked number
four among the eighteen Eastern District roads for which figures are pre-
sented. '



RANKING OF SELECTED EASTERN DISTRICT RATLROCADS

IN PERCENTAGE OF OPERATING REVENUES

CONVERTED INTO NET RAILWAY OFERATING INCOQME

Rank
{Col.3) Road

1
2
3

9.
i
i
12.
1.
1k,
15.
16.
17.
18.

. Pgh. & Lake Erie

Western Maryland

. PGH. & WEST VA,
L, Dela. & Hudson
5. N.Y.C. & 8t. L.
6.
7
8

Lehigh Valley

. Reading
. Wabash

D.L. & W.

N.Y.S. & W.

Erie

Baltimore & Ohic

Chgo. Ind. & Louisville
Central of New Jersey
N.Y.N.H. & H.

New York Central
Boston & Maine
Pennsylvania

Great Lakes Region
Central Eastern Region
Wew England Region
Bastern District

U.8. Class I

CQ

Total
Operating
Revenues

{000)

L5,845
47,559
8,510
57,633
162,727
78,507
131,95k
115,885
93,175
5,693
176,459
L2, 677
21,81L
64,628
163,420
806, 926
89,852

1,028,750 .

1,658,471
1,964,110
325,892
3,948,473
10,581,418

YEAR 1952

Percent
Net Het

Railway Railway

Operating Operating

Income Income of

(000} Revenues
10,527 23.0
8,697 18.3
1,399 16.k
8,80k 15.3
22,766 1.0
10,930 13.9
15,767 11.9
13,716 11.8
10,857 11.7
597 10.5
18,388 10.4
Lk, 340 10.0
1,907 8.7
5,256 8.1
10,633 £.5
4g,817 6.2
5,063 5.6
L4 930 bk
157,192 9.5
165,432 8.4
18,477 5.7
341,101 8.6
1,078,455 10.2

Percent
Revenues
of Total
Revenues
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District
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-
RANKING OF SELECTED EASTERN DISTRICT RAILROADS
IN PERCENTAGE OF OPERATING REVENUES
CONVERTED INTO NET RAILWAY OPERATING INCOME
FIRST SIX MONTHS OF 1G53
Percent Percent Percent cf
Net Net Revenues Total Net
Total Railway Railway of Total Railway
: Operating Operating Cperating Revenues Cperating
Rank Revenues Income Income of in Inccome in
(Col.3) Road (000} (000) Revenues District District
1. Pgh., & Lake Erie 26,039 6, 9kl 26.67 1.28 3.68
2. Western Maryland 25,492 5,257 20.62 1.26 2.79
3. Pela. & Hudson 27,215 4,639 17.05 1.3k 2.46
L. PGH. & WEST VA. L, 654 - Th7 16.05 0.23 0.4o
5. Lehigh Valley 38,065 5,201 13.66 1.88 2.76
6. N.Y.C. & St. L. 83,196 11,052 13.28 .10 5.86
7. Reading 67,013 8,425 12.57 3.30 L. 46
8. b.L. & W. 45,547 5,202 11.62 2.25 2.80
3. Erie 91,150 10,318 11.32 h.hg 5,47
M.0. Wabash 58,961 6,380 10.82 2.91 3.38
11. Baltimore & Chioc 230,620 23,779 10.31 11.37 12.60
12. N.Y.S. & W. 2,508 271 9.32 0.1h4 0.1k
13. Chgo., Ind. & Louisville 10,818 ol 8.73 0.53 0.50
1k, Pennsylvania 522,412 42,690 8.17 25.75 22.62
15. Central of New Jersey 31,693 2,15 7.62 1.56 1.28
16. New York Central L5, hok 30,220 7.27 20.48 16.01
17. Boston & Maine L5 ohs 2,532 5.62 2.22 1.3k
18. N.Y.N.H. & H. 82,108 4,611 5.62 4,05 2.4h
Great Lakes Region 851,793 88,213 10.36
Eastern District 2,028,504 188,755 9.31
U. 8. Class I 5,327,188 548,697 10.30

O




(1

Equity in Equipment Qwned

With minor exceptions, such as the purchase of caboose cars, some
covered hopper cars, and work equipment, the Company had purchased no new
freight cars for many years. In 1947, 100 new box cars and 100 new hopper
cars were acquired, and during the latiter part of 1918 and the early part of
19,9, delivery was accepted of 300 new gondola cars, 100 new box cars, and
600 new hopper cars, Of this total of 1200 cars purchased new since l9h7,
1193 units are in service, the remaining few having been destroyed or other-
wise disposed of. The purchase of this equipment was financed by Conditional
Sale Agreements.

Of our 2l Diesel locomotives, all but one have been acquired new
since 1947, also financed by Conditional Sale Agreements.

The Company's eguity in this groﬁp of equipment is shown below:

Sept. 1, 1953

2l 1193

Diesels Freight Cars Total
Original Cost $h, 065,267 $5,130,286 $5,195,553
Depreciation __ﬂ985129 7992099 1219?2219
Depreciated value 3,667,138 L,331,196 7,998,334
Principal still due 2,425,500 1,585,009 4,010,509
P&V equity 41,211,638 42,716,187 43,987,825
% Equity to Dep. Value 3L% 63% 50%

Depreciation shown above is at the rates presently prescribed for
the Company by the Interstate Commerce Commission, namely, 3.23% per annum
for freight cars and 3.88% per anmum for Diesel locomotives.

In addition to the equipmeni listed above, all relatively new, the
Company owns'a substantial amount of cother equipment, some of which, such as
caboose cars, covered hopper cars, and work equipment has been purchased for
cash in fairly recent years, and much of the remainder has been subjected to
heavy repairs. For example, during the past five years, such repairs, in-
¢luding in most instances entire new bodies, were made to approximately 350
cars at an average cost of about $2,000 per car, or a total of §$700,000.
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None of this older equipment i1s under any encumbrance. There is
shown below a table combining the newer equipment, most of which is still
subject to Conditional Sale Agreements, with the balance of equipment owned.

Depreciated Value of Equipment as of Sept. 1, 1953

No. of Original Accrued Depreciated
Units Cost Depreciation Value
Diesel Locos. 2§ 1,065,267 $ 398,129 $3,667,138
Diesel access-
ories - 61,052 8,506 ___ 52,546
L,126,319 1,06,635 3,719 ,68L
Freight cars -
new since 19,7 1193 5,130,286 799,090 1,331,196
Freight cars -
other 923 1,893,727 1,613,222 280,505
Caboose Cars a8 - 15k,968 . 76,337 - 78,631
210y $ 7,178,981 $2,1.88,61,9 $1,,690,332
Work Equipment 77 $ 217,331 $ 140,900 $ 76,431
Total $11,522,631 $3,036,18) $8,186, L7

It will be noted that the freight cars acquired prior to 1947, 923
in number, are carried on the books of the Company at an average value of ap-
proximately $300 per car., This cannot be said to represent the true value of
these cars, especially in view of the heavy repair program applied to a part
of them. The recorded valuation of $300 per car does little, il any, more
than represent the scrap value.

»

Nevertheless, it may be noted that the depreciated value of equip-
ment owned approximates $8,500,000, whereas the outstanding obligation against
such equipment is about $l,000,000.

Litigation

With one exception, the Company is not involved in any legal pro-
ceedings except normal routine litigation commonly facing railroad companies.
The single exception is that on Jan. 17, 1953 the Pernsylvania Motor Truck
Association and 37 individual trucking companies filed a suit against the
Bastern Railroad Presidents Conference, 31 eastern railroads including The
Pittsburgh & West Virginia, and 35 individuals arong whom are the Presidents -
of the railroads named. Also named as defendants are Carl Byoir & Assoclates,
a public relations firm engaged by the Conference. The complaint alleges that
the defendants combined, in violation of the anti-trust laws, to injure the
truckers as competitors in the hauling of freight. An injunction against con-
tinuance of the alleged activities and damages of $250,000,000 are asked.

We believe that the charges made in this suit are entirely unjusti-
fied and will be disproved.
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Wages and Pensions

The Company has separate working agreements covering employees re-
presented by 16 standard railroad labor organizations. These agreements es-
tablish the rates of pay, rules and working conditions of the represented em-
pleyees in a manner generally similar to agreements in effect on other rail-
roads in the United States. In negotiations pertaining to wages and working
conditions which are applicable generally to the railroad industry, the Company
joins with other Eastern, Western and Southwestern railroads in authorizing
industry committees to act on behalf of the railroads. The Company's em-—
ployees and employees of other railroads have received many large wage in-
creases since 1938, These included hourly increases in basic rates of 9 to
10 cents in 1941, 9 to 10 cents in 1943, 183 cents in 1946, 15% cents in 1917,
7 to 10 cents in 1948, 12% cents in 1951 and i cents in 1952. Since 1951 the
Company's employees and the employees of other railroads have alsc received
net hourly increases of 13 cenis in comnection with a “eost-of-living adjust~
ment¥ escalator clause, including the most recent increase of 3 cents per hour,
effective October 1, 1953.

There have also been sizeable additional increases in hourly com—
pensation for large segments of the employees; such as: the expansion of
basic rates by 204 in 1949, for all represented employees except those in
train service, because of the reduction of weekly hours from 48 to LO without
reduction in pay; increases to train service employees in yard service amount-
ing to about 15 cents in lieu of the lO~hour week; and an increase of Il cents
to freight car repairmen in 1953,

A new round of wage increase requests has just been initiated by
most of the employee organizations and will undoubtedly be progressed on an
industry-wide basis within the next few months.

The total impact of the wage increases since 1938 is shown in the
following comparison of average compensation received by all employees in 1938
and 1952. This includes officials and others not represented by a labor or-
ganination:

Average Compensation for All Employees - 1938 and 1952

Average Hourly Compensation For: Average
Straight Total Annual
Year Time Increase Time Increase  Compensation  Increase
1938 $ .75k $ .766 $1,702.51
1952 1.987 164% 1,999 161% %,187.31 116%
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The following table shows the record by years, from 1938 to 1952, of

the average number of employees, total wages pald and the average monthly
wage:

Number of Employees, Total Wages Paid and Monthly Wage 1938-1952

Average Wages Paid Charged to Total Average

Number of Operating Additions and Wages ldonthly
Year Emplcoyees Expenses Betterments Paid Wage
1938 762 $1,285,769 $ 11,5 $1,297,313 $1),1.88
1939 789 1,382,816 31,558 1,L1h,374 1,9.39
1940 970 1,725,057 52,818 1,777,875 152.7h
1951 1,045 2,041,58) 31,733 2,073,317 165.3)
19,2 1,12l 2,158,059 37,h79 2,h95,538 185.02
1943 1,193 2,784,047 43,11, 2,827,161 197.L8
190 1,186 2,866,050 33,074 2,899,12), 203.70
1945 1,110 2,713,865 68,168 2,812,033 211.11
19I6 831 2,013,225 108,057 2,521,282 252.8)
1947 905 2,830,583 75,069 2,905,652 267.56
198 9kl 3,379,681k 39,079 3,118,893  301.81
19,9 890 3,141,377 90, 716 3,232,123 302.63
1950 976 3,715,833 15,155 3,731,038 319.)2
1951 1,009 li,151,91, 10,808 ;192,722 316.28
1952 905 3,956,062 33,h57 3,989,519  3L8.9L

The Company's employees all contribute 63% of the first $300.00 of
their monthly wazes to the Railroad RHetirement Board toward retirement pen-
sions and other benefits under the Railroad Retirement Act and the Company is
required to pay an equal amount to the Railroad Retirement fund. The maxi-
mum annuity under the Retirement Act for a retired employee is $165.60 per
month.

The Company has no supplementary pension plan for any of its em-
ployees.

The Federal Railroad Unemployment Tnsurance Act, which provides
sickness; accident; unemployment and other insurance benefits, is supported
wholly by the contributions of the railroad companies. (Now one-half of one
percent of the first $300.00 paid to employees each month, scaling upward,
should the fund become depleted, to a maximum of 3%, which was the rate paid
until January of 1948. )

-
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SECTION 5 — PROPERTY AND OPERATIONS

The past two decades have seen major physical changes in the roadway,
structures, track and equipment of The Pittsburgh & West Virginia Railway Com-
pany properties.

The main track at the beginning of this pericd was laid for the mest
part with 100 1b. and 105 1lb. rail. Cross, switch and bridge ties were of un-
treated timber. The ballast was with the exception of short mileages on the
main line 33 between Rock, Pa. and Pittsburgh Junction, Ohic and Mifflin
Branch, composed of cinder, ccke breeze and gravel, The bridges from the Ohio
River to Pittsburgh Junction, Ohio were of a carrying capacity of Coopers E-/0
loading.

In 1938 a program was initiated whereby the 111 miles of main line
was ballasted with prepared and graded slag ballast. Main track rail renewals
were made with 112 1b. and 115 1lb. R. E. section new rail on 98.8]1 miles of
main tracks. The use of untreated cross, switch and bridge ties was discon-
tinued and creosoted oak was used in all replacements. The bridges on the main
line, Mifflin and Clairton Branches have been reinforced and repaired to a
capacity of Coopers E-65 loading. Three timber bridges have been eliminated.
Two timber structures were replaced by slag fills and one replaced with a re-
inforced concrete underpass,

The two timber lined tunnels on the Donora Branch, one 579 feet and
the other 1721 feet in-length, were lined with reinforced concrete in 1906 -
19,7 at a cost of $199,125,

Centralized Traffic Control was installed in 1948 - 1950 on the main
line, Clairton and Mifflin Branches totaling 11L.5 miles of line.

There were 20 steel bridges reinforced., The largest structure in
this program was the Ohic River Bridge and its approaches.

The above betterments coupled with improvements in motive power and
equipment additions and retirements is shown in the statement on the following
page which totals $13,LL),035 to Capital account for the period 1938 to 1952,
inclusive, and an expenditure of $1,929,38l, to Operating Expenses in conjunc-
tion with the improvement program.
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Gross Expenditures for Additions and Betterments

Operating
Total Expense in
Road & connection with Grand

Year % Road Equipment Equipment Improvements Total

1938 $ 37,073 §  L,0L0 0§ 11,113 $ 18,210 $ 59,323
1939 26,358 3,093 29,151 8,20k 37,655
19),0 168,518 121,565 293,113 59,039 352,152
1941 165,878 52,982 218,860 13,173 232,033
192 175,557 90,108 T 265,665 87,940 353,605
1943 196,062 123,105 319,167 13,759 362,926
194l 127,20l 36,167 163,671 180,068 343,739
1945 223,651 100,150 321,101 103,149 427,250
19L6 169 ;1h6 121,391 290,837 13534k L34, 181
1947 311,763 1,122,766 1,434,529 158,953 1,593,182
1948 6L5;338 2,315,863 2,961,201 143,340 3,104,541
1949 839,406 2,788,267 3,627,673 326,051 3,953, 72k
1950 320,593 -103,62) N2, 217 157,467 581,68l
1951 291, 9h5 1,253,737 1,5L5,682 362,896 1,908,578
1952 . 358, 1,0 1,146,315 1,500,755 123,791 1,628, 516
Totals $l,057,262  §9,386,773  §13,LL1,035 $1,929,38l $15,373,119

'{*) Includes General Expenditures,

The total miles of maintained main track is as follows:

111.21 Miles of first main track
3,00 1 1 gecond main track
20.38 n W main track in branch lines

135,03 Total main track

In the period 1938 —~ 1952 there were $8.81 miles of 112 - 115 1b. new
rail representing 19,621 tons placed in the main tracks. Fit rail of a weight
of 100 1lbs. and 105 1b. per yard recovered was replaced in branch lines, yard
tracks and sidings. Branch line rail betterment made with fit rail during this
period totaled 12.80 miles and yard tracks and sidings bettered with 100 and
105 1b. rail totaled 16.28 miles of track.

In 1938 the heaviest rail was 105 1b, per yard. At the end of 1952
78.18 percent of the main tracks were laid with 112-115 1b. R. B. section rail.
The average weight of the main track rail between Connellsville, Pa. and Pitts-
burgh Junction, OChlo increased from an average weight per yard of 100.5 lbs.
in 1938 to an average weight per yard of 111.89 1lbs. in 1952,
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THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY
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BALLAST

The
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Cross Tie Renewals

Installed During Years 1938 to 1952, Inclusive

Year Number Cost

1938 33,583 $ 72,611
1939 32,463 61,903
191,0 57,590 116,726
1941 53,042 107,954
1942 h2,582 86,703
1943 29,422 66,901
194 22,15 61,677
1945 19,169 59,222
1946 20,058 : 62,199
1947 : 17,817 53,152
1918 21,089 55,218
1949 19,659 61,288
1950 19,757 71,367
1951 20,159 79,213
1952 18,725 81,453
Totals L27,869 $1,097,917

ballast program carried out on The Pittsburgh & West Virginia

Railway Company from 1938 to 1952, inclusive, comprises work done and charges
made to operating expenses and capital account ag set forth in the following
tabulated statements:

Year

1938
1939
1940
1941
1942
1943
19kl
1945
1946
1947
1918
1919
1950
1951
1952
Total

Ballast Charged to Operating Expenses

Crushed S.iag Cinders Cost
(Cubic Yards) (Cubic Yards) Acct, 218
1,.78 7,260 $ 3,39
1,133 9,120 1,209
1,504 10,860 7,162
1,762 13,260 ;728
1,924 22,10 11,395
9,386 18,120 19,689
15,314 13,860 _ 26,138
10,446 15,600 19,862

Cr., 8,685 1,500 Cr. 9,681 %
8,370 10,140 13,160
10,739 7,980 22,794
l03135 h,}éO 20,1;@5
6,895 5,340 17,891
12,037 ‘ 6,660 31,876
7,167 328§g 18,226
92,905 Cu.Yds. 150,340 Cu.Yds.,  $211,850 Net

() Prepared slag adjusted to Capital Account.
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Year

1938
1939
19,0
1941
1942
1943
194h
1945
1946
19h7
15,8
1949
1950
1951
1952

Total

Crushed Slag Ballast Placed in Addition

and Charged to Capital Account

Crushed Slag
(Cubic Yards)

13,730

.3 9 8?0
35,L98
63,393
h0,22
39,010
18, Thl
2L, 5h2
18,125
19,174

3,62}

-
—
—

280,249 Gu.Yds.

Cost in
Account No.

11

$ 11,994
b 115
32,8L0
61,50
b,l, 191
h3s95?
20,211
26,813
21,380
25,573
5,279

-
e

$295xk93

56
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Statement of Miles and Percentages of Hoad

%% on Bridges and in Tunnels ;f
S . . :
Xi», * #* H#3t Per~ £
~~ . Per- Number Miles Cent 3
— Miles  Number Miles cent of in in B
of of of on Tun~ Tun-  Tun- &

Road Bridges Bridges Bridges nels nels nels i.

From:Connellsville,Pa. j%i : 5
To:Pittsburgh Ject. 0.  11l.21 6,000 ° 5.39 18 3.63 3.26 i

(Main Line)

From: Longview, Pa,
To: Mifflin, Pa. 3.L6 h .030. 0.83 - 0.00 0.0C
(Mifflin Branch) ]

3.

T

From: Pierce, Pa. )
To: Clairton, Pa. 5.60 L 0.10hL 1.85 1 0.08 0.1L
(Clairton Branch)

From: Sudan, Pa.
To: Baird, Pa. 5.90 L 0.309 5.2k 2 C.hl 7.06
(Donora Branch) :

,*::Jﬁjjgg;t4 53«;&5&%333&&'?&5

From: Virginia,W.Va. o
To: Bellfield, Pa. 3.15 4 C.038 1.21 - 0.0C 0,00 b
{Bell Branch3 o
? From: W. Belt Jct. Pa. | £
gk To: West End, Pgh.,Pa. 2.27 7 0.522 23.00 - 0.00 0.00 B
(West End Branch) . &
Totals 131.59 37T~ 7.003  5.32 21 k.15 3.18 -
rer ‘ ' ' k&
(#) Steel, concrete or stone masonry bridges over 10 ft. in span. \ 5
{There are nc timber bridges on the main line.) R
- - f.
Note:~ TIn addition to bridges carrying main track of Carrier there are %‘
" 18 overhead highway structures totaling 1,542 feet, or 0.29 B
miles. 3
, it
{3##) All tunnels are lined with concrete or brick masonry. ' A
&
4
S
.
£
.%Q
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b _» i b f 1 A R 4
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BRIDGES

Bridges between Pierce and Connellsville, Pa. and on Doncra Branch
were constructed for Coopers E-65 loading. Steel bridge structures between
Pierce, Pa, and Wellsburg, W. Va. were reinforced to E-65 1oadlng praor to
1938.

Bridges from and including the Ohio River Bridge to Pititsburgh Junc-
tion, Chio wers repaired and reinforced to Coopers E-65 loading in 1919 -
1951. This program also embraced a major steel structure on the Clairton
Branch. The main line structures between the Chio River and Pittsburgh Junc-
ﬁion, Chio had been erected in 190l and were of a loading capacity of Coopers
E~-10. Steel in the amount of 1,117,000 lbs,. costing $225,165 charged to capi-~
tal and 2,628,000 lbs. costing $431,755 charged to operation was expended in
this bridge reinforcing project. The bridge over Peters Creek on the Clairton
Branch involved the addition of 70,500 lbs. of steel costing $38,970.

In compensation for rights of way taken,The Pittsburgh & West Vir-
ginia Railway Company constructed in 19,8 an overhead tramway at Banning Mins
No. 1. This steel and concrete bridge cost $28,856.

SIGNALS

Prior to 1948, trains were operated on the main line and the Clairton
and Mifflin Branches by train order, with the exception of 2.66 miles of anto—
matic signals between West Belt Junction and Rook Yard,

In 1948 -~ 1950 Centralized Traffic Control signaling was installed
ag follows:

Acect. 27 Total Gross
Year Location Miles fost Cost
1908 Rook, Pa. to - _
Pittsburgh Junctior, Ohio 55.1 $ 579,268 $ 595,63k
1949 West Belt Ject., Pa. to ‘
Connellsville, Pa, 52.8 118,661, 31,884
1950 Longview, Pa. to- b‘q
Mifflin Junction, Pa. 2.6 ) y o2l
1950 Pierce, Pa. to A > 72,269 7&,88?
Clairton, Pa. .0 )
Total - 11115 $1,070,201 $1,102,365

As traffic and operating conditions warrant the Centralized Traffic
Control is improved by the addition of power operated switches. To¢ date three
power operated switches have been added at a cost of $10,500.
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Roadway Machinery and Tools Purchased

1938 - 1952

Ttem

Motor Cars

Ditchers

(Cat. Mtd.)

Compressors

Conecrete Mixers

Meco Rail~Laying
Crane

Bulldozers

Tie Tampers

Light Plants and
Generator

" Centrifugal
Pump

60 Ton Hydraulic
Jacks

Power Track
Wrench

Power Adzing
Machine

Power Track
Grinder

Skill, Chain and
Rail Saws

Pneumatic Paving
Bresakers

Power Woodboring
Machines

Power Impact
Wrenches

s —— g, —— —  Vo——— 21— —— o———— it Wo—- ——  ot—a——
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L2 13
3 1
21 -
1 =
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1 -
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STATION AND OFFICE BULLDINGS

’ New frame statior buildings were constructed at Longview and Clair-
ton, Pa. in 19,0 at a cost of $5,352.

A precast reinforced concrete building was constructed in 1948 at

Rook, Pa. to house the Centralized Traffic Control mechanism, the dispatchers!
and yard masters' office at a cost of §47,0L6.

FUEL STATIONS

Four (l;} 30,000 gallon capacity steel diesel fuel tanks were in-
stalled at Rook, Pa. in 1948 - 1950 at a cost of $19,113.

SHOPE AND ENGINE HOUSES

A 1i0 ft. x 100 ft. precast reinforced concrete shop building was
constructed in 1945 to house the shear shop, car repair material storage and
paint shop at a cost of $16,216.

A one-story 60 ft. x 70 ft. precast reinforced concrete shop build-
ing was constructed as a locomotive flue shop. This building has now been
converted in its use as a2 bailer and compressor room with the remaining area
devoted to diesel maintenanze, This structure was built in 1947 at a cost of

$22,362.

Yard flood lights were installed in 1948 - 1949 for more efficient
and safer night operation in Rook Yard. The cost of this installation was

$1,860.

In 1548 and in 1952 intercommunication and loud speaker system was
installed in Rook Yard connacting the Yard Office, Scale House and general
switching area at the easterly end of the Yard. This installation cost
$2,068.

The reinforced concrete and brick round houss building at Rook was
remodeled in its interior in 1949 - 1951 to accommodate diesel locomotive
storapge and running service repairs and inspection. The cost of the remodel-
ing, including pits, scaffold platforms,was $101,277.

Terminal storage facilities for diesel locomotives terminating at
Avella, Pa. were constructed in 1952. These facilities consist of a 36 ft. x
U2 ft. steel diesel storage bullding, sand tower; fuel tanks, sand house and
pump’ house with necessary tracks to serve. The cost of this project was
$110,01. :

POWER PLANT MACHINERY

Prior to 1952 steam requirements at Rook Yard were supplied by
power house and boiler plant situated east of the shop area. The boiler plant
consisted of three stoker fired beoilers and was manned for 2k hours, seven
days a week, The boilers were reaching the end of their insurable life. In
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1952 two oil or gas fired automatic controlled boilers were installed in the
former flue shop. These new automatic boilers are operated with a greatly re-
duced force. Adjacent to the automatic boilers a heavy duty Chicago Pneumatic
electric driven air compressor was installed replacing a steam driven com—
pressor in the old power house. The cost of the automatic boilers and com-
pressor was $75,240.

ABANDOKNMENTS

In the year 1947 The Pittsburgh & West{ Virginia Railway Company
abandoned the Pittsburgh Terminal structures; land, tunnel; bridge and tracks
extending from Pittsburgh, Pa. to West Belt Junction, Pa. The miles of track
retired are represented as follows:

Eastbound main track -.:.cccveees Loi2 miles
Westbound W M isececsas 38 M
Side Tracks coceeccos csecanes aos 151 M

This retirement represented a credit to various investment accounts
amounting to $3,197,093.

In 1950 the Wasash Building and land, and all the land of The Pitts-
burgh & West Virginia Railway Company in the Pittsburgh Terminal District were
condemned by the Urban Redevelopment Authority and later sold to them. This
retirement represented a credit to investment accounts of $1,8049,hh3.
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MATINTENANCE OF WAY AND STRUCTURES

Aoadway and Structures Maintenance has been at a high level for the
past fifteen years as evidenced by the expenditures shown in the accompanying
table. As a result the roadway and structures of The Pittsburgh & West Vir-
ginia Hailway Company are ia geood physical condition:

Maintenance of Way and Structures

Total

Road Amortization Maintenance

Direct Property of Defense of Way and

Year Charges Depreciation Projects Structures
1938 $ h55,283 $ - $ - $ 155,283
1939 418,224 - - 418,22
19140 675,95 - - 675,95
1941 850,936 - - 850,936
1942 9l8,21} - - 9h8,21h
1913 998,011 261,049 * - 1,259,060
190k 985,851 261,092 6,885 1,253,828
1945 890,943 290,157 9,190 1,190,259
19h6 £89,829 290,843 12,449 993,121
19h7 914,638 292,681 11,657 1,218,976
1948 1,035,175 258,860 11,658 © 1,305,693
1949 1,240,793 280,789 L,666 1,526,248
1950 1,449,315 291,119 1,427 1,741,861
1951 1,388,836 275,958 . = 1,66, 79k
1952 12165269? 2??!282 - 1ghh2,9?9
Total $11,107,699 $2,779,830 $57,936 $16,945,165

(#) Road property depreciation was not initiated umtil 1943,
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EQUIFKENT IMPROVEMENT FROGRAN

For the past fifteen years the Company has engaged in a program of
improving its egquipment. ‘

This nas included the purchase of new locomotives and rolling stock,
extensive improvements to roundhouse and shops, and the acquisition of modern
shop tools and equipment.

Capital Expenditures = Equipment
(Rolling Stock)

1938 % 5,040
1939 3,093
194LC 121,565
1941 52,982
19142 90,108
1943 123,105
19LL 36,467
1345 100,450
1946 121,391
1947 1,122,766
1948 2,315,863
1549 2,788,267
1950 103,624
1951 1,253,737
1952 1,146,315
1953 (8 Months) 1,076,18)

Total $10,L62,957

FREIGHT CAR IMPROVEMENT PROGRAL

In 1938, nearly half of our equipment was over twenty years old, and
this average had been greatly improved by the classification as “rebuilth of a
substantisl percentage of smich clder cars. In 1939, an extensive survey was
made of all reverme freight cars to determine their actual physical condition
and the type of leong range equipment program needed bo reduce maintenance costs
and provide the Company with equipment suited %o its requirements.

To this end, 3,?&h cars have been retired since 1938 as “worn out
beyond economical repairi.

Between 1947 and 1953, 1,235 new freight cars were purchased, and
about 350 have been subjected to heavy repairs sufficient to insure their ine-
clusion as serviceable cars for a mumber of years.

As of August, 1953, 37 percent of our freight cars are listed as
more than twenty years old (including those subjected to heavy repairs) and
the average age of all revenue freight cars was fourteen years, which of course
also includes those which received heavy repairs, but whose recorded age since
original construction has not been changed.
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Freight Equipment
DIESEL -~ ELECTRIC LOCOMOTIVES

Namber
Switcher....coceea. 10C0 H.P. 1
Road Switcher...... 1600 H.P. 1
Road Switchers..... 2000 H.P. 22 2
FREIGHT EQUIPMENT .
Flat Cars.cecaeecsas ... 55 Ton Lo
Hopper Cars..ccescecess 60 Ton 700
Hopper CarS..v.es.e.... 55 Ton L97
HOPPEer CarS.....ecoeeo.. 50 Ton I3
Hopper Cars {covered).. 70 Ton 35
Box Cars..... crerareses 50 Ton 195
Gondola Cars...csnso... 10 Ton 98
Condola CarsS..ceecesesces 50 Ton 500
Caboose Cars.sseeesss es 28 2,4,
WORK EQUIPMENT
Diesel Electric Crane 1
Crane - (0il Eurner 1
Diesel Ditchers 2
Water Cars 3
Dump Cars l
Business Cars 2
Other Miscellaneous Equipment i 77

LOCOMOTIVE POWER IMPROVEMENT PROGRAM

This may be summarized by saying that the road has now achieved com~
plete Dieselization. The P&WV purchased its first Diesel Electric Locomotive
in 1943, when a 1000 H.P. switching locomotive was acquired. In 1947, two 2000
H.P. were placed in service, followed by two more in 1948, and in 1951, six
2000 H.P. and cne 1600 H.P. were acquired. Six more 2000 H.P. were added in
1952 and again in 1953, making a total of twenty-four Diesels.

All of the 2000 H.P. Road Switching Locomotives are equipped for
either single or multiple wait operation, affording flexibility of power inthat
these locomotives can be usad in single unit operation in yard switching, road
freight, or helper service, or can be coupled back~to-back with each other for,
multiple unit operation in road service in a minimum amount of time.

CONDITICON OF EQUIPMENT

Locomotives - 2l Diesels
All servicasable Average Age - 2,17 years

Freight train cars {including Caboose Cars)

Owned - 2,14} Average Age - 1l years
See pages ;7 and 48
Serviceable 2,018 - 95.5%
#nserviceable 96 - 1.5

# Includes twenty-six cars set aside for retirement.
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EQUIPMENT MAINTENANCE

Bquipment Malintenance has been sustained at a fairly high level for
the past fifteen years {except during the war years with the shortages of
labor and materials, it was necessary for us to defer our rebuilding program).
Our equipment is now in very good shape and we have alsc a better standard of
maintenance for our equipment. This is due to the acquisition of new equip-
ment and the retirement of old, obsolete equipment.

Maintenance Work
Depreciation and

Direct Amortization of Total Maintenance
Year Charges Defense Projectsi of Fguipment
1938 $ 361,360 $ 291,06l $ 655,42l
1939 1,138,128 283,229 721,357
1940 812,599 229,886 1,042,185
1941 677,173 220,060 897,233
1592 - 968,021 217,170 1,185,191
1943 1,085,581 220,010 1,305,591
194k 1,076,367 239,383 1,315,750
19,5 9y, 706 212,231 1,186,937
1916 816,159 233,301 1,0h9,760
1947 1,040,371 250,317 1,290,688
1948 1,177,682 270,665 1,448,347
1949 982,456 390,438 1,372,894
1950 1,243,672 395,969 1,639,6l1
1951 1,659,247 Lih,220 2,073,467
1952 1,197,156 122,882 1,920,038
1953 (8 Mos.) 1,023,019 284,610 1,307,629

Total $15,803,997 $l,608,1,35 $20,412,1,32

S—

v

# Includes $107,88l accelerated amortization of defense projects during
the years 1914 to 1949,

No retirements charged to (perating Bxpenses.
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SHOPS

The Pittsburgh & West Virginia Railway's only shops and repair faci~
lities are located at Rook, Pennsylvania. A fifteen stall roundhouse built in
1918 and serviced by a 100 Zoot turntable provides facilities for inspecting
locomotives and performing light repairs while a two stall shop with a center
relief track, the main section of which is 58 ft. x 150 ft. and was built in
1927, provides facilities for all heavy repairs to locomotives and equipment.

During the period 1953 to 1953 inclusive, a total of $161,923. was
spent to modernize shop machinery and tools including the installation of an
80 ton capacity droptable in the locomotive shop and a lj,0-ton capacity drop-
table in the roundhouse to remove wheels on locomotives incidental to locomo-
tive maintenance.

During this period a program was instituted to economize on electric
current and reduce shop operating costs so, because each of the machines in
our locomotive shop was individually driven by direct current motors, those
with motors regquiring heavy repairs were converted to alternating current and
all new machinery installed was equipped with alternating current motors by
the manufacturer.

DIESEL FACILITIES

With the acquisition of our first diesel-electric locomotive in 1943,
one of the tracks in the car shop building was equipped for servicing and main-
taining this locomotive as all existing steam locomotive maintenance facilities
were urgently needed to provide the necessary motive power required because of
the emergencies existing due to the war, Following the purchase of our Road
Switching Locomotives in 1919, three end stalls of the 15 stall Roundhouse were
isolated by a fireproof partition and two of the pits reconditioned for diesel
maintenance. In 1951, following the purchase of seven additional road switch-
ing diesel locomotives, the partition in the Roundhouse was moved to include
six stalls for diesel maintenance. One of these stalls was filled and covered
with a cement floor to provide floor space while the other five pits were com~
pletely rehbuilt for diesel nmaintenance and a frame extension to the brick
roundhouse provided so that each of the gtalls will accommodate two diesel-
electric locomotive units. This portion of the Houndhouse contains equipment
for cleaning engine air filters, along with tool lockers and ineidental faci-
lities while it is also provided with necessary scaffolds and one pit is ser-
viced by an electric jib crane of 3 tons capacity while another is serviced by
a hand operated jib crane.

When the first diesel-electric locomotive was acquired in 1943, one
of the fuel oll tanks of 10,000 gallon capacity used for storing oil to start
fires in steam locomotives was pressed into service for diesel locomotive fuel.
In 1946 this tank, because of its limited capacity would no longer meet our
requirements so two submerged tanks of 30,000 gallon capacity each were in-
stalled and have since been supplemented with two additional tanks of similar
capacity. With the discontinuance of steam locomotive operation, we have
available an 85,000 gallon capacity steel water storage tank which will be
connected to the prasent battery of tanks and provide fuel oil storage capa-
city totaling 215,000 gallons.,

To provide housing facilities for the two diesel-electric locomotives
used in mine run service at Avella and for emergency use, a three stall diesel
engine house of steel construction was erected at that point. A sanding tower
and fuel oll supply station were alsc erected at Avella to meet current re-
quirements,
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DIESEL MATNTENANCE PROCEDUHES

Present method of keeping up with progressive maintensnce of our
diesel-electric locomotives is to schedule locomotive dispatchments so that
locomotives due for Federal Inspection work, change of wheels, traction motors
or other heavy work, are in the engine house on the day before this work is
duoe. As much of the required work as is possible is performed that day and
the locomotive is dispatched on a late afternocon or evening run so that it
will again be available the following morning to complete necessary repair and
inspection work. Due to all locomotives; except those in Avella Mine Run ser-
vice, being at Hook at least once each day, all minor repair work can be taken
care of between dispatchments or the locomotive requiring heavier repairs can
be changed for locomotives already serviced. The locomotives used in Avella
Mine Run service are changed off for locomotives cperatesd in Pool Service out
of Rook once each week and brought to Rook for servicing.

Heavy maintenance of diesel-electric locomotives, such as engine
overhaul, main generator or truck removal are handled in the locomotive shop,

Prior to 1951, mechanical jacks normally used for stesam locomotive
maintenance work were used in changing out diesel trucks but with the passing
of our steam locomotives the 80-ton droptable in the locomotive shop was
pressed into service as a itransfer table and reduced the time required for
this operation to approximately one-third the time previously required,

Minor repairs to all motors and generators are taken care of in the
locomotive shop while such electrical equipment requiring rewinding or other
major repairs are returned to the local repair shop of the manufacturer.

DIESEL UTILIZATION AND AVAILABILITY

Maximum availability and maximm utilization are highly important to
obtain full benefits from diesel operation, as maximum usage will keep loco~
motive ownership at a minimum to handle necessary business. A daily report is
made out showing time of arrival for locomotives, delay before ready and delay
after ready. A4 copy of this report is furnished the General Superintendent.

The reports for the month of August, 1953, show availability at 85%
of potential hours and hours utilized was 70,84 of potential hours. The per-
cent used of hours available was 83.3%.

EFFECT OF DIESELIZATION

Modern diesel-electric power has made it possible for the Company to
retire 3l old and obsolete steam locomotives and replace them with 30% fewer
locomotive units.

As anticipated the installation of diesel-electric locomotives to re-
place steam power has proven advantageous in many ways and experience has shown
that diesel-electric motive power is superior to steam motive power. The chief
advantages are:

(1) More efficient cperstion due mainly to greater availability of diesel
locomotives,; less attentior required while enroute with trains and faster op-
eration because delays resulting from taking coal and water enroute as with
steam locomotives areavoided,

(2) Lower fuel costs,
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EFFECT CF DIESELIZATION ~ Continued

(3) Reduction in fuel handling and haulage costs account of elimination of
Company coal,

(I4) Elimination of cinder handling and release of cars formerly used for
handling company coal and cinders.

(5) Decrease in maintenance expense due to fewer repair and servicing faci-
iities required for diesel locomotives including fueling stations and the
elimination of water stations.

(6) Saving in water purchased and treated account of elimination of water
stations for steam locomotives.

(7) FElimination of smoke nuisance in restricted residential districts and
in turnnels on the railroad,

(8) Fewer locomotives required for same amount of traffic account of greater
avallability of diesel-electric locomotives.

(9) Better train perforrmance account of more dependable operation of diesel-
electric locomotives and fewer delays enroute resulting from taking coal and
water enroute or cleaning fires on steam locomotives.

(1C) Decrease in track and bridge maintenance.

(11) Lower operating costs resulting from savings in not keeping steam loco-
motives under steam betweer dispatchments and elimination of servicing em-
ployees such as Bollerwashers, Fire Builders, Fire Cleaners and a reduction
in the number of laborers znd servicing employees required to service diesel-
slectric locomotlves ag against the number required to service steam locomo-~
tives.,

FUTURE ADDITIONS AND BETTERMENTS

The P&WV does not at present contemplate any substantial item of
capital expense. There is no eqguipment presently on order, either cars or
locomotives, and none contemplated, It is felt that at present the ownership
of cars is adequate and represents a fair contribution to the total car supply
of the country.
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SECTION 6 - OPERATING RESULTS

There are appended thres tables which indicate, in a general way,
how the P&WV has fared in comparison with other railroads. In the first two
tables, the base is shown as the year 1941 representing 100%, as that was
practically the last full year prior to the direct participation of the United
States in World War II. This base has been used because of the particular
susceptibility of this Company to the basic rate of steel operations in the
Pittsburgh area.

The first table, page 71, compares P&WY Total Operating Revenue with
that of U. S, Class I Railroads as a whole. It shows that, using the year
1941 as a base, the P&WV was somewhat behind the average in the year 1952,
with revenues about 61% over 191, whereas the national average was about 989
over 19li1. However, operations of the P&WV in 1952 were relatively much more
adversely affected than the average, because of the protracted strike in the
steel industry. For the first eight months of 1953, P&WV revenues show an
increase of about 8%% over a like pericd in 1941l. A comparable figure for all
Class I roads is not yet available,

The second table, page 71, compares P&WV Total Operating Expenses
with that of U. 8. Class I Railroads as a whole. It shows that, using the
year 1941 as a base, operating expenses increased less than the national
average, being, in the case of P&WYV., about 95% as against a national average
increase of about 12C%. However, these figures for 1952 are somewhat dis-
torted for the same reason mentioned in the preceding paragraph (the steel
strike of 1952), During that strike, the P&WV drastically curtailed expendi-
tures for maintenance and other items. For the first eight months of 1953,
P&WV showed an increase in expenses over 1941 of 11L4%.

This table alsc shows that the P&WV has, since 1938, maintained its
total Operating Ratio in comparison with other railroads. In 1938, P&WV
Operating Ratio was 77.85, as against a national average of 76.35. In 1952,
P&V ratio was 78.l,9, as against a national average of 76.11. Again, the 1952
steel strike had its effect. For the six months ending June 30, 1953, the
latest period for which comparative figures are available, the situation was:

Operating Ratios

Six months ending June 30, 1953,
compared with similar period, 1952,

June 30, June 30,
1953 _ 1952
Pittsburgh & West Virginia 7h.7 79.2
Creat Lakes Region 77.8 81.5
Bastern District 78.8 B V.
Total U. S. 75.5 78.1

The P&WV is classified as coming within the Great Lakes Region,
which in turn is part of the Eastern District; the other two Regions in the
Eastern District being the New England Hegion and the Central Eastern Region.
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The third table, pages772-T73,af this series breaks down the Total Opera-
ting Ratio into its principal component parts, namely, Transportation, Mainte-
nance of Way and Maintenance of Equipment. This table, unlike the two pre-
ceding, shows comparisons with the year 1938.

It shows that the Company has been kept abreast with results achieved
by other Eastern District Railroads, and with Class 1 roads in general. Com~
paring 1952 with 1938, the relationship of P&WV has been substantially constant.

It may be noted, however, that the Transportation Ratic of the P&WV
has been consistently outstanding. This ratio has averaged about 25% of reve-
nues, as compared with from 35% to 0% on other roads. Other items of ex-
pense, such as Maintenance of Way and Maintenance of Equipment, are to a cer~
tain extent subject to the discretion of management, but as a general rule the
Transportation Ratio is no! subject tc such discretion. As a consequence,
therefore, total operating expense of the P&EV can more readily be adjusted to
economic conditions than that of most other railroads.

The Maintenance of Way ratio, it will be noted, has since 1938 been
consistently higher than that of Bastern District roads and of U. S. Class I
roads. This has in part been due to the inherent characteristics of the P&WV,
considering the rugged terrain it traverses, but also largely due to the pro-
gram of rehabilitation and improvement, referred to in more detall in other
sections of this report.

The same corment is also applicable to the Maintenance of Eguipment
ratio, and for similar reasons. It is confidently expected, however, that
this item of expense can be materially reduced by reason of complete Dieseli-
zation of motive power on the one hand; and the completion of the program of
heavy repairs to car equipment on the other,

The charts shown on page T7l, shows some of this data in graphic
form.

Fraiﬁht Train Performance

The table on page 75, shows comparison of P&V freight train per-
formance with Eastern District and Class I carriers; using 1941 as the base.

Comparisons with Fastern District and U. 8. Class I roads are not
yet available later than the year 1950. It will be noted; however, that the
most significant improvements in the performance of P&WV have taken place
since that year, in such items as Gross Ton Miles Per Hour, Average Freight
Train Load and Average Freight Train Speed.

The table on page 76, relates only to the P&WV as does the chart on
page 7T,
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TREND OF OPERATING REVENUES:

(:: TOTAL OPERATING REVENUES OF P&WV AND U.S. CLASS I RAILROADS
YEARS 1938 to 1953 (8 MONTHS)
P. & W. V., U.8. Class I Railroads
o Percent Percent
Year Amount of 1941 Amount of 1941
’ (000 omitted)
1938 $2,98h,139 56.49 $3,565,490 66.69
1939 3,670,692 69.48 3,995,00k Th.72
1940 b,157,853 78.70 © 4,296,600 80.36
1941 5,283,114 100.00 5,346,699 100.00
1942 6,460,199 122.28 7,465,822 139.63
1943 7,722,212 146,17 9,054 72k 169.35
19k 7,273,057 137.67 9,436,789 176.50
1Ghs5 6,596,239 124 .86 8,902,248 166.50
1946 4,769,490 90.28 7,627,650 1ho .66
1947 6,835,707 129.39 8,684,018 162,44
1948 8,800,481 166.58 9,671,721 180.89
1949 7,300,212 138.18 8,580,142 160.48
1950 8,48k,259 160.59 9,473,093 - 177.18
1951 8,702,1ko 164,72 10,391,883 194.36
1952 8,510,027 161.08 10,581,418 197.91
1953(8 mo.) 6,279,896 184.88 Not available

OPERATING EXPENSES:

TOTAL OPERATING EXPENSES AND OPERATING RATIOS OF P&WV AND US CLASS 1 RAILROADS

PE&EWV U.5. Class 1 Railroads Operating Ratio

Percent Percent Class 1

Year of 1941 (000 omitted) of 1941 P&WV  Railroads
1938 $2,323,374 €7.88 $2,722,199 Th.29 77.85 76.35
1939 2,418,070 70.65 2,918,209 79.64 £5.88 73.05
1940 3,159,695 g2.32 3,089,417 84.31 75.99 71.90
1941 3,422,613 100.00 3,664,232 100.00 6l.78 68.53
1942 4,176,188 . 122.02 L ,601,083 125.57 6.6l 61.63
1943 5,237,595 153.03 5,657,461 154 .40 67.83 62.48
1Ghh 5,007,501 146.31 6,282,062 1714k 68.85 66.57
1945 b 901,313 143.20 7,051,627 192.44 T4.30 79.21
1946 k4,369,358 127.66 6,357,415 173.52 91.61 83.35
1947 5,202,772 152.01 6,797 ,26k 185.50 76.11 78.26
1948 5,830,440 170.35 7,472,035 203.92 66.25 77.26
1949 5,836,834 170.54 6,891,819 188.09 79.96 80.32
1950 6,635,663 163.88 7,059,276 192.65 78.21 7h.50
1951 7,140,152 208,62 8,043,948 219.53 82.05 7741
1952 6,679,522 195.16 8,053,003 219.77 78.49 76.11

()

1953(8 mo.) 4,721,176 214.07 - - 75.18
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1938
1539
1940
1941
1942
1943
10k
1945
1946
1947
1948
1949
1950
1951
1952
1953 (8 Mo.)

1938
1939
1940
19h1
19k2
1943
19ky
1945
1946
1947
1948
1949
1650
1951
1952
1953 (8 Mo.)

CCMPARATIVE STATEMENT OF RATIOS

Operating Ratio

Eastern District

Pet. of
Ratio 1938

79. 5k 100.00
7h4.39 93.53
73.49 92.39
70.39 88.50
£5.50 82.35
66.37 83,544
T2.06 90.60
86.40 108.62
87.53 110.05
B1.74 102.77
79.88 100.43
B82.78 10L.07
77-91 97.95
81.40 102.34
101.12

80.43

Transportation Ratic

P. ¥.Va.
Pet. of
Ratio 1938
77.85 100.00
65.88 84.62
75.99 97.61
6L, 78 - 83.21
64 .64 83.03
67.83 87.13
68.85 88. 1l
T7h.30 95 .4k
91.61 117.68
76.11 97.76
66.25 85.10
79.%6 102.71
78.21 100.46
82.05 105.39
78.49 100.82
75.18 -
P. W.Va.
Pet. of
Ratio 1¢38
oL .35 10C.00 -
21.33 87.60
22.20 91.17
21.18 86.98
22.64 92.98
25.51 104,76
25.05 102.87
27.38 112.4Y
31.47 129.24
26.40 108.42
23.68 97.25
26.66 108.49
25.83 106.08
27.39 112.48
25.96 106.61
23.42 -

Bastern District

Pct. of
Ratio 1938
0.4 100.0
36.9 91.3
36.4 90.1
35.0 86.6
33.1 81.9
33.7 83.4
36.2 89.6
39.2 97.0
46.3 114.6
k.o 108.9
42,3 104.7
43.3 107.2
Lo.7 100.7
L2.1 104.2
41.1 101.7

U. 8. Class I

Pet.. of
Ratio 1038
76.35 100.00
73.05 95.68
71.90 gk 17
£8.53 89.76
61.63 80.72
62.45 81.79
66 .57 87.19
79.21 103.75
83.35 109.17
78.27 102.51
77 .26 101.19
80.32 105.20
Th.52 97.60
77.51 101.39
76.11

99.69

U. 8. Class I

Pet. of
Ratio 1938
38.19 100.00
35.49 92.93
34.93 01.46
33.20 86.93
30.03 78.63
29.66 77.66
31.51 82.51
33.88 88.71
2,11 110.26
4o.03 104.82
39.51 103.46
39.81 10k.2h
36.85 96.4k9
38.25 100.16

36.94

9%.73
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1938
1939
1940
15h1
1642
1943
1944
1945
1946
1947
1948
1949
1950
1951
1952
1953 (8 Mo.)

1938
1939
1640
1941
1642
1943
1Ghh
1945
1946
1947
1548
1949
1950
1951
1952
1953 (8 Mo.)

COMP2ARATIVE STATEMENT OF RATIOS

Maintenance of Way Ratio

Eastern District

Pet. of
Ratio 1938

10.4 1006.0
10.3 99.0
10.4 100.0
10.6 101.9
10.4 100.0
11.9 114 .4
13.3 127.9
1L4.9 143.3
1.1 135.6
13.0 125.0
13.1 126.0
13.5 129.8
12.8 123.1
13.3 127.9
13.6 130.8

e

Mainsenance of Equipment Ratio

FP. W.Va.
Pct. of
Ratio 1938
15.25 100.00
11.39 74.69
16.26 106.62
16.11 105.6k
14.68 96.26
16.30 106.89
17.24 113.05
18.05 118.36
20.82 136.52
17.83 116,92
14,84 . 97.31
20.91} . 137.11
20.53 13h.62
19.13 - 12544
16.96 111.21
17.13 -
P. W.Va.
Pet. of
Ratio 1938
23,00 100.00
20.59 89.52
26.08 113.39
17.92 77.91
19.17 83.35
18.70 81.30
18.53 80.57
19.49 8. Th
23.77 103.35
20.10 87.39
17.56 76.35
20.15 87.61
20.63 83.70
25.24 109. 74
24,27 105.52
22.98 " -

Eastern District

Pet. of

Ratio 1638
19.2 100.0
19.7 102.6
19.7 102.6
19.8 103.1
17.5 gl.1
17.1 89.1
18.1 gh.3
15.0 78,1
20.8 108.3
19.5 101.6
19.0 99.0
19.7 102.6
20.1 104.7
20.2 105.2
102.6

19.7

UJ. 8. Class T -

Pet. of
Ratic 1938
11.78 166.00
11.69 99.2kL
11.57 98,22
11.28 95.76
10.67 90.58
12.24 103.90
13.39 113.67
15.85 134.55
15.08 128.01
13.96  118.51
13.94°¢  118.34
14,96 126.99
13.59 115.37
1k.23. - 120.80
1k, 36 121.50

4
‘-

U, 5. Class I

Pet., of
Ratie 1938
18.97 100.00
19.17 101.05
19.06 100.47
18.57 97.89
16.22 85.50
15.91 83.87
16.82 88.67
2L .12 127.15
19.26 101.53
17. 94 ok .57
17.61 g92.83
18.73 98.73
18.03 95.04
18.73 98.73

18.46

97.31

73
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THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

TREND OF THE P & W. V. RY. CO. REVENULS, EXPENSES, OPERATING RATIOS
AND NET RAILWAY OPERATING INCOME COMPARED WITH U. 5. CLASS 1 RAILRCADS
YEARS (938 ~1952
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Eastern District and U. S. Class I Railroads - 1941 = 100%

PAWY Freight Train Performance Compared With

Year

1951
1942
1943
19k
1945
1946
1947
1948
1949
1950
1981
1952
1953 7 Mos.

1953 7 Mos.

1952
1953 7 Mos.

Gross Ton Miles Per Train Hour

75

P&WV Fastern District U. 5. Class I
GTM Per Percent GTM Per Percent GTM Per Percent
Train Hour of 1941 Train Hour of 1941 Train Hour of 19)1
20148 100,0 35028 100,0 3168l 100,0
21232 105,01, 3620k 103.% 35510 102.)
22086 109.6 36253 103.5 35968 103.7
23616 117.2 36682 10l;. 7 37294 107.5
2li532 121.8 35570 101.5 3695, 106.5
23070 11).5 35907 102,5 37071 106,9
23355 115,9 36212 103.4 3862 110.9
2h977 12),.0 37033 105, 7 39905 115.1
28331 0.6 1,021,9 114.9 L2313 122.1
25529 126.7 1,088); 116.7 141353 127.9
26803 133.0 -  Not available - -
2971 7.6 - " n - -
32968 163.6 - n n - -
Average Freight Train Load
P&WV Eastern District U. 8. Clasgs I
Percent Percent Percent
Tons of 1941 Tons of 19,1 Tons of 1941
1691 100.0 2365 100.0 2125 1000
1800 1061 2513 106.3 2277 107.2
2053 1211 2596 109.8 2362 111.2
2026 119.8 2622 110.9 2109 113.4
2051 121.3 258l 109.3 2386 112.3
1775 105.0 2553 107.9 2343 110.3
1919 113.5 2600 109.9 2132 1l.h
1907 112.8 2652 1l2.1 2500 117.6
1894 112.0 2656 112.3 2534 119.2
1905 112.7 2746 116.1 2669 125,.6
1901 112.4 -  Not available - -
1923 113.7 - R 1t - -
2105 1215 - W " - e
Average Freight Train Speed
P&V Bastern D%strict U. S. Class I
Fercent Percent Percent
WPH  cfl9hl  MPH of 19kl MR of 1ol
12.4 100,0 15.0 100.0 16.5 100.0
12.h 100,0 1.6 97.3 15.8 95,8
11.3 91,1 U, 2 9L, 7 15. 1L 93.3
12.3 99,2 1.3 95.3 15.7 95.2
12.6 101.6 1.0 93.3 15.7 95,2
13.6 109.7 1.3 95.3 16.0 97.0
12, 103,2 1.2 Ol T 16.0 95,0
13.3 107, 1.2 a7 16.2 98,2
15.3 123.4 15.0 102,7 16.9 102.1
1?06 109.7 15,2 101.3 16.8 101.8
Uy 116.1 - Yot available - -
15.8 127.h - n ] - -
16, 129.0 - it " - -
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Trends of Freight Train Performance
Years 1935 to Date

1941 = 1007
Average Average

Gross Ton Percent Train Percent Train Percent

Miles of Ioad of Speed of

Year {000) 1941 (Gross Tons) 1841 {MPH) 1941
1935 holihiblh 55.36 1612 95.33 10,5 8l;.68
1936 562027 6€,99 150l 88.94 10,6 85.18
1937 641158 76,78 1555 91.96 11.0 88,71
1938 497541 5%.31 1532 90.60 12.3 99.19
1939 597955 71,28 1619 95.7h 12.1 97.58
19,0 685218 81.68 1605 91,51 12.3 99.19
1941 838919 10C. 00 1691 100,00 12.1 100,00
192 1082952 129.0% 1800 106,145 12.h 100,00
1943 12502117 149,03 2053 12141 11.3 91.13
194 1030718 122,87 2026 119.81 12.3 95,19
1945 995217 118.63 2051 121.29 12.6 101,61
1946 731702 87.22 1775 104.97 13.6 109,68
1917 90981 112,17 1919 113,48 12.8 103,23
1948 sldiel 112.5) 1907 112,77 13.3 107.26
1949 821,050 98,23 189 112.00 15,3 123.39
1950 910603 108.5]; 1905 112.66 13.6 109.68
1951 931,395 111.38 1901 11212 Ul 116.13
1952 859178 102,41 1923 113.72 15.8 127,42
1953 (%) 951721 113.80 2105 121,148 16.0 129,03
Gross Ton Percent Bastbound as Fuel Cost Percent

Miles of % of Total Per 1000 of

Year Per Tr.Hr, 19h1 G. T. M. G. T. M. _19hl
1935 16218 80.19 7.8 17.h¢ 85.71
1936 © 15181 75.35 8.8 17.5 86.21
1937 1631; 80.97 50.6 19,2 94.58
1938 18121 89.95 50,2 20,5 100.99
1939 18961, 9l1.12 g1.5 18.6 91.63
1940 19013 91,37 55.5 19.1 9L.09
191 20148 100,00 57.9 20.3 100,00
1912 21232 105,38 60,1 22.7 111.82
1943 22086 109,62 60,8 30,7 151.23
190k 23616 117,21 59.0 33.3 164,.0h
1945 21532 121,76 57.6 36,2 178.33
1946 23070 114,50 59.7 38,2 188.18
1947 23355 115,92 60,2 0.9 201.48
1948 2977 123.97 56.8 Lé. 7 230,08
1919 28331 1,0.61 57,8 L2.7 210,30
1950 25529 126.71 5E.l L5.7 225,12
1951 26803 133.03 55.1 L3.L 213.79
1952 29741 147.61 56.7 Wl b 203.94
1953 () 32968 163.63 55.9 316 155,67

(#) NOIE - 7 Month Average
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THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY
TRENDS OF FREIGHT TRAIN PERFORMANCE | ey

GROSS TON MILES, AVERAGE TRAIN LOAD, AVERAGE TRAIN SPEED, GROSS

TON MILES PER TRAIN HOUR, AND FUEL COST PER THOUSAND GROSS TON

MILES OF FREIGHT TRAINS AS A PERCENT OF THEIR RESPECTIVE 1941 LEVEL
YEARS 1935 TO DATE

PERCENT PERCENT
OF 194 OF 1941
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FUEL COST PER 1000 — \
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200 / 200
180 / xu.'m
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FUNDS PROVIDED BY

Net Income before Federal & State Income Tax
Depreciation - Roadway

Depreciation - Equipment

Amortization under Certificates of Necessity
Sales of Scrap

Sales of Carrier Property, Roadway

Sales of Equipment

Sales of Non Carrier Property

Sales of W. & L.E. Stock

Working Capital Decrease

Miscellaneous Credits to Profit & Loss

5 Year 4% Secured Notes dated T7/1/40

Income Tax Refunds, Prior Years

Insurance Settlement on Pgh. Terminal Fire
Repayments on Advances by Railroad Credit Corp.
Repayments on Advances by Acme Coal Cleaning Co.
Various Unclassified Items

Grants in Aid of Construction

Bank Loans

Total
FUNDS APPLIED TO

Federal and States Income Taxes

Down payment on Locomotives and Cars

Payments on Equipment Obligations

Additions and Betterments

Purchase of Pgh. Terminal Coal Co. Bonds

Purchase of P. & W.Va. Ry. Co. bonds (cost)
Dividends paid

Advances to Acme Coal Cleaning Co.

Working Capital Increase

Miscellaneous Debits to Profit & Loss

Payments of Prior Years Income Taxes

Payments of Bank Loans

Payments on Long Term Notes

Pgh. Terminal R.R. & Coal Co. Bond Interest
Compromise Settlement Pgh. Terminal R.R. & Coal Co. Suit
Funds Deposited in lieu of Mortgaged Property Sold
Payments on Grants in Aid of Construction

Various Unclassified Items

Total
Amortization of Equipment under Certificates of
Necessity not included in Depreciation but re-

flected in Federal and States Income Taxes
(I.c.Cc.Order No. 30920 - 12/21/51).

(4)

THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

SOURCE AND APPLICATION OF CASH FUNDS

42

EXHIBIT 6

(8 Months)

1953 1952 1951 1950 1949 1948 1947 1946 1945 194k 1943 1942 - 1941 1940 1939 1938
$1,185,698 $1,467,643 $1,355,055 $1,401,106 $1,141,296 $2,483,946 $1,118,912 $ (45,523) $ 646,162 $1,666,440 $1,7h4,157 $1,540,217 $1,191,884 $ 326,851 $ 480,212  (200,215)
196,469 289,281 286,753 301,381 290,697 268,186 305,739 303,739 302,809 271,438 271,694 (B) (B) (B) (B) (B)

274,754 409,591 406,247 382,919 377,285 23,801 225,048 210,621 212,882 220,337 221,114 217,567 219,051 227,525 283,585 294,398
- o - 88 4,281 33,588 33,588 3,379 31,036 2k, 534 - - - - - =
369,227 309,491 259,710 259,658 171,813 188,259 230,680 48,448 2ho, ko7 91,009 7,429 111,445 88,720 326,767 k7,307 k9,771
2,751 67,720 7,615 (A)798,875 14,251 15,687 = - - - - - - - - =
97,161 101,681 45,503 6,473 - - - - - - - - - - - -
- - - (A)951,125 - - - - - - - - - - - -
- - - L, 384 - - - - 5,858,750 - - - - - - =
- - 202,448 - 807,898 182,060 - 73,865 987,748 - - - - 362,835 - 305,346
= 12,282 4,152 21,390 360 80 10,142 14,321 6,962 3,116 9,937 2,471 8,881 120 2,302 1,172
- - - - - - - - - - - - - 7,400,000 - -
- 3,902 81,343 - - - - = - = - - o - = -
= - - - o = 638,000 - - - - - - - - -
- - - e o = - 7,314 3,853 2,247 6,736 3,38k 6,755 482 1,153 787
= - 35,000 - - - - - 10,000 - - - - - - -
54,992 43,453 25,106 36,36k 33,694 3,3% - 4,161 6,942 - 6,301 453 - 3,570 - 2,598
- - - - - - - = - = = - = 49,559 = =
o - o = - - - - 1,000,000 - < - - - - =
$2,181,052 $2,705,04k $2,708,932 $4,163,763 $2,841,575 $3,419,003 $2,562,109 $ 651,325 $9,307,57L $2,279,121 $2,337,368 $1,875,537 $1,515,291 $8,697,709 $ 814,559 $ 453,857
$ 510,b48 $ sShh,b75 $ 631,955 $ 1ok,524 $ L63,733 $1,007,410 - - $ Lh1,646 $ 115,574 $ 323,445 $ 261,250 $ 17,090 NONE NONE NONE
166,466 167,132 132,662 - 890,319 T71k,334 261,256 - - - - - - = - -
403,848 565,072 588,472 k95,672 k72,827 173,302 145,300 2l5,000 245,000 245,000 2l5,000 2l5,000 2l5,000 568,000 285,000 285,000
222,301 437,623 363,020 Lol 217 906,353 82k,156 411,273 290,838 324,100 185,555 319,167 265,665 221,665 293,141 26,951 43,720
- - - - - - - - 1,266,000 4ho,720 - 54,000 - - - -
102,176 78,990 375,415 14,100 - 364,019 139,082 - 274,149 18,685 525,755 159,297 349,221 - - =
457,500 610,000 610,000 457,500 - 305,000 - - - - - - - - - -
- - - - - 5,000 - - S 10,000 - - 47,000 104,000 48,500 34,500
301,272 211,142 - (A)2,449,368 - - 783,84k - - 208,479 427,523 601,531 379,735 - 232,838 -
17,041 25,060 7,408 233, ggg éé’ 986 25,782 12,827 15,487 29,676 45,916 45,579 12,637 108,580 197 157,597 82,037
= = = ’ »357 - - - - . L 2 i o _ -
o S - = - - 800,000 100,000 100,000 = - - - 2,327,762 - D
- - - o - - - o 6,627,000 443,000 330,000 - = Corgo e 916, 66® 8,600
- - - - - - - - = 119,789 120,899 122,171 125,876 328,002 - -
- - - = - - - - - ko7,479 - - - : - - -
- 65,550 - - - - - - - 10,836 - - = - 19,563 -
- - - - - - - - - - - 153,986 - - - -
- - - - - - 8,527 - - 28,088 - o 21,124 o 29,110 -
$2,181,052 $2,705,044 $2,708,932 $4,163,763 $2,841,575 $3,419,003 $2,562,109 $ 651,325 $9,307,571 $2,279,121 $2,337,368 $1,875,537 $1,515,201 $8,697,709 $ B1k,559 $ U53,857
172,360 198,567 103,687

Condemnation of Wabash Building and downtown property by Urban Redevelopment Authority

(B) Retirement method of Depreciation on Roadway Property, subsequent to January 1, 1943.
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THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

CAPITALIZATTON EXHIBIT 4
Interest Outstanding
Date of Original In hands of Public
Long-Term Debt Rate Due Maturity Issue August 31, 1953
Mortgage Bonds:
P. & W.Va. First Mortgage 41% Bonds, Series, A, Lig June-Dec. December 1, 1958 $ 3,000,000 $ 2,335,000
" " :l i " " , B, n Apr.-Oct. April 1, 1959 3,000,000 2,039,000
U i : 4 ] LEROR o] " Apr.-Oct. April 1, 1960 6,000,000 4,440,000
Total Bonds $12,000,000 $ 8,814,000
Equipment Obligations:
Conditional Sale Agreement, August 10, 19438, 2.20% Monthly Nov. 1, 1953 $ 240,000 $ 8,000
& " 4 , October 25, 1948, 2.8 % i Nov. 1, 1958 332,000 171,492
" " " , November 1, 1948, 2.8 % i Dec. 1, 1958 789,999 414,118
X s, December 1, 1948, 2.8 % i Mar. 1, 1959 1,831,002 999,399
. L i , November 1, 1950, 2.3 % i Feb. 1, 1961 900,000 667,500
: : : » May 7, 1951, 2.k % x May 1, 1961 150,000 115,000
i k g , April 18, 1952, 3.2 % May 1, 1962 900, 000 780,000
, February 3, 1953, 3.2 % " Mar. 1, 1963 900,000 855,000

Total Long-Term Debt

Capital Stock

Total Equipment Obligations

Common (305,000 Shares - Par Value $100 Per Share)

Total Capitalization

$ 6,043,001

$18,043,001

$30, 500,000
$48,543,001

$ 4,010,509
$12,82k4,509

$30, 500,000
$43, 324,509



CREDITS *

Credit balance at beginning of year

Credit balance transferred from income

Difference between par and cost of P&WV First
Mortgage Bonds

Profit from sale of capital assets

Micellaneous credits

Total Credits

DEBITS

Debit balance transferred from income

Debits from retired road and equipment

Dividend appropriations of surplus

Pittsburgh Terminal bond interest

Purchase - Pgh. Tml. R.R. & Coal Co. Bonds
Write down-Value of Pgh. Tml. Bonds

Write off Pgh. Tml. Coal Co. - Open accounts
Compromise settlement - Pgh. Tml. R.R. & Coal Co
Write off - Acme Coal Cleaning Co. Stock

Write down - Acme Coal Cleaning Co. Notes

Write off Louise Coal Corp - Bonds, Notes, etc.
Loss on loan of collateral to Pgh. Tml. Coal Co.

39

Write off of prepaid expense in connection with Real Estate

Expense of Five Year Note Issue
Debt discount extinguished through surplus
Miscellaneous debits

Total Debits

Credit Balance

THE PITTSBURGH & WEST VIRGINIA RAILWAY CO. EXHIBIT 3
Statement of Earned Surplus - Unappropriated as of Dec. 31, 1938 to August 31, 1953.
1953
(8 mos.) 1952 1951 1950 1949 1948 1947 1946 1945 19h4 1943 1942 1941 1940 1939 1938
$ 8,857,942  $ 8,555,542 ¢ 8,435,114  $ 9,085,806  $ 8,590,630  $ 7,405,815 $ 8,713,561 $ 8,760,250  $ 8,207,340  $ 8,325,956  $ 7,936,946  $ 7,358,487  $ 7,163,026 7,193,864 6,869,568 178,778
675,250 923,168 723,099 1,296,582 581,206 1,476,536 1:118:912 i ’20&1516 885j858 ’820,805 ’750,569 700,335 g 302,189 J th:glz T :77
2,824 2,010 9,585 863 - 38,981 16,918 - 40,851 6,315 353,245 122,729 200,780 - - -
- - - - = - = = 1,596,258(c) - - - o - - -
- 12,282 55152 21,428 360 80 10,142 14,321 6,962 3,115 9,938 2,445 8,880 120 2,333 1,171
$ 9,536,006  $ 9,493,002  $ 9,172,950  $10,k04,679  $ 9,172,196  $ 8,921,k12 $ 9,859,533  $ 8,774,571  $10,055,927  $ 9,221,24k $ 9,120,934+  $ 8,234,230  $ 8,073,021  $ 7,496,173  $ 7,352,113  $ 7,179,949
= o - - - - - 45,523 = - - - - - - 200,215
S = 1,498,492(a) T4, hok - $ 2,440,891(b) - - - - 119,276 71,213 4,948 652 10,84k
457,500 610,000 610,000 457,500 - 305,000 o = o = > > o = o
- e & 5 - o = = o 119,789 120,899 122,171 125,876 328,002(d) - -
- - - - - - - - 1,266,000 440,720 - - - - - -
o = S - - - = o = = - 43,200 67,140 - - -
- - - - - - - - o o - - 23,215 - - -
- = = S = o - - - Lo7,479 = = = = = -
o - - - - - S = S o 125,000 - - - - -
- - - = = = - - - - 503,500 - = o - o
- - - - - - - - - - - - 53,611 - - -
& o - - - - & - S o o o 264,900 - - -
o - - - - - o o o o - - 68,568 - = -
- - - - - - - - = - - - 35,511 - - -
- - - - - - = o - - - - - - - 17,1
17,041 25,060 7,408 13,573 11,986 25,782 12,827 15,487 29,617 45,916 45,579 12,637 4,500 197 157,592(e) 81,123(1‘)
$  L7h, 5kl $ 635,060 $ 617,408 $ 1,969,565 $ 86,390 $ 330,782 $ 2,453,718 $ 61,000  $ 1,295,677  $ 1,013,904 $ 794,978 $ 297,284 $ 71,53k $ 333,147 $ 158,249 $ 310,381
$ 9,061,475 $ 8,857,942 § 8,555,542 ¢ 8,435,111k  $ 9,085,806  $ 8,590,630  $ 7,405,815 $ 8,713,561  $ 8,760,250  $ 8,207,340  $ 8,325,956  $ 7,936,946  $ 7,358,487  $ 7,163,026  $ 7,193,806k  $ 6,869,568

Retirement of Land and Wabash Bldg. (year 1950) $1,498,402 Dr.
Retirement of Freight House, Bridge & Tunnel (year 1947) $2,440,891 Dr.

Profit from sale of W&LE Rwy. Co. Stock (year 1945) $1,596,258 Cr.
Interest for the period - July 1, 1938 to Dec. 31, 1940 (year 1940) $ 328,002 Dr.

Includes heavy repairs to 202 freight cars (year 1939) $ 122,404 Dr.
Includes adjustment of proceeds from unmortgaged assets of the Wabash Pgh. Tml. Rwy. Co. (predecessor) in the amount of $ 71,700 Dr.



Railway Operating Revenues:
Freight
Miscellaneous
Total Railway Operating Revenues
Reilway Operating Expenses:
Maintenance of Way and Structures (A)
Maintenanceé of Equipment (A)
Traffic
Transportation
Miscellaneous Operations
General
Total Railway Operating Expenses
Net Revenue from Railway Operations
Railwvay Tax Accruals:
General Taxes
Federal Income
A1l Other U. S. Taxes
R.R. Retirement and Unemployment Taxes
Total Railway Tax Accruals
Railway Operating Income
Equipment Rents - Net Credit
Joint Facility Rents - Ret Debit
Net Railway Operating Income
Other Income
Rental of Property
Dividend Income (WLERR Stock)
Interest Accruals
Miscellaneous
Total Other Income
Total Income
Miscellaneous Deductions From Income
Miscellaneous Rents
Miscellaneous
Total Miscellaneous Deductions
Income Available For Fixed Charges
Fixed Charges
Interest on Funded Debt
Mortgage Bonds
Equipment Obligations
Long Term Notes
Interest on Unfunded Debt
Total Fixed Charges
Income After Fixed Charges
Other Deductions
Net Income After Fixed Charges and Other Deductions
Disposition of Net Income
Income Applied to Sinking Fund
Balance of Income Transferred to Earned Surplus
*Denotes Credit

Note (A) Includes Charges for Depreciation and
Amortization as follows:

Depreciation - Road

Amortization of Defense Projects - Road
Total Road

Depreciation Equipment

Amortization of Defense Projects - Equipment
Total Equipment
Grand Total

THE PITTSBURGH & WEST VIRGINIA RAILWAY CO.
CONDENSED INCOME STATEMENT

\J

Years 1938 to 1952 and (8 Months of 1953 vs. 8 Months of 1952) EXHIBIT 2
(8 Months) (8 Months)
1953 1952 1952 1951 1950 1949 1948 1947 1946 1945 194k 1943 1942 1941 1940 1939 1938
$6,235,303 $5,345,239 $8,398,055 $8,593,955 $8,276,139 $7,078,420 $8,457,903 $6,536,272 $4,516,902 $6,388,019 $7,063,737 $7,497,406 $6,248,682 $5,071,849 $4,005,419 $3,485,450 $2,79%,087
Ll 593 78,084 111,972 108,187 208,120 221,792 342,578 299,435 252,588 208,220 209, 320 22l ,806 211,517 211,265 152,434 185,242 190,352
»279, $5,523,323 38,510,027 38,702,142 38,484,259 37,300,212 38,800,081 36,835,707 In,769,490 6,596,239 §$7,273,057 $7,7122,212 36,460,199 %5,283,11k 3$4,157,853 $3,670,692 $2,98%,439
$1,075,750 $ 889,663 $1,442,979 $1,66k,79% $1,741,861 41,526,248 $1,305,693 $1,218,976 $ 993,121 $1,190,294 $1,253,828 $1,259,060 $ 948,21k $ 850,936 $ 675,954 $ ' 418,224 $ L55,283
1,443,076 1,357,923 2,065,503 2,196,738 1,750,601 1,hk71,148 1,545,409 1,374,178 1,133,6k0 1,285,559 1,347,597 1,443,956 1,238,221 946,519 1,084,420 T55, 947 86,
457,350 408,191 623,372 579,569 529,159 489,046 489,859 420,599 350,137 293,501 252,798 238,709 233,529 228,913 213,598 180, k0 188,819
1,470,958 1,451,557 2,208,808 2,383,222 2,191,902 1,945,942 2,084,140 1,804,318 1,500,988 1,806,434 1,821,865 1,969,530 1,462,716 1,118,879 923,221 782,803 726,820
ioe o 820 e i mae i e gD BT L BE S A5 28 dn B2 EE _in
274,042 210 338,860 315,829 22,140 04,450 05,343 374,749 357,125 239, 71 288,752 369 0,499 )3 182,082 17! 9 153,591
721,17 310,202 679,522 $T 1140,152 $6 635’663 5,036,083 5,930, 5,202,772 »369,35 901’313 $5 007’501 $5 237’595 176,1 $3,422,613 33 159’695 2 1#18’0"{0 2 323)37‘+
1,558,720 $1,105,04L %1,83b,505 %1,561,990 3If8ﬂ8f§§6 $1,063,378 $2,970,037 3$1,632,935 $ L00,132 %1,6§E,926 $2,265,556 $2,L04,617 $2,204,011 $1,860,501 %‘L§§8,158 %1,252,622 1,065
$ 115,441 $ 103,578 $ 154,618 $ 170,462 $ 120,464 $ 188,663 $ 231,106 $ 191,769 $ 182,826 $ 207,511 $ 177,290 $ 197,310 $ 160,941 $ 121,327 $ 194,110 $ 214,299 $ 191,834
478,425 372,163 509,717 578,468 123,129 505,809 911,728 CR.53,286 CR.k0,531 394,540 106,426 295,773 243,515 22,344 - S s
e e G T B I B B B
1 38 13 212,57 221,251 203 184,977 183,7 228,472 150,697 166,087 170,113 180,531 14k, 740 119,907 102,753 2,919 3 2
§ 72,750 §_ 61 . 3 o7 § L5L,h72 § T ;1,330250& $ 37111&5 295;520 3 782:22h 3 u72:927 3 6992516 § 565,609 § 272’925 3021311 3 2,3 $ 235,27
15,970 $ 588,235 $ 049,609 $ 587,192 $1,397,12% § 580,660 $1,639,533 $1,261,790 104,612 § 912,702 $1,792,629 $1,785,10L 31,718,402 ¥1,587,577 § 695,847 $ 970,296 $ 426,789
$ 190,638 $ 314,039 $ L63,432 $ 623,815 $ L23,219 $ 573,098 $ 302,782 $ 377,549 $ 330,151 $ 277,73k 272,530 108,376 $ 75,531 TT,147 £ 130,202 $ 131,966 $ 226,583
5,475 9,81k 13,650 * 1,263 * 3,886 6,867 6,726 * 310 6,070 9,824 9,079 10,183 6,347 10,323 25,838 25,409 25,510
$1,001,133 $ 792,60 $1,399,391 $1,212,270 $1,82k,229 $1,146,891 $1,935,589 $1,639,6L9 128,693 $1,180,612 $2,056,080 $1,883,29% $1,787,586 $1,65%,401 § Boo,21L 31,076,853 $ BE?fBEﬁ
$ 6,137 $ T,004 $ 10,386 $ 7,804 $ 56,885 $ 73,205 $ 72,328 $ 19,182 $ 13,615 $ 12,565 $ 12,364 $ 10,689 $ 14,831 $ 14,649 $ 15,607 $ 15,333 $ 14,038
- & - - 180 180 180 180 180 LY, 787 259,258 347,780 347,780 Lo7,180 407,180 318,080 80,480
19,972 18,026 27,921 15,559 6,409 2,619 2,232 1,836 1,999 13,428 3,472 3,555 - 349 378 113 1,176
1,148 1 1,43k 1,617 1,;61 5 1,105 s 4{33 . 1{55u : - 231 1,453 1,856 2,017 7;8 7 5,574 14,230 5 2,225 ;,265
% 2g1257 26,307 39,741 25,070 6l,635 77,109 75,443 22,452 16,625 $ 72,233 § 279,950 $ 364,041 $ 363,389 27,752 437,395 335,761 % 97,659
1,028,390 18,767 $1,%39,132 %1,237,3&0 %i;BBBfBEE $1,224,000 $2,011,032 $1,662,101 $ L45,318 $1,252,845 $2,336,030 92,247,335 $2,150,975 32,082,153 %1,é37,666 $1,412,61% 725,521
$ 10 $ 1 $ 133 $ 1 $ 9% $ 3,789 $ 154§ Y (O 258 $ 282 § 2kg $ 2h9 $ 1,27k $ 289 $ 319 $ 38k $ 319
11,681 11,756 17,267 19,42k 49,155 88,200 81,221 18,037 21,653 38,581 23,889 25,066 23,558 25,689 25,669 27,405 26,951
% 11:791 % ll:§§7 $ 17,h00 $ 19,565 % bo,349 $ 91,989 $ 81,375 $ 18,311 § 21,911 $ 3B,863 § 24,138 § 25,305 § 24,832 § 25,975 % 25:g§g % 27,789 g 27,270
$1,016,599 ,900 $1,421,732 $1,217,775 $1,839,515 $1,132,011 $1,929,657 $1,643,790 $ L23,L07 $1,213,982 $2,311,892 $2,222,020 $2,126,1L3 §2,056,175 $1,211,61 1,364,625 ;251
$ 265,717 $ 270,000 $ Lok,649 $ 408,151 $ Lh22,ho2 $ L22,830 $ 436,390 $ Lh5,483 448,155 $ 451,092 $ 462,379 $ L83,702 $ 512,750 $ 536,855 $ 540,000 $ 540,000 $ 540,000
15,631 60,431 93,915 86,52k 79,617 88,575 16,262 7,892 4,218 12,254 20,276 28,301 36,347 bl 456 55,439 72,223 81,642
- z 5 = o - S 7,221 4,675 157,791 278,051 282,910 296,000 296,000 196,818 160,235 159,364
- - - o 40,824 39,400 469 6L ,282 11,882 8,232 320 6,395 2,079 4,070 92,510 132,155 117,460
341,348 330,431 198,561 494,675 $ 542,933 % 550,805 § L53,121 § 524,878 § 168,930 § 629,369 % 761,026 ng’?‘!,% % % mﬁ' W
% 675,251 % 76,569 % 923,168 % 723,100 $1,296,562 581,206 $1,476,536 $1,118,012 DEF-k5:523 § 584,613 $1,550, 1,420,712 $1,278, 1,17TH, 320,851 ,212 DEF200,215
$ 675,251 $ UT76,469 $ 923,168 $ 723,100 $1,296,582 $ 581,206 $1,476,536 $1,118,912 DEF.45,523 $ 584,613 $1,550,866 $1,420,712 $1,278,967 $1,174,79% $ 326,851 $ L4B0,212 DEF200,215
} _ _ D 2 = > 5 : 2 380,097 665,008 599,907 $ 528,398 i L7k, 459 2k, 662 o o
$ 675,251 $ 476,469 $ 923,168 $ 723,100 $1,296,582 $ 581,206 $1,476,536 $1,118,912 Dr. U5,523 204,516 885,858 820,805 $ 750,569 700,335 $ 302,189 $ Lu80,212 Dr.200,215
$ 187,540 $ 184,731 $ 277,283 $ 275,957 $ 291,120 $ 280,789 $ 258,861 $ 292,681 $ 290,843 $ 290,157 $ 261,092 $ 253,006 - - - - -
- o S o 1,425 L,669 11,653 11,657 12,449 9,1 6,885 8,043 - - - - -
$ 187,540 % 18,731 § 277,283 $ 275,957 $ 292,545 $ 285,458 § 270,51% § 304,338 § 303,292 § 299,351 § 267,977 § 261,049 - - - - -
$ 283,682 76,538 $ 521,589 $ Li7,042 § 393,179 $ 387,190 § 253,127 $ 238,107 $ 223,517 § 225,53+ § 230,683 §$ 231,756 $ 217,568 § 219,051 § 227,525 § 283,585 $ 29%,398
o o - - 88 4,276 21,935 21,936 21,930 21,842 17,649 - - - - o -
g 283,682 $ 276,538 % 121,589 % 417,042 % 393,267 $ 391,466 §$ 275,062 § 260,043 § 2h5,Mh7 § 247,376 § 248,332 § 231,758 § 217,568 § 219,051 % 537;525 $ 283,585 % 294,395
71,2 $ 161,269 ,872 92,999 5,812 § 676,92k $ 545,576 § 564,381 § 548,739 § 56,727 § 516,309 § 492,807 § 217,568 $ 219,051 7,525 $ 283,565 294,3




THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

GENERAL BALANCE SHEET AS OF AUGUST 31, 1953

ASSETS LIABILITIES
Investments: Stock:
Road and Equipment Property: i Common
Road $45,934,520.7h
Equipment 11,579,121.75 Total Stock
Donations and Grants 439,671.95# Held by
Investment in Transportation Long-Term Debt: Book Liability Company
Property $57,073,970.54 Funded Debt
Unmatured $13,168,000 $k4,354,000
Reserves for: Equipment Obligations
Accrued Depreciation - Road $ 1,843,945.29#
Accrued Depreciation - Equipment  3,620,207.05# Total Long-Term Debt
Accrued Amortization of Defense
Projects - Road 57,934 .23#
Accrued Amortization of Defense Current Liabilities:
Projects - Equipment 109,651 .61# Traffic and Car Service Balance-Cr.
Audited Accounts and Wages Payable
Total Reserves $ 5,631,738.18# Miscellaneous Accounts Payable
Interest Matured Unpaid
Investment in Transportation Dividends Matured Unpaid
Property Less Recorded Unmatured Interest Accrued
Depreciation and Amortization $51,442,232.36 Unmatured Dividends Declared
Accrued Accounts Payable
Capital and Other Reserve Funds $ 73,125.00 Taxes Accrued
Miscellaneous Physical Property 116,325.96 Other Current Liabilities
Investments in Affiliated Companies 50,002.00
Other Investments 203.00 Total Current Liabilities
Total Investments $ 239,655.96

Deferred Liabilities:
Other Deferred Liabilities
Current Assets:

Cash $ 2,215,167.12 Total Deferred Liabilities

U.S. Treasury Savings Notes 1,500,000.00
Special Deposits 21,629.65
Net Balance Receivable from Agents Unadjusted Credits:
and Conductors Lo,u4s5k.09 Delayed Debit Bills
Miscellaneous Accounts Receivable 352,121.87 .
Material and Supplies 806,536.39 Total Unadjusted Credits
Interest and Dividends Receivable 52,900.00
Accrued Accounts Receivable 640,709.22
Other Current Assets 6,302.68 Surplus:
Unearned Surplus
Total Current Assets $ 5,635,821.02 Earned Surplus Appropriated(Five year Note
' : Indenture)

Earned Surplus Unappropriated
Deferred Assets:

Working Fund Advances $ 10,757.50 Total Surplus
Workmens' Compensation 182.1k4
Other Deferred Assets 31,887.31

Total Deferred Assets $  142,826.95

Unadjusted Debits:

Prepayments - Insurance and Rents $ 221,904.15
Agents' Relief Claims 2,654.77
Delayed Credit Bills 55,673.95

Total Unadjusted Debits $ 280,232.87

Company Securities Issued or

Assumed: Pledged Unpledged
Stocks - =
Bonds - $4,354,000
Total $4,354,000
TOTAL ASSETS $ 57,640,769.16 TOTAL LIABILITIES

# Italics denote red figures

32

EXHIBIT 1

$30,500,000.00

$30,500,000.00

$ 8,814,000.00
__4,010,508.50

$12,801,508.50

$ 215,059.02
630,710.02
196,081.85

19,800.00
1,145.90
148,180.04
152,500.00
348,402.90
636,910.01
6

7,167.91

$ 2,415,957.65

$ 16,210.01
16,210.01

$ 116,731.86
$ 116,731.86

$ 33,354.23

é,672,531.01
9,061,475.90

$11,767,361.14

$57,640,769.16
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Year

1928
1929
1930
1931
1932
1933
1934
1935
1936
1937
1938
1939
1940
1941
1942
1943
194k
1945
1946
1947
1948
1949
1950
1951
1952
1953(8 mos)

Pct. Increase
or Decrease
1952 vs 1940

THE PITTSBURGH & WEST VIRGINIA RATLWAY COMPANY

ORIGIN AND DISPOSITION OF REVENUE FREIGHT HANDLED

ORIGINATED

46.53

Terminated on Line
Tons %
270,157 L .ok
306,988 5.1k
173,838 3.51
136,379 3.34
119,560 3.65
177,604 5.03
Ok, 69k 2.39
137,045 3.18
110,120 2.03
133,853 2.30
73,349 1.89
69,634 1.49
7,777 1.39
102,249 1.45
101,530 1.21
127,739 1.30
172,651 1.98
104,199 1.29
191,658 3.11
176,822 2.33
134,856 1.72
91,224 1.53
81,361 1.10
109,219 1.49
113,963 1.70
h1,762 1.21

Delivered to Connections
Tons
3,455,939 63.18
3,704,881 62.07
3,221,095 64 .96
2,631,906 64.39
2,281,212 69.51
2,236,188 63.31
2,462,625 62.23
2,276,241 52..80
2,784,559 51.40
2,829,989 48.66
1,959,681 50.63
2,297,809 49.20
2,539,071 45.50
2,906,299 b1.16
3,098,260 36.96
3,368,297 3k4.3k
3,678,131 ho.21
3,078,970 38.00
2,322,219 37.70
2,761,492 36.41
3,304,663 42.13
2,104,784 35.37
2,535,587 3443
2,341,177 31.95
1,818,539 27.18
899,684 26.17
(28.38)

1928 - 1953

Terminated on Line

RECEIVED FROM CONNECTIONS

Delivered to Connections

Tons %

405,575 T k1
481,906 8.07
377,116 7.60
408,086 9.98
132,943 k.05
293,998 8.32
350,821 8.87
5k2,783 12.59
1,038,874 19.18
1,279,756 22.01
643,256 16.62
1,040,809 22.29
1,447,541 25.94
1,972,700 27.94
2,204,889 26.30
1,896,368 19-33
1,651,043 18.95
1,659,032 20.h47
1,353,012 21.96
1,846,829 2k .35
1,886,965 2L .06
1,462,550 2k .57
2,441,922 33.15
2,391,785 32.6k
2,406,444 35.96
1,176,935 3k.23

62.87

Tons
1,338,710 24 .47
1,475,399 2k. 72
1,186,848 23.93
911,021 22.29
47,985 22.79
82,288 23.34
1,048,856 26.51.
1,354,786 31.43
1,483,812 27.39
1,571,654 27.03
1,194,487 30.86
1,261,839 27.02
1,516,484 27.17
2,080,454 29.46
2,978,109 35.53
4,415,878 45,02
3,212,432 36.86
3,260,917 Lo.24
2,293,586 37.23
2,798,866 36.90
2,517,667 32.10
2,293,025 38.53
2,306,675 3132
2,486,205 33.92
2,352,393 35.16
1,320,109 38.39
55.12

TOTAL
Tons

5,470,381
5,969,174
4,958,897
4,087,392
3,281,700
3,532,078
3,956,996
4,310,855
5,417,365
55815 ,252
3,870,773
4,670,001
5,580,873
7,061,702
8,382,788
9,808,282
8,T1k,257
8,103,118
6,160,475

19.90

11
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PRODUCTS OF AGRICULTURE

ANIMALS AND PRODUCTS

YEAR AMOUNT % AMOUNT %
#1928 $ 54,987 1.33 $ 45,182  1.10
1929 51,567 1.18 k2,411 .97
1930 51,467  1.47 36,115 1.03
1931 50,439 1.8L4 k5,627 1.67
1932 38,190 1.78 54,927 2.56
1933 38,526 1.56 71,k04  2.89
1934 32,621  1.23 147,352 5.52
1935 39,897 1.37 132,722 L.58
1936 45,378 1.21 142,245  3.78
1937 56,865 1.4l 146,843  3.65
1938 78,593 2.7h4 145,159  5.07
1939 78,826 2.19 160,965  L4.47
1940 92,370 2.21 175,481 L4.19
1941 109,035 2.05 211,509 3.98
1942 105,310 1.6l 253,603 3.89
1943 1kk,190 1.86 231,512 2.99
1944 129,338 1.7k 207,453  2.79
1945 154,650 2.28 157,685 2.33
1946 188,445 3.95 135,332 2.84
1947 247,073 3.56 209,535 3.02
1948 231,115 2.55 228,466 2.52
1949 355,506  4.77 233,751 3.13
1950 257,896 2.8L4 201,097 2.22
1951 320,870 3.48 174,398 1.89
1952 283,797 3.04 172,196 1.85
1953 (6 Mo.) 225,981 L4.51 98,k27 1.96

# Earliest Year Available

PRODUCTS OF MINES

THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

GROSS REVENUE BY COMMODITY GROUPS
1928-1953

PRODUCTS OF FOREST

AMOUNT % AMOUNT %
$1,817,227  Lk.10 $ 55,047 1.3k
1,998,718  L45.59 65,879 1.50
1,636,284k  L6.77 ho,h06 1.21
1,431,84k 52,26 28,425 1.0k
1,202,843 56.12 25,858 1.21
1,308,743 52.91 L2, 818 1.73
1,536,295. 57.60 32,103 1.20
1,504,070 51.88 2,703 .85
1,831,323 48.69 W6,450 1.24
1,792,054  Lh.57 Ll 223 1.10
-1,367,988 L7.76 45,223 1.58
1,581,620 L43.94 54,323  1.51
1,669,442  39.91 70,533 1.69
1,903,920 35.82 81,375 1.53
2,163,047  33.17 70,408 1.08
2,058,868 26.58 73,140 .9k
2,131,663 28.69 54,360 .73
1,994,732  29.4k 50,420 .7k
1,643,524 34,48 4,631  1.57
2,372,658  34.17 91,869 1.32
2,782,829  30.66 112,522 1.24
2,090,637 28.04 95,462 1.28
2,971,220 32.7h4 114,721  1.26
2,826,843  30.67 130,491  1.k2
2,705,87  29.03 140,302 1.51
1,299,255 25.92 70,111  1.ko

MANUFACTURES

AND MISCELLANE;US

AMOUNT

$2,086, 544
2,169,5%
1,688,013
1,156,078

805,219

996,815

900,&02
1,179,726
1,677,479
1,962,530
1,211,867
1,711,278
2,161,69h
2,986,998
3,668,273
4,329,599
3,071,521
L 406,161
2,714,933
4,007,193
5,709,053
4,670,830
5,522,218
5,755,448
6,008,687
3,313,593

* During the War Years Reporting of Revenue Received from Strategic Material was Deleted from Reports to the I.C.C.

50.
L.
48.
Lo,
37.
ho.
33.
4o.
Lh,
u8.
Lo,
b7,
51
56.
56.
55.

64
48
25
18
57
30
76
69
60
82
31
55

.68

20
25
90

.10
.02
.96
71
.90
.64
.85
Ll
U6
.10

ALL ICL FREIGHT

* STRATEGIC MATERIAL
NOT REPORTED TO I.C.C.

AMOUNT % AMOUNT
$61, 300 1.h9
56,134 1.28
Ll ;603 1.27
27,621 1.01
16,342 .76
15,141 .61
18,377 .69
18,231 .63
18,136 .48
18,076 45
15,448 .54
12,162 .34
13,309 .32
22,175 R
15,614 .2k $ 245,345 3.76
14,478 .19 893,475 11.54
14,375 .19 1,022,321 13.76
13,170 .19
9,367 .20
15,005 .22
11,821 .13
10,352 L1k
8,473 .09
9,032 .10
10,288 A1
5,690 J1

oty
S
s’

TOTAL ALL FREIGHT

AMOUNT %
$4,120,287  100.00
4,384,303 100.00
3,498,888 100.00
2,740,034  100.00
2,143,379  100.00
2,473,447  100.00
2,667,150 100.00
2,899,349  100.00
3,761,011  100.00
4,020,591  100.00
2,864,278  100.00
3,599,174+  100.00
4,182,829 100.00
5,315,012 100.00
6,521,600 100.00
7,745,262  100.00
7,431,031  100.00
6,776,818 100.00
4,766,232  100.00
6,943,333  100.00
9,075,806  100.00
7,456,538  100.00
9,075,625  100.00
9,217,082 100.00
9,321,144  100.00
5,013,057 100.00



Year

1922
1923
1924
1925
1926
1927
1928
1929
1930
1931
1932
1933
1934
1935
1936
1937
1938
1939
1940
1941
1942
1943
194k
1945
1946
1947
1948
1949
1950
1951
1952
1953(6 mos.)

Prods. of Agric.

Tons %
29,642 0.87
33,822 0.57
39,271 0.67
L2 LL6 0.61
43,88k 0.60
51,384 1.08
62,259 1.1k
58,510 0.98
57,446 1.16
63,708 1.56
L7, 14k 1.4k
45,473 1.29
L2 Lo1 1.07
54,286 1.26
67,401 1.2k
56,865 1.h2

121,471 3.1k
119,999 2.57
149,191 2.67
183,488 2.60
167,401 2.00
2oL, 246 2.29
209,534 2.40
268,268 3.31
358,97k 5.83
468,421 6.18
323,657 k.13
487,985 8.20
319,921 L3k
443,716 6.05
360,464 5.39
295,426 8.59

Animals & Prods.

%
Tons %
16,040 0.47
18,31k 0.31
19,06k 0.32
20,649 0.30
20,519 0.28
21,278 0.4k4
17,032 0.31
15,258 0.26
13,393 0.27
23,208 0.57
35,054 1.07
5k ,07h 1.53
95,429 2.41
90,418 2.10
106,759 1.97
146,843 3.65
111,165 2.87
114,026 2.4k
117,589 2.11
149,966 2.12
171,377 2.0k
171,959 1.75
146,802 1.69
112,048 1.38
91,60k 1.49
120,578 1.59
106,191 1.35
99,332 1.67
83,283 1.13
Th, b1k 1.02
68,618 1.03
35,615 1.04

THE PITTSBURGH & WEST VIRGINIA RAILWAY COMPANY

TONNAGE BY COMMODITY GROUPS

Prods. of Mines

Tons %
2,716,800 79.65
4,978,240 8L.06
4,686,296 79.93
5,474,459 78.63
5,563,169 75.93
3,090,369 64.68
3,582,925 65.49
3,957,459 66.30
3,400,412 68.57
2,887,449 70.64
2,345,172 TL.46
2,386,429 67.56
2,899,097 73.27
3,001,288 69.62
3,629,769 67.00
1,792,054 k.57
2,445,359 63.17
2,884,908 61.77
3,257,862 58.38
3,937,222 55.76
4,481,708 53.46
4 613,623 L7.04
b b1 32k 50.97
4,005,130 49.43
3,288,841 53.39
3,976,745 52.43
4,073,681 51.93
2,789,642 46.87
3,839,67k 52.13
3,656,592 k9.90
3,248,339 48.54
1,493,438 43.33

Prods. of Forest
Tons %
41,805 1.22
55,697 0.94
59,596 1.02
57,952 0.83
77,911 1.06
62,597 1.31
61,149 1.12
71,628 1.20
48,575 0.98
31,516 0.77
2k, 535 0.75
43,017 1.22
37,313 0.9k
28,493 0.66
51,957 0.96
LYy 223 1.10
48,323 1.25
62,939 1.35
78,42k 1.ho0
96,950 137
98,431 1.17
104,523 1.07
75,142 0.86
6l ,865 0.80
92,078 1.49
130,356 1.72
130,841 1.67
82,981 1.39
93,197 1.27
115,227 1.57
129,655 1.94
56,753 1.69

Mfrs. & Misc.

Tons %
585,987 17.18
814,626 13.76
1,036,053 17.67
1,346,098 19.33
1,600,005 21.84
1,534,793 32.12
1,727,455 31.58
1,848,216 30.96
1,423,581 28.71
1,071,423 26.21

823,250 25.08

997,085 28.23

873,785 22.08
1,127,436 26.15
1,552,489 28.66
1,962,530 48.81
1,136,510 29.36
1,482,990 31.76
1,971,926 35.33
2,684,470 38.01
3,457,582 b1.25
4,686,516 L7.78
3,834,080 L4 .00
3,647,205 ks5.01
2,32k,003 37.72
2,881,195 37.99
3,207,031 40.88
2,489,532 41.83
3,027,462 k1.10
3,035,499 k1.k2
2,882,258 43.07
1,556,196 45.26

All ICL. Frt.

Tons

20,761
21,275
22,738
20,742
21,431
17,692
19,561
18,103
15,490
10,088
6,545
6,000
8,881
8,93k
8,990
18,076
7,945
5,229
5,881
9,606
6,289
7,415
7,375
5,602
4,975
6,71k
2,750
2,111
2,008
2,938
2,005
1,152

i

0.61
.36
.39
.30
.29
37
.36
.30
.31
.25
.20
17
.23
.21
17
RIT
.21
L11
1
14
.08
.07
-08
.07
.08
.09
.0k
.0k
.03
o
.03
.03

[eNeoNoNeoNeoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNoNo]

TOTAL

3,411,035
5,921,97h
5,863,018
6,962,346
7,326,919
4,778,113
5,470,381
5,969, 17k
4,958,897
4,087,392
3,281,700
3,532,078
3,956,996
4,310,855
5,417,365
4,020,591
3,870,773
4,670,091
5,580,873
7,061,702
8,382,788
9,808,282
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CONDENSED PROFILE
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OFFICE OF CHIEF ENGINEER
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