
Foreword................................................................6
Tom Carper

Introduction............................................................8
Joe McHugh

The.1970s:.The.Journey.Begins........................... 14
Paul Reistrup

The.1980s:.Building.a.Dream...............................38
Denny Sullivan and Bob VanderClute

The.1990s:.Challenging.Times.............................60
Lee Bullock and Gil Mallery

The.2000s:.America’s.Railroad............................84
David Gunn

The.Future:.The.Way.Forward........................... 108
Joe Boardman

A.Day.in.the.Life.of.Amtrak............................... 112

In.Memoriam...................................................... 141

Acknowledgments............................................. 142

Presidents.......................................................... 143

A
m

tr
ak

.p
ho

to



Paul Reistrup

The Journey Begins

1970s14 15

I came To amTRak In The mId-1970s after a career 
in the Illinois Central (IC) and Baltimore and Ohio (B&O) 
Railroads (the latter operated jointly with the Chesapeake 
and Ohio (C&O) Railway—the route today followed by 
Amtrak’s Cardinal. It was a challenging moment; for a 
lot of the railroad industry, the 1970s were a very dark 
time. The freight companies could neither set prices nor 
abandon service on unprofitable or redundant lines, and 
the shift of industry to the Sun Belt meant that a lot of 
carriers (particularly in the Northeast) had too much track 
and not enough customers. 

These same problems had afflicted the 
passenger business. Both the B&O and 
the IC had worked hard to lure travelers 
to their trains, and a lot of effort went into 
sustaining the passenger business in the 
1950s and 1960s—and train performance 
was important to top executives. When I 
was working as a division engineer on the 
B&O in Ohio, I knew that if I delayed the 
Capitol Limited, I would get a call from the 
president of the railroad! They worked long and hard to 
sustain service, but as the interstate system developed in 
the 1960s, and the mail business vanished, we knew the 
privately operated passenger train was a lost cause. The 
formation of Amtrak came as a great relief to the freight 
companies—because it allowed them to focus on survival.

But if the 1970s were a time of trial for the freight 
companies, they were a time of growth and expansion as 
the newly formed Amtrak raced against time to imple-
ment new ideas that could control costs and develop the 
services that would improve revenues. We always knew 
that Amtrak’s survival was not a foregone conclusion. The 
Nixon administration considered it an experiment and 
might have let it pass if the 1973 energy crisis had not 
awakened people to the need for transportation alterna-
tives. This pessimistic attitude contributed to Amtrak’s 
growing pains when the company ordered heavy six-axle 
electric (E60s) and diesel locomotives (SDP40Fs) in the 
hope that they could eventually be resold to the freight 
railroads; they were plagued by derailment problems, 
adding to the challenges we faced in operating a com-
pany in transition. 

I joined Amtrak in March 1975, replacing Roger Lewis 
as Amtrak’s second CEO; Roger became the board 
chairman, and we worked closely on some major policy 
issues, such as the acquisition of the car and locomo-
tive shop at Beech Grove, Ind. Shortly after I arrived at 
Amtrak, Congress passed the Railroad Revitalization and 
Regulatory Reform Act, usually known as the “4R Act.” 
President Ford signed the law in February 1976, and it 

As Amtrak began in 1971, it largely operated with older passenger equipment and locomotives inherited from freight railroads, but it also 
inherited modern equipment, such as Metroliner 822 which had only been in service for two years on the day Amtrak began service.
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In this 1978 photo of the interior of a Turboliner, the large picture windows offer a view of the 
magnificent scenery of the Empire Corridor, which paralleled the Hudson River for most of the trip. 

$1.75 billion Northeast 
Corridor Improvement 
Program (NECIP) kicks off

Amtrak implements 
automated Ticket-by-Mail 
system

Jimmy Carter is inaugurated as  
president of the United States

Preportioned servings, frozen meal items, 
automatic beverage dispensing, and other 
modern preparation methods are employed

Corporate offices move to 
400 North Capitol Street NW 
in Washington, D.C.

Star Wars  
opens in  
theaters

March 31January 20

May 25

Apple Computer  
is founded

United States  
Bicentennial  
is celebrated

30 F40PH locomotives 
are put into service

Amtrak acquires Keystone and 
Springfield lines and Michigan line 
(then 83 miles) from Conrail

Amtrak takes over Northeast Corridor with 
direct control of trains and track forces, 
dispatching, signaling, and maintenance

75 percent of day-service 
passengers travel in new Amfleet 
or Turboliner passenger cars

April 1 July 4

April 1

Both President Ford and  
Jimmy Carter make campaign 
trips aboard Amtrak trains

400 of the 492 Amfleet I  
cars go into service by 
the end of 1976

Amtrak takes over maintenance 
facilities in Chicago, Detroit, Buffalo, 
and the Northeast Corridor

Amtrak becomes the first national 
company to offer reservation service to 
passengers with hearing disabilities

Amtrak’s $15 million Turbo facility at Albany-Rensselaer, N.Y., was dedicated on November 30, 1977. The Americanized, Rohr-built 
RTL Turboliners traveled at speeds up to 110 mph on the Empire Corridor for more than 20 years. 

By the late 1970s, there was no mistaking which railroad was operating 
the Metroliner Service. This rebuilt Amtrak Metroliner set heads east 
through Metuchen, N.J.  

Amtrak’s RTG Turboliners were the mainstay on routes out of 
Chicago from the time they were delivered until being stored in 
1981. Some were eventually upgraded to augment the Empire 
Service fleet and dubbed RTG-II Turboliners.

A family heads down the platform to board 
their train while a red cap collects their luggage 
for loading. 

Budd-built Amfleet cars and an EMD-built F40PH locomotive pose for a 
publicity photo at Stonington, Conn. This equipment proves to be some 
of Amtrak’s most reliable yet. 
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1986Growing up on a farm in Jessup, Md., Ed 
Vogel was never all that interested in 
trains. The automobile was his first love. 
But the rails are in his blood: his father was 
an engineer and his grandfather, a conduc-
tor for the Baltimore & Ohio Railroad (B&O).

His rural upbringing instilled in Vogel 
a work ethic and sense of fairness that 
would see him through several stages of a 
career at Amtrak: as a brakeman, in labor 
relations, as ombudsman, and now in the 
inspector general’s office. “Growing up on 
a farm, we didn’t have a lot of money,” says 
Vogel, the oldest of five. “But my parents 
put us through Catholic grade school and 
high school. Private school. Every one of 
us. They found the money. It was always 
about doing the right thing and standing up 
for what is right.”

His initial experience of railroad life, 
though, was not promising. In 1967, the 
summer after his freshman year at Bowie 
State, he went to work for three months 
as a brakeman on the B&O. “I almost got 
killed twice,” says Vogel, who is now 62. “In 
those days, when you worked, you heard 
jingling in the pockets of the other brake-
men. It was liquor. I almost got coupled. I 
almost got rolled.”

Instead, he decided to pursue his pas-
sion—cars—and, in 1968, went to work for 
General Motors in a parts warehouse. By 
1976, it was clear that the path he was on 
wasn’t going anywhere, so he consulted 
with his father, who urged him to reconsider 
trains and take a job at the B&O. “He said 
you could have a good career in the rail-
road,” recalls Vogel. At his father’s urging, 
the younger Vogel reached out to the vice 
president of Labor Relations who urged him 
to get more practical experience first. So Ed 
Vogel went to work as a conductor. 

Two years later, though, he had landed 
a job in labor relations for B&O. He was 
recruited by a former colleague who had 
joined Amtrak’s productivity and improve-
ment group. His fellow B&O employees 
scoffed at his career choice. “They said, 
‘Why would you want to go work for a 
company that doesn’t make any money?’” 
laughs Vogel. “I wanted to get a variety of 
experiences and improve my skill sets. I 
worked that job for about 18 months and 
then Reagan got elected. He said in his 
State of the Union speech that he was 
going to get rid of Amtrak. So they had a 
reduction in force. I got RIFed. The whole 
department was abolished.”

His old boss at B&O refused to take him 
back in labor relations, so Vogel returned 
to the rails—taking a job as a conductor 

there, which he says he “loved.” But the 
hours were long, and after three years, 
Vogel was contacted by Amtrak again and 
invited to return as a labor analyst. He took 
the job in 1984 and never looked back. “I 
was excited to get back into management 
and do something with my education,” 
he says. “I had met a lot of people in the 
months I was there. Amtrak is a company 
that, if there’s ever an underdog, is the 
underdog. I had come to understand there 
were a lot of really good, competent and 
talented, really nice professional people. It 
still gets reinforced in me every day.”

That spirit of valuing each contribution—
and feeling protective of the little guy—did 
not go unnoticed by Vogel’s superiors. In 
1992, he became the ombudsman of the 
company, a position that he calls “the high 
point of my career. I was an advocate for 
the employees who needed an advocate. 
You can be a resource for someone who 
maybe has a bad boss or something hap-
pens that’s not fair. You get to do really 
good work in the name of the president’s of-
fice and you represent Amtrak in that way.”

At least one of the things he is most 
proud of is something he may not even have 
been technically allowed to do. A woman 
who worked as an engineer in Portland, 
Ore., was stricken with cancer in 1993. She 
couldn’t work, and her bills were mounting 
at an alarming rate. Her family was support-
ive but could only do so much. “They asked 
if there was anything we could do to help 
her,” says Vogel. So with the Payroll depart-
ment, he helped set up a bank account into 
which other employees could donate their 
vacation days. “We probably broke a bunch 
of railroad retirement laws, but she ended 
up with a couple hundred vacation days that 
she was able to take and be paid for and 

ultimately come back and keep her job. We 
didn’t broadcast it; we did it undercover and 
we were able to help her out.”

That attitude—individualism with a bent 
towards justice—continues to serve Vogel 
in his current work as chief of inspections 
and evaluations for the Office of Inspector 
General (OIG). The department of approxi-
mately 100 people serves as the company 
watchdog, funded through Congress and 
totally independent, says Vogel, “to be on 
the lookout for waste, fraud, and abuse.”

One of his most wide-ranging investiga-
tions began in 2002 when OIG investigators 
found a series of revenue discrepancies: the 
number of tickets issued and the income 
reported were not matching up. The same 
was happening with food and beverage 
sales. In short, employees who handled 
cash were stealing from Amtrak. “The 
company had gone through major reorgani-
zations, and they lost track of the day-to-
day operations of ticketing and the food 
and beverage sales,” he says. “People were 
stealing because there was opportunity and 
greed. There were all kinds of scams.”

The bad apples who were exploiting lax 
oversight were not only costing the railroad 
money, says Vogel, they were also creating 
a hostile work environment. “There’s a lot 
of peer pressure out there: do you rat the 
person out or do you turn the other way? 
You shouldn’t have to work with that. We 
didn’t want the good employees to work 
next to a thief. Our employees deserve to 
be able to come to work and do their job.” 

So Vogel and the OIG put together teams 
from the Customer Service, Operations, 
Transportation and Finance departments 
to dig into the problem. Over the course 
of four years, 500 people throughout the 
company were implicated and let go. “We 
got back to the basics,” says Vogel. 

Vogel demurs at the slightest suggestion 
that any work he’s done for the company 
approaches remarkable. For him, he says, 
what matters is “always trying to find the 
truth and making sure that it is invoked. It’s 
bringing some fairness into everyday life 
the way it was intended, whether it was a 
policy or a procedure or a program.”

Soon, Vogel says he will retire. He’s re-
turning to his first love: cars. He will leave 
Washington with his wife and move to 
Charleston, S.C. “There’s a local Maserati 
dealership there,” he says. “I’m going to get 
a job selling Alfa Romeos and Maseratis, so 
I can lease one of those and drive it every 
day to and from work.” After loving cars 
and working on trains, it’s only fair.

Ed Vogel: Protector of the Little Guy
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F40PH locomotives and Superliners were used on the majority of long-distance trains in the west throughout the 
1980s. An eastbound train is traveling along the Columbia River in Washington. 

In 1985, the original RTG TurboTrains from France were rebuilt and 
modernized. Part of the upgrade included modifying the nose of the 
power cars to match the later RTL Turbos.

Amtrak performs heavy overhauls and repairs at the Beech 
Grove shops outside of Indianapolis. Here a wreck-damaged 
F40 locomotive is getting a nose job and will soon be back on 
the road. 

Amtrak takes over completion 
of NECIP from the Federal 
Railway Administration

Custom class is introduced 
on the San Diegans

Loss of the Challenger 
space shuttle occurs

Amtrak purchases a 
maintenance facility 
in Bear, Del.

Executive Sleeper service is Inaugurated 
on the Night Owl for Washington-
New York business travelers

Track upgrades of the Northeast 
Corridor and Michigan Line include 
resurfacing 436 miles of track

First celebration of  
Martin Luther King Day
takes place

January 28

January 20
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