United States,1800-1

Year Miles in Passengers Proight ocare

0 oration Carried eried one mile
:1##0 7p - '3.
1882 114,877 375,391,812 !G,saefsﬁﬁ*aia~.._
1883 : 121,422 812,686,641 44,084,003,445
1884 | 185,345 334,570,766 44,?$ngﬂ?ﬁ'w,;.
1885 128,320 351,427,688 49.1&1,1&‘%‘!# -
1886 136,368 %82 ,294,972 ,802, k.
1887 149,214 428,226,513
1888 166,114 451,355,555 e
1880 © 161,276 404,808,421 1,278 é; ¢
1890 186,703 520,419 nes 79,102,988 =
1801 170,729 688, 015,902 81,210, 1€ ¥
1892 175,170 575 VBO.IIUO p‘i’ji"#l’a
1803 177516 597,068,539 oo,ausgoc!
1804 179,415 569,860,216 aa,gaﬁgoeo.‘ﬁo
1805 181,085 £29,756,2569 .aa?,wvo.sax
18086 182,118 535,120,756 gs.a.u,ggg
18907 184,691 504,108,628 180
1898 188, 910 514,988,886 114,868,1?3.1i1 :

* Comparison of rreigh on wheat from Chicago to IQU:

routes,in|cents,from 1878 to 1898, from the Statisti
Page 34: ,

Year Lake and Canal L.ake ard Raill
1878 9.15 11.4

- 1879 11.8 15:3
1880 1287 . 16.7 =
1881 8.19 10.4
1882 7.89 10.9

f 1908 8.37 11.5
1884 8.31 9.96
1885 5.87 9.02
1886 8.71 12.0
1887 8.561 12.0
1888 5.93 : 11.0

- 1889 8.89 8.7

1890 5.85 , e -
1891 6.96 8.63
1892 5.61 7.58
1894 4.44 T
1896 4.11 6.

1896 5.38
1897 4.35
1898 4.42
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o0ad Gonaolfiation:

From the Revort of the U,S.Industrial CONMiésinn,Vn1.192iiaﬁft:

"The Growth of Railroad Systems to 1808,"
"Pirst Period-tp 1870." :

"The development of American railroad aystems di
1808,28 judged by magnitude alone, may be roughly divided inte
three periods. Ir the first-that is,gdown to 1870.a few hundr:
miles in length constituted the maximum for efficient oper e
The T1linois Central,with 70N miles of lins,was long considered
one of the greatest railroads in the world. Until after the Civil
War there was only one road with a lesngth agg"egating more
1,000 mijes. This growth began early in the fifties,at which im
the Pennaylvania system firat surpassed 500 miles 1n length A
in 1853 to 1868,when the New York Central nucleus was formed by .
the ronnnlidation of some sixteen iniependent corrorations.
territory west of Chicago,the Chicago and Northwestern road
ted about 119 miles in 18869,a figure which rose tr urward o
in 1888. The inconvenience,both for freight and passenger t»
incident to these small qutena is of course obvious. It is ata
that,for instancs,= journey from New York to the Misasissipoi ﬁﬂ
the fifties involved not less than seven hndily tranafers from
one car to another.'

"Second Period~1870 to 1890. i

"The aecond period in the crowth of conasolidation oxtbndtd
to about 1890,at which time 5,000 milas represented about the :
maximum length of a railroad in the Urited State2s. The Ponnsyl'n.&n
road had grown to about 4,000 miles in length by 1880. The absorp-
tion of the Nickel Plate road by the Lake Shore and Michigan
Southern in 1882,followed by absorption of the West Shore road
by the New York Gentral in 1885,very conaiderahly increased the
length of systems under common control. In the West the Chicago -
and Northwestern road had grown by 1888 to about 3,500 miles,to
which was added some 1,500 miles by the control of the Chicago,
St.Paul ,Minneapolis and Omaha,and the Fremont and Elvrhorn roads. '
By 1889 the Union Pacific rcad owned 2,000 miles of line,but con-
trolled nearly 4,000 more. It is difficult to determine whather
the enactment of thé act to regulate commerce precduced any effect
upon this growth of large systems. Upon the one hand it appears, 2
from investigation by the Interstate Commepce Commission itself, =
that consolidation was rather lessened after 1887 ans eanpnr#&
the preceding years. Thus,from their data it apveara that an aver

/ of twenty-geveri companies per year were consolidatei in 1888
and 1888,as compared with eighty-six companies anruallv conso
ted in 1880,1881,ana 1882. On the other hand, judzed by milsagz
1880 witnessnad a consolidation of about 4,000 miles,followe
1889 by 6,800 miles,and in 1890 by about 3,000 miles of 1
doss not appear from this evidence that any spacific infl
was irmmediately traceahle. Judhment should be based upon
derable term of years,in o~der to eliminate ths divﬂﬁt
prosperity or depreauion in any case. .
Third Period-1890 to 1898. -;

"The degeade after 1890 for the firat tir
the growth of systems aggregating as high as 10,0°
single control. The Pennaylvania road rapidly in
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to upward of 7,000,for example. The interchange of business
Chicago hetween trunk lines and the Western systems had alr
besun to foreshadow alliances covering both territories. Typ
of theas were the close working agreements batween the Vande.
system and the Chicago and Northwestern and the Union Pacific
' the Nsrtkwazky Far West. The growth in aize of the roads,for
purposes of .operation at least,although not all of them were ne-
| cessarily consolidated,is shown by the following atatement: In
| 1887,0ne road alone exceeded 1,000 milas,constituting about seven
per cent of the total mileage of the sountry. Ten years later,in

E; 1877 ,8leven roads excaeded this figure,constituting twentv per
HLEK cent of the mileage. In 1887, twenty-eirht companiesm,with forty-four
O, per cent of the milaage of the United States,were over 1,000 miles
o in lengh: and in 1898,forty-four companies,or 56.9 per cent of the
= _ mileage,exceeded this size. In 1900 dver aixty per cent of the
%: mileage of the United Statss was included 1ir systems larger than
) 1,000 milea. This statement illusatrates the rapid developmant which,
o took place after 1890. & comparison of 1880 with 1000 shows that |
= in the former year there were 2,086 railroad nsompaniaes in exiatence,{ |
EL either operated independently or under leoase,agereagating 93,000 i
W miles in 1dkth. In Jure,1900,the mileage had more than doubled,with
() a total number of 2,023 corporations: but of thess only 847 wersa
EL , independently operated,the reat being either leased or luﬁhiditry.
G "Tt is aignificmnt as bearing upon the grovth of rail.
(9 road systems that the p=sriod of depression of 1803.1897 retarded
= for some years the progress of its develorment. Mora than this,
E&L aeveral important systems were dismemberad as a result of the re-
N organizations effected during that psriod. Thus,for instance,the
ek Atchison road lost the St.Louis and San Francisco [Br "PFrineco" as
4 it was povrularly called]: and the Union Pacific aystem loat the
ég Oregon Short TLine. In fact,the latter road was entirely dis. =
[ memberad. The Erie Railroad alone,among the impmortant ones which
e were subject to re-organization,was able to resist the disrupting
= tendencies of firancial readjustments. The low-water mark in con-
s solidation occurred in 1898,when orly 174 miles were actually
i consolidated,though others were merged or leased. The entir> re-
pe organization of such roads as the Richmord and West Point Terminal
= opaned the way to the formation of newer and more important aya-
i tems,such as the Southern Railway,in subsequent years. This latter
%54 has,for example,at the present time ahbaorbed about forty minor
< corporatiocns in a sysgem aggregating between 6,000 and 7,000 miles.
Qi "The Consolidations of 1898 to 1900, -
! "Since the return of prosperity in 1898,railroad consoli.

dation upon a scale hithérto unequapled has besn under way. The
earlier systems,which during the nineties rose to a maximun of
10,000 miles of line,have now (1900)] haan suparssdad hy the or

zatinn of systems under common control which include from 15,(
to 20,000 miles apiece. The axtent of this movement may he
from thae - atatement of the Interstate Commerce Commission th
'disregarding mers rumors and taking account of well-auth
statements,thers were absorbed in various ways between
and november 1,1900, 25,311 miles of railroad. There
whole united otates something less than 200,000 miles
than pne-eighth of this entire milsage was,within the-
brought in one way and another under the control of ¢

ani-.
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Yinece the first of november,1900,this rate of conaolidation has
basn 8till further exce2ded,whibe at the same thme the character
of the changes has bacome noticeably different. rorces are ap-
parently at wory shich may within the immediate future bring the
railread systems of the united States under the control of compa-
ratively few dominating financial interests. It is "ighly impor-
tant that the character of this change should bs thoroughly under-
stood,inaamuch as it involves not alone the consolidation of
hitherto independent railrnads,but the amalgamation of entire ava-

tems.

"The recent period of consolidation was inaugurated early
in &’ 18098 and 1899,notably by changes on the Eastern trunk lines.
The New Yory Central not onlv took formal posseasion of the

Michigan Central boad,but also absorbed bodily the !ak¥e Shore
and Michigan Southern,which in turn controlled the Wew York,Chicazo
ard St.Louis,and other subsidiary properties. These accessions -
have bean since follbwed by the acquisition of ths New York,Laks
Erie and Western,and hv further increases in investment holdings

in the Big Four road. The tandency toward expansion has bheen

marked in the case of the Pennsylvania Railroad,which,owning in

fee hut a littls over BON miles,now leanes or operated four or

five times as much directly: while at the same time,through the
Pennaylvarnia Company,operating west of Pittsburg and Erie,it

adds about 4,350 more miles of linse. (This Pen asivania Company

is pearhaps the earliest example of a holding companv.] The fol- .
lowing changaes effected in 1900 illustrate the scone of ita recent
enlarcement. Substantial investmants having heen made in the rival
goft-cnal roads,such as the Baltimore and Nhio,the Chesapeake and
Ohio,and the Norfolyx and Western,these holdings have since January,
1000,bsen extended until at the presasnt time thev amount to virtual
control. 1001-1002.] In March of tkamx the same year the Erie

and Western Transportation Company was acquired,giving greatly
anlarged facilities upon the Great Liakss., This was followed in

June by the acquisition of the Weatern New YOrky and Peansvlvania,
whrich,by the control of a majority of the stock,gave an indspen-
dent outlet to the Pennaylvania system at Buffalo, Two months later
came the arnouncament of the contreol of thes Alleghany Vallay
Rallway,adding 820 miles of line to its holdings. In the apnring
of the same yesar a rmajority of stock of tha Long Taland Railread
was purchansed,and far-rsaching plans were under way “or improve-
ment of terminal facilities at New York. (Phese plans,sponsorsd
by Alexander Cassatt,the great prenident of the Pennsylvania
road,and which includad plans for the building of Pennsylvania
Station at Seventh A_snue and Thirty-Second Street,New York,

are described in Moody: Railroad Builders, Chronicls No.38 in
the chapter on the Pennsylvania ayatem. D

"The purchase of the Central Ttailroad of New Jersey hy =

tre Reading Raillway,and of the Pennsylvania Coal Company by the

Erie system,have profoundly affscted the status of the anthrac
coal roads. Changes even more stupendous have haen efifecte
1901 in the territory wast of the Mississirpi. Prominent ¢
mgy be mentioned the acquisition of the Southsrn Pacific
by the Union Pacific; and the joint purchase of the Ch
‘Burlington and Qunicy by the Great Northern and the
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_tris table indicates ownsrship ard not operation., Many of the
_separats railroads indicated are operated in a number of groups.”

railroads. The Southern Railway has increased its 11
1,000 miles through the purchase of the mobile and Ohi
gouthern States. In the Southwest thera are indications
formation of a graat svstem under the domination o® the M4
Bacific Railway,which,through the consolidation nf variou
in Colorado,sesms to be reaching out toward an outlet on the
Pacific Coast.-wu---- ; i
"According [to the table on the next pagse]mors than halkf
of the mileage of the United States is now under the comtrol of
gix financial interests,four of which at lsast each approach a
1imit of*20,800 miles. It should be mmisd carefullv noted that

There follows at this point the tahle which 1 have 1isted on t's
next pAge.---cmmm—-—-~-- e ek

Continued from the Report:

"The consolidations of the last two years 1&98,19ﬁq1'nst-,
only contrast strongly in magnitude with those of earlier years; ;
they are at the same time es=entially different in charac ter. :

The purpossof the sarlier combinations was in the main to asecure
business by extension of 1lin>s and feeders to strategic points.

As has been properly said by Professor Hull: 'They were primarily
administerad not geographically; each aimed to handle its own traff to
and to secure a atrong poaition. A strong position was useful in '}
ad justing a pool with rivals whose gsographical location was lixe
their own,and if pooling were impropsr or illegal,a strong position
might prove not less usegul in fighiing.' These earlier extensions
also conduced marvedly to economy of operation. Thus in nlace of

the old fast freicht lines which oparated over a numhar »f inda.
pendent roads,a single railroad company could run its own cars
withou't hreak directlv from Cwicago t~ the seaboard. The ebject =
of these later consolidetions is essentially different. The sountry
has been well equipped with a networr of bhranch lines and feeders.
Most of the atrategic points have been reached by a nrumber of
roads in common. There is no longer ary object in sconomy oy R
rreration to be snught: in fact,the railroads since 1890
obliged to divide their lines into indep~ndent groups for
tion separately,in n~der to obtain a maximum sconomy. The
consolidations are intended expressly to ohbviate competi
rival systems are brought under control in erder to insure ha
monicusx action. The railroads of the country are no longer 4
vided into trurk lines and Wedern systems,but the railroade
and west of Chicago,and sven west of the Misguri River are
to hecome firmly knitted together."

The various methods of consolidation employ:
railroads are discussad in the Report,page 310 ff,
headings: 1)Actual pur-hase: 2)Consolidation by le
control: 4)Minority representation in directorates.
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Lines Miles
I. Vandarbilt Group
New ¥ory Central lines 10,018

Delaware,lacrrawanna & Western 951

Chicago & Vorthwestern 8,560
BT
II.Morgan Group
Southern Railway 6,807

Meohile and Ohio 879

Queen and Cre=scent 1,115
Central of Georgia 1,836
Georgia Southern % Florida 285
Macon & Birmingham 97
Priladelphia & Reading 1,891
T,ehigh Valley 1,404
Erie 2,271
‘Central of New Jersey 677
Atlantic Coast Line 1,812
9 .
ITII.Harriman Group

Illinois Central 5,000
AAnion Pacific 33029
Oregon R.R.& Navigation Co. 1,137
Oregon Short Line 1,498
yCricago % Altoona 218
Southern Peific 7,788
“vansas City Southarm B
Chicago Terminal Tranafer 107
20,845

IV.Pennaylvania Group
Pennsylvania System 10,031
Buffalo,Rochester & Pittsburg 8560
Western New York and Penna. 833

Chesapeaks and Ohio 1,478
Norfol¥ and Western 1,871
Baltimore % Ohio S,stem 3,158
Lonkg Island 803

18,220

Community of Interest among thﬁ-"

Bt Loulg % Southwaester
‘Denver % Rio Grande

V.Geuia Group
Missouri Pacific
Texas & Pacific

Internat'l & Groat lf'

Missouri,Kansas & ?ttss:
Rio Grande 'antorn A
Wahanh

VI. Hill Group
Graat. Northern
¥orthern Pacific

ViI. Belmont Group
Louisville & Nashville
Nashville,Chattanooga - e

Stclaﬂtﬁ! kit ':. Ly

VITI. Bolmo&lorgw ﬂv
Georgia Railroad :
Atlanta & West ?ﬂint
Weastern of Alabama

IX. Indﬂpﬂndont ayl”'
Soahoupduz&r Tine :

f {K-co‘¢‘
Chica go % Graat |
Colorado Sguthern

Pera Marquette =

Total: Groupanll,;j ”V '
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Industrial Comiseion Report,12:333

"Railroad Pools before 1887."

“The earliast pools were,o” course,tentative in charac
but at the same time were devised to maat relativolv simple
situations. Amorg the first of them may be mentioned ths poel
which for many years oxisted betwesen the Chicago and Northwestern,
the Rocky Island,and the Burlington roads,for their Chicago-Omaha
business. Finding at an early time that their intereats could be

S best served by co-operation,these three roads,in 1870,agreed

i each one should carry one-third of the traffic betwasen the vu&ﬂtt
ad mentioned. This percentage was maintained throughout the agittﬁiun
" of tha Granger period,and conduced great stability of rates.

b It was this pool which afterwards,in 1884,beSame memzed into the

R Western Freight Association. In a similar way,in 1878,and for

b a few years thersafter,stability in rates batwoen Ohioago and St.
Louis was maintained by the S uthwestern Railway Rate Alaﬂcluﬁion. Shen
One of the strongest of the sarly pools was the one organrized ahd q{
maintained in the Southern S ates through the dominating influencs |
of the late Albart Rink. It was far more comprehensive in scope
than either of the t wo othars,covering at first all business bet-
ween Sauthern points and Eustarn cities,aftermards being extendel
to cover Western gatevays as well. This association exiated from
1875 to 1887,when it was remodelled to suit the changed legis.
lative conditions. In addition to the asscclations above named,the |
growth of pobling by the trunk lines should be mantionad. As a : i
result of the panic of 1873,and after the ruinous rate wars of P
1878, the firat actual agaoement to poo! rates was entered into 1
in 1877. This had refarence solely to west-bourd huainess,and was '
distinctively a traffic pool,with diversion of freaight in order
to make good the allotted percentages. Two years late-,the
beneficial results of this organization 1ed to the eatablishment
of the Joint Egecutive Committee of 1872. With varying feortunes, ;
detaermined as well by bad faith on the part of the railroads as e
by popular hostility,these organizations existed under various '
forma till 1887,when pooline was prohibited by law. Nspeclally
in the Now+heaat the Trunk-Line organization in 1885,as effected
by Mr.Fink,had reached a hieh degree of ef’ioienoy,dotorﬂiﬂl& Sl
by the expe”ien e of the preceding decade. This Wwas a monay pﬁol. ' :
involving monthlv settlements and deposits.” e

. Representing grnphicnlly the figures showing the growtu
in number of roads exceqdihg 1,000 miles in length,as given.in ;
the Industrial Commission's Report on P%%s 306 of the !oportmun 0
get the following table: v 1 Gl

Year Number of roads
‘ exceeding 1,000
miles in langth

1867 1
| 1877 11
| 1887 28
1898 44
1900 o




__Railroad Consolidtion:

Indust.Com. 19:2880-261: A

"The period immediately subsequent to ths Civil War
was characteri~-ed by the exceedingly rapid growth of railroads,
espacially in the extensions to the Pacific Coast. Thirty-six
thousand miles of line were built before 1873,more mileage in
fact than bad been built in the preceding 34 years. Nearly P
one-half of all this increment,is should be noted,was uen-truot.iq P
west of the Mississipri and Misaouri Rivera. The greatest svent |
at this time was thebpening of the first throush route to Cali.
fornia by the completion of the Union Pacific in 1889, The
experience sinee the Civil War 1s of a continued sucsession of
waves of vrosperity,interspsrsed with times of cébnaidesable |
depression. Thus,the years from 1873 to 1879,following the pnnio
of 1873,are in strnng contraast with the bonm which prevailed
prior to that time. Less than 16,000 miles of road ware bulls T ™
during this period,bringing the tmftmixxf4 total for 1879 to
about 86,000 miles. This period of depression was sucreaded,
af'ter the resumption of specis payments,by the unvre sedanted
activity in railroad building of the early elshties. This ia
the time during whisch the Atchison,Topeka,and Santa Fe,and the
Southern and Northern Pacific roads were opened. In the year
1882,upward of 11,000 miles of new line were laid,a recerd Qxaicdﬁd
only by 1887,when 13,000 miles were built. The panic of 1884, ,‘pk
distinctly due to overspeculation in railroad con-truotioa,put i
an end to this activity,and for two years there was a cqnuidurtblo-z
cessation in railroad buildlng. A period of activity from qMéyww, 2
to 1888 followed the depression incidént to the panic of 1884,
In those three years 28,000 miles of railroad were built,givtmg
a total in 1890 of about 187,000 miles. In fact,from 1880 te
1890 more miles of new road were built than during the whole
period previous to 1876.

"The last decade has been characterized by a sto;iy
decline in the amount of construction of new lines. It would 3
geem as if the main trunk lines and the princinal asystems had
¥ been built,leaving only,for a large part of the country, the
i in of bransh lines and of subsidiary routes. Low.water mark
@ in railroad construction was touched in 1u97,when onlv 1,600
i miles were built in the entire United States. During the entire
T period of depression from 1893 to 1897,less than two thon

: miles were built yearlv. At the pﬁbsent time,howaver,t

indications of a marked revival of activity. The calenda
1900 ghows new construction aggregating almost 5,000 miles,
0. the total,--,to ahout 200,000 miles of 1line 1n all at the cle
of the present year." :

&

the Railroad Cnmpaniess

7&(’ '353 "1.That local rates are unreaoeﬁﬂbly b
through ratoa. : -
"2.That both local and through rat

high at non.gempeting pointn,uith'? trol

a
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or in consequence of pooling agreements that restrict its ¢

"%,That rates are established without apparent r
to Eho actual cost of the aorvioo performed,and are based lar ‘
on 'what tho traffic will bear.' a %

"4.That unjustifiably hixhifxrxutex diaorimlnutionﬂi'h.
constantly made hstween individuals in the rates charged for Ilkn
gervice under similar circumstances.

"5.That improper discriminations are made hetween
articles of freight and branches of businees of a like character,
and between differengt quantities of the same class of freight. i

"g8.That unreasonable discriminations are mads mbetween _
localities similarly situated.

"7 .That the effect of the prevailing rolicy of railroad
management is,by an elaborate asystem nf gecrat sveciall rates,
rebates, drawbacka and conceasions,to foster mononnly,to snrich
favored shippers,and to prevent free competition in many lines of
trade in which the item of transportation is an important facter.

"3,That such favoritism and seaecy introduce an element
of uncertainty into legitimate busine=a that greatly rdards the
development nf our industries and commerce.

"9,That the s3cret cutting of rates and the suddsn
fluctuations that cons'antly tavre place are demoralizirg to
211 husinesz except that ~f a purely spaculatice chara~ter,and
frequantly occasion great inifustice and heavy losses.

"10.That,in the ahsence of national add uniform legiala-
tion,the railroads are able by various devices to avoid their
"qaponsibilitv as carriers,especially on shirments over more than
one road,or from ons State to another,and that shippera find
great difficultv in recoverirg damages for the loass of proparty
or for infury thereto.

"11.That railroads refuse to be bound by their eown
contracts,and arbitrarily collect large sums in the shape of
ovqrcharges in addition to the rates agreed upon at the time of
shipment . _

"12.That railroads often refuse to recognize or be
rasponsible for the acts of dishonest agents actim under their
authority. : _

"13.That the common law fails to afford a remedy for
such grievances,and that in cases of dispute the shipper 1ias
compellad to submit to the decision of ths railroad managerd or
pool commissionsr,or run the risk of incurring further losses by
graater discriminations.

"14,.That the diffeences in the classifications in uln
in various parts of the countrv,and sometimes forthipanutl over
the same roads in different directions,are a fruitful source of
misunderstanding s,and are often made a means of extortion.

"15.That a privileged class is created by the ¥
of pasees,and that the cost of the passaenger service is llf":“
increased by the extent of this abuse,

"16.That the capitalization and bonded 1ndobttﬁgli*w
roads lapgely exceed the actual cost of their construc
present, value,and that unreasonable rates are charged
to pay dividends on watered stock and intersst on ‘bor
1"uedc -

>

A M L S
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. "17.That railroad cornorations have improperly »
in lines of business entirely distinct from that of tra _
tion,and that undue advantages have besn afforded to busines
enterprises in whih railroad officials were interested. 90

"18.Tvat the management of the railroad business is
extravagant and wastsful,and that a needless tax is imposed upon
the shipring and traveling public by the unrecessary sxpenditure
o of large sums in the maintenance of a costly force of agents =
S aengagad in a recrless strife fo ccmp?*ﬁivo business T a.?f

i ‘ o e 1 O n“ ! o q A
ﬂ:E History of and Reasons why,the Intefdtate Commerce Act wgs vassed, “rom
iics; the Pirst Annual Report of the Interstate Commerce ommisasion,
Dacember 1887,Pages 2 to 11:‘3& .

06 "The act to regulate commerce was passed under the

'&; : authority conferred upon.Congress by the Federal Consat itution'te

i ; regulate commerce with foreign nations,amcng the several States,

(o and with the Indian tribes,’' and in recognition of a duty which,

t; ) though long delayed,had at length,in the opinion of Congress,

Q become imperative. The rasons for the delav are well understood. J

o When the grant of this power of regulation was made by the Uonsti.
tution the commerce between the States which might be controlled

g} under it was guite inmsignificant both in volume and value. It wasi
e for the most part carried on by means of coastwise vessels and by
q watar craft of various Mnds which were sailed or otherwise nronslled
e on the lakes,rivers,and smaller streams of the interior. On the
e land there was very little that could be said to rise to the dignity
éﬂL‘ of interstate cormmarce,and the regulation of that little,as alao
B of that which was exelusively State traffic,was for the meat part
E: left to the rules of common law. The exceptional regulations,if
= any seomed to be called for,were made by the State laws. In a few :
= cases where persons zka had associated themselves toﬁathar a8 regular
ok carriers of persons on definite routes,exclusive rights weres -
o granted to them by the States as such carriefrs,the motive to such
fus grants being a belief on the part of the State authoritiss that =
U without the exclusive privilege the regular transportation would e
o not be adenuately and reliably provided for. b
= "For the regulation of commerce on the ocean and other
= navigable waters Congress very promptlv passsd the necessary laws;
s but its jurisdiction within the limits of the States was not very
Mj; clearly understood,and it was not until the great case of Gibbons
N vs Ogden,decided in 1824,that it was authoritatively and finally
o determined that the waters of a State,when they constituted
‘ highway for foreign and interstate commerce,are,so far as
(} guch commerce,as much within the reach of Federal legislat:
;E4 are the high seas; and consequently that exclusive rights
o navigation cannot be granted by States whose limits emb:
g "But while providing from time to time for the
D of commerce by water,Congress still abstained frem und
i the regulation of commerce by land. Ths reasons for t
PR gl to be the same as at the first. The land commerce was
o in amount,and the rules of the common law were in j
e adequate to the settlement of the questions arising
il / The commerce of trappers and hunters,of traders with
b or that of the early settlers in the wilderness,r
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most primitive modes of conveyance; the emigrant wagon in one
direction and the pack-horse and canoe in the other,performed in
respect to 1t the fénctiens now performed by the railroad train
and the steam-boat. The use of such primitive instrumentalities
required little regulation by either State or national law. When
Congress provided for the construction of the Cumberland road
‘ a8 a great national highway,it was thought quite undesirahbF to
3 regulate its use by national law or to take national supervision

i of the commarce upon it; and,with the commarce on the ordinary

= highways,it was left to the supervision and care of the States

o respectively through or into which the road should be built.

L "With the application of steam as a motive nowar for

g? propelling vessels the conditions were irmediatelv,to a con=iderable
i extent,changed. An impetus was given to the intarnal commerce of
s the country which promised immense results,and which maie immediate
2 and imperative demand for other and very differant highways to

(ot those which accomodated the pack-horses and heavy warona o the
-CL early traders and settlers. But even then the circumstances " re

s ¢ avorable to a prolongation of State control. The first improved

Pl highways wers turnpikes; the next in grade wers c=anals; but the
highways by water as well as by land were providéd for by the States.

E? The General Government made some aprropristiors for canals/whers
s they were needed as improvements in existing navigation, the

QL : great mxtififimis artificial channels of watsr transportation were
Ce State creations. Such was the case with the Erie Canal,wKich

s durirg the psriod when emigration to the wilderness was greatest,

and when improvement in the new Territories was most rapid,consti-
tuted the most important of all the highways connecting the interior
with the sea-board. Such also were the canals which were constructed
to connect the Delaware with the Hudson,the Chesapeake with the
Ohio, the waters of Lake Erie with the Ohio at Portsmouth,at €mm
Cincinnati,and at Evaneville,the waters of Lake Michigan with the
Misaissippi,andf many others now almost forgotten,but which were
of great temporary immortarce and value. ket
"As the States monstructed these great interstate high-
ways,it was not unnatural that they shofvld be le”t in charge
of the regulation of trade upon them,especially as no complaint
was made that their regulations wers unjust,or that they discrimi.
nat=d vnfairly as against the citizens »frampxibmr or the business
of othar States. When,in 1830,steam-pewar besgan to be apllied to
the propulsion 6f vehicles upon land,the same reasons as regards
control continued to nrevail. THe roads constructed for such
vehicles were authorized by and built under the authority of the
States:; the corporate charters under which they were operated,and
which presecribad the rights,privileges,and pnwers of the associated
owvners were State laws; the States determined for them the measure
of their taxation,and limited if it seemed politic their Qﬁhtﬁﬁﬁf'
and their profits. The S,ates thus touched them so nsarly in all
their interests and all their funcfions that Federal intervention
*  seemed not only unnecessary but intrusive unless State powe:
be abhised; and the abuse not often aprearing,intervention w
scarachy thought of by any one. : ke
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"For a long time,thersfore,the power of the PBederal
Government in the regulation of commarce between the States was
put forth by way of negation rather than affirmativelyj that is
to say,it was put ferth in restraint of axcesasive State power
when it appeared,instead of by way of affirmative national regu- g
lation. The national restraint,when there was any,was commonly _g
effected by invoking the action of the judicial department of e
Government ,and by its assistance arresting such State action as S
arpeared to constitute an unauthorized interference with inter-
state traffic and intercourse. This special intervention,whether
in the exercise of anf original jurisdiction,as in the Whesling
Bridee case,reprorted in 13 Howard,518, or under an appeidlate
authority,as in Ward vs Maryland (12,7allace,418),and Welton v
Missouri (91 U.S.Reports,275),has been important and useful in a
considerable number of cases,but in the nature of things it culd
not acqomplish the purposes of genersal regulation. On the other
hand,the eBfect was to leave the cornporations,into whose hands ti
jnternal commerce of the country had principally fallen,to make
tre law for themselves in manv important particulars-the State
power being inadequate to complete regulation,and the national
nowar not being put forth for the purpose.

"The commonrn law s8till remained operative,but'thers were
many reasons why it was inadeaquate for the purposes of complete
regulation. One yery obvious reason was that the new me thod of
land transportation was wholly unkrrewn to the common law,and was
gn different from those under which commorn-law rules had grown
up,that doubtas and differences of opirion as to the sxtent to which
those rules cdould be made apnlicable were inevitable. A highway of
which the ownership is-in private citizens or corvoratioms who :
parmit no other vehicles but their own to run upon it bears ob-
viouslv but faint resemblance to the common highway upon which esvery
man may walk or ride or drive his wagon or his carriage. 1f we
undertare to apply to the one the rules which have grown up in
gulation of the others,there must negessarily be a™period‘considera
in which the state of the law will,in many important particulars
be uncertain,and while that continuss to be case,those who have
the powsr to a&t.and must necessarily act by rule and according
t~ aoma established system,will for all practical pUrposes make
the law,because the rule and the aystem will be of their establish.
ment. -

"Such,to a condderabls extent,has been the fact regardim
the busine~ss of transportins persons ard property by rail. e
Those who have controlled the railroads have not only
made rules for the government of their own cornorat® affairs,but
very largely also thsy have determined at pleasure what shoul ‘bhe
the terms of their contract relations with others,and othe :
acquiesced,though oftentimss unwillingly,because they could not
with confidence affirm that the law would not compel it,and a

and aocia‘“‘
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. for participation in their benefits went up from s@ry eitj&wn&

"The circumstances of railroad development tends:

make this indirect and abnormal law-maring exceedingly u

nftentimes oppressive. When railroads began to he built the
hamlet in the land,and the public was impatient of any obstacles
to their free construction and of any doubts that might be .=
suggested as to the substantial bene®it to flow from any posaible
line that might be built. Under an imperative popular demand
genaral laws wers enacted in many States which enabled projectors |
of rosds to organize at pleasure and select their own lines,and .
where there were no such laws the grant of a spscial charter was) __
almost a matter of crurse,and the securities a*st abuse o

1

corporate powera ware 1little more thar nominal®Wfor a lomg time ths
promoter of a railway was looked upon as a publlc henefacyéer,
and laws were passed under which mvnicipal b~dies were allowsd to
zive public money or loan public credit in aid of his achemes
on an assumption that almost any road would prove re~sonably remu.
nerative,but that in any event the indirect advantages which the
public would reap must more thar compensate for the sxpenditures.
"In time it came to be parneived that these sanguine
expactations were delusive. A vary large proportio all the
public money invested in railroads was wholly sunk lnost. Many
roads were undertaken by parties who ware withont capital,and who
relied upon obtaining it by a sale of bends to a/redulous public.

The corporation thus without capital was Hamrrupt from its inceptibn,
and the corporators were very lirely to be mere adventurers who
would employ their chartered powers in such manner as would most
conduce to their personal endagcgw e

"It is striking proof*8f the recklassness of onr
managément that 108 roads,representing a mileage of 11, m:
are now in the hands of receivers,marnaging them under t di
of covrts,whose attention is thus necessarily withdrawn fro
ordinary and more arpgpriate duties of judisial bodie $
has heen the evil of bringing worthleas schemes into exi
and maying them the basis for an aprrorriation of puhTic me
or for the issue of worthdless evidencea of dabt,that a nu
the States have so amended their constitutions as to #ke from
legislature the power eithsr to lend the credit of the State
of cornorations proposing to construct railroads,or to authe
municipal bodies to render aid,either in money or credit
legislation has at the same time been in the direction o
compulnory the actual pavment of a bona fide caprital be
corporation shall be at liberty to test the credulity of th
by an issve of negotiable securities. : i S 1

"Yhen roads were built for which the business was 1
quate,the managers were lirely to ssel suuport bv et g
competition for business which more legitimatelv bel
the other roads,and which could only be ohtained by
so low that if long continued they must prow
titive warfare was thus omened up in which
underbid the other,with 1little regard to pru
and freights were in a preat many cases ¢
hope that in time the power of the rival
would be criprled and the fisld practical
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. was carried on secretly,and the very largo de:lers pra
- made their own terms,being not o ccomodated with side t1
other special conveniences,but also given wha o)

' prevent effective efforts to break it down, though the villiggneaaljf
. to make the effort was not wanting among intelligent shippers, —= ...

it

could then make its own terme with q&ntomers' ‘hﬁtft_
wae lese extreme then this,there waé etill a great de
strife for bueiness,some of which wae open and with ec

fferings of rates and accomodatigne to all,but very much

of-ee wholesale rates,or perhaps secret rebates,fﬁﬁai_
cost to them of transportation very considerably below w spal’
dealers in the seme line of business were compelled to pay. Such

allowancee were sufficient of themselves in very many casee to

|
render succeasfu%nipmpetition,aa against those who had them,practi-
cally impossible. _ : ; :
"The sytem of making special arramgements with shipo
wes 1n'§ﬂ§¥parte of the country not confined to large manufacti
and dealers,but was extended from person to persop under the il
pressure of alleged business necessity,or because of personal impor=
tunity or favoritism,and even in some cases from a desire to AR
relieve individuals from the consequences of previous unfair con-
cessione to rivals in business., The result was that shipments of
importance were commonly made under snecial bargains entered inte
for the occasion,or to stand until revoked,of which the shipper and
the represent:ztive of the road were the only parties having knowledge
These arrangements took the form of special rates,rebates,and |
drawbacks,underbilling, reduced classification,or whatever might
be best adapted to keep the transaction from the public;but the
public very well understood that private arrangements were to be
had if the proper motives weref presented. The memorandum-book
carrie d in the poevket of the general freight agent often contained
the only récord of the rates made to the diffeent patrons of the
road,and it wae in his power to place a man or a community under
an immense obligation by conceding a special rate on one day,
and to nullify the effect of it on the next day by doing even
better by a competitor. _
', "The system,if it can be called such,involved a great
measure* of secrecy,and ite necess:ry conditions were such as to

It was of the last importamce to the shipper that he be on @dod

terme with those who made the rates he must pay;to con® rdagainet

them was sometimes regarded as a species :éwpreeump on whiich was K
rden

‘best dealt with by increasing existing e shipper
‘waes cautious about incurring the Tisk. NWev t was a common
lobservation,aven agong thoee who might hope for spécial favor s

that a system of rates,mpmmm open to all and fair as bew¥ween
localities,would be far preferable to a system of special co
into which so large a personal element entered or was comnc
supposed to enter, Permanence of rates was also seen to be
high importance to every man engaging in businese enterpr
since without it business contracts were lottery ventures,
aleo perceived that the absolute sum of money the charges/ex
for transportation,if not clearly beyond the bounds of reps
wae of inferior importance in comparieson with the obtainyng

~that ahquld be open,equal,relatively just aa‘b’t'een ﬁ1:
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! woudd in many mases have been held to be 111e§al by the con

oad Consolidation:

# shares in railroad corporations were an enticing

{

unjust and offensive,have neverthelees been excecdingly

” ¥eThere was not the least doubt that had the

steady as in the nature of things was practisable. = =
"Special favors or rebates to large dealers were not &
alwaye given because of any profit whigh wae anticipated from
the business obtained by allowing thqni there were other
reasons to influence their allewancedl It was 0arlzﬁg°#§’i.ﬁﬂﬁﬁkiﬁu.'
lation,and that the ease with which the hopes and expectations of
buyers and holdere could be operated upon pointe 4 out a possible
road tp epeedy wealth for those who should have the management
the roads. For speculative purposee an inorease in the volume
of business might be aes useful as an increase in net returns; for
it might easily be made to look to thoee who knew nothing of its
cause like the beginning of a great and increasing prosperity to
the rosd. But a temporary increase was sometimes worked up for
£t111 other reasons: such as to render plausible some demand for an
extension of the line,or for some other great expenditure,or to
aseist in making terms in a comgolidati r to strengthen the demand

for qylarger share in a pool, ST . e
P &the allawance of the special

‘ "Thatever wae the motiwve

rate or rebate wae escentially unjist and corrupting;it wronged
the smaller deaker,oftentimes to an extent that was ruinous,and
it was very generally accompanied by an allowance of free personal

trensportation $o the larger dealer,which had the effect to em-

case beén properly brought to a judicial test these transactions.

lawe; but the proof was in general difficult,the remedy
. or obecure, and the very resort to a remedy againet the o
fixed the rates of transportation at pleasure,as b
. ,might prove more injurioue than the rebate iteell :
Partiee affected by it,therefore,instecd of seecking redrese in the
courts,were more licely to direct their efforte to the securing of
gimilar favors in their own behalf. They accuiesced in the =
supposition that ther: muet be or would be a privileged class in
respect to rgtes, and they endeavored to secure for themselves a
plsce in itg;f : ‘ :
"pergonal discridnation in rates was sometimes made
under the plausible pretense of encouraging manufacturers or
industries. It w:s perhaps made a bargain in the establishm
of some new business or its removael from one place to anoth
ite proprietore should have rates more favorable than were
to the public at large;and this,though really a public wr
because tending to destroy exlsting industries in proporti
unfairly built up others, was generally defended by the p
it on the ground of public benefit, » Tl
Local discriminations,though not at first blush

and if some towns heve grown,others have withered away
influence. In some sections of the country if ratee wer
ae they were at the time the Interstate Commerce Law t
1t would have been practically impossible for a new t«
great its natursl advantages,to acquire the prosperity
strength which would make it & rivsl of the towne which
specially favored in rates; for the rates themselves

tablish for it indefinitely a condition of subordinat:
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_—pwr- to fix in the public mind a belief that injustice and in

' of public men resulted,which was sometimes just,but alseo aemetiuadﬁ,"

) distance they were carried those able to pay the most paid the

dence to 'trade centers.' The tendency of railroad
been to preses the rates down and still further down at
trade centers,while the depreesion at intermediate point
rather upon business than upon rates. In very many cae
sulted in the charging of more for a short than for a lang
on the same line in the same direcﬁionl and though this ha
justified by railroad managers as reculting from the n¢

of the situation,it is not to be denied that the necees
many cases been artificizlly created and without suffilec:

reason. ; _ AT

"The inevitable result was that this management of 1
business had a direct and very decided tendency to strengthen X
unjustky the strong among the customers and to depress the wea
These were very great evils,and the indirect consequences were

even greater and more pernicious than the direct,for they tended

1ity in the employmeny of public agencies were not condemned by
law,and that succese in businese was to be sought for in favori-
tiem tather than in legitimate competition and enterprise. -

"The evile of free transportation of persons were nop”
lese conspicuous than those which have been mentioned.This, whe
it extended beyond the persone engaged in rallroad serv W
commonly favoritiem in a2 most unjust and offensive form.\free tra:
sortation was giwven not only ¥o secure business but to conciliate
the favor of localities and public bodies; and,while it was often
demanded by persons who had,or claimed to have,inflkuence which was
capable of being made use of to the prejudice of the railroads,it
waee also accepted by public officere of all grades and of all vari-
eties of service. In these last cases the pass eystem was partiocu-
larly obnoxious and baneful; for if any return was to be made or ras
expected of public .officere,it wae of something which was not their
to give,but .which belanged to the public or to constituents. &4
ticket entitling one to free passage by reil waes often more effectise
in enlisting the assistance :=nd support of the holder than ite value
in moneywould have been,and in = great many caees it wonld be oo SG
received and availed of when the offer of money,made to accomplish
the same end,would have been spiirned as a bribe, Much suspicion

G

unjust and cruel; and some deterioration of the moral eense of the
community, traceable to this cauee,was unavoidable while the

abuse continued. The parties most frequently and moet largely
favored WGE? those possessing large means and having large busines

interests. . - - ) i
he general fact came to be that in proportion to the

least.One without mgsns had seldom eny groung on which to demand
frec transportation,while with wealth he wae likely to have many
grounds on which he could m:ke it for the intereet of the = =
railroad company to favor him,and he wae sometimee favored
transportation not only for himself and hie family but
ness agente also,and even sometimes for his customers.
for free tramsportation was often in' the naturafotn

was ylelded to unwillingly and through fear of
through a refusal. But the evile were present a
extor®l as when it wae freely given. i
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"These were some of the evils that made interfe
by national legislation imperative.But there were others !
of no small importance. Rates when there was no competiti
sometimes so high as to oppreseive,and when competition exi
by lines upon which the public confidently relied to protec
them against such a wrong,a coneolidation was affécted and
high rates perpetuated by that means. In some cases the roa

: ated as conveniences in transportation,were so managed
) to bueiness passing or destined to pass over other roads
conetituted hindrances instead of helps,to the great annogan:
travel and to the serious loss of those who intrusted their

&
[
—

! property to them. Then their rates were changed at pleasure and

3 witjout public notification;their dealings to a large extent were

i, kept from the public eye,the obligation of publicity not h&lug

s, recognized; and the public were therefore without the meane of

e judghng whether their charges for railroad service were reasonable

S ‘and just or the contrary. J Ao i . :
E; "But the publicationgé actually made only increased the :
%) difficulties. Railroad rates,difficult enough to be underestood by

i the uninitiated when printed plainly in one general tariff with

o) clessification annexed,became mysterious enigmas when several dif-
o ferent tariffs were printed,as was the ease in some sections; u

= some relating to competitive points and others to what were called

> local points,and each referring to voluminous and perhaps different
L8 classificatione,which were printed but not posted,and which were

o observed or disregarded at will in the rates a& publishee. Such

P - unsystematic and mxx misleading publications naturally led to many

overcharges and controversies,and naturakly invited and favored
special rates and injurious preferences. et :
#These were salous evils; and they not only to some extenl
blunted the sense of right and wrong among the people and tended to
fix an impression upon the public mind that unfalr advantages in
the competition of business were perfectly admissible when not
criminal,but they built up or strengthened a class feeling and em-
bittered the relations between those who for every reason of interest
ought to be in harmony. It was high time that adecuate power ghould
be put forth to bring them to an end. Railroads are a public agency.
The authority to construct them with extraordinary privileges of =
management and operation is an expression of sovereign pover,only i
given from a consideration of great public benefite which might 4
be expected to result therefrom. From every grant of such a ori-
vilege resulted a duty of protection and regulatlon,that the grant
might not be sbused and the public defrauded of the anticipated
benefits. :

"The abuses of corporate authority to the injury of the
publie were not the only reasons operating upon the public mind
to bring ebout the legialation now under conesideration; some other
thinge which in their direct effects were wronge to stockholders
only also had their influence,and this by no means & light one.
The panner in which corporate stocks were maenipulated for the

,benefit &f managers and to the destruction of the interest of th
‘ownere was often a great scandal,resulting sometimes in the
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) benkruptcy and practicak” destruction of roade vhich,if properly
mansged, would have been not only profitable but W1deiy-uaefn1.

This in its direct resultes might be a wrong to individuzls only,

but in its indirect influence it wae a great public wrong also., . =
| "The ‘most striking and obvious fact Xz in such a case - -
( commonly is that persons having control of railroads have in a :

very short time by means of the control amassed great fortunes.

The natural conclusion which one draws who must judge from surface

— appearances is,that these fortunes are unfairly acquired at the

= expense of the public; that they represent exceseive charges on

e railorad businese,or unfair employment of ineide privileges,and fur-
= nish in themselves conclusive evidence that current rates are wrong
& and probably extortionate. An impression of this sort,when it hap-
— pens to be wide of the fact is for many re ssons unfortunate. It

= creates or strengthens a prejudice againet all railroad menage-

= ' ment-the honest as well as the dishonest-which affects the public
o view of all railroad questions;it renders it more difficult to deal
iom with such questions calmly and dispassionztely;it makes the public
9, restive under the charges they are subjected to,even though they be

bt moderate and necessary;it tends to strengthen a feeling among the

£y unthinking that capit:1 represents extortion. Hpvever careful,

C, considerate,fair,and just the management of any particular road may
— be,and however closely it may confine itself to its legltimate

g business,it is impossible that it should wholly escape the ill

=, effecte of this prejudice,which are visited upon all roades because
2 some conspicuous railroad mangers have by their misconduct given

N in the public mind a character to all.

- "Evils of the class last mentioned were difficult of

e legislative correction,beceuse they sprang from the over-confidmce
G of stockh-lders in kthe the officer:c chosen to manage their interesls
= and whose acts they perhaps at the time assented to. But if

— capable of correction by any legislative authority,it wae in general
NO that of the 8tates,not of the nation., The 8tatee in the main confer-
~ red the corporate power,and it was for the States by their legls-

g .lation to provide for the protection of the individual interests

I which were broucht into existence by their permission. The National
iy ‘Government had to do with the commerce which these artificial en-

r tities of State creatiom might be concerned in, Nevertheless, the

Q[E_» manifest misuse of corporate powers strengthened the demand i’or

@ national legislation,because the ppivate gains resulting from cor-
= porate abuse were supposec to spPing,to some extent at least,

from excessive burdens impose@ upon the commerce rhich the nation
ought to regulate and protect. :

"For the purpoese of correcting the evile abow alluded j
to,eo0 far ae it was constitutionally competent for national legis- 8
lation to do so,the act to regulate commerce lays down certain s
rules to be observed by the carriers to which ite provisions apoly,
whech are intendcd to be and emphatically are rules of equity and 9
equalty,and which,if properly observed, ought to and in time no ]
doubt will restore the management of the transportation bueinese
of the country to public confidence, : : ,
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‘tion from any one or more persons than fmexamx from any aibalt;
- 1ike and contemporaneous service,is declared to bc unjust dli—

‘means or devices,the carriage of freights from being e«atinnaung

@

"The leading features of the sct are as foll

"All charges made for services by carriers &
act muet be reasonable and just. Tvery unjust and unreas
is prohibited an® declared to be unlawful,

"The direct or indirect ¢ arging,domanding coll
or receiving,for any service rendered,a greater or less o«

crimination and is prohibited. :
"The giving of any undue or unreasonablo preforinatwllt;i,”'
between persoms or localities,or kinde of traffic, or the sub ing
any one of them to undue or unreasomable prejudice or dillﬂ'lﬂ*ﬁﬁ.; :
is declared to be unlawful. 3
"Reasohable,prpper,and equal facilities for the 1ntgr~
change of traffic between lines,and Tor the receiving,for-ar&ing
delivering of passengers and property between connecting linee
is required,and discrimination in rates and charges ae botwcan
connecting lines is forbidden. ,;
"It is made unlewful to charge or receive any groater B
compensation in the aggregate for the transportation of pase !
or the like kind of property under substantislly similar cir-
cumstances and conditione for a shorter than for a llnger dietance -
over the sape line in the same direction, the shorter beihg 1noluded
withint the ldmger distance.
"Contracts,agreements,or combinations for the pog%tn%
freighte of different rallroade,or for dividing between th
agzregate or net earnings of such railroade or any portion tharebf'
are declared to be unlawful.
"All carriers subject to the law are required to print
their tariffs for the transportation of persons and property,and
to keépthem for public inspection et everydepot or station on thcir
roade. An advance in rates is not to be made until after ten dara!
public notive,but a reduction in rates may be made to take effect
at omce, the notive of the same being immediately and gublioly given,
The rates publicly notified are to the maxipum as well as the
minimum charges which cen be collected or received for the ser-
vices respectively for which they purport to be established. L
"Copies of all tariffe are recuired to be filed with thil
Gommission,which is also ;? be promptly notified of all chang
that ™ 8hall be made in theh same. The joint tariffes of connée!
roads are also required to be filed, and also copies of all co
agreements, or arrangements between carricre in relation to tr
affected by thehet.
"It is made unlawful for any carrier to enter 1
combination,contract,or agreement,expressed &r implied,to
by change of time scheoulea,carriage in different cars,o

place imxpiaze of shipment to the place of destination. )

"These,shortly stated,are the important provis! 0
act which undertakes to orescribe the duties and 0 xgatiaaa
carriers which by its passage are brought unﬁﬂr Federal oontra
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Some gmneral observations on the act,eight months gftér ite pass

- seldom been permanently advanced except when excessive competition

- membrance of practices which the law was deliberately framed %o A

made by the Commission, Report,l®27,p.l1-42;

"One immediate effect wae to cause inconvenience in n
quarters,and even yet the business of some parts of the country
is not fully adjusted to it. Some carriere also are not as yet =
in their operations conforming in all respects to its spirit and
purpose. Nevertheless the Com: ssion feels justified inm saying =

that the operation of the act has kn general been beneficial,
In some particulars,as we understand has also been the case with
similar statutes in some of the States,it has operated direc
increase railroad earninge,especially in the‘cuttiq% off of £
passes on interstate passenger traffic,and in putting an end to
rebates, drawbacks,and special rates upon freight business. The
results of the law in these respects are also eminently satisfactory
to the general public,certainly to all who had not been wont to ¢
profit by special or personal advantages. In connection with the
abolition of the pass system,there has been some reduction in pas-
senger fares,ecspecially in the charge made for mileage tickets in
the Northwest,the section of the country wheee they are perhaps
mést employed.

"Freight traffic for the year has been exceptionally large
in volume,and is believed to have been in no small degree stimu-
lsted by a growing confidence thet the days of rebates and epecial
rates were endedws,and that open rates on anequal basis were now
offered to all comers. The reflex action of this develpmeént of
confidence among business men has been highly favorable to the
roads. e

"In some localitiee the passage of the act was made the
occasion on the part of dissatisfied and short-sighted railroad ma-
nagers for new exactions, through a direct raising of rates,by chang=
in classification and otherwise, The manifestation of the s-irit =
which induced such action is now but seldom obgerved,and the ik,
wromgs k resulting from it have in general been corrected, ——--——
The changes in classification made since the act took effect

have been in the direction of greder uniformity,snd have also in
general,it is believed,been concessions to businese interests.
"Thex tendency of rates has been downwards,and they have

had reduced them to points 2t which they could not well be main-
tained. No destructive rate wars have occurred,but increasec stabi-
lity in rates has tended in the direction of stability in general
business. There is etill,however,great mischief resulting from A
frequent changes in freight rates on the part off some companies;
changes that im some cases it is difficult to suggest exouse for.,
: "The general results of the law have been in important way
favorable to both the raode and the publicjwhile the comparatively
few complaints that have been heard of its results are either
made with imperfect knowledg e of the facts,or spring from the re-

put an end to.A :
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