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The part the railways had played in making a
monopoly of the Standard Uil Company was no new thing in
the business 1life of the country. It was simply the
completest and best advertised illustration of their powers,
80 keen was the compotttion for freight on all lines Bast .-
to Iut. North to aouth.,\largo dealers practically made their
own terms, being not only accompdated with side tracks and
other special conveniences, but also given M ratés,
or perhaps secret rebates which reduced the cost to them of
tmsﬁoﬂation very considerably below what smaller dealers
in the same line of business were compelled to pay. Such
allowances were sufficient of themselves in very many cases to
render successful competition, as against those who had them,
practically impossible. |

Such was the conclusion of the Interstate Commerce
Commission in its first report in 1887.

It was by no means the big shippers only whe
secured favors; smaller manufacturers who could make a m
plea, bring influences to bear, thrutu}dm. :-un m
Sometimes they were granted "from a desire to relieve .
individuals from the consequences of previous unfair concessions




to rivals in business,” (1)

Ihoq.t-. umnmumm“
“thniuthoaniﬂn“a
muw.mwsm.uwumm I‘hi
secreey which the) Joined in granting favers proved the
m.dmnot—wotthunltomwmlifﬁ
shipper who considered himself wronged should appeal to the
courts.

*There was not the least doubt,” said the I rsta
Commerce Comsission, *that had the case been properly breught
to a Juluh.l test these transactions would in many -“
have been held to be mm;wmmmuwm
was in general difficult, the remedy doubtful or obscure, and
mmmﬂto.rmwmmm“m*
rates of transportation at pleasure, might prove more w
than the rebate itself, Parties affected by it, m
instead of seeking redress in the m:.mmmu
direct their efforts to the securing of similar favers in
their own behalf. They aequiesced in the supposition that
tmmuormxtm.mmwmumu e Sl
rates, and they endeavored to secure for themselves & Mh L
1. (2) |
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But &s in the case of the st-nd.:t.otllcc-w-ir
not all shippers acquiesced. There was always sm
left over from each battle that pulled iteself together and
prepared for a new attack. The press and public wers as a
rule with them. It was sympathy with the underdog; it was
resentment at the general mopmic of the railroads; uﬂ
it was a ‘_’roround conviction that though the ownership of
railroad stocks and bonds might be and almost invariably
was private, the railroads were public highways created by
the state for public use and their obligation was to carzy
persons and freight on equal terms. (1). They became agencies
of the state in accepting the right of eminent domain whieh

betonged to the state.

If the chief complaint against the railroads was
their abuse of their duties as common carriers, it was not
the only one. rhﬁ. complaints made a damning list when
tabulated as thay were later by a Congressional Commerce
committee. What people complained wasi=

"1. That local rates are unreasonably high compared
with through rates. ‘

»2, That both local and through rates are unreasonably
high at nonecompeting points, either from the absence of
competition or in consequence of peoling agreements that

restrict its operation. -

_ »3, That rates are established without apparent regard
to the actual cost of the service performed, and are based
largely on 'what the fraffie will bear.'

1)——Wm /

1) For the so-called Granger laws, passed in the 1870's and
vased on this principle, and for the action of the Supreme
Court in upholding such legislation, see Mevins, A
The Emergence of Modern America (A History of Amt n
VIII) 176-176 : <




‘

- ®4, That unjpstifiable discriminations are
constantly made between individuals in the rates charged for
like service under similar eircumstances. ‘

*5., That improper discriminations iro made between
articles of freight and branches of business of a like
ehar!;atg' and between different quantities of the same class
of ._1 . :

»§., That unreasonable diseriminations m nmade
between localities similarly situated.

*7, That the effect of the prevailing ey of
" ot.g secret

railroad management is, by an elab system o
special rates, rebates, drawbacks and concessions, to foster

mono » to enrich favered shippers, and to prevent
competition in many lines of trade in which the item of
transportation is an important factor.

"8, That such favoritism and seoreecy introduce an
element of uncertainty into legitimate business that greatly
retards the development of our industries and ¢ amerce.

*9. That the secret cutting of rates and the sudden

fluctuations that constantly take place are demoralizing teo
all business except that of a purely speculative M-:ct.

~ frequently occasion great injustice and heavy losses.

"10. That, in the absence of national and uniform
legislation the railroads are able by various devices to avoid
their responsibility as carriers, especially on shipments over
more than one reoad, or from one State to another, and that
shippers find great difficulty in recovering damages for the
lose of property or for injury thereto.

»1l., That railroads refuse to be bound by their owm
contracts, and arbitrarily collect large sums in the ohr of
o;or.;ihnu;: in addition to the rates agreed upon at the time
(-] pmens.

#12, That railroads often refuse to rv:m or
be responsible for the acts of dishonest agents ing under
their authority. '

- "3, That the common law fails to afford a re: for
such grievances, and that in cases of dispute the shipper is

ed to submit to the decision of the railroad manager: or
pool commissioner, or run the risk of incurring further 088
by greater diseriminations. : '




#14, That the differences in the classifications
in use in various parts of the country and sometimes for
shipments over the same roads in different directions are a

tful souree of misunderstandings, and are often made a
means of extortion. '

#15. That a privileged classe is created by the

granting of passes, and that the cost of the passenger
is largely 1nuou;d by the extent of this abuse.

"16, That the capitalization and bonded indebtedness
of the roads largely exceed the astual cost of their '
construction or ir present value, and that unreasonable rates
are charged in the effort to pay dividends on watered stock and
interest on bonds improperly issued.

"17. That mailroad corporations have 1y
engaged in lines of business entirely distinct from of
transportation, and that undue advantages have been afforded to
business enterprises in which railroad officials were interested.

#18. That the management of the railroad business is
extravagant and wasteful, and that a needless tax is imposed
upon the shipping and traveling public by the unnecessary

expenditure of large sums in the maintenance of a costly force
of agents engaged in a reckless strife for competitive business.*(1)
- Public resentment at the above "wrongs"™ was

intensified in many parts of the country by a realisation that

water transportation on which they had in earlier years so

largely depended, and which they rightfully felt ought 'to be
a regulatdy: of the railways, was declining. All canals of
consequence, the Erie excepted, were owned and controlled hg'
the railroads by 1880. (2) As for the rivu)'“;wthq had always
looked op the railways as enemies, and had fought them in
most pq‘h of the country bitterly. That they could combine

1) Report of the Senate Select Committee on Interstate Commerce.
(Cullom Conmittee, 1885-1886. s 180, 181, The Causes
of Complaint against the Companies. Mo

2) Cullom Report. Vel. II. Page 507




and co-operaite, forming gradually a w-m would lﬂl
the country much more effectively than either sould alons had
1ittle or no part in the calculations of the promoters of
one or the other system. |
The rivalry mdmb“mﬁmmmﬁo-‘
bitter and dramatie and expensive in the Mi valley.
By 1880 it was obvious that the river had lost. /It M been
bridged in spite of its long resistance and was being rapidly
paralleled on both sides by railroads so eperated that freight
could be garried not only mere rapidly but more reasonably.
In 1880, 1,037,000 tons of freight had been shipped frem
st. Louis by water; by 1900 it had fallem to 245,000 tons. (1)
This ua.nt that f.ho city Ihic}rxmkit been the metropolis nl the
unq"i‘u p-uu. on her supremacy to Chicago. sStatistics of
over twenty years show it clearly. Ry the end of owr tw
year period Chicago's population was nearly four times as great
as it had been twenty years before; St. Louis® about twice. (2)
Nevertheless Chicago in 1880 was fighting for water
as well as for rail. She Gould not, like 5%. Louis, go by

water to Omaha, to Pittsburgh, to Kansas and the Indian Territory,

nor did she at that time have a through rail connection with
New Orleans. It gave her rival a tremendous advantage in

territory which she was mtomcmummm

?r

I,WMMMVOIQ Mmmmd
Water W‘“o




L _266

G To wipe out this disadvantage the Northern

Lé metropolis had been for years eager to establish a water

- connection with the Mississippi. The utilisation of the

o Illinois river through a system of cm canals was a

'5{ project xm old as the state backed particularly by farmers

lég and small town people.

:‘; In March 1880 & convention was held at Uttawa in

Ig the interest of a ship canal between Chicago and the Mississippi.
& Obviously the main motive behind this was the desire to chesk
=

O the railroad companies. The Governor of the State in his

;G:: message calling the oonvmt_ion said:=

% *The demand for the enlargement of the canal and
B the completion of the Illineis River improvement grows more

'Q—,O' urgent every year, and it is a matter which by no means

& .

> interests Illinois alone, it is® of equal importance to all the
"L;' states which border on the Mississippi River, and %o all those
U::: which depend upon the great Valley for ,food supplies. While
iE this water-way happens to be wholly within the territory of R
QIL&T Illinois its improvement is nct a question of lecal or State
LDL‘- interest.” (1)

Although Chicago and 3llinois were so 1ntorc“ in
a ship canal they were not using to the full their water
opening to the East. Chicago had direct communication w
water with the Atlantic seaboard, through the Lakes, Erie Canal
and Hudson River. The decline of the traffiec via the Erie

1) mtmu-'rhommw'w




m.»«m.m-.rucmmmmm
and the Niddle Vest, was steady. / wnlﬁr the tonnage
L sarried by the railrcads and canals of New Terk Stabe) the

) canals alone handled 27.19%; by 1885 Ivewmweitxl6.98% mmwix

b=

:ti by 1890, 13.94% and by 1895, 9.67%

= This decline grew in spite of the fact that the

= rate by lake and canal from Chicage to New York was considersbly
5 lower than that by lake and rail o by rail. The water rate
ISE on wheat, for instance, in *78 was 9.15; by all ull “ was
5 17.7. In %85, by water 5.87 and by rail 14. In 790, by water
= 5.85; by rail 14.31. In *95, water 4.11 and rail 12.1%. (1)
% In part this decline was due o the persistint

B hostility of all Zadli lines to the diversion of traffie over
k. fand to water. However K bitterly they might fight one another
.IG» they united mz;’n ame to water transportation. IS was

J\i a common enemy. ur. Vanderbilt of the New York m even
&= let it be known that he would sever connections with any

P_ road which socepted freight from the Erie Canal - a decision
3 which cut New England off from g advantages which she might
@ otherwise have enjoyed. (3) :

1) sStatistical Record of the Progress of the United States £
Page :

Page 313

3) Report of Cullem Semate Beleot ( am
Comnerce. Part II. Page

2) mnogmunms. Railway Problems = mmmm




However, the legitimate advantages of the railroad
werethe greatest blow to water routes. A railrosd gave a
wider distribution. It could go into parts of the countyy

e} . higherto inaccessible. It was oimple to run & ¥ail %o

:ﬁi_ anuuhutaru.ammim.umouuu.-num
o deposit. It was no longer necessary that a town plant iteelf
:‘; on a river, a lake, an ocsan harbo¥. mmmm

:‘j Denver, Colorado, Indianapolis, Im.pud M a

IQLL—_ railroad center was as advantageous as & water site.

E_ the ‘ed® than from the bost = easier and less expensive.

T rransfer from rail to rail was easier than transfer from boat
B to boat. There was less 'breaking bulk’ with the ¥ail.

'Q_Q' mm, itself was against the river as a M traffic
LL; bearer., The unl;ulm River was entirely closed for

'f transportation by ice in the important reaches of the North
L for s considersble part of the ysar. At 8t. Paul they counted
ii a closed season of four months before the days of the m
QE“ Then the river men sat idle for the most part; few of M ;
£ like a certain young clerk on the wharves, known as Jim Hil1,

utilised every hour of the closed season in storing wp
{information on all sorts of subjects, particularly that m
concerned the new cowntry to which he had come. (1) |

1) Pyle, Jeseph Gilpin. The Life of James J. Hill. Vel. SR
chapter 1I. g




GC: : And if it was not ice it might be floods or water -uht be too
i low for navigation and boats be tied up, capital t& away.
lLé Water transportation suffered as much fronm its

e failure to improve its methods, its equipment and its

i connections, as from these natural disadvantages. If the

;; water companies had been as energetic and as resourceful as the
g railway companies generally were, the story would have besn

= aifferent. There was mo excuse for damp and dirty pits fox

?5_ wheat on lake and canal boats, but grain was frequently injured
I% because of the poor travelling accommodations offered themj there
(2 was no excuse for inadequate storage at receiving points, but se

= inadequate were the terminals that freight often lay in the

% open at the mercy of rain and thieves. | |

£ ~ The National Water _f.,n Commission, appointed to

I study the reasons for the decline of water traffic in the

United States, said that it found in surveying the rivers and

canals of Germany a number of cities and towns which had made

a larger investment for terminals and for the storage of freight

and the handling of boats than the whole of the Mississjppi

River above New Orleans. (1) :
Again canal or river had satisfactory through

connections, The failure of tho Erie Canal, for example, to

make lake steamers part of a through line, as the railroads did,

was a serious handicap, though it is certain that had the canal

1) Final Report of National Waterways Mﬂd - ll%l-ﬂ
Congress, Second Session - Senate Documents.

Pages 68-73




made such an attempt Mr. Vanderbilt of the New York Central
as well as the management of the Erie would have violently

disputed the venture.
= In epite of railroad competition, always keen and
often urfair, in spite of the natural advantages of the raile

i way, water transportation did hold its own when it came te

'\j : heavy freight, such as luaber and coal. When coal c.onxd be

E_] carried from Pittsburgh to New Orlieans two thouﬁnd miles at

I&: one dollar a ton the rivers got the freight unless it was a rush
(2 order. |

t_ Andrew Carnegie was exultant over the river traffic

.*2 out of Pittsburgh:« "The records of 1884 show that there were

J% owned in the one city of Pittsburgh for use on the river four

|c§ thousand three hundred and twentyethree vessels, including barges,
- with a tonnage of one million seven hunared thousand tons. One
E’ hundred and sixty three of these were steamboats. Twenty thousand
k:\: miles of navigable waterways lie before these Pittsburgh craft,
e and many thousand miles more are ready to be opened by easilye

HL}L?\_ constructed improvements in the lesser streams. This work the

E general government is steadily performing year m-:? yur.‘ a8

@) well as improving the existing navigation. ll.:nn today a boat

{% ¢an start from Pttt-bur‘h for a port four thousand thiu hundred
e miles distant, as far as from New York to Queenstown and halfs

way back, or as far away as the Baltic ports are from New York." (1)

1) Carnegie, Andrew. "Triumphant Dempcracy” Pages M




Timber which in 1880 was being cut se lavishly u
Wisconsin and Minnesota must ve conveyed by river. This was
a tremendous and growing business. In 1880, 414,444,000 feet
of logs ware cut in the region of thc St. Croix., Ten M

‘later the cutting was 452,360,890, In the upper umm;u

region, above the St. Anthony's Fall, the logging from "8l “
'90 amounted to 3,428,596,480. (1) Practically all of this

" timber was cut in the winter, hauled to a legging point on the

stream, lashed into rafts which before the end of our period
were engineered down the river by legging stean boats.
The rafts constantly increased in sise. A raft

1) Ru-uu. Charles Bdward. A-Rafting on the l:lut
age 336« Quot paper in Vol. IX, Minnesota
unmm Boci
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three hundred feet long was a good bulk in 1880, but by the
end of the ecentury river captains were bﬂulng them down
four and five times as long with a width of two hundred and
more feet « millions of feet of lumber in each,

, From this lumber the homes and towns of the Middle
West were building. If ever a great natural resource was m
to a good use it was this timber. It was replacing sod houses on
the plains of Nebraska, building cribs for corn, shelters for
animals, stores for trading, schools and churches for a
population which was redeeming the Arid Région, putting the
plow to the soil in the Northntt.'oponh’xg the mines « armies
of nationalizers « the armies the Federal Govermment and the
States had ‘tn mind when they gave to railroad promoters
opportunity for vast wealth if they would provide ways for men
and women to go in and out of its immense unsettled territories.

The Great Lakes, if loesing wheat to the railroads,
were gaining as carriers of ooﬂ. and ore. This had been made
poesible by the opening in September of 1881 of a new loek
at the S8t. Mary's ship canal, a lock five hundred and t!;ﬁo-
feet long, eighty feet wide, good for vessels of sixteen feet
draft. This was in contrast to the old locks which had drawn
twelve feet or less of water which were but three hundred and
fifty feet long, seventy wide and good only for vessels which
drew twelve feet or less of water. 'One of the immediate results
of the enlarged lock was that the Lake Superior iron ore regions
could ship more profitably. (1) It was the inauguration of
one of the most imppbrtant water high ways of the sountry if not

of the world,

1) Chrone of Iron & Steel. Page 199
Compiled by Goodale, snru L.

f Vs Quaaw
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Five years after the mi lock was opened more tonnage
was passing through St. Mary's ship canal than through the
Suez canal. Foreseeing whut this waterway wao destined to be,
the United States Government hcgnnl work about this time on locks
eight hundred feet long, one hundred feet wide and twenty ono-
feet of water on the sills., (1)

The success of St. Mary's Ganal led to much MMMO!
of similar waterways in other parts of the country. There was
talk of a canal across Cape Cod, of one connecting the Ihuc_m
with the Rast River; of another from Lake Huron to Kake Outlilo'
sut the most important were the IntereQceanic routes.

The plan which seemed in 1884 the nearest to
realization was aoroes Nicaragua. Here there was ready made
for vessels sixty miles of navigable river and a lake forty miles
wide. The proposition was to connect them by canal and railway
with the two oceans. A treaty with Nicaragua authorising the
United States to undertake the necessary construction was
announced by President Arthur in his message of December 1, 1884,
but the treaty was withdrawn from the Senate by President
Cleveland when he came into office a few months latexr. (2)

Mr. Arthur thought it a good treaty and it is obvious
that he felt the need of an IntereOceanic route. The "rich
territory of the Pacific,” he said in his message, "is for the
ordinsry purposes of commerce practically cut off from communicae
tions by water with the Atlantic ports, the political and '
commercial advantages of such a project eam -

1) Chronolegy of Iron & Steel. Page 208. Compiled by Goodale,
Stephen L. Rdited by Speer, Ransey J, ‘

2) Richardson, Messages and Papers of the Presidents, VIII, 238,327
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scarcely be over-estimated.”

To the average business man, however, an Inter=
oceanic route meant simply a check on transecontinental
rates which the railroads could not escape unless indeed
they succeeded in owning or controlling the ships.

| gssential as was the development of .Intar ways

in an intelligent natural transportation plan the publie

saw in it no speedy or sufficient cure for the diserimination

and exploitation which it was suffering. There mast be

federal regulation of interstate commerce. Since the first

pill was presented in 1872 by a rTepr ' ative of the odl
of small Pupsiies ;
producersthe conviction/that it was the way out of their
troublo'hnd strengthened. By 1880 the Congressional Cormerce
Committees were complaining that they were over-burdened with

»do something® to restrain the railways. (1)

p

petitions to
The petitioners based their prayers on the power the Constitution

gave Congress to regulate interstate commerce, It exorcised it
on the high seas and on all waters of the states which carried
foreign andinterstate freight. As for the great cross

country highways the nature of the traffic was such that the
Laws of the states, the "rules of the road®, the gemeral
agreement of all to the right of all to use the roads had
succeeded . usually in taking care of individuals who -t_h-td

to interfere with the rights of others.

1) Congress - American Encyclopedia, 1880

R
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e

%Lf ' when the railroads came it was a different matter.
e They were children of the state. Their rights and their

— obligations were tied up in charters with which the Federal
:ﬁ; Government had nothing to do. The State taxed, made laws

[ :

lﬁi governing rights of ways, pretended to protect its citizens
= when they felt the railroad was going beyond its charter

:“; privileges, even sometimes fixed the rates to be mn“.

Ig The Federal Bovernment kept its hands off and when
ILLl__ the state and corporation could not agree, as when the

E corporation declared the taxation was excessive or when the |
E% state passed regulations which obstructed through traffie,

= then the judiciary settled it. But as time went on the rail-
E roads became stronger than their creatorsw.

5o In 1873 Cushman K. Davis, afterwards United States
?Q Senator from uinnesota, declared that he was perfectly

=

J\: satisfied that there was not a railroad company in his

o state whose franchises were not subject to forfeiture for

ii flagrant, repeated and prob versation and abuse. (1)

QE The states had not been supine, if most of them had
ot [\cono impotent, Each had tried in its own way to km control

of the roads, some by punishing with taxes, others by fixing
arbitrary rates, others by turning over the business to a
Commission. Massachusettgs had “’1,'24““‘ this plan in 1869

succeeded where by legislation s%q
and had/failed. The procedure o her commission was to take

1) Pyle, Joseph Gilpin. The Life of James J. Hill, Vel. I




st . m

e up each abuse or complaint separately, study it earefully

ch: and make a decision which seemed to it reasonable and in

i harmony with its findings. In making a deecision the facts

e and their meanings were clearly explained to the publie. :
L The certainty that their acts, good and bad, would be openly

lg; reported to the state checked the railroads as no law had

= ever been able to do.

'g'ﬁ . When the public became convinced that the Commission

3 was not to be fooled or bribed it ceased its clamor for punishment
g by law, | '

= By 1880 some fourteen states had adopted the

é Hassachusettes plan of regulation by Commission though a-o

E of them had had a long fight. The Constitutionality ot‘thl

L_ " Illineis Reilroad Law passed in 1872 was contested for seven

= years. sy the time the Courts decided to uphold it the

= Commission had cut passenger rates from five to three and a

S half cents a mila and the roads were making returns readily

= and cheerfully though at first they had refused them. However,
Q{{_ there was still plinty of "complicated questions® relating \'
E to rebates, pooling, through lecal and competitive rates. (‘1)

; | While s commission might, as in the case of Illimeis,

= suceeed fairly well in dealing with railroads, to whieh 1% had

Q% - given charters, its courts had little or no control over

E—: foreign corporations. M could take their controversies to

@ (1 Report of Railroad Commissions of Illinois for 1880.

= Digest Appleton's Annual for 1880. Page 377




the Federal Courts.
*They come into a ntate,” Mr. Weaver of Iowa

complained in Congress in 1880, *for the purpese of

making money, ¢arrying on tronsactions with eitisens of the
state, and why should they not be compelled to go into the
state courts, there to adjudicate matters arising between
themselves and citisens of the State? They are citiszens of
the State for all other practical purposes; but, vhen a
controversy arises under the law as it now stands, tht
corporation has only to go into the State court and there set
forth the fact that it is a foreign corporation, organized
under the law of Massachusetts or of some other state and the
cause is removed to the Federal court.” (1)

BEech year it became more obvious that the question
must be nationalized, that it was too complicated for state
handling. Jealous as the states were of their prerogative
some of them began to twm to the Fedaral Government. Thus
in 1880 the State of nississippi begged Congress hw.
by appropriate legislation, some adequat® means of restraining
such unjust diserimination by the passage of a general law
regulating the tariff and freight rates on all railroads and
navigable streams in the United States.” (2)

The discussion in committees and on the floer of
Congress as to what could be done took more and -.a.m-
and showed both reluctance and confusion. There were & fow

) mam Annual- {(1880) ;Digut of discuseion in Congress

2) ‘n torstato coﬂm“f 1l. : 1880
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gentlemen like Judge J. H. Reagan,Representative fron rm._
to whom regulation of railways presented no difficulty. All
you had to do was to pase a bdill forbidding coertain practices

3 : which a right-minded person could not but agree were unfair »
‘(:1;: such were rebates, drawbacks, pooling - forbid these and order
‘gg equal rates and ppportunities. The failure to do ihtngl fore
i bidden or not do things ordered should be made a criminal
5"1 éffon-e and "the penalty on conviction® should not be less than
{g' $1,000.00." This was the gist of the Reagan bill as it first
(; appeared in 1878, as it stood in the final contest over a measure
e in 1886, (1)
g ‘ As to bringing in experts, consulting railroad bullders,
E financial managers, lr., Reagan saw no necessity for that.

Common Justice, common right, common necessity settles the
quiutlon against rebates and drawbacks, against the poollu of
freights and against the destrpying of one city or town or
business for the benefit of another. §2)

Mr, Reagan'e easy solution had many opponents. It was
the "strong feeling®, as Mr. Davis of West Virginia told the
house, when in 1880 a bill to establish a board of commissioners
to look after Interstate Commerce was brought in, that it
was best to allow the states and the railroads to control
their own affairs and that Congress should have

1) See @taa snt. ‘Cong gress Interstate c _ i .
dunutm -y I.. H. A ccmnum Mm of
Railways in the United States, 18501887 (mtv. Vis.
Bull. No. 341.) 288, 290, 293298 |

2) Appletons® Annual, 1881. Page 176




very little to do with them. (1)

It goes without saying that this was the point of
view of the railroad "experts and officials®™ who as Mr. Reagan
complained filled the committee rooms and *“MMI and often
placed themselves on the floor of the house with thei®
attornays, "the ablest in the United States, all of them paid
out of the peoples' money.” (2) But it was also the
conviction of not a few of the ablest economists of the day,
among them m thorough student of the railroad and its meaning
to the wellebeing of the pecple as Mr. Edward Atkinsen who
considered the effort to regulate railway t.mm by natiomal
statute as only another futile attempt to -a.wm nature
of things, and/effort to overcome hardships which “ean enly
be remedied by the slow progress of events®" and not by the
enactment of "meddlesome statutes.® (3)

But between these extreme views was the W of
Congress realizing that some way must be found to stop
pillaging by roads without hindering their development. This
was the view voiced in December 1883 by President Arthur, the
first president of the United States, to challenge the
absolute power individuals and corporations were exercising
over private interests and to assert boldly that Congress

1) Appletons' Annual, 1880. Page 184

2) Annual Gynom Vol.. X, 1885. coul'.u (interstate
Commerce. Page : 3

3) Atkinson, Bdward. Railway urvta of the United States
Anmual Cyclopaedia, 1884. Vol. IX. Page 686
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could not tolerate such abuses.

"ghile we can not fail So recognize,” said
President Arthur, *"the importance of the vast &
systems ¢f the country and their and ¢ A
influences upon the development of our material wealth, we |
Md.mmmm.mtﬂnmy“”
no sorporation, ought to be inv with absclute power over
the interest orwotmuum‘amd“ sens,

The right of these railway ions to a fair and px
return upon their investments,” and to reasonsble freedem

t&a ’.:‘&".‘.."‘: -':“mn’:tm mt;‘ uw; '
ST Zitest ettt 1o LA s
are powerless to prevent.” (2

As the struggle grew in tenseness and bitterness
the tendency was to let the sine of the railway blot owt
their services. 7Towngand localitiss which had suffered, forgot
there was another side to the story, a remarkable and |
prilliant side from which in spite of all their losses they had
at least indirectly profited. It was net difficult for
Congressmen who believed the Government should bt the
railroads alone to grow dithyrambic over their schidvements,

S8ince the close of the Civil War they had made &
whole of & country which without them and their allgy, the
telegraph, would have remained a collection of practisally
isolated units. In 1880 there were 98.’?3 miles of railroad
in operation carrying literally NIPOPER. . - g~ #OGGID
reckoned by mile; over thirty nine billion in 1883; over

viI, 185 s
1) Messages of the President,Arthur, C. A. December 4, 1883




eixty one billion five years later. (1) i
Through this period the rates of freight had steadily
fallen, JFreight receipts were 1.24 a ton per mile, in 1868
half of what they had been ten years before. (2) In 1890 they
stood at 90.93 cents; in 1898, the end of our period, $0.76
'elntq, | : %
Iﬁi;;vamentl in the railways went along with 1alr.ll§d
" mileage an&ohoapﬁ rates. ‘hen in 1880 only about three tenths
of the roads were equipped with steel rails, ten years latey
it was close to eight tenths. (3) Rails were of steel and they
were heavier, so were locomotives. At the olose of tho'otm wr
the latter weighed around 90,000 pounds; by 1881, 102,000 and by -‘

the end of our twenty years ?33.101;-(:)/

(A brilliant example of their prowess in the '90's h
still exhibited -« Locomotive Number 999 « placed in service in
May 1893 by the New York Central. It celebrated its debut by
making e world's record of 122.5 miles per hour. (B)

Froijht cars grew in size and stability « train loads _
increased. Tracks were more solid; lines laid with wore attention

to proper grading; bridges were safer., The old wooden bridge was

1) Statistical Record of the Progress of the United States
1880-1906 Page 33

2) Idem
2} i:t-ontatc cmno Commission MM Vol. XIX. Pages ﬂhﬂl
8) The Railroad = New York Central Lines, Publicity

Jhlnnl
1936. No. 999 is carefully mnm‘ and mn “ !l
Expositions and Fairs mnc route. &

s UL RN




later s bridge entirely of ohotl W m mé 'm
at Claogow. (1)
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E = Most important there had been a centlm effort at
u& - self-government on the part of the railroads,iihw 5. pooling was
S an effort at regulation. It had been devised to remedy an evil
E which as ur. Hewitt of New York told Congress in 1884, had
o ; become intolerable, the evil of unlimited competition. The
=il whole 1ist of discriminatory abuses, tabulated in the table

'§ already quoted (see above) were to be cursd by pooling. It was
:;‘ to put an end to all of the consciencdless bargaining inte which
Ij - shippers were practically forced by competitive routes. All of
fg*' "~ the evils so notorious under free competition were soon showing
'6' thcnulyu in the pools. As the public saw it the device, which
s had been developed as a practical remedy for the evil of une

I%_ roguhtod competition, had now become a greater evil than that
;§ it had been created to remedy. ,

ot But no recital of b.mﬂtn. no w. ln attm at
S‘? self=correction, no insistance dn thlir ”OMO nll. ﬂ“
— the popular nnanm people most feared was the growing

f;: division of the United States inte w group’ef transportation

Ij satrapies ruled by men of fores, daring gl ereative ability,
Qﬁg a passion for order, either convinced that the succese of their
= plans was so important to the country that the common law and

ruley of fair dealing could and should, if necessary, be disre-
garded, or so greedy for wealth that they were willing to wiclate
all laws and all human consideration if they could secure it M
themselves,

That was the popular notion based on crusl experience
of a type of leadership conspicuous in building the railway
empires of the eowmmtry. e




-

dé There were many sound reasors for these consolidations beside
the sinister ones the public harbeored. REeonomy and convenience

made them inevitable, a logical response to public demand as

_3' well as to considerationi of profit and power, Many of the

E_ shorter reods were dying of traffiec starvation. The mine or

‘g? oil field or industry on whieh they depended was exhausted

é or & more “onomioﬂ route with wider connections had come into
&:ﬁ . the territory, that is conscikidation was not always due te raids 34 ;
g“' ending in capture but the sharp war ending in capture was

‘6 remerbered while the slower process of economic development was
F: forgotten. There was no drama in it. Moreover, it was something
& , about which you could do nothing. |

g What was oaunlng the greatest anmiety among thoughtful
T@—O observers  in ha ea:r}! 1840'. was the orgy of spesulation in

g railroad stnckn.,\ ﬁﬁo'rnurn of prosperity® which after six years
‘% of darkest depression came at the end of 1879. A chief factor
\::i in the revival was a crop failure that year in Burepe so u_ﬂonl
t as to thresten widespread famine, The United States on the other
—

Q%: hand had raised the biggest crops in ite histery. (1) Over

i— forty percent of our wheat was exported at nigher p:“n than

= had been known for many years and pald for in gold.

g It wae temporary demand as far as Hufgpe was concerned
&T but it was treated as if it were permanent as the country always
\i had and still does treat the temporary markets areated by war

é_“ and famine. The immediate effect of the boom in food stuffs was

‘a to increase the acreage put into food orops and to xum h '

1) Industrial Commission. Vol. XIX. Page 555




-u-uo of railroadsto earry them. _

There wac mow for the firet time in ma' ,
. money seeking investment. The United States had : esu
 payment and agsin Europe was willing to invest un
We had redeemed a large bond iesue., Those Mm m.
from the big experts of cererls had flooded the mﬁ
"money. (1)

The favorite investment wae rails and the p ter
obliged the investing and speculating publiec by & M Ql‘ s

issues. In 1881 railroad stocks and bonds were M
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o& dealt out at the rate at from one to two million dellars

N a day.

:S \ In 1880 over seven thousand miles were buils,

2 aae about equal to the exeited building in 1871 which mas the

= basis of the Panic of 1873. In 1881 nearly tem thousand

o miles; in '82, eleven thousand five hundred ninety one miles. .
:; : ¥r. Pooy gq_y). & conservative and WM

I student of nmm-}\ in his manuel for 1864, that this new

R

E{' mileage was capitalized at seventy thousand to the mile and

= did not cost over $30,000. (1)

? 8 | One feature of the financing which was carried to

li(l dizzy heights was the stock dividends. In 1880 the Louisville

E Nashville and the Chicago & Rock Island Railroads eash

declared one hundred pereent dividends. All told the railread
corporations distributed something like $40,000,000 in this
year in this sort of bonus,
There were those who warned that this thing ecould
not last. There were plentp=of investors who remembered tho rigveri
of the early '70's and the long convalescence. It was noted
that there were capitalists who were putting aside their money
in trust companies; it was noted, too, that it was the '
Americans, mt the foreigners, who were in the market M-‘

But the mass of professional and amateur speculators could M

velteve DY Dhok Py Hevw avees erblopring

1) Parsons, Frank. Relation of the Railroad to the hbl.h
Quot Poor's Manuel , M 109




The exoitement continued through 1882, but in 1883 the
formula began to fail. The crops were not so goodj the country
was ravaged by rate wars in the Bast, West and South. The

New York Central and the West Shore ocut passenger rates to
= & cent amile. The'sr extended to the Pemnsylvania, the Erie,
S the Delaware and Lackawanna, the Baltimore and Ohioe. nainlasl
i fell off drastically when dividends began to be cut.

Ff Rapidly through 1884 the wind came out of the inflated

E{ structure., Burope began to call back gold. The price of wheat
E; fell in early April bringing on a p?nif in Chiocago. One of

g? the most magnificent lpooulugzrzz.Jazgu'R. Eeene,was caught in
é? the market and rntlod’fg:port- fell off, We had sold a bill

g of about $686,000,000 worth of agricultrual products in 1880;
5% it amounted to eonly about $546,000,000 in 1884; $485,000,000 in

1886, (1) Bank failriies which had fallen from a high of $10,478
in 1878, largest number listed up to that time, rose in 1884
to $10,968. (2)

In May there was the disastrous failure of Grant and Ward.
The nation was shocked lese by the financial irresponsibility
of Ward than by the appalling proof that a man of character, of
inestimable services, of undoubted honesty, like Ceneral Grant, |
could be used for the purposes of conscienceless speculators.
This was a more serious thing than any financial loes, *"The
failure,” said the YNation, was "the most colossal that ever took
place among narely private firms in the United States, and cno.ut

1) noport of Industrial Commission. Veol. XIX. Page 188 (1!.1)

2) /hoport or‘gonntlaton of Labor, 1888. Industrial ln'l.lllqnl
: Page : e




the most disgraceful.” (1) .

The failure of Grant and Vard was followed uculy i
by a defalocation of some ' $3,000,000 by John C. Eno, the <
President of the Second National Bank of New York-money hlt ‘
in Wall Street speculations was the explanation. The m :
was made good but it took more than money to overcome the 2l
shook to confidence. Wild rumors filled the air. The
Metropolitan Fational Bank whose president, George I. Senay,
was deep in railroad speculations had to clese its door because
of a run, Then began one of those mad nnk exchange .tw
that leave so many casualities on the field. BStock firm m
stoek firm, bank after bank, were obliged to shut down.

By the end of 1884 it was clear to the country M
itse doyrly gained prosperity was shattered, so far as muuu
valuee were concerned, It was to be long before they were ti““ s
touch the levels of 1881 again. A table of twenty eight
railroad stocks, uhiéh in 1878 averaged seventy three, rose
to one hundred fourteén in 1880 and 1881 and one hundred sixteen
in 1881 and 1882 fell in 1884 and ma to u'nnty five, and
although there were five of the next n*nnf“n years when they
averaged around one hundred it was not until 1808 and 1899 that
they wers back where they were in 1881-1882. (%)

1) Nation (M.Y.) May 22,29,1884
2) Binal Report Industrial Commission, Vol. XIX ., I #4




nouttnpmtotmmotmm
Mumwntu-mmmmwu
1886 one hundred eight roads reporting s mileage of 11,066
miles were in the hands of reseivers.  The humiliation of
it was that this orgy of building and spssulation should have
ocur:‘d s0o soon after the uumdw of the '1.".;
xtmxnomm-m into wounds to have Mr. Charles Francis
Aﬁumoﬁhlﬂﬂ&ham.wﬂﬂm
_qhntcnmnlru. (1)

mmmauwcmwau
ummorn.nmm.m*aanwmmanw.-
nlunomqu.tuwltmlﬂp“mm
amauxowmmanummmmmumwu
it by excessive taxation. This weapon which had been at
times used ruthlessly was taken away by the decision of
the Swpreme Court of the United States handed down in 1883
thatfye State of California in assessing the value of the
sreperty of the Seuthern Pesifis rativend het AiistHd: the
Fourteenth Amendment to the Constitution ratified in July 1868 .

1) Chapters of Erie and Other Essays
Adams, Charles Franeis & Adams, Henry. (1886 )




The first section of that amendment - the

Civil Rights Clause as it is called, reads:-

§ Article XIV « All persons born or naturalized in
5 the United States, and subjest to the jurisdiction, thereof,

i are citigzens of the United States and of the State waerein

& they reside. No State shall make or enforce law which

ke shall abridge the privileges or immunities of citiszens of the
= United States; nor shall any State deprive any person of .

yo 1ife, liberty, or mmty without due process of law, nor

= d-!h“ any person withinits jurisdiction the equal protection
“ 3 of e laws,

& One who Teads this text for the first time and whe
- Knowsnothing of its history would not question that it applied
Q— to white citizens as well as black, but up to 1883 the

—

‘g general assumption by the public had been that it was drawn
i and adopted to protect the black man only. Opinion had been
= '

v handed down in two cases prior to '83, but they had been

5 .

i favorable to none but negroes. The Federal Cowrts had :
E lpocifaily stated that it was doubtful whether the amendment
H:(\: could be used to prevent diserimination against whites.

‘”_ The attorney for the Southern Pacifiec suit was a

former United States Senator, Roscez Conkiding. Mr. Conkling
had been a member of the committee which framed the Fourteenth
Amendment. In a brilliant and exhaustive analysis of the '
‘discussion which led up t¢ the final passing of the

convinced )
amendment he jfraxmixkmxkthmxaxkisfzstisnxsf the sSupreme Court
that the intention of the committee was the protection of
the 1ife and property of all persons who were citizens and

that eorporation were persons, sixmmusxafrkiscasssskaben

/

!




Conkling's argument settled the question for the
h)m Court so conclusively that in 1886 in the m “
chief Juctice Waite declared that the court did not wish to hnr
aruments on the question that the 14th Am#ndment gave protmm
only to freedmen. "We are all of the opinion,” he said, “that it
applies to these corporations.” As one of Mr, Conkling's ;
associates i{n the trial zaid, "the color line has disappeared
from American jurisprudence.” (1)

The railroad, therefore, under the l4th Amendument
found early in the '80's a protection from attack which was
unexpected an;.i startling. Between 1878 and 1898 the Urited
states supreme Court handed down decisions in one hundred and one
cases where corjorations had sought relief from whet they regarded
as oppressive state activities. In this time iny fourteen oanses
were decided for lNegroes. (2)

This wide interpretation of the Amendmert has been G‘l-
puted by ablie students of propoﬂj; among them President Arthur T.
Hadley who in 1908 wrote, "the l4th Amendment was framed to proim
the negro from opppression from the whites not to protect
corporations from oppression by the legislatures.”

The Supreme Court 4in the Wabash Uase gave the munu
the protection of the 14th Amendmert ,it alse for the first time
declared thet the states eould not. regulate rates that .ﬂ.‘“
{nterstate commerce - another spur to a hesitating uu&ul. It
mast ﬁ gomething. (3) :

1, Kendrick, B. H. Journal of the Joint Committes on Wm'
Ph. D. Thesis, Uolumbia University, 1914

e
i »;:x;.:-u.

'3) Maney, L. H. Congressional History of m-m. _m

-
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These events added to the formidable mn-dﬁq}day

quoted

/the report which came from the special a-#m Committee

under the chairmanship of Senator Shelby M. Cullom of I¥1inois

«The causes of complaint against the railroad companies,” ’ y

(See Page it -’J*'-"}) ﬂnormd the popular demand that Congress
A 14 i n ;

act. ™ And act it did in Jenuary of 1887 after :nearly twemty

years of dissussion by adopting a bill which authofized an

interstate Commerc¢e Commission.
‘Tho leading features of this bill, outlined by the

Commi ssion itself in its first report, werete

"All chapges made for services by carriers subject to
the act must be reasonable and just, Every unjust and unreason~
able charge is prohibited and declared to be unlawful.

"The direct or indireet charging, demanding, collecting,
or receiving, for any service rendered, a eater or less
compensation fror any one or more persons han from any other
for a like and contemporaneous service, is declared to be mnjust
diserimination and is prohibited.

"The giving of any undue or unreasonable preference,
nﬁdnm persons or localities, or kinds of traffic, or the
subjecting any one of them to undue or unreasonable prejudice or
disadvantage, is declared to be unlawful. , ‘

"Reasonable, proper, and equal facilities for the inter-
change of traffic between lines, and for the receiving, forwarde
ing, delivering of passengers and property between connecting
1ines is required, and diserimination in rates and charges as
bet ween connecting lines is forbidden.

"It is made unlawful to charge or receive any greater
compensation in the aggregate for the transportation of
assengers or the like kind of property under substantially
&nnu circumstances and conditions for a shorter than for a
longer distance over the same line in the same direction, the
shorter being included within the longer distance. !

4 &
-



s destination.” (1)

o wa s e
LE On the whole the bill/fairly well received; Everybody
o but railroad manegers welcomed the publication of tariffe
7\ and a system of uniform accounting. The clauses on the short
& and long haul came in for exeited eriticism of those wWho
@ thought it meant always changing equal mileage regardless of

conditions . "One hundred times as much for one thousand miles
as for ten miles.” Im Cincimnati there was what _’.‘l Weekly
called an "earnest uprising® of business men against "a i

1) History of,and Reasons ﬁ; the Interstate Commerce Act
was passed, from the the
Interstate Commerce Commission, Degember 1887, Pages 2 to 1l.
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(i provisien which the bill did not eontain and which ms rallwy
ié, » reformer ever committed the absurdity of propesing.® (1)

£ The chief protest from business, from railway

L management and from economists centered on the pooling clause.
IL:; However, those towns and individuals whieh had suffered by

= the diserimination of the pools rejolced. There was Atlamte
=z which according to the Constitutiop had been steadily sands

'; vaghd by the Southern pool because they regarded Atlanta

g *responsible for the railread Commission." The Chicage

(: Tribune felt that the pool managers wers only getting what
= was coming to them, so "odious had been their disoriminations
G in favor of individuals and places.® (2) ‘

S The severest complaint of the public was the failure
\%; to put teeth into the bill, fix punishments in definite

= fines and prison terms. Discriminationswere cutlawed; all

‘% changes must be “"reasonable and just® but if the Commission
U:i: decided they were "unreasonable and unjust® it had no power to
> " foree the culprit to change his ways. All it eould do wae to
QI%T forbid continuance and Aif it was found that its order was

@ not obeyed institute suit in the Federal Courts. It was oo

slow a process to satisfy harassed shippers and towns which
saw their neighbors prospering while they were dying. Nevertheless,

1) Harper's Veekly. Janmuary 16, 1887. Page 42
2) Public Opinion, January 8, 1887




it was a beginning. That was what m,l‘ou,u a iux-,'m in
it. "It is the thdnoﬁmmotm
sontrol,* eried the Chicago Herald, "but it is o step in the
right direction.® | |

*It is the beginning of a lational railroad m;-
salid both the Cincimnati Commercial Gasette and the New York
Bvening World, The New York Evening Post thought it the most
important piece of legislation since the resumption of epecie
payment., The New York Sun was not so enthusiastiec, calling
the bill, "An extraordinary measure of paternal goverrment, *
"Nevertheless, "let it pass,” said Mr. Danm. "A good deal

~of raseality will disappear with secret rates and rate cutting;

mich more money which now goes to pool commissioners and
clerks will be saved.* (1)

Obviously the success and the new law depended on
the makeup of the Commission which should administer it. One
of the objectxonn' which oppoments of regulation by nﬂ.u&q.‘.a“
ur. Reagan of Texas was the most out_spoken - was that men
free from the influence of railways Monttonl could never
be found. Another was that men who could be trusted net to
yield to the corporations would be too ignorant of the railway
to handle the problems which everybody now recognized to be
more intricate than they had once realized. |

1) Public Opion J:-uwy 8, 1887, Digest of newspaper comment
on Interstate Commerce Commission bill.
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Q& : The Daw called for five camsissioners and W
IE; Cleveland was not slow in naning them. amm-g:m
o Thomas M. Cooley of Michigan, a lawyer of first rank, a

;_w] Republican who had served twenty one years on the Suprems Court
i of his state, an experiemce wiici had familiarized him with

lﬁj; all classes of railway problems. JFollowing Cooley in w

:; of namifg were:= Williaw R. Morrison of Ilu.mtl. a m
'g ' whose eight terms in Congress covered the entire period of the
= railway agitation and who Lad won Mr, Cleveland's respect for
I(:_: the ability and character he had shown in handling w

= reformj Augustus Schoommaker, s Democzat of MNew York who

& seems to have had no active experience with railways but who

;g was dear to lir. Cleveland as a ¢ivil seirvice reformerj

7@—0 Aldace ¥, Walker of Verment . : Republican who had fathered the
= Vermont Railroad Commission,/a Ocrporation tax law as well as
'% : been active in settliing troubles of the Vermont and Canads

;i railway; Walter L. Bragg of Alabama, & Democrat, a lawyer

> and the president of his state's highly radicsl railway)

U.lg_ om:luiﬁuo ' |
:Q The Commission was well received. "Very respectable
i citigens,” said the New York Sun. The New York Post found
g that Nr, Cleveland's crities "only broke silence to applaud.”
UL&T This was not literally true, however. There p.mm
ILL* sarcasm centered on the fact that there was ne Mmm
E— representive. Yur. Cleveland ought to study geography before

; . 5 _
:G_“"g\ o he appoints another Commission. “Tne country beyond the
. ﬂ Mississippi was something beside W‘S) of course
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Mr. Cleveland who had never been outside of his dear Buffale
did not realize that.

It was natural that railroad managers should complain.
because there was no railroad expert on the Commission, but -
the fact that there was none seems not to have dismayed the
press. The Philadelphia Rcoprd thought it no loss, “experts
thinking there is very little they do not know.* (1)

At last the transportation of the country was natione.
aliged, at last the government of the United States had decided
that it could no longer allow men to exploit their fellows in
the name of progress, that the Constitution gave it the power to
control the individual in national business and the time had come
to exercise it.

But it had also decided that checks and balances and
puntuynnntl were to be applied only after all the facts were
in and then by reason and not by wrath and this was to prove a
slow process. The work of applying the new law was like setting
a path through a jungle so complicated were the most of the cases
which at once flooded the new body. They often had all the
involvements of established customs. If based, as most of them
were on some form of privilege which worked to the benefit of
one group or tdoaltty and to the harm of another, the prastices
had been 80 long in existence that disturbing them was lcdin‘ on
as an invasion of rights. Possession being mine points of the law,

1) Publie Opinion, March 1887
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Their complaints were divided into four groups by
Mplq. Was the uto/ charged reasonable in itself or
extortionate? Was it fair to allow a relatively greater rate
from some competing point? Was it fair to charge more for one
commodity than snother? Were certain suippers to be allowed
better rates than their compeitors{ (1) The Commission said
the rates must not be unreasonable but when it came to say
what was reasonable that is n:‘a schedule the Supreme Court
decided this was beyond their power. Judge Brewer ldi .
down in 1897 precisely what the Court conceived to be
powers e

"It is charged with the general duty of inquiring as to
thi management of the business of railroad companies, and %o
keep itself informed as to the manner in which the same is
conducted, and has the right to compel complete and full informae
tion as to the manner in which such carriers are transacting their
business. And, with this knowledge, it is charged with the duty
of seeing that there is no violation of the long and short haul
clause; that there is no disorimination between individual
shippers, and that nothing is done, by rebate or any other device,
to give preference to one as against another; that no undue .
preferences are given to one place or places or individual or
class of individuals, but that in all things that equality of
right, which is. the great purpose of the Interstate cnunaroolnot

1) Ripley, William Z. Railway Problems (1907) Page XV of
. Intreduction



shall be secured to all shippers. It must also se¢ that that
-publicity which is required by section six is observed by the
railroad companies. Holding the nnru:l companies to strict

;_,j | compliance with all these statutory provisions, m

lﬁ——{‘— obedisnce-to-all these statutory previetons, and enforping

E? : obedience to all these provisions tends to both reasonableness

:“; and equality of rate’ ai contemplated by the Interstate Commerce
:; Act.® (1) . ‘\
& 'There was the greatest difficulty in getting all the
g facts, in understanding their relations when oo.uut“.od, in

:G:: deciding whether or no the shipping was conducted "under

é substantially similar circumstances and conditions.® There were
E‘- cases when it seemed practically impossible to do any of these

essential things fully and satisfactorily. (2)

Sometimes the Commission faced the dilemma of doing
actucal harm by applying what was the plain meaning of the law.
Untangling established customs even if they be obviously unjust
to some and to the advantage of others forced a long train of ree
adjustments too complicated for prompt action, to complicated
one may suspect for any six men however able, learned and hard
working.

When a decision had been given it might be years befp®y
it was enforced because of a succession of subterfuges and

appeals. Thus in 1888 the independent shippers of oil from the
041 Regions of Pemmsylvania to the seaboard caomplained to the

1) Ripley, William 2. m:.w Problems (1907) Page 189

2) Ripley, Villiam I. "?::J:Mn!f Problems (1907) Page 26Qe285




Commission that the rate of fifty two cents on oil in barrels

had suddenly been increased to sixty eix cents. It was contrary
to the established custom of charging the same rate whether the
0il was carried in barrels or tank cars and it was obviously

(only too obviously the state of things in the confliict between
the oil trust and the independent being what it was at the

moment) that it had been forced on the railroads by the

Standafd further to £/ oiaid the irresoncilable in the business:

One of the complaints against the Commission was from
the beginning that it moved too deliberately. It is ui'ruut
to see how it could have hurried considering the intricacies
and the mkxxngs number of the strange problems heaped on its
shoulders. The independent oil men nowcomplained loudly because
they did not get a decision until December 1893, th.uh the
Hearings came in May 1889, (1)

The Commiseion finally sustained their complaint
however and ordered the railroads to make the rates equal whether
the oil went in barrels or tanks and to m& tanks Aif lhlpﬁl_‘_l
gave reasonable notice. To years later the Commission ordered
reparations of nearly $100,000 to be paid to 1nj".d siippers,
Long after our period ended the shippers were still trying to
collect those damages.

What it all amounted to was that a{mm-u involved
problem’ had been put tp to Commission courts, railreads and
shippers for solving, ind that the solutions were hindred not .ﬂ;

1) Waerbell, I. M. The History of the Standard 041 Company fuu)
Vol. I1. Page 281







