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FOREWORD

TrE profession of Traffic Management has become one of
the most alluring professions in this age of ingenious develop-
ment, perchance for the reason that transportation has resolved
itself into the most intricate division of the field of commerce.

The crude method of handling transportation in the early
era of water craft and railroad has evolved into such a complex
system that only men with a broad knowledge of traffic in all
its phases are eapable of solving the modern problems of carriers
and shippers.

The question arises in the young man’s mind: How can I
qualify myself for efficient service in this profession? The
answer is: Only by assiduous study, supplemented by actual
practical experience. ’

In order that opportunity may be afforded to those who
are interested in this profession to acquire the requisite edu-
cation, the Standard Traffic Management Course has been care-
" fully prepared, being based on a life’s practical experience,
together with the 'constructive suggestions and valuable
assistance of many skillful and successful traffic executives.

The purpose of this Course, from beginning to end, is to
convey in a comprehensive way the methods actually employed
by competent traffic managers, so that it may serve as a guide
for those who are striving to fit themselves for this vocation.

The authors desire to gratefully acknowledge most valuable
assistance and suggestions, in preparing manuscript, from
Messrs. J. H. Butler, General Manager, Department of Public
Relations, Railway Express Agency; M. Forgash, Assistant
Traffic Manager, Universel Carloading and Distributing Com-
pany; T. T. Harkrader, Traffic Director, American Tobacco
Company, and former President of the Associated Traffic Clubs
of America; C. L. Hilleary, Traffic Manager, F. W. Woolworth
Company; Geo. F. Hichborn, General Traffic Manager, United
States Rubber Company; Arthur G. McKeever, President,
Ajax Trucking Company; William Simmons, Traffic Manager,
Southern Pacific Steamship Company; A. Q. Smith, Manager,
Import and Export Department, ¥. W. Woolworth Company;
Rollins White, Assistant Traffic Manager, F. W. Woolworth
Company; William C. Wulp, Manager, Latin~-American “Divi-
sion, Pro-phy-lac-tic Brush Company.

The authors also express appreciation of courtesy extended
by many eminent commercial, railroad and steamship traffic
executives. '
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Chapter 1.
TRAFFIC MANAGEMENT

Section 1
Development of the Traffic Department

WaY A Trarria DeparTMENT.—Our country differs
widely in topography, chmate, density of population
and production of the various sections, The products
of one section, either in their raw or manufactured
state, must be transported to the commercial centers
and other sections for fabrication, distribution and
consumption.

In sorder to transport these products our land is
traversed with numerous railroads over which continu-
ally pass long train loads of merchandise. A great fleet
of steamships, carrying immense cargoes, plies between
our seaports in coastwise and intercoastal trade. An-
other fleet of vessels operates on the Great Lakes. Our
large rivers and harbors are crowded with all kinds of
boats, busily engaged in transporting goods. The high-
ways are thronged with motor trucks and other vehicles
of various shapes and descriptions, actively at work in
transporting freight. Now another agency for the
rapid transportation of goods has been developed as
the aeroplane bursts into the traffic field. Without the
handicaps incident to vehicles that move on the earth,
where roads must be constructed to facilitate going for-
ward, the aeroplane lifts itself into the heavens, and
with a speed which puts the most ambitious motor car
or railroad to shame, it takes a direct line for its des-
tination and rushes from the Atlantic Ocean to the
Pacific Coast between sunrise and sunset.

Through these many arteries of commerce flow the
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2 TrAFFI0 MANAGEMENT

products of field, forest, factory, and mine, thereby
creating constantly almost innumerable traffic prob-
lems, both intricate and complex: For instance, the
cotton grower in Texas must place his cotton in the
New England mills in competition with the cotton
growers of the Carolinas and Georgia. The fruit and
vegetables from the groves and gardens of California
must be placed in the Eastern markets in competition
with the fruit and vegetables from the groves and gar-
dens of the South. The manufacturers of New England
must place their goods in the West in competition with
the manufacturers of the Middle States. The new tex-
tile mills in the South must place their goods in the
West in competition with the mills of Fall Rjver and
other New England towns, and so on.

The transportation companies are continually mak-
ing rate adjustments to meet these sectional problems.
They have created freight rate bureaus for the purpose
of making exhaustive research in order to determine
all the elements affecting rates on the almost countless
variety of commodities and thus endeavor {o issue tar-
iffs containing reasonable and equitable rates. The
task of satisfying shippers is extremely difficult and
almost impossible.

¢

DirrereEnT KinDs OoF TrAFFIC MaNAGEMENT.—It Will
be observed that there are several different kinds of
Traffic Management; viz., railroad, steamship, express,
trucking companies, and industrial or commercial. The
aeroplane is destined to become a potent factor in
transportation and the handling of traffic by this
agency will require skillful management.

: Traffic Managers of the railroad and steamship

companies are usually men who entered the employ of
the companies in their youth, who have traveled the
hard road of experience and have achieved this posi-
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tion of distinetion by the development of exceptional
ability in this particular branch of the business.

The traffic manager of one railroad or steamship
company has much the same general problem as the
traffic manager of another railroad or steamship com-
pany. But there are many different kinds of business
and Industrial Traffic Management presents entirely
different problems from those that confront the rail-
road and steamship traffic manager. There is no voca-
tion more fascinating or presenting more varied prob-
lems than that of industrial traffic management. The
vocation never becomes monotonous because new and
intricate problems are constantly arising.

Vagrrep ProBLEMs.—An Industrial Traffic Depart-
ment is usually developed from a small beginning and
has solved its problems in its own way. It is built to
fit the business and is sufficient to the task. There are
no two Traffic Departments organized exactly alike,
possibly for the reason that industrial traffic leads into
realms that have not been fully developed and because
our industries are varied, and have to do with the
transportation of so many different commodities.

The size of a Traffic Department and the complete-
ness of its organization depend principally upon the
character and volume of the business, the variety of
the commodities handled, the quantities in which they
are shipped, and the extent of the territory in which
they are distributed. If a business is extensive and di-
versified, a systematized Traffic Department is neces-
sary. If, however, the business is large in volume, but
with little detail, a small organization sufficies: For in-
stance, the Traffic Manager of a mail-order house has a
different problem to face from that of an elevator man-
ufacturer or a coal company. A shipper may forward
monthly many thousands of tons of a single commodity
in carload lots and would require only a small force to
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attend to the traffic details, while another shipper may
have only a small monthly tonnage, but due to the va-
riety of the commodities handled, the quantity in which
they are shipped, and the wide extent of the territory
in which they are distributed, a large and well-organ-
ized Traffic Department would be necessary to handle
the numerous details. Some industries have given
the Traffic Department jurisdiction over the physical
handling of the product, thus adding to the opportuni-
ties as well as to the burdens of the department.

InTrODUCTION OF THE TRAFFIC MAN.—]{ Was only a
few decades ago that the industrial traffic manager was
first introduced. Men who had received their early
training in the employ of the railroad and had achieved
a place of distinction were engaged by large industries
to protect them in their dealings with the railroads.
Prior to that period very little attention was given to,
proper packing and routing of freight, the shipper not
being interested because the freight charges were usu-
ally paid by the customers. In the modern method of
business, however, the shipper is intensely interested
in these details and mercantile establishments find a
Traffic Department which cooperates closely with the
purchasing and selling departments a profitable invest-
ment. <

From time to time more laws to regulate commerce
(the principle of which was to prevent discrimination)
were put upon the statute books. The railroads were
required to publish a multitude of rules and tariffs.
The situation grew into a labyrinth of technicalities
and became so complex that, as a result, the ordinary
shipper was required to hire a traffic expert to handle
his traffic affairs.

Many shippers still seem to be in ignorance of the
value of a competent traffic manager, when it has been
proved to be a large factor in the earning capacity of
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many mercantile concerns. A large traffic department
in New York City has its accounts kept separately. It
is debited with all the expense it incurs by its main-
tcnance, i.e., salaries, losses in transportation, propor-
tion of overhead expense, etc., and credited with its
actual earnings; i.e., claims collected, rate and classifi-
cation adjustments obtained, ete. This department
shows a profit each year of many thousands of dollars.

The great demand for men of technical training and
versed in {raffic matters has made schools necessary to
round out the education of men for traffic work. Some
time ago the ‘“Traffic World,’’ the foremost publication
of its kind, stated editorially the following:

¢¢This is undoubtedly the day of the indus-
trial Trafic Manager. It would seem that
never, in the comparatively few years since the
necessity for the Traffic Manager has been
generally recognized in commercial business,
has there been a time when it could not be
truthfully said that never before was there
greater opportunity for him and that never
before was he able to be of such value to his
employer. But it is now more true than ever.
The day is coming when the traffic man will be
as important and as powerful as the attorney
to whom the head of the business turns for
advice and whose advice he does not question.
The lawyer knows the law and that ends it.
He is hired to know the law. The traffic man
knows the traffic game and what transporta-
tion measures are best for his own business
and all business.”’

The prophesy made in the above quotation has
unquestionably been fulfilled and today the traffic di-
rector of a large industry or commercial house is one



6 Trarric MANAGEMENT

of the most valuable executives, his position having de-
veloped into a profession of almost vital importance.

Tae OPPORTUNITY IN TRAFFIO MANAGEMENT. — A
survey has not been made of the number of highly
trained men engaged in handling the traffic affairs of
shippers, but the number of traffic managers employed
by shippers are now on the increase, and an evidence of
this fact is the formation of traffic clubs and traffic or-
ganizations at all the important commercial centers,
indicating a large field of activity. The total member-
ship of these traffic organizations runs into the thou-
sands. The Traffic Club of New York has a resident
membership of some 1,500, and more than 800 of these
represent traffic departments of industrial concerns,
Every traffic manager should become a member of his
local traffic club, because in its fellowship he will come
into close contact with the carriers’ representatives and
his fellow traffic men, the kind of contact that nowhere
else may be attained. Business friendships are formed,
better understanding evolved, and differences adjusted
readily and amicably. These close associations are a
great aid to the ambitious traffic man and make for
better business.

Yet in spite of this activity and the progress made
~in solving transportation problems, there are many
business men who know little of the economies that are
possible through an adequate knowledge of technical
traffic matters. There are thousands of concerns with-
out Traffic Managers that could use them to advantage.
No chamber of commerce. board of trade, merchants’
association, or similar organization would be complete
without a Traffic Department. All over the country, at
the present time, merchants’ associations of cities and
towns are installing Traffic Departments. The success
of this branch of the organization depends on the selec-
tion of a competent traffic man who has had the proper
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training. The field is wide and possesses many oppor-
tunities for young men who want to succeed, and are
willing to pay the price of success.

Section 2
Organization of a Traffic Department

EachH Branom Sprcianizep.—As the Traffic Depart-
ment is developed, each branch of the work is special-
ized. Every one has a particular assignment, as is cus-
tomary in any well regulated organization. Possibly a
more graphic idea will be conveyed by a general outline
of a Traffic Department in actnal operation. The per-
‘sonnel of such a department in a large manufacturing
concern, which has been in operation a number of years
and which has been highly developed, is as follows:

It is not possible to give an organization chart of a
. Traffic Department that could be followed generally,
but the outline given will show the extent to which a
Traffic Department may be developed to handle a large
and diversified traffic. At the beginning, this depart-
ment consisted of a Traffic Manager, a clerk, and a
stenographer. Today it consists of forty-three people
in the main office, and large units under its supervision
at the manufacturing plants. The various positions in
the departments are given, together with the general
subjects handled by each.

PERSONNEL OF A WELL OraanizED TrRa¥Fic DEPART-
MENT,—

Trarrro Manacer (and his Secretary).

SentoR AssisTANT TrA¥FIC MawacER, in charge of:
General railroad matters,
Supervision of the main office,
Rate adjustments,
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L C. C. and Classification matters,
Supplying the Purchasing and Selling Depart-
ments -and the plants with rate information,
Complaints of service,
Solicitation Correspondence,
Switching,
Car Supply,
Demurrage,
Weight Agreements,
Statisties,
Attending rate meetings,
Meeting the public.
Cmier Crerk: Rate and Routing Department,
Distributing mail,
Routing matters,
Passing reports and records,
Tracing important cars,
Embargoes,
Outstanding freight bills.
Carer Rare CLERK:
In charge of tariff file,
Overcharge claim correspondence,
Rate quotations,
Rate compilations,
Refunds, not in claim.
Two Rate CLERKs:
Checking overcharge claims,
Freight allowances,
Checking freight bills,
Two Rouring CLERKS:
Compilation of routing sheets,
Routing supplies.
Crrer Cramv Crerk: Claim and Trace Department,

Claim and trace correspondence,
Reconsignments.
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Cratm CLERK:
Claim and trace correspondence.

CORRESPONDENT
Initiating fracers,
Unclaimed freight,
Concealed losses,
Requests for bills of lading, invoices, assign-
ments, ete.

"AssisTANT CHIEF CrLamv CLERK:
In charge of claim records,
Correspondence relative to remittances and ac-
counts,
Tracing claims.
Cramv CLERK:
Preparation of loss and damage claims, .
Remittances,
Cancellation record.
Crarm CLEEK:
v Claim register and ledger work.
Sx Fre anp Mam, Crerks:
Filing of correspondence, tariffs, ete.,
' Handling inbound and outbound mail,
Mimeograph work, ete.
THIRTEEN STENOGRAPHERS AND TYPISTS

AssisTaNT TRAFFIO MANAGER, in charge of:
Shipping departments and their personnel at
plants,
Preparation of shipments:
Packing,
Checking,
‘Weighing,
Marking,
Loading.
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Expediting shipments,
Complaints involving shipping departments,
Visiting plants.

ASSISTANT:

Cost figures on shipping expense,
Factory stocks and inventories,
Orders.

Taeee CLERKS:
Records of daily shlpments,

Orders for stock,
Reports.

AssistanT TrarFric ManacEr in charge of:
Trucking at all plants,

Trucking contracts,

Outside warehousing arrangements,

Approval of purchases of truck equipment.
AsSISTANT

Trucking statistics,

Checking cartage bills,

Insurance of goods on trucks,

Checking trucking reports.
Two CLERES:

Arranging for haulmg,
Placing of trucking orders,
Record of trucking.

The Traffic Department has charge of the product
from the time it is delivered to the shipping floor by
the manufacturing department, until. it is finally de-
livered to the consignee. If ships on orders obtained by
the selling department and accounts for the shipment
to the accounting department, which bills the goods
and collects the money. The Traffic Department is also
responsible for the expense of shipping.
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The man who was the clerk in this Traffic Depart-
ment when it was established became the Traffic Man-
- ager, and at the present time he is a member of the
.board of directors of this large organization and is its
Traffic Executive in charge of all transportation
matters.

Section 3
‘The Trgﬂic Manager

Derixrrion o Trarrioc Manager.—This is compara-
tively a new profession and is mostly filled from the
ranks of railroad-trained men, and railroad experience
is a very valuable factor of a traffic man’s education.
But the industrial Traffic Manager must have a broader
knowledge and a wider vision than the average rail-
road man. His functions are as varied as the business
of his employer. In the past decade the importance and
responsibility of this profession have so greatly in-
creased that today the competent Traffic Manager is
actually a Transportation Engineer.

The Traffic Manager may be defined as follows:

(a) The Traffic Manager is the man in charge of
the shipping for his employer, which may be a manu-
facturing company, wholesale distributor, exporter,
mwining corporation, or anybody that ships or handles
merchandise or material in sufficient volume to warrant
employing a man to give his attention to that part of
the business.

(b) The Traffic Manager is the shipping expert,
who has a technical knowledge of railroad and steam-
ship service, tariffs, routing, rate construction and clas-
sification, transportation law, claims, and a practical
understanding of the elements that enter into trans-
portation.
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(c) The Traffic Manager has full control of, and
directs the policy in all shipping matters.

(d) The Traffic Manager is the transportation rep-
resentative of the shipper in all dealings with the car-
T1ers.

(e) The Traffic Manager is the executive who se-
lects places where factories are located, branch houses
and warehouses established, prescribes the territory
for the purchasing department and furnishes necessary
transportation cost information to the salesmen. The
population of our country is still increasing and ex-
panding, consequently production centers and sales
routes are constantly changing. In the location of addi-
tional manufacturing or distributing plants the terri-
tory to be served and the sources of raw material must
be given most careful consideration. The Traffic Mana-
ger is the one who is capable of solving these problems
in order to conserve waste transportation.

A good shipping clerk, a competent rate clerk and a
capable claim clerk are not necessarily traffic managers,
although some concerns are satisfied to regard them as
such. However, these men by further education and
training, together with their continmal practical ex-
perience, may more rapidly become competent traffic
men than those engaged in other vocations.

QuarrFicaTions ¥oB A Trarrrc Maxager—(a) The
Traffic Manager should know the country in general.
He should have a clear conception of the geography
of the United States. He should be so familiar with the
railroad and steamship maps of the country that he can
trace the main lines of the important roads and know
the direct routes.

(b) He should know the individual merits of the
various railroad and steamship systems and their
workings with each other, their connections and junc-
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tions, and should know the locations of the large rail-
road centers and port distriets.

(c) He should have a practical understanding of
the elements that enter into transportation.

(d) To know the routes he must have a broad
knowledge of rates, their construction and application,
the classification affecting the commodities he handles
or ships, the general rules, the special service tariffs
covering diversion, lighterage, switching, transit privi-
leges, refrigeration, demurrage and storage.

(e) The Traffic Manager should be familiar with
the Interstate Commerce Act, Bill of Lading Act, etc.
(see various Acts in Freight Traffic Red Book), affect-
ing the relations between shippers and carriers, includ-
ing the decisions of the Interstate Commerce Commis-
sion and the Courts, to guide him in the correct conduct
of his business. He should also be familiar with such
instruments as the bill of lading contract; indemnity
agreement and bond of indemnity, assignments, and
the freight claim rules. He should know the Rules of
Practice before the Interstate Commerce Commission
and be capable of appearing before it to present his
petition in the proper manner

(f) In this age of the typewriter, the bulk of rou-
tine matters is handled by correspondence; the Traffic
Manager should know the proper channels through
which to readily transact business.

(g) The Traffic Manager for the larger companies
should be a man who has traveled sufficiently to know
the location of the lines he uses. He should have the
personal experience derived from travel. It may not
ke possible for a traffic manager to visit distant ter-
minals and juctions, but he can travel to the terminals
in the city in which he is located. Intimate acquaintance
with the officials and employees of the railroad and
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steamship companies that handle his traffic is not only
advisable, but necessary in order to obtain satisfactory
results. The Traffic Manager cannot transact all his
business in an office.

(h) The Traffic Manager should possess the quali-
fication of good common sense. He should have the
sense of proportion and be practical in small things.
He should have a will {o please, a co-operative spirit,
and a desire to render service.

(i) The Traffic Manager should possess a bigh de-
gree of diplomatic ability. He should be on friendly
terms with all. He should deal fairly and strive to
please. This is the day of co-operation; whenever a
common desire prevails to reach a point of agreement
in the adjustment of a grievance, differences are soon
ended.

(i) The two most important requisites of a Traffic
Manager are ‘‘Breadth of Understanding’’ and ‘‘Hon-
esty of Purpose.”’” Any traffic manager who, for the
sake of collecting a few dollars from a transportation
company, will stand on the strictest technicalities, with-
out considering the principles involved, is a failure,
regardless of his traffic knowledge, and he will quickly
place his concern before the carriers in a most unfa-
vorable light. By knowing the limitations of the car-
riers and the problems to be worked out, the two inter-
ests can be reconciled.

Durres or A Trarric Mavacer.—The responsibilities
of the Traffic Manager should be as follows:

First: To protect his company from loss:

(a) by complying with rate and classification re-
quirements so as to obtain the proper rates;

(b) by paying only the tariff rates;
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(c) by eliminating waste transportation in distribu-
tion—that is, consolidating shipments, avoiding dupli-
cation and unnecessary hauls, loading the quantxty of
freight, the weight of which will equal the minimum
weight upon which charges are assessed: For instance,
the minimum freight charge is 100 pounds at the class
rate applicable to the commodity, or the carload mini-
mum weight for a commodity may be 30,000 pounds
and the shipment to be forwarded may weigh 24,000
pounds. The freight charges would be much less on the
basis of the minimum weight of 30,000 pounds at the
carload rate than on the actual weight of 24,000 pounds
at the less-than-carload rate, yet there is a waste trans-
portation of 6,000 pounds, because 6,000 pounds more
could have been shipped without additional cost;

(d) by reducing the number of mistakes;

(e) by gnarding against delays that may result in
closing down of plants, or great loss to his employer
. due to penalty contracts or fall in market prices.

(f) by obtaining, retaining and preventing rate and
classification adjustments;

(g) by collecting just claims.

Second: To bring about economies by reducing the
cost of shipping, loading, trucking, ete.

Third: To obtain better service (a) by secure pack-
%ng, and (b) by intelligent shipping, loading, and rout-
ing.

Further important duties are:

(a) If a new factory is to be located, the Traffic
Manager must survey the field. Knowing the source of
the raw materials which his company will require, he
must designate the points at which these raw materials
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may be assembled and the manufactured product dis-
tributed at the lowest aggregate transportation cost.

(b) The Traffic Manager must obtain the car sup-
ply adequate to move shipments expeditiously.

(¢) In time of conjestion, he must trace cars and
get them through to customers promptly.

(d) When shipments are lost or damaged in
transit, he must decide what shall be done. If a ship-
ment is refused at destination or stopped in transit
because of cancellation of the order or failure of the
buyer, he must take correct action and thereby effect
quick disposition with the minimum loss.

(e) The Traffic Manager should keep his sales de-
partment posted as to competitors’ transportation
costs, as well as his own, to the points where sales are
to be made.

(f) The purchasing department may be looking for
an article, and after the several places where it may be
obtained are located, the Traffic Manager advises which
is the cheapest point for buying the goods, where both
cost and transportation are considered.

‘When fransportatlon laws are unsatisfactory, he
should assist in a campaign of education to have them
amended.

Especially should he endeavor to establish cordial
relations with the carriers in the spirit of cooperation
and by a reputation for fair dealing.

Section 4
Subsidiary Traffic Jobs

Smrrive CrLerk.—What has been said as to the
duties and qualifications of the Traffic Manager applies
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to the men coming up the line; for as time goes on they
must take higher positions. Business is demanding
men who are efficient, loyal, and upright. No traffic
manager is qualified for his position unless he is able
to do the work of each and every man in his depart-
ment, and this is true of all executives.

A competent shipping clerk is-a great asset to a
traffic department, His task is laborious, but in his
work he is acquiring the fundamentals of traffic man-
agement and is building a firm foundation for higher
development by obtaining practical knowledge of cor-
rect packing, proper containers, classification require-
ments, marking packages, shipping papers, routing, di-
version, demurrage, storage, trucking, and warehous-
ing.

Rate CrErr.—There is no work of greater impor-
tance in the Traffic Department than that of rates. The
knowledge of rates is the principal pillar supporting
the structure. The Traffic Department is responsible
for the correctness of the rates paid. The rate clerk
should become so familiar with the rates applying on
his commodity that even the railroad agents will regard
him as an authority. He should be so exact that, when
he quotes a rate, he can name his authority for it and
stand back of it without fear of contradiction.

Crama CrErk.—The man who handles claims has a
position which, considered by itself, may be a profes-
sion. He should have a thorough knowledge of trans-
portation, a full understanding of carrier’s liability, of
rates and classification.

The duties of the claim clerk will be explained in
detail in the subsequent chapters treating of ¢ Claims.”’

OrporTUNITY FOR PROMOTION.—An 0ld saying, which
we often hear, is ‘‘There is plenty of room at the top,”’
but it is not true. Life is a pyramid and there is room
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for only a few at the top. At the base, however, there is
plenty of room, and the large majority of men are con-
tent to remain there, because to ascend requires study,
assiduous application, and persistency.

It has been stated that the Traffic Department is a
matter of growth, so with the traffic man. Young men,
whether high school graduates or college men, start in
minor positions, and then by study and practical appli-
cation, as they develop ability and knowledge, can look
forward to traffic management as a life work which has
almost unlimited possibilities,
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Chapter 11

DEVELOPMENT OF TRANSPORTATION
AND ITS REGULATION

COLLATERAL READING: In the Freight Trafic Red Book—Gov-
ernmental Regulation; Interstate Commerce Act; Elkins Act.

Section 1
Transportation Agencies

TaE MEeaNs oF TransporTaATION.—The history of the
development of transportation in the United States
may be divided into four eras; namely, first, the era of
turnpike construction when the trails of the Indian and
the bunter were enlarged into roads so that the ox-cart
and the mule or horse-drawn vehicles could travel less
laboriously and thus transport larger quantities of
merchandise.

In order to repay the cost of these turnpikes, tolls
were assessed for their use, and at the places where
tolls were collected, gates were erected which opened
and closed the roads to traffic. These gates consisted
of stout poles, armed with pikes, hinged to strong posts
so that they could be swung back and forth across the
road—hence the name, turnpike.

. Prior to 1796 the sailing vessel was the principal if
not the only practical agency of transportation in this
country. There were only a few roads that could be
characterized as improved. But the rapid growth of
population increased the necessity for more means of
transportation, and to meet this need the building of
turnpikes began. The first turnpike to be constructed
was from Philadelphia, Pa., to Lancaster, Pa., a dis-
tance of sixty-six miles. It was crudely constructed,
boulders being rolled in with no regard for symmetry
and filled between and above with earth and gravel.

20
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Yet in a paper of that time this turnpike was described
as ‘‘a masterpiece of its kind, being paved with stone
the whole way, and overlaid with gravel, so that it is
never obstructed during the most severe season.”’

Many other turnpikes were constructed, some by
means of private capital and others by States and by
the Federal Government, the most celebrated of these
being the Cumberland Road or ‘‘National Pike.”” It
was eight hundred miles long, and extended from Cum-
berland, Md., to Vandalia, Ill. The advent of canals
and railways retarded this development and quite a
number of turnpike projects were abandoned.

2. Era or Canats—The digging of canals, of
course, was possible when two rivers or other bodies of
water could be connected satisfactorily. We are told
that George Washington was the first man who sensed
the future of canal building, and his project was to
connect Chesapeake Bay and the Ohio River,-and his
main efforts were directed toward the carrying out of
this plan.

The construction of the Erie Canal, which was the
greatest achievement in canal building, began in 1817,
and it was completed in 1825. This project, stupendous
at that time, was undertaken and carried through by
the State of New York, De Witt Clinton being the Gov-
ernor during nearly all of the period of its progress,
and it is alleged that the success of the enterprise was
due to his foresight and energy. The route of the canal
traversed an uninhabited wilderness and therefore
opened for seftlement an immense territory. It has
been quite successful and contributed in no small de-
gree to the growth of New York City, Buffalo, and in-
termediate cities. Its termini are Buffalo on Lake Erie
and Albany and Troy on the Hudson River. For many
years it served as a great artery of traffic between the
Northeastern States and the newly settled States of
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what was then known as the West. At the present time
it is an' important artery of commerce, being the most
economic route for transportation of low-priced com-
modities and grain.

In Congress two projects are now being considered;
viz., the building of the Great Lakes-St. Lawrence-to-
the-Sea Canal and the development of the Erie Canal
into a deep-waterway All-American Canal across New
York State from the Great Lakes to the Atlantic Ocean
via the Hudson River.

Canal building was greatly stimulated by the con-
struction of the Erie Canal, and up to 1840 there was a
period of great activity in this direction, the primary
reasons being to obfain means for transporting coal
from the newly discovered coal fields in Pennsylvania to
the Atlantic Coast, and merchandise from the Eastern
Settlements to the rapidly growing Western towns.
The decline in canal building began in 1840, due, first,
principally fo the extension of railroads; second, to the
cost of construction, which was greater than for rail-
roads; third, to their slow method of transportation;
and fourth, to the limited territory served.

3 Tar Era or Ramroaps.—The third period of
transportation development is that of railroad con-
struction. We are still living in that period, but it is
now merging into a fourth; viz.,, the era of motor
trucks, aeroplanes, hydroplanes, and dirigibles.

Railroad building began about the year 1830, at
which time the Baltimore and Ohio Railroad had com-
pleted a track from Baltimore to Ellicotts Mills, Md.,,
a distance of fifteen miles. Up to 1850 railroad building
progressed slowly, most of the roads that were built
radiating from New York and Philadelphia, but great
activity in this line was also manifested in the New
England States.
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During the decade from 1850 {o 1860 there was
great business prosperity. Large farm areas were de-
veloped in the West and produced abundant crops, and
cotton growing in the South was greatly increased. The
superiority of the railroad over the canal as an agency
of transportation and its lower cost of construction
having been demonstrated, railroad expansion in-
creased rapidly. As a further stimulation to railroad
construction, the States and the Federal Government
made liberal land grants. During this period many
short lines were consolidated.

After the Civil War railroad construction became
very extensive, and in 1869 the first trans-continental
line was completed. Additional large land grants by
the Federal Government aided this development. The
decade from 1880 to 1890 is notable as the greatest
period of railroad expansion, more than 70,000 miles
of track having been constructed. This great activity
was caused by a mania to speculate, due to the plenti-
fulness of money brought about by the surplus capital
awaiting investment accumulated during the period of
depression in the seventies. The United States Govern-
ment was also a potent factor in this era of prosperity,
having placed in circulation a large amount of money
by rapid repayment of its war debt. As a result of this,
many unnecessary railways, paralleling others, were
built under the guise of establishing competing lines,
but the real purpose, it is alleged, was to force the
older lines to purchase the new roads at extortionate
prices.

Since 1890 railroad building has declined, the mile-
age of track constructed being quite small, but the pres-
ent railway systems total over 260,000 miles of track.

Moror TrUCK anxp Arecrarr.—The motor truck is
now largely used for short haul traffic in competition
with the railroads and steamships. The employment of
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motor trucks in transportation service has again made
the old turnpikes serviceable and they have been placed
in modern shape and many additional highways have
been built.

The service which the motor truck renders is of
great -merit, -because there is less packing required;
there is no rehandling of freight and generally quicker
deliveries can be made, with store door delivery the
rule. The motor truck is also a feeder to the railroad,
for by its use industries are able o locate at long dis-
tances from railroad stations where costs are much
cheaper. Under the old method of cartage this location
of industries would be impossible. Motor trucks are
also of assistance to farmers in bringing their produce
to the railroad station.

Some railroads have put motor truck units into op-
eration, thus displacing local less-than-carload freight
trains.

The aeroplane is used for carrying mail and express
matter, but the express use is in the experimental stage.

Section 2

Regulating. Transportation

ArreEMPTS AT REGULATION.—Up to the year 1870 the
operation of railroads was left almost entirely to their
cwners. It was generally assumed that the cost of rail-
way services, like that of all commodities, would be
controlled by competition, but in the competition for
trade, the railroads sought to advance the interests of
favored producers and commercial centers, which re-
sulted in preferential rates and discrimination. The
various sections of the country, however, were eager to
expedite railroad construction, and far from imposing
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any restrictions on the railways by regulation, many
States granted privileges and concessions which they
were subsequently to bitterly regret.

After the railways became well established, the
popular belief that competition would act as a regula-
tor of rates began to change. Evidence of discrimina-
tion, as between shippers and localities, was brought fo
public attention, and a movement was started to en-
force regulation of rates by the State. The Grangers, a
powerful organization in several of the Western States,
became zealous advocates of regulatory legislation.
And soon thereafter, many States began to pass laws
authorizing the appointment of Railway Commissions
having power to fix rules and rates. Until 1886 it was
generally believed that a State had a right to regulate
rates on all transportation business within its bound-
aries, but in that year the United States Supreme
Court decided that the regulation by a State of rates
on traffic originating outside of the State, or destined
to points outside of the State, is interference with inter-
state commerce.

As most of the traffic of the United States is inter-
state this decision practically deprived State regula-
tion of its force. The demand of the public for regula-
tion of railways continued to increase to such an extent
that Federal regulation became a necessity.

TaE InTERSTATE CoMMERCE AcT.—In 1887, Congress
-passed the Act to Regulate Commerce. This Act cre-
ated a Commission to investigate and adjust transpor-
tation charges, and to correct abuses, but this law did
not prevent discrimination, although the railroads were
compelled to begin a semblance of tariff enforcement,
and it did secure publicity of rates, reduced freight
charges, and adjusted trail charges in -different local-
itits.
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The Act was so framed that its provisions could
be evaded by both the shippers and the carriers. The
Commission had really no decisive power, and shippers
found it almost impossible to obtain any satisfaction.
As soon as the Commission rendered a decision, it was
appealed to the Courts, and it took about six years for
each case to be decided. Out of over thirty decisions
rendered by the Commission only two were affirmed by
the Court. The orders of the Commission were not
binding, and it began o become the general opinion
that the Commission was useless, because its decisions
were reversed by the Courts in almost every case. But
the Act had come to stay, and by subsequent amend-,
ments it has been made effective.

Tae ELxins axp HerBurx Acrs.—By the Elkins
Act the law was strengthened. It specifically author-
ized penalties for departures from the rates and regula-
tions contained in published tariffs, and it restricted
discrimination to some extent, but it did not secure
reasonable rates nor did it convey to the Commission
the power of enforcement. When Theodore Roosevelt
became President he insisted on legislation that would
actually regulate the railroads, and the Hepburn Act
was passed by Congress. This law extended the field of
regulation to cover express, sleeping car companies,
and pipe lines. ‘‘Transportation’’ was broadly defined
as including among other things, ¢‘all services in con-
nection with the receipt, delivery, elevation and trans-
fer in transit, ventilation, refrigeration or icing, stor-
age and handling of property transported.’”’ Another
provision gave the Commission power to prescribe just
and reasonable rates, when after a hearing it was
found that the carriers’ rates were unreasonable.

Tae ManN-Evkins Acr.—Further power was given
to the Interstate Commerce Commission by the Mann-
Elkins Act of 1910, under which the Commission could
suspend rates and fix maximum rates and enforce
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freight classifications. Tt also provided that through
rates could not exceed the aggregate of the intermedi-
ate rates, and the long and short haul provision was re-
enforced. A very important provision was that when
carriers filed tariffs increasing rates and shippers pro-
test against the rates becoming effective, the burden of
proof that these increased rates are just and reason-
able should be upon the carriers.

THE Panama Canar, Acr.—This Act, passed in 1912,
forbids railroads fo have interest in any competitive
common carrier by water operating through the
Panama Canal or elsewhere. The Commission was
given power to require connection of rail and water
carriers, to establish through routes and maximum
rates for rail and water lines and to require carriers
having traffic arrangements with one steamship line to
include all others operating from the same port.

This Act provided that the Commission could grant
extension of time during which such specified service
by water other than through the Panama Canal counld
continue, if such service was in the interest of the
public and does not prevent or reduce competition.

TaE TraANSPORTATION Act oF 1920.—By this Act the
membership of the Interstate Commerce Commission
was increased to eleven members.

A number of sections contain amendments to the
Interstate Commerce Act. These amendments enlarged
the powers of the Commission as follows:

1. It can permit pooling of traffic, when such pool-
ing is jn the interest of the public-

2. It may approve consolidation of railroads ac-
cording to a sectional plan.

3. It can route goods in time of necessity, due to
congestion or embargoes.
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4. It is given power over car service.

The following brief explanation is given of thes:
powers, as enumerated, in order that they may b«
clearly understood.

1. Pooling, as practiced by the railroads, may be
defined as a division of traffic or of the proceeds of
traffic among competing carriers, the object being tc
minimize the effects of competition by maintaining
rates.

Railroad pools may be divided into two classes: 1
T'raffic Pools, (a) whereby the business of a particula:
territory is assigned to each competitor, or (b) a cer
tain percentage of the competitive tonnage is assignec
to each. 2. Revenue Pools, whereby the receipts or
competitive traffic are divided among the companie:
according to stipulated ratios.

There was great opposition on the part of the
public to such arrangements for eliminating competi
tion and thereby maintaining high rates, so the prac
tice was prohibited by Federal Enactment.

However, many students of the subject favor pool
ing under governmental supervision, claiming it pre
vents discrimination and contributes to the stability of
rates. By the Transportation Act the Commission is
now empowered to permit pooling when, in its opinion
it will be in the interest of better service to the public
or economy in operation, and will not unduly restrair
competition.

2. The Transportation Act authorized the Com:
mission fo prepare and adopt a plan for the consolida:
tion of the railway properties of the United States intc
a limited number of systems but in this division com:
petition must be preserved as fully as possible and
wherever practicable the existing roads must be main
tained.
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While this Act authorizes the Commission to ap-
prove railway consolidations yet it is not given power
to compel the railways to consolidate.

The grouping or consolidation of railroads is deemed
essential by many for the reason that some roads are
now operated at a great loss, and consolidation would
be to their advantage because it would enable these
roads to be absorbed by the larger companies and the
stockholders would be protected. It would enable the
weak roads to consolidate with the stronger and there-
by place the railroad busniess on a sound basis.

If the grouping of railroads did not eliminate com-
petition, it might possibly enable shippers to handle
their traffic more satisfactorily, as transportation would
be simplified because through rates could be more
easily established and the classifications would un-
doubtedly be more uniform.

3. In time of necessity, due to congestions or em-
bargoes, the Commission may make reasonable direc-
tions with respect to the handling, routing and move-
ment of traffic over the lines of any carrier, which, in
the opinion of the Commission, will best improve the
service in the interest of the public and the commerce
of the people.

4. The power over car service means that the sup-
ply, movement, distribution, ete., of cars used in the
transportation of property are subject to the jurisdie-
tion of the Commission.

‘Whenever the Commission is of the opinion that
shortage of equipment, congestion of traffic, or other
emergency requiring immediate action exists in any
section of the country, it is anthorized to suspend the
operation of any rules or practices established with
respect to car service and make reasonable directions
without regard to the ownership of cars during such
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emergency, as in its opinion will best promote the serv
ice in the interest of the public.

The Commission may require such cogumon use o:
terminals as will best meet the emergency and serv:
the public interest; and may also give directions fo:
preference or priority in transportation, endbargoes, o
movement of traffic under permits.

Section 3
Value of Education

THE VALUE oF A Broap EpucaTion For Axy Busi
~Ess.—So generally is the fact recognized that the mor
cducation a man has, the more efficient and desirabl
employee will he make, that everywhere, in all lines o
trade, it is becoming a common thing to require of al
applicants for all sorts of positions, at least a higl
school education, and the standard for consideration o
an applicant in an increasing number of organization
is a college education.

Practical, hard-headed business men would no
make such requirements if experience had not taugh
them that a background of wide, general informatio:
on many subjects is a valuable asset in any employes
no matter what his allotted task may be. Situations ar
likely any minute to arise when some of this stored-u
knowledge, seemingly so foreign to the task in hanc
often proves really valuable. But beyond this, the habit
of clear and logical thinking formed, and the powe
acquired to concentrate on the task at hand, which re
sult from any honest effort to secure an education, ar
factors that contribute a large share to etﬁcacy an
achievement in any man’s work.

The modern young man, as never before, realize
the value of education as is evidenced by the thousand
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of young men who work all day, and spend their eve-
nings attending High Schools, Colleges, and the many
private schools, striving ever to fit themselves for
higher and *better positions. It is an inspiration to
stand at night in front of high schools or visit the edu-
cational ingtitutions, and observe the great number of
young men so eagerly seeking for knowledge.

DeFinttE TraniNG FoB DErFiniTe Tasks.—Valuable
as is the background of a thorough education along
broad lines, and valuable as are the habits and powers
developed in obtaining it, it goes without saying that a
man must have definite training and much practice in
order to become skilled in definite tasks.

But there is no more royal road to success in this
line to the high school or college graduate than to the
grammar school graduate. Each must do hard work to
master the subject, both in theory and in practice.

Lest the grammar school graduate should be dis-
couraged by the fact that he has had so little education,
and therefore may not reach the top, let him remember
that the old fable of the ‘‘Hare and the Tortoise’’ is
often enacted in the business world, when some young
man full of ambition pushes steadily upward toward a
goal, while his swifter and more accomplished fellow-
worker, confident in his superior ability, rests by the
way.

A prominent traffic manager, who has a national
reputation as a traffic expert, entered the employ of a
large trans-continental line as a messenger boy at the
early age of 15 years. He attended night school and
learned stenography. Within a short fime he was given
 a stenographer’s position and was promoted rapidly,
becoming the private secretary to the General Mana-
ger. An opportunity to enter the traffic department of
one of the largest industrial corporations in the United
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States came to him and he accepted. The position wai
not equal to the one he had, either financially or ir
prestige. He was only a clerk. But he continued to at
tend night school and by the education thus obtainec
in conjunction with the practical experience acquired
both while with the railroad and in his daily tasks, he
while yet a young man, became the Traffic Manager o
this large corporation. Today he is the Vice-Presiden
in charge of traffic, a director of the company, and h:
is also a director of two railroads. What a man think:
he can do, he can do.

Ebucarion Prus Pracricar ExperiExce ExrepiTs:
Svccess.—Every thoughtful man must admit that it i
wise for him to secure all the education he can as ¢
preparation for any sort of life work, because th
trained, educated mind grasps a subject and its tech
nique much more quickly than an untrained mind, anc
consequently moves forward more rapidly to master;
of it all and to an honored place of responsibility. Tw«
young men begin at the same time their business caree:
in the traffic department of a large corporation. On:
is a graduate of a grammar school and seeks no highe:
education than that obtained by strict application
his daily task; the other is a college graduate and ha:
completed a Traffic Course. Both are ambitious to be
come a Traffic Manager. Both apply themselves earn
estly and assiduously to the work, but the bette:
trained mind gets a comprehensive knowledge in fa
less time than does the one whose education must coms
‘to him through the work alone. Training on the job
supplemented by knowledge and power acquirec
through higher education, expedite reaching of the de
sired goal.



Chapter III
MODERN TRANSPORTATION AGENCIES

COLLATERAL READING: In the Freight Trafic Red Book—
Traffic Abbreviations; Traffic Glossary; Interstate Commerce Act,
Section 1, Paragraph 3.

Section 1
Present-Day Freight Agencies

MopEs oF TransporTING FrEreaT.—The present-day
agencies of transportation or modes of transporting
freight are:

All-Rail,
Rail-and-Water,
All-Water,
Express,
Parcel Post,
Motor Truck,
Aeroplane.

All these agencies are used for the purpose of
freight transportation except aeroplanes, which at
present are used only for carrying passengers, mail,
and express matter; but undoubtedly they will soon be
* transporting freight. In foreign countries they are now
being used to some extent as freight carriers.

Every man of average experience knows enough to
describe each of these modes of freight transportation;
but, in order that we may have clearly in mind what
each agency stands for in the traffic field, the following
brief descriptions are necessary.

Arr-Rann Acencres.—All-Rail transportation cov-
ers the movement of freight entirely by railroad, and
a larger tonnage is carried by this agency than by any
other. The railroads divide tonnage into two classes:

33
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viz., fast freight and slow freight. The term ‘‘fast
freight’’ as used by railroads includes perishable com-
modities and freight taking the higher classification
ratings; the term ‘‘slow freight’’ includes commodities
taking the lower classification ratings as well as most
commodities for which specific commodity rates are es-
tablished.

These terms, however, are often used by shippers
for the purpose of indicating freight forwarded via
standard lines and freight forwarded via all-water,
rail-and-water, or circuitous routes, over which lower
rates of transportation prevail, the former being the
“‘fast freight’’ and the latter being the ‘‘slow freight.’’
While the railroads do not guarantee the time when
freight will reach its destination, they do operate fast
freight trains which move on schedules, so that the
time necessary for freight to reach destination on one
of those trains may be reckoned with fair accuracy.

Ran-anp-Water Acencies.—Rail-and-Water trans-
portation is usually a cheaper but slower method than
All-Rail. In domestic commerce Rail-and-Water trans-
portation means via the Great Lakes, Coastwise Lines,
Sound Steamers, or the Panama Canal, in connection
with the railroads. The lines thus operated could not
compete for traffic with All-Rail carriers at equal rates;
therefore, they are permitted to make lower rates and
thereby offset the better service offered by the rail-
roads.

‘When freight is transported via Rail-and-Water,
unless the tariffs containing rates covering the trans-
portation specifically state that the rates include ma-
rine insurance while on the ‘water lines, it should be
covered by marine insurance; because the responsi-
bility of the carrier is only that of a water carrier,
under the Federal statutes, which is practically nil and
is in no way similar to the liability assumed for All-Rail
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carriage. But if the rate includes insurance for trans-
portation partly by water, the responsibility of the car-
rier is somewhat the same as if the property was trans-
ported wholly by rail.

ALL-Water Acexcies.—The cheapest method of
transportation is via All-Water, and a vast tonnage
is carried by the water lines. The term All-Water
means transportation service from port to port; that
is, the shipment must originate at the port from which
the vessel sails and be consigned for delivery at a
port of destination.

The All-Water domestic routes are the Great Lakes,
the Barge Canal (Erie Canal), the Coastwise Lines,
the large rivers, and the Panama Canal. Freight can
be transported via the Great Lakes and Barge Canal
only during the season navigation is open. In the
winter months transportation via these routes is sus-
pended.

Steamship lines operating via the Panama Canal
are strong competitors of the railroads for the Pacific
Coast traffic, and, as a rule, they furnish excellent

service.

Freight transporta.tlon via All-Water should be
covered by marine insurance, unless this insurance is
included in the rate. The necessity for marine insur-
ance is on account of the fact that the statutes relieve
owners of vessels from liability, to any extent, for
goods that may be destroyed or damaged while in the
possession of the vessel.

Exeress Acencies.—The Express service is an
agency of transportation which is operated in connec-
tion with the railroads. By use of this service safety
and speed in transportation of merchandise is guar-
anteed and responsibility is concentrated. This agency
accepts any kind of commodity, regardless of value,
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and assumes full risk. In the large cities they collect
packages from shippers, forward them usually on the
same day on trains traveling at the rate of fifty to
sixty miles per hour, and deliver them to the street
address of the consignees.

Parcer Post AceEncy.—Parcel Post is a Govern-
ment agency operated by the Postal Department, and
it furnishes a convenient means of transporting small
packages. This service is more extensive than that
of any other transportation agency, reaching to the
towns and rural communities not served by railroads.
The rates to nearby cities are ‘generally lower than
those effective by other means of transit, but the limit
to the size of packages, the value of the commodities,
and the quantity in which they may be forwarded, off-
sets, to a considerable extent, the advantage of this
service.

‘When shipments are sent via this agency they must
be delivered to the Post Office at the point of .origin,
but at destination they will be delivered at the street
address of the addressee.

When the Parcel Post service was established it
was the general opinion that it would take the place
-of the express companies to a considerable extent, but
the heavier shipments and the long distance packages
continue to move by express However, the field is
large enough for both agencies, because neither could
handle the business of both and render as good service
to the public.

Mozor Truck Acency.—-The motor truck is a rap-
idly growing agency of transportation and is becom-
ing an increasingly desirable method of transporting
certain classes of goods, where the .distance of haul is
not too great. Within the last decade operators of
motor trucks have established regular routes and are
becoming strong competitors of the railroads for short
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haul traffic. freight is delivered to the trucks at ship-
per’s address and is transported direct to the desired
delivery point wtihout rehandling. The cost of trans-
portation is generally higher than that by rail, but it
is justified for the reason that the extensive packing
and container requirements for articles forwarded by
rail are practically eliminated, and the time of move-
ment is generally guaranteed.

AEROPLANE AGENCY.—Aeroplanes are used for
transporting mail and express matter regularly, and
some of the railroads have established rail-and-air
routes for passenger traffic.

‘What is to be the future in regard to transporting
freight by aeroplane remains to be seen. It does not,
however, take much imagination to picture in the not
far distant future a large quantity of freight being
transported by these ‘vehicles of the air which are
capable of operating over direct routes at great speed.
The development of this agency of transportation will
furnish additional problems for the traffic manager
to solve.

Section 2
Factors in Selecting Freight Carriers

SeLecTiNG THE RrgET CaRrier—In selecting the
carrier that would be the most practicable for han-
dling tonnage to or from territory tributary to water
and rail routes, one should become familiar with the
merits of the various systems and the differences in
service. The factors to be considered are:

(a) Time,

(b) Cost,

(¢) Nature of commodity,
(d) Competitive point,

(e) Rehandling,

(f) Distance.
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WeeEN TiMe 138 o Facror—Perishable freight is
transported by fast freight trains in cars especially
built for that service, as time is essential. Frequently,
perishable freight is forwarded via express. Urgent
need for freight would also be an essential factor in
selecting the fastest route.

Cost 10 BE ConsmErED,—Cost is always an impor-
tant factor in selecting a carrier, particularly when
forwarding articles of Iow value, or in getting mer-
chandise to a competitive market. When time is not
essential, shipments are forwarded via the cheapest
route commensurate with the service required.

Tee Commoprry Irserr Limits Camrrer Serec-
tioN.—The nature of the commodity has a large bear-
ing on the selection of the carrier. Merchandise of
low value, bulk freight, unusually heavy articles, fra-
gile, or valuable goods, and commodities which, from
their inherent nature, are liable to damage in water
transportation, are factors which must be considered
in forwarding freight.

ComreTING LinEs To BE CoNsIDERED.—A competitive
point may be defined as one served by two or more car-
_ riers in competition for the traffic to or from that

point. If the competing carriers are all-rail lines, the
rates for transportation are usunally equal even though
the line of one carrier may be more direct than that
of another. If the competing carrier is a water line,
or a rail-and-water line, the rates for transportation
via these routes will be lower than the all-rail rates.

In the first instance the selection of the carrier will
be governed by the proximity of either the shipper’s
or consignee’s place of business to one of the compet-
ing lines; or the selection may be influenced by the
better service accorded by one of the lines. In the sec-
ond instance the selection will be governed by the
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nature of the commodity, and whether or not quick
delivery is necessary.

Tae Question oF Beranprine.—It is the desire of
all shippers to avoid rehandling in transit, and they
endeavor to forward their shipments to destination in
through cars. Direct loading of less-than-carload ship-
ments, however, is frequently impossible, or not prac-
ticable, and freight is forwarded via one or more trans-
fer points. Many carriers endeavor to operate through
cars to the large commercial centers for handling less-
than-carload shipments in order to avoid transfers.

Distance Mopmrres Caorce—The distance between
the point of shipment and destination is a factor that
must be considered when selecting a carrier. For a
short distance, the motor truck is a preferable agency
for transportation of certain commodities; and fre-
quently for long distance transportation, water routes
are preferable to all-rail. The selection of route, how-
ever, must be governed largely by the nature and
value of the commodity to be transported.

Section 3
Definitions: Carriers, Interstate, Intrastate

Commox Carrier—Any person or company that
undertakes to transport property or persons when
requested to do so, whether by air, land or water, is
a common carrier.

Private Carrrer —Any person or company that un-
dertakes to transport property or persons by special
agreement or contract, and is not engaged in busi-
ness as a public employment, is a private carrier.

CagriErs SUBJECT TO IRTERSTATE COoMMERCE ACT.—
All common carriers engaged in interstate commerce
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are not subject to the Interstate Commerce Act; only

the carriers specifically named therein are subject to
the Act.

There are a number of kinds of common carriers
that are subject to this Aect, but in this course we shall
treat only of those engaged in the transportation of
property wholly by railroad, or partly by railroad and
partly by water, and express companies.

InTRASTATE TRAFFIC.—Traffic having origin, desti-
nation and entire transportation within the boundaries
of a state is intrastate traffic and is not subject to the
jurisdiction of the Interstate Commerce Commission,
unless there is shown to be unjust discrimination
against interstate or foreign commerce. State laws
are enforced by State Commissions generally desig-
nated as Publiec Service, Railroad, or Utility Commis-
sions. It is necessary for a shipper engaged in intra-
state traffic to ascertain the laws and regulations gov-
erning transportation in that particular State.

The transportation of property in the United States
from port to port (freight originating at one port and
destined to another port) by steamship companies in
coastwise and intercoastal {rade, or on the Great Lakes,
1s also interstate traffic but is subject to the jurisdie-
tion of the United States Shipping Board, a Federal
body which functions under authority of the United
States Shipping Act, in a similar manner to the Inter-
state Commerce Commission.

The commerce of this country is largely INTER-
STATE, and so it is far more essential for a shipper
to acquire a knowledge of the Federal laws than of
the State laws, because the latter are merely local and
can in no way affect the laws governing interstate
commerce.



Chapter IV

SHIPPING PAPERS AND
STANDARD FORMS

COLLATERAL READING: In the Freight Trafic Red Book—
Trafic Abbreviations; Traffic Glossary; Bills of Lading Act;
Standard Forms of Shipping Papers.

Section 1
Bills of Lading

VagrieTESs oF Brouis or Lapmne.—The Bill of Lading
is a very important document. All shippers should be
thoroughly familiar with the uses of this instrument
and with the conditions printed thereon. If is not only
a receipt for the goods described thereon, but it is also
a contract between shipper and carrier, in which the
latter agrees to transport the goods for the former
under certain specified conditions. If the shipper is
not willing to accept those conditions, he may forward
his goods at the carrier’s risk, limited only as provided
by common law, on payment of a higher rate; but this
practice is not usual among shippers.

There are four kinds of bills of lading used in trans-
portation, each serving a special purpose. They are:

Uniform Straight Bill of Lading, (See Form
No. 1, Red Book)

Uniform Order Bill of Lading, (See Form No. 2,
Red Book)

Uniform Live Stock Coniract, (See Form No. 3,
Red Book)

Uniform Through Export Bill of Lading, (See
Form No. 25, Red Book)
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The last one will not be discussed until we reach
‘that part of the course devoted to Ocean Transporta-
tion. The others will need examination now.

StrarcET By or Lapine.—For ordinary domestic
freight traffic the Straight bill of lading and the Order
bill of lading are used. In a Straight bill of lading
it is stated that the goods are consigned or destined
TO A SPECIFIED PARTY. This document is not
negotiable and the words ‘‘Not Negotiable’’ are printed
thereon. If the transportation charges are to be col-
lected from consignee and the shipper desires to be
relieved of any liability for such charges, he should
so stipulate, by signature, in the space provided for
that purpose on the face of the bill of lading. On
delivery of shipment to carrier for transportation, this
bill of lading is signed by the receiving clerk and is the
shipper’s receipt for the goods. The Straight bill of
lading is used for the large majority of shipments.

OepEr B or Lapine.—There are four distinguish-
ing features about an Order bill of lading; namely,

1. The goods are consigned to the Order of the
party named in the bill of lading.

2. The name and post office address of the party
" to notify on arrival of the consignment at destination
must always be written on the bill of lading.

3. The Order bill of lading is a negotiable docu-
ment, and as such may be used for several purposes.
It is most frequently used when shippers desire to col-
lect for the value of shipments prior to delivery, and
is similar fo C. O. D. transactions. The railroads will
not accept shipments for C. O. D. delivery, so the Order
bill of lading must be nused when shippers desire pay-
ment prior to delivery of goods forwarded by freight.
‘When this method of shipment is employed, shippers
usunally consign the freight to their own order, and
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after bill of lading is signed by the agent of the rail-
road and is properly endorsed by shipper it is for--
warded, with invoice and draft attached, through the
bank in which shipper deposits to a bank at destination,
to be delivered to the purchaser of the goods against
his acceptance of the draft. On receipt of these docn-
ments, the destination bank notifies the purchaser that
it holds the bill of lading and draft, and when he re-
ceives notice of arrival of the shipment from the rail-
road, he calls at the bank, pays draft, and the bill of
lading is given fo him. The bank’s charge for this
service is usually one-quarter of one per cent of the
amount of the draft.

The employment of this method of forwarding also
enables shippers at distant points to collect from the
home bank the value of the consignment, as soon as the
bill of lading is properly signed and endorsed. Many
shippers would be unable to finance their business
without this method of quick payment for goods
shipped. The use of the Order bill of lading does not
cause any reflection on the credit of the party who
negotiates the document, and frequently order ship-
ments are made to industries of the highest financial
standing. For instance, a shipper of flour in the West,
or a shipper of fruit on the Pacific Coast, may forward
large quantities of his goods to the East, consigning
the shipments o his own order. On obtaining signed
bill of lading from the railroad agent he endorses it
properly, attaches thereto the invoice for the value of
the freight covered thereby, together with a draft for
the amount of the invoice, and sends them to the bank
with which he transacts business. This amount less
discount is then credited to his account.

4. For the purpose of making the Order bill of
lading readily distinguishable from all other bills of
lading, it is printed on yellow paper. The Memoran-
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dum bill of lading and the Shipping Order are printed
on blue paper.

Live Stock Contract.—For shipments of live stock
the Uniform Live Stock Contract is used instead of
the Uniform Bill of Lading. This form was prescribed
by the Interstate Commerce Commission and it was
adopted by the carriers in the three major Classifica-
tion Territories, March 15th, 1922. It is not nego-
tiable.

This document is in the form of an agreement, but
it is also a receipt for the freight and contains a con-
tract to transport the property as consigned therein
under the conditions shown on the back thereof. As
the duties and responsibilities incurred by carriers in
transporting live stock are quite different from those
required in handling dead freight, special contract con-
ditions and terms are rendered necessary for the mu-
tual protection of shippers and carriers.

The number and description of the animals and
the weight of shipment must be entered thereon. If
shipment consists of other than ordinary live stock;
that is, chiefly valuable for breeding or racing pur-
poses, ete., shipper must sign a declaration as to their

-value. If shipment consists of ordinary live stock,
declaration to that effect must be signed by shipper,
but he is not required o declare their value.

Excueanege By or Lapine.—An Exchange bill of
lading is simply a regular bill of lading issued in ex-
change for another. When a shipment has been ac-
corded a change in destination, name of consignor, or
name of consignee, en route, in accordance with a di-
version tariff, and it is desired to obtain the applica-
tion of the through rate via the point of diversion, an
Exchange bill of lading may be issued.

This Exchange bill of lading must indicate clearly
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that it is an Exchange bill of lading, and the date and
number of the document for which it is exchanged and
the name of the station at which the original document
was issued must be shown thereon. The usual purpose
for the use of an Exchange bill of lading is to conceal
the name of the original shipper from the ultimate
consignee.

In cases of diversion, if Exchange bills of lading
are not desired, an endorsement, in lieu of exchange,
is inserted on the original document.

MemoranpuM Brun oF Laping.—The Memorandum
bill of lading is simply a DUPLICATE of a bill of
lading and is retained by shippers for record pur-
poses. Carriers frequently sign this document, on re-
quest, but write on it the word ¢‘duplicate.’’

Sarepine OrpER.—The Shipping Order is a dupli-
cate of the bill of lading. It is retained by the carrier
and a waybill is made from it after the weight of the
freight covered thereby together with route and rate
have been noted thereon by different railroad clerks.

Section 2
Other Transportation Documents

ForMs ror SpeEciaL Purposes.—In addition to the
shipping papers described in Section 1, there are sev-
eral documents used for special purposes in freight
transportation. They are:

The Waybill. (See Form No. 6 Red Book)
Notice of Arrival. (See Form No. 7 Red Book)
Freight Bill. (See Form No. 7 Red Book)
Delivery Receipt. (See Form No. 8 Red Book)
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Indemnity Agreement. (See Form No. 10 Red
Book)

Bond of Indemnity. (See Form No.9 Red Book)

‘Waysmr.—After receipt of a shipment by a trans-
portation line at point of origin a document, termed
a waybill, is prepared, showing the point of origin,
destination, car number and initials, route, consignor,
consignee, description of shipment and amount of
- transportation charges. This document is forwarded
with the shipment, or sent direct by mail, to the agent
at the transfer point or waybill destination. It is the
practice of some of the large railroads to have the
billing agent, in one typing, make out the waybill,
memorandum freight bill, delivery receipt, notice of
arrival, and copy of waybill, which makes for economy
and efficiency because it renders unnecessary the dupli-
cation of a large portion of this work at destination.

" Notice or AreivaL—On arrival of freight at desti-
nation, notice is promptly sent or mailed to the con-
signee. This notice shows number of packages, de-
scription of articles, route, rate, weight, car initial and
number, and amount of freight charges; also the sta-
tion where delivery may ,be obtained, and the time
allowed for removal before demurrage or storage
charges will begin to accrue.

Freteuar Boir.—There are two kinds of Freight -
Bills: viz., a Freight Bill- showing the amount of
charges, when they are to be collected at destination,
and a Prepaid Freight Bill, which is given to shipper
on prepayment of the charges shown thereon. These
freight bills contain also all the other information
shown on the arrival notice.

On surrender of arrival notice, or bill of lading,
and payment of charges (if collect), it is receipted by
cashier and given to consignee together with an order
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for delivery. If charges are prepaid, consignee may,
on request, obtain a copy of the Prepald Frelght Bill
when obtaining the delivery order.

Drvrivery Recerpr.—The Delivery Beceipt is turned
over to the delivery clerk, who obtains the consignee’s
signature thereon after delivery of the articles named
therein and surrender of the cashier’s order.

InpEMNITY AGREEMENT.—There are two forms of
the Indemnity Agreement. One form is required by
railroad freight claim departments when a claimant is
unable to furnish in support of claim the original paid
freight bill, or original bill of lading. The other form
is used to indemnify the railroad company for delivery
of an ‘“Order’’ shipment without surrender of the
original bill of lading, properly endorsed, becanse it
has been lost or delayed. This Agreement must be se-
cured by the deposit of a certified check for 125 per
cent of the invoice, or cash in lieu of certified check.
Under the Agreement this check, or cash, is retained
by the carrier as security until surrender to the de-
livering carrier of the original bill of lading, properly
endorsed, or until acceptance by the treasurer of the
delivering carrier of a surety bond.

Bonp oF InpEMNITY.—A Bond of Indemnity is a
surety given fo a transportation line to indemnify it
against all claims or liability, for any action on its
part for which it might be legally liable. It is gener-
ally used when an “‘Order’’ bill of lading has been lost
or delayed, and usually when shipper desires fo stop
a shipment in transit. This bond must be for twice the
amount of the invoice or value of the property, and
it provides that the party execnting the bond shall
deliver to the delivering carrier the original bill of lad-
ing, properly endorsed, when the same be had or found;
then the obligation will be void; otherwise the bond
will remain in full force and effect.
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Section 3
The Law Governing Bills of Lading

Bnurs or Labine Act.—(See ““Bill of Lading Act”’
in Red Book.) This Congressional Act relates to bills
of lading issued by any common carrier, subject to the
Interstate Commerce Act, for the transportation of
goods in interstate commerce, or from a place in a
State to a place in a foreign country. Important pro-
visions of this Act, to which attention is directed, are
as follows:

(a) Section 2 defines a straight bill of lading, and
in Section 6 it is specified that this bill of lading is nof
negotiable..

(b) Section 3 defines an order bill of lading, states
that it is megotiable, and that nothing shall affect its
negotiability except by an agreement in writing upon
its face signed by the shipper.

~ (c) Section 8 provides that the carrier shall de-
liver goods on demand of the consignee named in a
straight bill of lading, or on demand of the lawful
holder of an order bill of lading, properly endorsed, on
surrender thereof; and that, when goods are delivered,
the lawful holder of the order bill of lading shall sign
an acknowledgment of their receipt.

(d) Section 9 states to whom the carrier is justi-
fied in delivering goods.

(e) Section 10 defines an unlawful delivery on the
part of carrier, and Sections 11 and 12 define the lia-
bility of carrier for failure to deliver goods or any part
thereof.

(f) In Section 13 it is provided that any alteration
of a bill of lading, without authority, after it is issued
shall be void; and that, in such case, the bill of lading
shall be enforceable according to its original tenor.
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(g) Sections 20 and 21 define the liability of car-
rier, when goods are loaded by carrier and when loaded
by shipper, respectively.

(h) Section 22 defines very explicitly the liability
of the carrier, whose authorized agent has issued a
bill of lading for goods to be transported in interstate
cormmerce. This section makes the carrier liable to
the owner of goods covered by a straight bill of lading,
or the holder of an order bill of lading who has given
value in good faith, relying upon the description therein
of the goods, or upon the shipment being made upon
the date therein shown, for damages caused by the
non-receipt of all or part of the goods upon or prior to
the date therein shown, or their failure to correspond
with the description thereof in the bill of lading at the
time of its issue. This Section is very important be-
cause it will be observed that the carrier is not only
responsible for the quantity specified in the bill of
lading, but the carrier is also responsible if goods are
not as described in the bill of lading, and if they were
not in the carrier’s possession upon or prior to the
date shown therein.

(i) Section 28 provides that an order bill of lading
may be negotiated by the person to whose order the
goods are consigned by an endorsement in blank or to
a specified person. If endorsed to a specified person,
it may be negotiated again by the endorsement of such
person either in blank or to another specified person.
Subsequent endorsement may be made in like manner.

For illustration, a shipment is consigned to
Order John Roe,
Notify John Do,
500 Broadway,
New York, N. Y.
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To properly endorse the bill of lading in blank, the
endorsement should simply read JOHN ROE, or JOHN
ROE per signature of some person empowered to sign

John Roe’s name, but if endorsed to a specified person
it should read:

Deliver to order of John Doe
John Roe

If John Roe had empowered Sam Jones to endorse
bills of lading, endorsement should read:

Deliver to order of John Doe
John Roe
per Sam Jones.

John Doe could then endorse the bill of lading either
in blank or to the order of John Smith, and subsequent
endorsement could be made by John Smith in like mat-
ter. When the bill of lading is negotiated by delivery;
that is, when it is surrendered to carrier for the pur-
pose of obtaining the goods, the person taking delivery
will be required by the carrier to endorse the docu-
ment and thus complete the transaction.



Chapter V
FREIGHT CLASSIFICATIONS

COLLATERAL READING: In the Freight Trafic Red Book—
Freight Classification.

Section 1
The Development of Classification

ImrorTANCE OF CrLassrricATION.—When we realize
the many thousands of kinds of commodities which are
transported by railroads, the impracticability of car-
riers publishing a separate rate for each commodity is
readily understood. Therefore, a plan was devised
whereby all known commodities were divided into
groups or classes, each class being assigned a specific
rating and designated by a number or letter.

Classification is not only of primary importance in
the construction of rates, but it is of great interest to
shippers because the publication of the various rat-
ings enables them to have their articles placed in the
proper class and thus insure just and reasonable rates.

Further, the Classification serves as a gunide to ship-
pers, as it contains rules and regulations, packing re-
quirements, and container specifications, governing
the application of the different ratings, which, if intelli-
gently complied with, assures the lowest transporta-
tion cost.

Basic TaeorY oF CrassiFrcatioNn.—On the basis of
economic theory the justification for allotting different
ratings for the various classes of commodities which
are transported may be considered primarily as
follows:

First, the cost of service, which is determined by
operation.

51
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Second, the value of the service as related to the
commodity.

But there are many elements influencing the rating
of any article, some of which are as follows: (a) the
value of the article; (b) nature of the commodity,
whether crude or finished; (¢) manner of shipping,
whether set up or knocked down, loose or in bulk,
nested, or if in packages method of packing; (d) risk
of article being damaged or causing damage to other
commodities; (e) whether special facilities are re-
quired, such as refrigerator or heater service; (f)
whether fruit or vegetables are fresh, dry, evaporated,
or canned; (g) quantity in which commodity is shipped,
whether carload or less-than-carload; (h) size and kind
of car required; (i) length, relative weight and density
of article; (j) whether article is released to a specified
value or is at carrier’s risk,

PrasEs or Crassirication DeveLoPMENT.—The clas-
sification of freight started shortly after the railroads
began operation, commodities being very crudely di-
vided into two classes; namely, light and heavy articles,
the charges being assessed on the light articles by the
cubic foot and on the heavy ones by weight. But as
. the volume of traffic and the variety of articles offered
for shipment continued to increase with great rapidity,
it was found necessary to construct more extended
classifications.

The earlier classifications were prepared by each
carrier for itself and therefore, classifications became
quite numerous. During a hearing before the Inter-
state Commerce Commission it was stated by a rail-
road official that at one time there were 138 distinct
classifications in Trunk Line Territory alone.

These classifications would no doubt appear ex-
tremely crude to one familiar with the elaborate pub-
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lications which today group commodities for applica-
tion thereto of the various class rates. The original
compilation, however, embodied an idea the value of
wwhich is inestimable; and to the unknown minds in
which it originated is due great credit—even as much
as should be given to the builder of the clumsy vehicle
which was the precursor of the symmetrical and luxuri-
ous motor car of the present day.

During this period of individual classification, it
was impossible for a shipper to determine prior to ship-
ment the rates applicable, nor could he ascertain the
rates paid by his competitors, although there may have
been a few rate experts sufficiently competent to dig
out this information.

But as railroad efficiency increased and business
began to.expand, due to the ever increasing growth
of our country, classification development kept pace,
being manifested in three distinet ways; viz.

1. There was a continuous increase in the number
of articles classified and assigned ratings.

2. Lower ratings were gra:dually being assigned
to articles when shipped in carloads.

3. Ratings began to be restricted by special rules
and regulations along with elaborate specifications cov-
ering containers and packing.

JustrricaTIoN FoR DisTiNcTION IN RaTines.—In the
course of classification development, carload ratings
increased rapidly, but at first there was great opposi-
tion to this action on the part of the less-than-carload
shippers, who protested bitterly, claiming it was dis-
crimination in favor of the large buyers, who were thus
enabled to purchase goods at wholesale prices. But
the protest was fruitless and the number of separate
carload ratings continued to increase.
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The justification for lower ratings on carload lots
than on less-than-carload lots is unquestionable, for
the reason that the handling of freight in carloads
effects economy in use of equipment, terminal expense,
and clerical detail. Carloads are generally loaded by
shippers and unloaded by consignees, while less-than-
carload freight is loaded and unloaded by carriers, and
if forwarded via a transfer point, double handling is
necessary. Furthermore, the clerical work required
for making the waybill, arrival notice, freight bill, and
so forth, is no greater for a shipment consisting of
60,000 pounds of merchandise than for ome of 100 -
pounds.

The soundness of this economic theory has been
clearly demonstrated; consequently, nearly all of the
commodities which move in carloads have now been
alotted carload ratings.

Section 2
Classification Territories and Ratings

Tae Taeree Masor Crassmrroarions.—The carriers
engaged in transportation in the same territory and
~ between competitive points soon recognized that the
classification, which may be said to fix the rate equally
with the rate tariffs, should be uniform as far as pos-
sible. They further realized that it should be arranged
to have the grouping of commodities, used in connec-
tion with their class rates, provided for in one publica-
tion, common o all lines. In carrying out these plans
they achieved not only the uniformity desired, but a
very considerable economy in compilation, publication,
and distribution.

These objectives ultimately resulted in three dis-
tinet major classifications applicable to transportation
between points in the United States. These were the
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OFFICIAL, employed by lines within the territory
east of the Mississippi and north of the Ohio and
Potomac Rivers; the SOUTHERN, applicable within
the section east of the Mississippi River and south of
the Ohio and Potomac; and the WESTERN, which
applies within the vast territory west of the Mississippi
River to the Pacific Ocean. These three classifications
reflected, in a greater or less degree, the general con-
ditions prevailing as to traffic and operation; also, in
a degree which cannot be determined or accurately
approximated, the varying views of individuals or
groups predicated upon similar circumstances.

CLassIFIoATION GOVERNING BETWEEN TERRITORIES.—
While each of the major classifications is designed pri-
marily for use within the territory for which it is com-
plied, it becomes necessary, when specific through class
rates are published between two territories each of
which is subject to a different classification, to make
such through rates apply in connection with one or the
other, but not both. The selection of the governing
classification in such cases is influenced by eircum-
stances and expediency. The interterritorial traffic
subjeet to through class rates (which traffic may,
broadly speaking, be termed ‘‘general merchandise?’)
has moved in greatest volume in a westerly or southerly
direction, due to the fact that the manufacturing de-
velopment has been longer established in the East and
in the North. In the opposite direction, the traffic has
consisted largely of products from the soil, the forest,
and the mine, the volume of which has caused com-
modity rates to be made applicable thereto. Usually,
when specific through class rates are provided between
two or more classification terrifories, the same classi-
fication governs in either direction and the reason for
the selection will, in most instances, be found in the
circumstances attending the traffic movement to the
South and West.
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Tariffs applicable from points east of the Missis-
sippi River to the Southwestern Territory are gov-
erned by the Western Classification which controls
within the territory west of the Mississippi River.
Tariffs in effect from points north of the Ohio and
east of the Mississippi Rivers to Georgia, Alabama,
and other Southern States are made subject to the
Southern Classification. Tariffs applying from all
territories to the Pacific Coast are governed by the
Western Classification.

Crassrrication CommrTTEEs.—These Committees are
composed of experienced fransportation men who are
appointed by the railroad companies for the purpose
of determining rules, descriptions, packing require-
ments, and fixing ratings, applicable to the various
commodities enumerated in the Consolidated Classi-
fication. They are known as the Official, Southern, and
Western Classification Committees, having headquar-
ters in New York City, Atlanta, and Chicago, respec-
tively. Each committee is naturally interested in the
products and industries of its own territory and, in
fixing ratings, endeavors rightly to protect and foster
these interests.

. Practican Crassirrcation.—While classification of

freight has been, to a large extent, based on experience,
cost of operation and value of service being the pri-
mary considerations, the principal object has been to
establish ratings that would increase traffic.

The present procedure of classification committees,
when establishing ratings, is to make an exhaustive re-
search in order to determine with accuracy all of the
elements which are recognized as affecting the rating.

The determination of the classification rating of
commoditiés is founded upon basic principles adopted
by each of the classification committees as best adapted
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to the conditions prevailing within its respective ter-
ritory. The committees have continually before them
requests or suggestions, originating with shippers or
carriers, for changes; and when it is agreed that con-
ditions justify it, the changes are authorized and pub-
lished for the account of carriers who are parties to
the classification.

The same commodity is often placed in two or more
classes because of the different manner in which goods
may be packed and otherwise prepared for shipment.

UnwrorM Crassrrication.—There has been a per-
sistent demand for a Uniform Classification and, if it
were practicable, it would be a valuable aid to shippers
in determining the charges applicable from points in
one classification territory to points in another when
there are no through rates in effect. It is also claimed
that it would make it easier for shippers to detect
discrimination.

But due to the vasiness of our country, its topog-
raphy, the varied climate, and the consequent diversity
in agricultural products and industries, the uniform
classification has not been found feasible. Each see-
-tion has special traffic problems unlike those of another
section which render the establishment of nniform rat-
ings beyond the bounds of possibility.

However, the problem is still being considered an<
it may be eventunally solved, but owing to the almost
insurmountable obstacles a solution satisfactory to the
varied interests is a long way off.

ConsoLmaTEp CrLassrrication.—In this publication
are consolidated the Official, Southern, and Western
Classification. Until recently these classifications were
published separately. There was no uniformity in
rules, minimum carload weights, or ratings; and fa-
miliarity with one did not give or imply ‘any exact
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knowledge as to the others. The representatives of
carriers spent years preparing to harmonize descrip-
tions, rules, packing requirements, and minimum
weights, and, so far as was practicable, to establish
uniform ratings. They agreed upon a revision of de-
scriptions, rules, packing requirements, and minimum
weights, which could be generally observed, subject
to some exceptions which could be readily published in
understandable form, and they are now published in
one issue known as the ¢‘Consolidated Classification.’’

The rules are, in most cases, applicable to all three
classification territories, and when this is not the case
it is made clear what does not and what does apply
within the excepted territory. The descriptions, pack-
ing requirements, and minimum weights are uniform,
with few exceptions, in connection with Official, South-
ern, and Western ratings.

Ratines.—The Official Classification contains six
numbered classes and two rule classes. Formerly, the
Southern Classification contained six numbered classes
and four lettered classes, but now there are twelve
classes, numbered from 1 to 12, inclusive. The West-
ern Classification contains five numbered classes and
- five lettered classes. In addition, each classification
contains multiples of first class, progressing from one
and one-quarter times first class up to four times first
class. The ratings, or the classes to which the com-
modities are assigned, are shown in three parallel col-
umns opposite the commodity description under head-
ings Official, Southern, and Western.

It is therefore apparent that, before there can be
uniform ratings, there must be unification of classes
and that, with the effectiveness of a uniform classifica-
tion, all class rate tariffs must be revised to conform
thereto, or some plan must be devised to make the ex-
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isting class rates properly applicable in connection w1th
the new designation of classes.

There is widely varying opinion among the well-
informed as to the number of different groupings which
should be employed in the classification of commodi-
ties. Some hold the view that the limited number of
classes in the Official do not permit the recognition of
any but the grosser differences in the character of
traffic; that the smaller the number of classes the more
occasion there is and would be for exceptions and com-
modity rates. On the other hand, some contend that no
workable class scale wounld obviate the publication of
exceptions and commodity rates designed to meet con-
ditions which it is not feasible to recognize in classi-
fication ratings. .

The Consolidated Classification embraces many of
the advantages claimed for a uniform classification,
and approaches that as near as can be done, until some
comprehensive plan for the unifying of ratings ecan be
devised.

Exceprions 10 Crassrrrcation.—The rules, ratings,
and specifications contained in the Consolidated Classi-
fication are not immutable and are subject to whatever
exceptions any individual railroad or group of rail-
roads may desire to enforce.

The ‘‘Exception to Classification?” will often be
found to be applicable in place of the classification
otherwise governing. Not only does this apply between
local points or a restricted competitive territory, but
sometimes exceptions are made applicable between
points within an entire classification district, and also
between two or more of these territories.

These exceptions arise from an individaal or group
view that certain circumstances and peculiarities jus-
tify, and make advisable, a rating or rule at variance
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with that obtaining under the classification otherwise
governing, even though the latter may be strietly in
accord with the principles generally recognized as the
proper bases for the determination of ratings.

Exceptions to classification are made by individual
carriers or groups of carriers when in their judgment
a rule, description, or rating generally applicable is
not suitable for certain traffic, presenting conditions
perhaps not under consideration when adopted for
general use under the classification proper.

The Exceptions to the Classification are either pub-
lished in the tariff of which they are a part, or in a
separate publication, known in railroad vernacular as
the ‘‘Exception Sheet.”’

The Exception Sheet contains rules, ratings, and
specifications different from those published in the
Classification. 'When both the Classification and ex-
ception sheet are referred to in a tariff as governing
the rates published therein, the rules, ratings, and spe-
cifications in the exception sheet take precedence oyer
any contained in the Classification, except as may be
specifically stated.

Frequently tariffs are issued which contain only a
- few exceptions to the Classification and these excep-
tions are shown in the tariff itself. Often, however,
the exceptions to the Classification are so numerous
that the carrier publishes a separate tariff containing
its exceptions to the Classification.” In some of the
large agency tariffs it is stated on the title page that
the rates named therein are governed by a specified
classification” and by the exceptions fo this classifica-
tion of the individual carriers as listed. Therefore,
in determining rates applicable from a tariff contain-
ing a rule of this kind, it is necessary to consult the
exception sheet of the individual carrier over whose
line shipment is to be forwarded, provided it is listed
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in the tariff as having published an exception sheet.

The exception sheet may provide for a different
style of package, or it may authorize an estimated
weight for a package rather than actual weight, or it
may assign a commodity to a different class, generally
lower than that authorized in the Classification, or it
may provide for a different carload minimum weight,
but whatever is authorized must be strictly adhered to
in order to determine the rate applicable. However
the rules and regulations published in a tariff take
precedence over any conflicting rules and regulations
published in either the Classification or exception sheet
by which it is governed, unless otherwise specifically
stated. :

Classifications as well as exceptions are part of the
rate fabric subject to the jurisdiction of the Interstate
Commerce Commission; and in establishing rules, de-
scriptions, packing requirements, and ratings, the same
fundamental principles that underlie the constructior
of class and commodity rates are recognized.

Stare Crasstrrcations.—There are a few states that
publish classifications, which are used in place of the
Classification for the territory in which they are lo-
cated, but they apply only on traffic having origin,
. destination, and entire transportation within the State.
Some of these states have interesting and well con-
structed classification, but, in ascertaining ratings ap-
plying to interstate traffic, it is necessary only to con-
sult the Consolidated Classification or exceptions to
the Classification, if any.

CrassrrrcaTron ApyusTMENTS.—One of the most im-
portant duties of a traffic manager is to obtain reason-
able classification adjustments when the ratings in
effect appear to be inequitable. The method by which
these adjustments may be procured will be fully ex-
plained in a subsequent chapter treating of this subject.



Chapter VI
INTERPRET ATION OF CLASSIFICATION

Rules 1 to 10

COLLATERAL READING: In the Consolidated Classification—
Rules 1 to 10.

Kxow 1HE CrasstricaTioN.—One of the essential
qualifications for a traffic man is that he should thor-
oughly understand the Rules of the Consolidated Clas-
sification, particularly those rules which relate to the
commodities of the industry in which he is engaged.

It is also necessary that the Commodity Descrip-
tions and the Notes, as well as the Rules, should be
carefully studied in order to determine the correct
rating applying to articles transported. Some of these
Rules, Commodity Descriptions and Notes are quite
complex and are difficult to interpret; therefore, the
importance of this particular branch of study is
strongly emphasized; for, when correct knowledge of
the Classification is acquired, not only will errors and
consequent claims be avoided, but the lowest classifica-
tion rating will always be obtained.

InTERPRETING THE RULEs.—There is no better way
of acquiring correct knowledge of these Rules than to
actually handle shipments to which they apply, and so,
in this interpretation, when practicable, illustrations
of their application will be shown.

Rure1l. By or Laping Conprrions.—(a) This rule
provides that when property is transported subject to
the provisions of the Consolidated Classification the
acceptance and use of the Uniform Bill of Lading are
required. Under the Uniform Bill of Lading, the liabil-
-ity of the carrier is specifically limited below the liabil-
ity of the carrier under the common law and the Fed-
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eral and State statutes applicable thereto. The shipper
has the option of refusing to ship under the Uniform
Bill of Lading conditions and, by paying a rate ten per
cent higher, he may ship property at carrier’s risk as
defined by common law. By allowing this option to
shippers the carriers are permitted to limit their liabil-
ity, which they could not do otherwise.

(b) When the terms of the bill of lading contract
are modified, a notation to that effect is made on the
face of the bill of lading, which must be signed by the
agent of the carrier.

(e¢) As the Classification covers some movements
over routes which are partly rail and partly water or
over water lines entirely, the rule provides that the ma-
rine risk is not assumed unless the tariff so provides.

Ruie 2. Penavries For Farse REPRESENTATION.—
(a) This rule quotes in part Section 10 .of the Inter-
state Commerce Act, which prohibits false classifica-
tion, weighing, or any other device whereby the shipper
willfully attempts to defraud the carrier. The maxi-
mum penalty for a violation of this section upon con-
viction is a fine of $5,000 and two years’ imprisonment.

(b) It frequently occurs that merchandise is im-
“properly packed or described through carelessness or
negligence, and the carriers have inspectors whose
duties are to examine shipments to ascertain if they
are correctly described, and when found to be incor-
rectly described, corrections are issued and freight
charges are collected according to proper description,
shipper being promptly notified of the action taken.

To avoid liability of an infraction of these laws, it
is the duty of shippers to know the correct classifica-
tion descriptions of articles and the rules, and the de-
seriptions of articles in bills of lading should conform
to the classification descriptions.
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Ruie 3. Acceprance or FrergaT.—This rule pro-
vides against the acceptance of articles of extraordi-
nary value; such as, currency, valuable papers, jewelry,
ete. These should not be shipped by freight, but by
express transportation or registered mail.

Rure 4. UxpesmasLe FreicaT.~Under this rule,
carriers reserve the right to refuse certain freight,
which is liable to impregnate or otherwise damage
equipment or other freight, or they can accept such
freight at certain periods.

Rore 5. Freigar Must Bk v Seeciriep ForM.—
This rule provides that freight tendered for transpor-
tation must be in the form as specified in the separate
description of articles assigned to the various classes
in the Classification. Rules 40 and 41 contain definitions
of containers and elaborate specifications for the con-
struction of barrels, boxes, and other containers, so as
to comply with the specific regulations, and thereby -
afford a safe package for transportation by the car-
riers.

Section 3, of this rule, provides that when the con-
tainers and packing of articles do not conform to the
specifications and regulations prescribed in the sepa-
rate descriptions, or in Rule 40, and articles have been
received by carriers, the rating on the articles will be
one class higher than that provided in the description,
or in Rule 40.

Paragraph (d), of this rule, further provides that
when articles have been accepted by carriers in un-
authorized containers or shipping forms, the ratings
will be based on the same articles in anthorized con-
tainers or shipping forms, but this rule cannot be used
as a basis for determining rates in advance of ship-
ment. An explanation of the application of the rule is
then shown in detail.
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Examples:

1. Articles in crates would take one class higher
than in barrels or boxes, whichever is the higher.

To illustrate:

Radio Receiving Sets in boxes are rated one and
one-half times first class (114t1), less-than-car-
loads; therefore, if shipped in crates, rating
would be double first class (D1), or one class
higher. First class rate, New York to Chicago,
is 142¢, and for a shipment of this article,
packed in proper container, weighing 300
pounds, charges would be:

300 Ibs. @ 213¢ per 100 Ibs........... $6.39
If packed in crates:
300 Ibs. @ 284¢ per 100 Ibs........... $8.52

2. Articles forwarded in pails, kits, or tubs would
take two classes higher than in barrels or boxes, which-
ever is the higher.

To illustrate:

Dye Liquid or Paste in barrels is rated second
class, less-than-carloads. If forwarded in kits,
rating would be one and one-quarter times first
class (114tl1), or two classes higher. Second
class rate, New York to Chicago, is 12414¢, and
for a shipment of this article, in the proper con-
tainer, weighing 600 pounds, charges would be:

600 1bs. @ 124%¢ per 100 Ibs.......... $7.47
If shipped in kits:
600 Ibs. @ 177%2¢ per 100 1bs......... $10.65
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3. Articles forwarded loose would take three
classes higher than in barrels or boxes, whichever is
the higher. o

To illustrate:

Electric Meters in boxes are rated first class,
less-than-carloads. If forwarded loose, rating
would be double first class (D1), or three classes
higher. For a shipment of this article, packed
in proper containers, weighing 500 pounds, New
York to Chicago, freight charges would be:

500 lbs. @ 142¢ per 100 Ibs.......... $ 7.10
If shipped loose:
500 1bs. @ 284¢ per 100 Ibs.......... $14.20

Ruie 6. Markine.—(a) This rule provides that
less than carload freight must be marked ezactly as
consigned in the bill of lading, and gives details as to
the method of marking. While transportation com-
panies require their agents to compare the shipping
ticket with the marks on packages and to call upon the
shippers for correction, when a discrepancy between
the two is found, this does not relieve the shipper of
~ the responsibility of marking packages in accordance
with the shipping ticket. Improper marking is directly
responsible for the majority of stray packages.

(b) When a shipment is consigned ‘To Order”’ it
must be so marked, and it must be further marked with
an identifying symbol or number, which must be shawn
on the shipping order and on the bill of lading.

(¢) When second-hand cases or goods are reship-
ped, all old marks must be removed or obliterated.

(d) It is unnecessary to mark freight shipped in
carload quantities, but freight in excess of full cars
must be marked as required for less than carload
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freight, except when such excess is 20,000 pounds or
more. However, if a carload shipment is to be trans-
ported by water in part of its journey, each package
should bear distinguishing marks so that it may be
identified in case of separation from the remainder of
the shipment,.

(e) Allspecial marks and numbers must appear in
the bill of lading.

(f) It is also permissable to show such special
marks ag ‘“Glass,’”’ ““Keep Dry,”” ““This Side Up,”
‘¢Handle with Care,’’ etc.

Rure 7. ConsicyMENT oF FrErgaT.—This rule pro-
vides that the name of only one shipper, one consignee,
and one destination shall appear in the bill of lading,
unless the shipment is consigned to order of the shipper
or some other party; in which event the name of the
party to be notified upon arrival at destination may be
shown.

In any event, all this information, except the name
of shipper, which is shown on the bill of lading, must
be shown on packages when forwarded in less-than-
carload quantities. However, it is always advisable, in
forwarding a straight consignment, to have the name
and address of shipper marked on the packages.

This rule permits showing in bill of lading the
points at which shipments are to be stopped in transit
when such stoppage is authorized by the carrier’s
tariffs. !

‘When an ““Order?’’ bill of lading is lost or delayed
the property may be delivered upon receipt by the car-
rier’s agent of a certified check, or cash in lieu of check,
for an amount equal to one hundred and twenty-five per
cent of the invoice or value of the property, or at the
carrier’s option, upon a receipt of a bond for twice the
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amount of the invoice or value of the property, or the
carrier may accept a blanket bond. The latter arrange-
ment is often made by large receivers of ‘‘Order’’ ship-
ments in order to avoid delay in delivery, but the
surety, amount and form of the bond must be satisfac-
tory to the carrier. .

Ruie 8. Apvance Cmarces.—Under this Rule the
carriers must not pay the shippers, or their draymen
or warehousemen, any charges and carry those charges
forward on their billing to be collected from the con-
signee.

. Ruwe 9. SuErMests Nor Worta CHARGES.—When
in the judgment of the agent at point of shipment the
property would not at forced sale realize the charges,
a prepayment of the charges must be made or payment
guaranteed.

Ruie 10. Mxep Carroaps.—This Rule is very com-
plex and it is quite difficult to understand. Without
question a whole chapter could be written in explana-
tion of its different provisions.

Under Sections 1 and 2 of this rule, except as other-
wise provided, a number of different articles for which
carload ratings are provide may be forwarded in one
" car by one consignor to one consignee and destination,
if shipped at one time in a carload, at the carload rate
applicable to the highest classed article, and at the
highest carload minimum weight provided for any of
the articles.

Section 4 of this rule is an exception to Sections 1
and 2 and provides that, when the aggregate charge
upon the entire shipment is less on the basis of carload
rate and minimum carload weight for one or more of
the articles, and on actual weight at less-than-carload
rate for the other article or articles, the shipment will
be charged accordingly. This section, therefore, renders
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it permissible to load less-than-carload lots of different
classes with a carload lot under certain conditions with-
out penalizing the carload shipment.

To illustrate the application of Section 1 and Sec-
tion 4, the following examples are given:
Section 1:

A shipment from Philadelphia, Pa., to St. Louis,
Mo., consists of :
0.C.
Actonal Minimom  Rating
Weight CLWt. LCL—CL.

Linoleum in crates 18,000 1bs. 30,0001bs. 2 4
Rubber mats in

bales ....... 6,0001bs. 30,000Ibs. 2 R-26
RefrigeratorsS.U. 3,0001bs. 18,0001bs. 2 4

The second, Rule 26, and fourth class rates from
Philadelphia to St. Louis are 1391%¢, 87¢ and 75¢ re-
spectively, and shipment would be billed thus:

27,000 Ibs. as 30,000 Ibs. @ 87¢ per 100 Ibs.....$261.00
Section 4:

A shipment from Bridgeport, Conn., to Atlanta,
Ga., consists of :
S.C.
Actnal Minimum  Rating
Weight CLWt L.CL—CL.
Linoleum in crates 20,000 1bs. 30,000Ibs. 2 4
Carpet in bales... 4,0001bs. 20,000lbs. i 2
Printed Advertis-

ing Matter in
boxes ....... 3,0001bs. 24,000Ibs. 2 3

The first, second, third, and fourth class rates from
Bridgeport to Atlanta are 209¢, 178¢, 146¢, and 115¢,
respectively, and shipment would be billed thus:
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20,000 Ibs. as 30,000 Ibs. @ 115¢ per 100 Ibs.. . .$345.00
* 4,000 1bs. @ 209¢ per 100 Ibs.... 83.60
3,000 Ibs. @ 178¢ per 100 lbs.... 53.40

Total. ..$482.00

If the charges on this shipment were based on the
provisions of Section 1 they woud be as follows:

The highest carload rating is second class, and the
highest minimum weight is 30,000 pounds, therefore
the shipment would be billed:

27,000 Ibs. as 30,000 Ibs. @ 178¢ per 100 Ibs....$534.00

It will be observed that the aggregate charge on this
shipment would be in accordance with the provisions
of Section 4 because the application of that Section
makes a lower charge.

If the charges on the shipment illustrating the ap-
plication of the provisions of Section 1 were based on
the provisions of Section 4, they would be as follows:

18,000 Ibs. as 30,000 Ibs. @ 75 ¢ per 100 Ibs.. .$225.00
6,000 Ibs. @ 139%4¢ per 100 Ibs... 83.70
3,000 Ibs. @ 139%4¢ per 100 Ibs... 41.85

Total. .$350.55

It will be observed that the correct charge on this
shipment is in accordance with the provisions of Sec-
tion 1 because the application of that Section makes-a
lower charge.

Section 3 of this rule provides that when the aggre-
gate charge upon the entire shipment is made lower
by considering the articles as if they were divided into
two or more separate carloads the shipment will be
charged accordingly, as follows:

(a) Under the Official Classification, the charges
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on each separate carload will be based upon, the carload
rate applicable to the highest classed article therein
and the carload minimum weight for each separate car-
load will be the highest provided for any articles in
such separate carload.

(b) Under the Southern and Western Classifica-
tions, the same provisions apply, except if one of the
carloads- is subject to a commodity rate the carload
minimum weight applicable to that rate will apply on
such carload.

An illustration of paragraph (a) is as follows:

A shipment from New York City to Rockford, IIL.,
consists of:
0.C.
Actual Minimum  Rating
Weight CL.Wt. L.CL—CL.
300 bxs. Canned .
Tomatoes ... 21,000 1bs. 36,0001bs. R-26 5
150 bxs. Ground

Spices ...... 15,500 1bs. 30,0001bs. 2 4
100 bxs. Baking

Powder ..... 14,000 Ibs. 36,0001bs. 3 5
100 bxs. Cocoa in

cans ........ 13,0001bs. 30,0001bs. 3 4

The second, third, Rule 26, fourth and fifth class
rates from New York City to Rockford are 13914¢, 106¢,
85¢, 74¢, and 6314¢, respectively, and shipment would
be billed thus:

35,000 1bs. as 36,000 lbs. @ 63%%¢ per 100 lbs.. . .$228.60
28,500 Ibs. as 30,000 Ibs. @ 74 ¢ per 100 1bs.... 222.00
Total. . .$450.60

If these consignments were forwarded as individual
shipments on separate bills of lading, charges would
be:
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-« 21,0001bs. @ 85 ¢ per 100 Ibs...$178.50
15,500 Ibs. @ 139%%¢ per 100 Ibs... 216.23
14,000 Ibs. @ 106 ¢ per 100 Ibs... 148.40
13,000 Ibs. @ 106 ¢ per 100 Ibs... 137.80

Total. .$680.93

If the shipment was billed at the total actual weight
at the carload rate for the highest classed article, as
provided in Section 1, charges would be:

‘ 63,500 1bs. @ T4¢ per 100 Ibs.....$469.90
An ijllustration of paragraph (b) is as follows:

A shipment from Baltimore, Md., to Tulsa, Okla-
homa, consists of:
W.C.
Actual Minimum  Rating
.. ~Weight. . CL.Wt. L.CL~—CUL.
100 bxs. Electric ;

Fans.....:.c 20,0001bs, 30,0001bs. 1 A
50 bxs. Roasted e
Ground Coffee 4,0001bs. 30,0001bs. 4 5
20 bbls. Grape . - - ’
Juice ...... . - 9,000]bs. 36,0001bs. 2 5
- 500 bxs. Canned
Vegetables .. 32,0001Ibs. 36,0001bs. 4 5

The first, second, fourth, Class A and fifth class
rates from Baltimore fo Tulsa are 285¢, 242¢, 157¢,
128¢, and 114¢, respectively, but a commodity rate of
100¢ per 100 pounds, minimum carload weight 36,000
pounds, applies to the Canned Vegetables, so charges
would be:

33,000 1bs. as 36,000 lbs. @ 128¢ per 100 Ibs....$460.80
32,000 Ibs. as 36,000 lbs. @ 100¢ per 100 Ibs.... 360.00

Total. . .$820.80
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If these consignments were forwarded as individual
shipments on separate bills of lading, charges would be:

20,000 Ibs. as 30,000 Ibs. @ 128¢ per 100 Ibs...$ 384.00
4,000 Ibs. @ 157¢ per 100 lbs... 62.80
9,000 Ibs. @ 242¢ per 100 Ibs... 217.80
32,000 Ibs. as 36,000 Ibs. @ 100¢ per 100 Ibs... 360.00

Total. .$1024.60

If the shipment was billed at the fotal actual weight
at the carload rate for the highest classed article, as
provided in Section 1, charges would be:

65,000 Ibs. @ 128¢ per 100 Ibs.. ..$832.00°



Chapter VII
INTERPRETATION OF CLASSIFICATION

Rules 11 to 24 .

COLLATERAL READING: 1In the Consolidated Classification—
Rules 11 to 24,

Stupy THE CrassiFicarioN.—This chapter is a con-
tinuation of the interpretation of the Classification
Rules. Again we would emphasize the importance of a
comprehensive understanding of these rules; for this
knowledge is not only requisite for intelligent shipping,
but it is also the principal element in building a firm
foundation for advance study.

Rure 11. WeierTts.—Under this rule, the principle
is provided that charges shall be computed on gross
weights, except where estimated weights are author-
ized. When estimated weights are authorized they must
be used regardless of actual weights, but where ship-
ments are forwarded in carloads the established car-
load minimum weights must be observed.

Rure 12. How CHarces Are Assessep.—The pro-
visions of this rule are subject to the minimum charges
" provided in Rule 13.

(a) Under this rule, it is provided that single less-
than-carload shipments of one class, or single less-
than-carload shipments of two or more classes, when
each class is in a separate package, shall be charged at
actual or authorized estimated weight, and at the rating
applicable to each class.

(b) This rule further provides that a package con-
taining articles of more than one class shall be charged
at the rating for the highest classed article contained
in the package, and on shipments subject to carload
rating the highest carload minimum weight will apply.

74
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Example of application of paragraph (a).

A single shipment from Baltimore, Md., to Chicago,
I1l,, consists of three packages, weighing 40 pounds, 60
pounds, and 300 pounds, respectively, containing ar-
ticles subject to ratings of first, second, and fourth
classes, respectively.

The first, second, and fourth class rates are 134¢,
1161%¢, and 63¢. Freight bill would read as follows:

40 Ibs. @ 134 ¢ per 100 Ibs....$ 54
60 Ibs. @ 1161%¢ per 100 lbs.... .70
300 1bs. @ 63 ¢ per 100 Ibs.... 1.89

Total....$3.13
Examples of application of paragraph (b).

If the articles contained in the shipment described
in paragraph (a) were packed in one case, the first
class rate would apply, and freight bill would read:

400 Ibs. @ 134¢ per 100 Ibs.....$5.36

In making out the bill of lading, only the highest
rated article would be specified, followed by the nota-
tion ‘‘and other articles classified lower.”’

If a single shipment consisted of packages contain-
ing articles subject to different carload ratings, and
the aggregate weight was 15,000 pounds, the carload
rating for the highest classed article being second class,
and the highest carload minimum weight for any ar-
ticle being 20,000 pounds, using the Baltimore to
Chicago second class rate, shipment would be charged:

15,000 Ibs. as 20,000 1bs. @ 116%%¢. .. .$233.00

In making out the bill of lading, one of the articles
taking the highest rating, and one of the articles taking
the highest carload minimum weight, must be specified,
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followed by the notation ‘‘and other articles classified
the same or lower.”’

Rure 13. Mmzxmmum CrHarcE.—Unless otherwise
provided.

(a) TUnder this rule, the minimum charge for a
single shipment of less-than-carload freight from one
consignor to one consignee on one bill of lading shall
be 100 pounds at the class or commodxty rate applic-

able thereto, except,

(b) If classified higher than first class, the mini-
mum charge shall be for 100 pounds at first class.

(c) If the shipment contains articles of two or
more classes, and no article is classified higher than
first class, minimum charge shall be for 100 pounds at
the rate applicable to the highest rated article, except
if any one article is classified higher than first class,
the minimum charge shall be for 100 pounds at the first
class rate.

(d) In no case, however, shall the charge on a
single shipment be less than fifty cents. When a less-
than-carload shipment moves under a rate made by a
combination of separately established rates, whether
each component is governed by the same or different
Classifications; i.e.,, by Official, Southern, or Western
Classification, the minimum charge of fifty cents will
apply to the continuous through movement and not to
each of the factors.

In Section 2 of this rule, it is provided that the
minimum charge for carload shipments shall be fifteen
dollars ($15. 00) per car, but this rule does not apply to
sw1tch1ng service, nor to certam articles specifically
named in this section.

The following examples demonstrate the application
of this rule. The first, second, and third class rates,
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New York City to Chicago, are 142¢, 12414¢, and 94144,
respectively, which rates will be used in the examples
given below.

(a) A shipment, weighing 60 pounds and rated at
first class, would be charged:

60 Ibs. as 100 Ibs. @ 142¢ per 100 1bs.....$1.42.

(b) A shipment, weighing 60 pounds and rated
one and ont-half times first class (114tl), would be
charged in like manner; i.e,,

60 1bs. as 100 1bs. @ 142¢ per 100 1bs.....$1.42,
because one and one-half times 142¢ are 213¢, and
60 1bs. @ 213¢ per 100 Ibs.....$1.28,
which amount is less than the minimum charge.

A shipment of like weight, rated at two and one-

half times first class (214t1), would be charged at actual

weight at this rating, because two and one-half times
142¢ are 355¢, and

60 1bs. @ 355¢ per 100 1bs.....$2.13,
which amount is greater than the minimum charge.
(¢) A shipment, consisting of two packages, weigh-
ing 40 pounds and 50 pounds, respectively, rated at
second and third class, respectively, would be charged
as follows:
90 Ibs. as 100 Ibs. @ 124%%¢ per 100 1bs.....$1.25,

because .
40 Ibs. @ 1241%4¢ per 100 Ibs.....$ .50
50 1bs. @ 94%%¢ per 100 1bs..... .47

Total....$ .97,
which amount is less than the minimum charge.
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(d) A shipment, weighing 50 pounds and rated at
third class, would be charged:

50 Ibs. for.............$ .50, because
50 1bs. @ 94Y¢ per 100 lbs.....$ 47,

which amount is less than the minimum charge of fifty
cents. . .

Ruiz 14. Carvoap Rates.—(a) This rule provides
that, in order to entitle a shipment delivered at the rail-
- road station to the carload rate, it must be shipped by
one consignor, on one bill of lading; the entire ship-
ment must be delivered on the same day, and shipped
to one consignee, at one destination. However, it must
be borne in. mind that, when carload shipments are
loaded by shippers on or into cars placed on team
tracks or private sidings, in accordance with the de-
murrage rules, 48 hours are allowed for the completion
of the loading.

(b) The minimum carload weight provided is the
lowest weight on which the carload rating or rate will

apply.

Ruwe 15. Cmaxrces ror L. C. L. SarpMENTS.—(8)

This rule provides that the charge for a less-than-car-

. load shipment must notf exceed the charge for a mini-

mum carload of the same freight at the carload rate;

and, if the car is loaded to its full capacity the charge

must not exceed the charge for the actual weight as a
less-than-carload shipment.

(b) If a shipment offered as less-than-carload
freight is loaded by carriers and is found to be subject
to the carload rate, a charge of 214¢ per 100 pounds
at actual weight will be made for loading, and if the
carrier unloads the car, a like charge of 21%¢ per 100
pounds at actnal weight will be made, unless carrier’s
tariffs provide that the cost of loading and unloading
is included in the carload rate.
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(¢) If a shipper loads a car with insufficient weight
for the car to go forward as a carload shipment, and
if the carrier forwards the car without loading any
other freight therein, the shipper will be compelled to
pay charges based on the minimum carload weight for
the freight thus shipped.

Rore 17. Axrticues Nor Seecrricany Provibep
For—The Classification does not provide for all ar-
ticles of commerce, so under this rule articles not spe-
cifically provided for, which cannot be covered by the
N.OIB.N. (meaning ‘‘not otherwise indexed by
name’*) description, may be rated at the classification
for analogous articles.

Rore 18. ComBrNatioN ArTIcLES—When combina-
tion articles, such as a combination Ironing Board,
etc., are not specifically classified, they will be charged
at the rating for the highest classed article of the com-
bination, and on shipments subject to carload rating
the minimum weight will be that provided for the
article taking the highest rating.

Rure 19. KNockep Doww ArticLes—This rule pro-
vides that, in order to obtain the ratings for K.D. ar-
ticles (meaning ‘‘knocked down’’) they must be taken
apart in such a manner as fo reduce materially the
space occupied.

Ruiz 20. Parts or Prces CoxsTITUTING A COMPLETE
AgrTticLE—This rule provides that an article of several
pieces (like an Extension Table, with the table leaves
in a separate crate), on one bill of lading, will be
charged at the rating provided for the complete article.

Rowre 21. Nestep—(a) Under the term ““nested,”’
three or more different sizes of an article for which
the nested specification is provided, must be enclosed,
each smaller within each next larger article; or three
or more of the articles, for which a *“nested’’ specifica-
tion is provided, must be placed one within the other
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so that each upper article will not project above the
next lower article more than one-third of its height.

(b) If articles of different name or material are
nested, whether grouped in one description or shown
separately, the nested ratings are not applicable.

Ruie 23. Carroaps Deriverep To More THAN ONE
ConsieNee—If the owner requests that a carload ship-
ment be delivered to more than one consignee, a less-
than-carload rate will be applied on the entire ship-
ment,

Ruie 24. Frereat 1v ExcEess or Forn CasLoaps.—
When a shipment, the anthorized minimum weight for
which is 30,000 lbs. or more, is forwarded in compli-
ance with Rule 14, each car, except the one carrying the
excess, must be loaded as heavily as loading conditions
will permit; and each car so loaded will be charged at
the actual or estimated weight, subject to the estab-
lished minimum carload weight and at the carload rat-
ing applicable.

(a) If the excess over the quantity loaded in a
closed car is loaded in another closed car, it shall be
charged at the actual or authorized estimated weight,
on the basis of the carload rating applicable on the
- entire shipment.

(b) If the excess over the quantity loaded on an
open car is loaded on another open car, it shall be
charged at the actual or authorized estimated weight,
on the basis of the carload rating applicable on the en-
tire shipment, subject to a minmum charge of 4,000 Ibs.
at first class rate.

(¢) The freight in excess of full cars must be

marked as required for less-than-carload freight, in
accordance with Rule 6.

(d) Section 7 of this rule contains a number of
exceptions to the application to the rule and it does not
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apply when specified items in the Classification provide
otherwise; nor is it applicable to freight, the authorized
recognized minimum carload weight for which is less
than 30,000 Ibs.; nor on freight, the minimum carload
weights for which are subject to Rule 34, nor on freight
subject to Rule 29.

Nlustrations are as follows:

1. A shipment of 40,000 lbs., consisting of a com-
modity entitled to a minimum carload weight of 30,000
Ibs., is loaded in two cars; 30,000 Ibs. being loaded in a
closed car and 10,000 Ibs. being loaded in another closed
car. The 10,000 Ibs. would be charged at the actumal
weight and carload rate applicable.

2. A shipment of 49,000 lbs., consisting of a com-
modity entitled to a carload minimum weight of 40,000
Ibs., is loaded on two open cars; 41,000 1bs. being loaded
on one open car, and 8,000 on another open car. In this
illustration we will assume the commodity is entitled
to the fifth class rate and will use the fifth class rate,
New York to Chicago. The shipment, as described,
would be billed as follows:

41,000 Ibs. @ 56%%¢ per 100 Ibs.............. $231.65

8,000 Ibs. as 4,000 Ibs., 1st class,
@$142per1001bs.......covveviinnnnnn.. 56.80
Total........ $288.45

If the excess freight at the carload rate amounted to
more than the minimum charge of 4,000 1bs. at first
class rate, the excess would be charged for on the basis
of actual weight at the carload rate. For example, if
shipment weighed 52,000 Ibs. and 11,000 lbs. excess was
loaded on fo the second car, the entire lot would be
billed at the carload rate because

11,000 Ibs. @ 561%¢ per 100 Ibs. = $62.15

and exceeds the minimum charge of $56.80.
[ ]



Chapter VIII
INTERPRETATION OF CLASSIFICATION
Rules 27 to 44

COLLATERAL READING: 1In the Consolidated Classification—
ll;ules 27 to 44; in the Freight Trafic Red Book—Dunnage and
racing.

Apeprness Acquirep.—This chapter concludes the
interpretation of the Classification Rules, but the Prob-
lem Sheets relating to subsequent chapters will contain
many problems which, in order to determine the cor-
rect solutions, an extensive knowledge of these rules
will be required.

In that part of the course, treating of Tariff Inter-
pretation and Claims, constant consultation of the Clas-
sification will be necessary. The correct interpretation
of the complex ratings and commodity descriptions,
some of which are not easily understood, will be given
by examples demonstrating their application, thereby
enabling students to acquire adeptness in securing the
lowest possible ratmgs and thus effect shipping
economy.

RuwE 27. Loapina AND UNLOADING Carroap FrEIGHT.
—(a) Under this rule, owners are required to load
and unload carload freight, except where this is not
practicable, as in the case of some cities where freight
is received over platfroms and loaded by the carriers.

(b) 'When less-than-carload shipments, on account
of their weight or bulk, cannot be handled by regular
station employes, or where the carriers’ facilities for
handling are not sufficient, such frelght must be loaded
or unloaded by the owners.

(¢) The carriers’ rules regulating safe loading
and protection of equipment must be observed. Lading

82
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must be securely blocked or braced and when in en-
closed cars must be away from car doors. The weight
of lading must be approximately equal on each side of
the car.

(d) When articles are loaded on open cars, small
detachable parts must be removed and placed in
- wooden boxes or secured with the article. Boxes must
be encircled at ends with iron straps and securely at-
tached to the article or to the floor of the ear. Such
boxes must be specified in bill of lading.

Rure 29. Carvroap SaremexTs Reqummine Two or
Mozre Cars.—This rule provides that when a carload
shipment, on account of length of the articles, requires
two or more open cars, the weight to be charged for
the series is determined as follows:

The rates used in the examples illustrating the pro-
visions of this Rule are the New York City to Chicago
first, second, third, and fifth class rates; namely, 142¢,
1241%¢, 9414¢, and 561%¢, respectively.

(a) If the articles constitnting the shipment are
subject to Rule 34, to the minimum weight of the long-
est car add for each additional car either 24,000 pounds
or the minimum weight prescribed for such additional
car, if it is lower.

Example:

A shipment consists of articles which, on account of
length, are loaded on two open cars, total weight 22,000
pounds, the first car being 38 feet long and the second
36 feet, rated third class, carload minimum weight
12,000 pounds, subject to Rule 34. Under the provisions
of Rule 34, the minimum weight for the longer car is
12,720 pounds and the minimum weight for the second
car is 12,000 pounds. Therefore, shipment wonld be
charged:

22,000 1bs. as 24,720 1bs. @ 94%¢ per 100 Ibs.. .$233.42
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(b) If the articles constituting shipment are not
subject to Rule 34, to the minimum weight provided
for one car add 24,000 pounds for each additional car.

Example:

A shipment consists of articles which, on account of
length, are loaded on three cars, total weight 66,000
pounds, rated fifth class, carload minimum weight
36,000 pounds. In accordance with this Rule, shipment
would be charged:

66,000 Ibs. as 84,000 Ibs. @ 56%¢ per 100 Ibs.. .$474.60

No series may consist of more than four cars. If
more than four cars are used, the additional car or cars
will be considered as a new series.

Section 2 provides that when a less-than-carload
shipment requires, on account of length, more than one
car, actual weight will be charged at authorized rating,
but not less than 7,500 pounds at first class rate for
each car used.

Example:

A shlpment consists of articles which, on account of
length, requires two.cars, total weight 8,000 pounds,
. rated third class. In accordance with this section, ship-
ment would be charged:

8,000 1bs. as 15,000 1bs. @ 142¢ per 100 Ibs.. ..$213.00
In Section 3, it is provided that

(a) Unless otherwise provided in separate de-
scription of articles, a shipment containing articles, the
spatial dimensions of which do not permit loading
through the side doorway of a closed car not more than
36 feet long, without the use of end door or window,
shall be charged at actual weight at authorized ratings,
subject to a minimum charge of 4,000 pounds at first
class rate for the entire shipment.
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Example:

A shipment contains an article of such spatial di-
mensions that it cannot be loaded through the side
doorway of a 36 foot closed car, without use of end
door, total weight of shipment 4,500 pounds, less-than-
carload rating second class. Therefore, shlpment would
be charged:

4,500 1bs. as 4,000 Ibs. @ 142¢ per 100 Ibs.. .. .$56.80
because on the basis of actual weight charges would be:
4,500 Ibs. @ 1243%¢ per 100 1bs.. .. .$56.03,

which amount is less than the minimum charge.

(b) TUnder the provision of this paragraph, unless
a lower rate is provided, a shipment which contains an
article exceeding 22 feet, but not exceeding 34 feet in
length, and not exceeding 12 inches in diamefer or
other dimension, will be charged at actual weight at
authorized rating, subject to a minimum charge of 1,000
pounds at the first class rate for the entire shipment:

Example:

A sh1pment contains an article 25 feet long and 6
inches in diameter, total weight 1,080 pounds, rated
second class. Therefore, shipment would be charged:

1,080 1bs. as 1,000 lbs. @ 142¢ per 100 Ibs.....$14.20
because on the basis of actual weight charges would be:
1,080 lbs. @ 124%%¢ per 100 Ibs.....$13.45,

which -amount is less than the minimum charge.

Rure 30. Temrorary Brocring, Erc.—This rule
provides that temporary blocking, racks, supports,
dunnage, etc., used to protect and make freight secure
for shlpment must be furnished and installed by ship-
per and at his expense.

No allowance is made for dunnage, ete., except when
required for safe transportation of freight loaded on
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open cars. The maximum allowance is 500 pounds per -
car, and in no case will less than the established mini-

mum carload weight be charged. Shippers must specify

on the shipping order the weight of the material used

in order to secure the weight allowance.

No weight allowance is made on dunnage, etc., used
by shippers for part carloads in excess of full carloads.

In the Freight Traffic Red Book, under the caption
“Dunnage and Bracing,’’ appears an instructive trea-
tise, which students are requested to carefully read in
order that they may acquire a comprehensive under-
standing of this subject.

Rure 31. RerriceEraTioN AND HEATER SERVICE.—
This rule provides that carload rates do not include
expense for refrigeration unless otherwise provided.
Charges for refrigeration and conditions for furnishing
heater service, etc., will be found in carriers’ Special
Service tariffs.

Rure 34. MiviMmum Carroap WereHTS.—This rule
provides that, in ordering a car, the shipper must
specify the dimensions of the car desired. If this is not
done and freight is loaded in a car of greater dimen-
sions than required for the transportation of the par-
~ ticular commodity, the minimum weight for the car
used will be charged.

In the list of commodities, the minimum carload
weights for many articles are shown as ‘‘Subject to
Rule 34.”” This means that the articles are entitled to
the minimum weight stated, provided they are loaded
in a car not over 36 feet 6 inches in length, or provided
the shipper has ordered a car not to exceed these di-

mensions.
L

The following is an illustration:
Hand Cultivators, loose or in packages, are entitled
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to a carload minimum weight of 24,000 1bs., subject to
Rule 34. This means that if the shipper ordered a car
not over 36 feet 6 inches in length, this minimum weight
of 24,000 Ibs. would apply on the shipment, even though
the carrier furnished a car of greater dimensions. If
the shipper did not specify that he desired a car of di-
mensions not exceeding 36 feet 6 inches, and the carrier
furnished a car of greater dimensions, the shlpper
would be compelled to pay charges based on the mini-
mum weight of the car farnished : For example, assume
that the car furnished was a 38 foot car, then the car-
load minimum weight would be increased to 25,440
pounds.

Carrier has six days to comply with shipper’s order,
and if within that time he is unable to furnish a car of
the desired length and furnishes a longer car, the mini-
mum weight will be that fixed for the car ordered, ex-
cept if the car used is loaded to its capacity, the mini-
mum weight will be that fixed for that car, or

If carrier furnishes two cars in place of the one
ordered, if of different lengths and subject to different
minimum weights when loaded singly, charge will be at
the minimum weight for the longer car and at actual
weight for the other car at the carload rate, but the
weight charged will not be less than the minimum
weight fixed for the car ordered.

Section 6 (a) contains a table showing minimum
weights applicable on articles made subject to Rule 34
when loaded in cars of greater length than 36 feet 6
inches.

(b) This is an important paragraph and it may
require explanation. The base weight is the carload
minimum weight fixed in the description of an article
subject to Rule 34 that entitles it to the application of
the carload rate. Some articles, subject to this Rule,
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are given base weights which are not shown in the table
referred to in paragraph (a), and to determine the
minimum weight that would apply in such cases, the
table shown in this paragraph must be used: For ex-
ample, assume the minimum carload weight for a com-
modity is 40,000 lbs., subject to Rule 34, and it is loaded
in a car 42 feet long, the minimum weight for the car
used would be determined thus:

122% of 40,000 Ibs. = 58,800 Ibs.,

which would be the minimum weight fixed for the car
used.

Ruie 35. Tank Cars.—This Rule relates to tank
cars, and although ratings are provided for freight in
tank cars, carriers are not obligated to furnish them.

Important provisions of this rule are: (a) The
carload minimum weight of shipments in tank cars is
the shell gallonage capacity of, the tank, but the mini-
mum weight shall not be less than 26,000 pounds for
cars constructed since 1927. (b) Cars must not be
overloaded, and if the freight is of such weight per
gallon that a full tank load would exceed the weight
carrying capacity of the car, then the weight carrying
_capacity will be considered the carload minimum

weight. (¢) If the lading extends into the dome of the
tank, the weight of the quantity in the dome must be
added to the weight computed on the shell gallonage
capacity, and the fotal of these weights must be fur-
nished by the shipper.

Ruie 36. Disposition or Fractions 1n CoMPUTING
Rates—In computing rates based on a multiple or
proportion of another rate, unless otherwise provided
. in a tariff, fractions of less than 14 are dropped and
fractions of 34 or greater are increased to the next
whole figure, thereby permitting only the use of the
fraction 4. , T
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For example: The first class rate, New. York to
Cincinnati, Ohio, is $1.23%, and 114 times this rate is
. $1.85%4 ; but in accordance with this rule the rate asses-
sed would be $1.85%%.

Ruwe 37. Swircming, DEMURRAGE, ETc.—This rule
provides that rates shown in tariffs governed by this
Classification are subject, at points of origin and des-
tination, to the rules, regulations and charges covering
demurrage, storage, switching, and other terminal
privileges, etc., contained in tariffs on file with the In-
terstate Commerce Commision.

Ruiz 38. Arprication oF ComMmoniTy Rares.—This
rule provides that when a commodity rate is estab-
lished it removes the application of the class rates to
and from the same points on that commodity, except
when the tariff provides for the alternative use of class
and commodity rates when one makes a lower charge.

RuwEs 40 anp 41, SpecrFicaTroNs FoR CONTAINERS.—
These rules contain specifications as to the construe-
tion of containers, which must be complied with in
order to obtain the lowest ratings applicable to com-
modities. A careful study of these rules should be
made, because the shipper should be thoroughly famil-
iar with the requirements and specifications contained
therein in order that he may obtain the lowest classifi-
cation rating on his shipment. A full understanding of
not only these rules, but of all the rules of the classifi-
cation is one of the most valnable qualifications of a
traffic manager.

Ruie 4. Fourra Section DEPaRTURES.—This rule
provides that whenever it is brought to the attention
of carriers parties to this publication that classification
changes have caused a higher rate or charge for a
shorter than for a longer haul over the same route in
the same direction, the shorter being included in the



90 INTERPRETATION OF Cmssmcuron

longer, such changes will be corrected on one day’s*
notice to the Commission and public by reducing such
higher rate or charge to the rate or charge on like
traffic for-the longer haul, or by reducing a through
rate or charge which is higher than the aggregate of
the intermediate rates or charges subject to the Inter-
state Commerce Act to the amount of such aggregate
intermediate rates or charges, and carriers further
agree that on all shipments on which such higher-tates
or charges are collected, in situations not authorized,.
application will be made promptly to the Interstate
Commerce Commission for authority to make repara-
tion.



, Chapter IX
. 'FREIGHT CARS — WEIGHING
COLLATERAL READING: In ‘the Freight Trafic Red Book—

Traffic Abbreviations; Traffic Glossary; Private Car Service; Car
Mileage Allowance; Weights and Weighing,

. Section 1
Suiting the Car to the Commodity

Varrermes or Cass.—There are tens of thousands of
different commodities transported by freight from
pace to place in our country. The great bulk of this
freight is carried in the regular cars which. each rail-
road has standardized for itself; such as, box cars,
flat cars, gondola cars, stock cars, coal cars, and other
types of special cars. -

‘PrrvaTe Cars—In the early sixties, there developed
a need for special cars fo transport certain kinds of
freight. The railroads could not, or would not, build
these cars; so they were built by individuals or com-
panies for their private use. The beef packers, the coal
operators, and the oil companies soon established their
own lines of special cars—private cars, as they are
called. These cars are now known as refrigerator,
heater, tank, live poultry, stock, coal, and palace horse
cars. Other types of private cars will undoubtedly be
devised as new kinds of freight are developed. Since
the introduction of private cars as a means of railroad
transportation, the building of such cars has increased
quite rapidly, there being at the present time over
300,000 in operation.

Mmrace Arrowances.—The owners of private cars
receive from the carriers a mileage allowance for the
distance car travels both loaded and empty; that is, the

91
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loaded car is hauled fo destination and, when unloaded,
the carrier must return the car to shipper, the mileage
allowance applying on both movements. Mileage Allow-
ances vary from six mills per mile to two cents per mile,
different allowances being made on the various types
of cars, and these allowances are published in a Mile-
age Tariff,

EquarizaTion oF MLEAGE ALLowANCES.—Under the
tariff rules it is necessary that all empty mileage al-
lowances earned by movement of cars be equalized with
loaded mileage allowances within a certain specified
period; that is, if the empty mileage allowances paid
by carriers exceed the loaded mileage allowances, the
amount of such excess payments must be refunded to
carriers by owners.

Lieasep Private Cars.—When owners of private cars
lease them to others, the lessees must have their names
stencilled or otherwise placed on cars, and they, then,
obtain the allowances and benefits accorded to car
owners unless otherwise specifically provided in the
terms of the lease.

Tuae IncrEase In Car Sizes.—All freight is trans-
ported in bulk, in packages, or in special containers.
The weight of shipments in a single car has been in-
creased in accordance with the carrying capacity of the
car. This increase has been very noticeable in the past
45 years. In 1875 the normal car capacity was 20,000
pounds, but now few cars of less than 60,000 pounds
capacity are used, and many have a capacity of 80,000
pounds. Steel cars for special coal and ore traffic, with
a capacity of 100,000 to 120,000 pounds, are also gen-
erally used. The size of packages carried on or in flat
cars has also been increased, but the dimensions can-
not exceed certain limits set by tunnels, bridges, and
othér physical restrictions.
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Rawway EquremenT REcistER.—The Official Rail-
way Equipment Register is a publication issned by the
United States, Canadian and Mexican Railroads,
through an authorized agent. It is published monthly
and shows by car numbers, the marked capacity, length,
dimensions and cubical capacity of freight cars used to
transport freight. This tariff shows the various kinds
of cars of the different railroads and gives also the in-
side measurements, width of doors, both side and end,
for all box cars.

How 10 OrpER SurtasLe Cars.—When ordering cars
shippers should consult the Railway Equipment Regis-
ter and selection should be governed by the nature of
the commodity. Certain commodities require protection
from heat or cold and are forwarded in special cars
built for that purpose. Other commodities, for the pur-
pose of protection, are loaded in box cars rendered
rain and snow proof, and under lock or seal. Some com-
modities are light and bulky and require large cars;
some are loaded in bulk; some are loaded in open cars,
because they are not affected by weather conditions, or
the danger of pilfering, or because they are too heavy
or are of too great dimensions to be loaded in box cars.

Some articles are of such length as to require two
or more open cars {o transport them. Cars used in this
way are illustrated on page 95, and are defined as fol-
lows:

1. When two cars are used to transport a com-
modity which is too long to be loaded on one car, the
weight being equally divided between them, they are
termed ‘‘twin’’ cars.

2. When a commodity is too long to be loaded on
one car and requires two or more cars, those used are
termed a ‘‘series.”’ No series can exceed four cars.
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3. Empty cars aré frequently used for protection
of a commodity too long to be loaded on one or two
cars, and are coupled either before or after the loaded
car, or between two loaded cars. The empty cars so
used are termed ‘‘idlers."’

. Section 2
Weights and Weighing

_ DerFinrrions or 'WEergHTS.—There are a number of
different weight terms used in traffic, the most impor-
tant being as follows:

Gross Wrrenr: The weight of a car and its con-
tents, or the weight of a container and its contents.

Tare WereaT: The weight of an empty car or of an
empty container.

Ner WereaT: The weight of the contents of car or
container.

Estrvatep WeicHT: The weight prescribed in tar-
"iffs for commodities shipped in specified containers or
'in a specified mannper.

. Aceeep WeiGHT: The weight prescribed by agree-

ment between Carrier and Shipper, for the acceptance
of commodities shipped in specified containers or in a
specified manner.

Mivimom WerenT: The least weight on which car-
riers will apply a rate or will compute the charges.

Licar WercaT: The weight of an empty car.

WeieaT Capacrry: The weight carrying capacity of
a car.

The Light Weight and Weight Capacity of a car
are usnally stencilled thereon.



—"

“TWIN"” CARS, “SERIES” CARS, AND AN “IDLER” CABR IN SERIES.
SEE PAGE 93, FOR DESORIPTION.

DNIHOTEA\ ANV STHOIZM

c6



96 Frerear Cars—WEIGHING

Frerear CHARGES BasEp on WeicET.—Weight is
usually the basis for computing freight charges and is
used in accordance with the provisions of the tariff.

Accuracy of weight is as important as accuracy of
rates. Consequently, it is essential for a shipper to be
familiar with the rules and practices of weighing
freight.

‘WeigHING OF Cars.—Carload freight should be
weighed at the point of shipment, but if scales are not
available there the weighing should be performed on
the nearest scales. The scales on which cars are weighed
should be tested, and the weighing should be done in
accordance with the rules of the carriers.

When track scales are used, weighing must be done
under the supervision of the carriers represented, or
under authorized weight agreement. L

Cars may be weighed at rest or in motion, but they
should be uncoupled at both ends. When twin cars are
used, they may be weighed coupled, either at rest or in
motion, on scales designed for this purpose.

Less-than-carload freight should be weighed before
shipment, if possible, and the -weight noted on bill of
. lading. If shippers have no scales, they should en-
deavor, as far as practicable, to have carriers note the
weight on bill of lading.

If tariffs provide for the acceptance of an estimated
weight for a particular commodity, shipped in specified
containers or in a specified manner, either carload or
less-than-carload, weighing is unnecessary, but the esti-
mated weight should be shown on bill of lading.

Re-WeierING.—Carload freight is re-weighed when
the carrier believes that it is necessary to test the ac-
curacy of previous weights. It is also re-weighed by
request of consignee or consignor when doubt exists as
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to the accuracy of the billed weight, subject to charges
provided in tariffs; but no charge will be assessed by
the carrier if the ascertained weight shows a discrep-
ancy greater than the Tolerance.

Less-than-carload freight will be re-weighed at de-
livering stations when consignees dispute the accuracy
of the billed weight, usually without charge even
though the billed weight is found {o be correct.

ToLeranCcE.—The difference in weights, due to var-
iation in scales or weighing, which may be permitted
without correction of the billed weights, is called ‘‘tol-
erance.”’

The tolerance is one per cent of the lading, with a
minimum of 500 pounds, on all ecarload freight, includ-
ing coal and coke, except that when ashes, cinders, clay,
gryvel, ore, slag, uncut stone, etc., and similar bulk
freight, brick and soft drain tile are loaded in open
cars, the tolerance shall be one per cent of the ladmg
with a minimum of 1,000 pounds.

Tolerance on coal and coke does not include differ-
ence in weight due to evaporation. The tolerance al-
lowed for this camse is determined and published in
initial carrier’s tariff.

Weights of commodities  subject to shrinkage in
weight from their inherent nature, properly obtained
at point of origin, are not changed, except as provided
for in the tariffs of the carriers.

As a rule, all solid carloads of ordinary merchan-
dise, except those containing commodities transported
at an authorized estimated weight, are weighed on
track scales by carriers while enroute, and the ascer-
tained weight is noted either on the card waybill or on
the regular waybill accompanying the ears. On arrival
at destination, the weights thus noted are checked
against the billed weights by the delivering agent, and
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- if differences exceeding the tolerance are discovered,
either increasing or reducing billed weights, correc-
tions are issued and charges collected on the corrected
weights.

IrrusTRATIONS OF TOLERANCE.—

1. Billed weight of a car is.............. 36,900 Ibs.
Ascertained track scale weight......... 37,200 1bs.
Difference .......coveevvveneenns . 300 lbs,

No correction would be issued as the difference
must be 500 pounds or more.

2. Billed weight of a car is.............. 60,000 1bs.
Ascertained track scale weight......... 59,450 lbs.
Difference .......coveevrvinneeans 550 1bs.

No correction would be issued as the diﬂ:'erencg is
not 1 per cent of the lading .

3. DBilled weight of a caris.............. 36,900 Ibs.
Ascertained track scale weight......... 37,450 Ibs.
Difference ......ccvovenvnvnncanee 550 lbs.

Correction would be issued as the difference exceeds
the minimum of 500 pounds tolerance.

AcerEep WEereaT.—When shipments are forwarded
in packages of uniform size and weight, arrangements
may be made with carriers fo ascertain the weight of
such packages and subsequently the weight thus de-
termined will be accepted and applied by the carriers
under weight agreement, properly supervised. Such
weights, however, must be designated in the prescribed
manner on bills of lading or weight certificates, and the
property will not be re-weighed. Under an arrange-
‘ment of this nature freight is received by carriers and
billed at what is termed the ‘¢ Agreed Weight.”’ A copy
of each Weight Agreement must be filed with the Inter-
state Commerce Commission,
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The carriers, however, will frequently check the
records of shippers for the purpose of verifying the
weights and descriptions furnished, and if freight is
forwarded in carloads, a sufficient number of cars will
be weighed for verification.

An agreement of this nature is a great aid to ship-
pers who forward their freight in containers of uni-
form size, as it facilitates the movement of the freight
and renders it unnecessary for the carriers to weigh
such shipments.

Under this agreement the shipper shall report and
certify correct gross weights and give correct desecrip-
tion of commodities in bills of lading. He shall also
allow the authorized representative of the carrier to
inspect the original weight sheets and records neces-
sary to verify the weights and descriptions of the
commodities certified in the bills of lading .

If weights of uniform or standard weight articles
are based upon averages, the shipper shall give prompt
notice to the carrier when any change is made in the
package which will affect the average weight.

Either party to a weight agreement may cancel it
by ten days? notice in writing.

Estrvatep WergaT.—The estimated weight is the
weight specifically prescribed in tariffs for goods ship-
ped in certain packages or in a certain manner.

Minmvom WererT.~—Carload rates are subject to a
minimum weight that must be loaded, or charge is made
therefore. The minimum weight for different commod-
ities varies and, in some cases, is fixed by the capacity
of the car used. When a car is ordered, the weight to
be shipped should be specified, and in the case of bulky
goods the dimensions of car needed should also be
stated.



Chapter X

MOVEMENT OF FREIGHT—OUTBOUND

COLLATERAL READING: In the Freight Traffic Red Book—
Traffic Glossary; Standard Forms of Shipping Papers; Shipping
-Orders anl Bills of Lading; Freight Consolidation Service; Con-
tainer Freight Service,

Section 1
Problems Confronting a Shipper

CLasses oF SHIpPErs.—There are three classes of
shippers:

1. Shippers of carload freight; the traffic term for
which is C. L. freight.

2. Shippers of less than carload freight; called
L. C. L. freight.

3. Shippers of both C. L. and L. C. L. freight.

The method of receiving and delivering freight
varies in different sections of the country, each section
having different problems to.solve. However, in no
section are the traffic problems so intricate and complex
- as they are in Chicago and New York City. Anyone
capable of directing the traffic through the terminals
in these cities will be competent to handle traffic in any
other section. Therefore, many of the illustrations and
problems which we shall use in this course are taken
from the movement of freight to and from Chicago or
New York territory.

ProerEMS oF C. L. SarprErs.—Some of the problems
confronting a C. L. shipper are:

1. What agency shall he use in getting his ship-
ment to destination?

100
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The answer fo that question is determined by three
factors; namely,

(a) Natuore of the commodity.

(b) Whether quick fransportation is desired or
not.

(¢) Routing instructions.
2. What kind of car shall he order?

The obvious answer is that the car should be suit-
able in every way for the proper transportation of the
commodity.

3. Shall delivery be made to a station, team track,
private siding, or lighter?

In considering this question, the following differ-
ences in responsibilities are to be noted:

(a) If shipment is delivered to a stalion and is
unloaded from trucks onto a platform, it is loaded in
the car by carrier.

(b) If shipment is delivered to a car on a team
track, private siding, or assigned siding, it is loaded in
the car by shipper.

(¢) If shipment is delivered to a lighier at a light-
erage point, it is unloaded from lighter and loaded into
or on car by carrier. Sometimes, however, a lighter is
loaded by the shipper and an allowance per 100 Ibs.
is made to him, but the allowance made must be in ac-
cordance with a legally published tariff. (See ‘‘Light-
erage’’ section of Red Book).

4. What route shall shipper choose?

Shipment should be forwarded (a) by the route
specified by consignee; (b) by the cheapest reasonable
route, if route is not specified in customer’s order;
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(c) by the quickest route, if the commodity is of a per-
ishable nature or if it is urgently needed.

If shipment is destined to a *‘‘non-competitive
point,’’ there is no choice in selection of route.

Carload ratings apply only when a carload of freight
is shipped from one station, in one day, by one shipper,
for delivery to one consignee at one destination and on
one bill of lading.

‘When freight is loaded in a car placed on team track,
assigned or private siding, or is delivered to a lighter,
48 hours are allowed to accomplish loading. At the
expiration of this period demurrage accrues.

Shippers should endeavor to impress upon their
customers, when ordering, to specify delivering line
and the station at which delivery is desired. Failure
to do this may result in the shipment being consigned
to a station located some distance away from the con-
signee’s establishment, and excessive cartage charges
may be incurred. Shipment should be consigned to the
delivery station nearest to the consignee’s store or
warehouse. (See ‘“Routing’’ section of Red Book).

Proerems oF L« C. L. Sarerers.—The problems con-
. fronting an L. C. L. shipper are many and in most cases
very intricate, some of which are as follows:

Selection of route.

Best method of forwarding small and large ship-
ments,

Advisability of shipping through a responsible for-
warding Company.

Individual employment of the Consolidated Car
method of shipping, and utility of the ¢‘Club’’ car.

Shipping in Package cars.
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1. Routing: If route is not specified by buyer, the
shipper should forward via the line over which the low-
est rate obtains consistent with the service required.

2. Method of Forwarding: When forwarding a
shipment by freight, it is advisable to ship in as large
quantities as possible, for the purpose of reduction of
cartage charges, etc. Small shipments may frequently
be forwarded at less expense via express or parcel post.

3. Forwarding Companies: Oftentimes less-than-
carload shippers avail themselves of the services of for-
warding companies, which consolidate various less-
than-carload shipments into solid carloads and forward
them to distant points, consigned either to their agents
or to their own branches, where they are distributed
to the various consignees. By the employment of this
agency, shipper obtains the benefit of a certain differ-
ential under the rate that would be charged if shipped
direct by railroad. (See “‘Freight Consolidation Serv-
ice’’ section of Red Book).

This method of consolidating less-than-carload ship-
ments is permissible under the provisions of Rale 10
of the Consolidated Classification, but only the less-
than-carload shipments composed of articles provided
with carload ratings or rates may be thus consolidated;
that is, articles taking ‘‘any quantity’’ ratings are
excluded.

Forwarders gather together less-than-carload ship-
ments from various shippers at its consolidating sta-
tions, where they are assorted and eclassified. These
shipments are then assembled into solid earloads and
loaded into cars, each carload being made up of articles
taking similar carload ratings.

On arrival at destination, cars are promptly un-
loaded and consignees are notified -to call for their
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freight or, upon request, store door delivery will be
made at a nominal charge.

Forwarders employ also the steel shipping container
in transporting less-than-carload package freight to
the various points to which the container service is
operative. This container has enabled the forwarder
to extend his service to shippers of all classes of mer-
chandise, with or without carload ratings, because the
cost of transportation is on a mileage basis, whereas
in box car operation a Classification basis is the under-
lying principle. (See ‘‘Container Freight Service’’ sec-
tion of Red Book).

Schedules are issued containing class rates applying
to the various points served together with the regular
class rates applying to the same points, but the dif-
ferentials under the regular class rates are not uniform
except to the points reached by the container service,
the differentials to these points being 10 per cent, 8 per
cent, 6 per cent, 4 per cent, 6 per cent, and 4 per cent on
Ist, 2nd, 3rd, 4th, Rule 25, and Rule 26 classes, respec-
tively. For example, the rates for these classes, New
York City to Cleveland, Oh.lO, are in cents per 100
pounds:

1 2 3 4 R25 R26
" Regular Rail Rates.. 101 881, 67 47 75 53
Differential Rates ... 91 81% 63 45 701, 511

This example demonstrates that through the me-
dium of this container service the saving effected in
transportation charges per 100 pounds on freight tak-
ing the above named classes would be: 10 cents, 7 cents,
4 cents, 2 cents, 414 cents, and 2 cents, respectively.

To illustrate the saving in transportation charges
brought about by use of the forwarder’s service to a
point not served by the steel shipping contamer, the
following is an example:
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A shipment, from New York City to Chicago, con-
sists of 10 boxes Drugs, fotal weight 2,500 pounds,
rated 1st class less-than-carload, 3rd class carload, car-
load minimum weight 30,000 pounds. The 1st and 3rd
class rates per 100 pounds are 142 cents and 9414 cents,
respectively, and the forwarder’s 1st class differential
rate is 126 cents per 100 pounds. If shipped in the
regular way, charges would be:

2,500 1bs. @ 142¢ per 100 Ibs. .. .$35.50
If shipped by Forwarder’s Service, charges would

2,500 1bs. @ 126¢ per 100 1bs. . . .$31.50

Saving effected....$ 4.00

The forwarder combines this shipment with others
taking the same carload rating, sufficient to aggregate
a total of 30,000 pounds, and the freight is then loaded
into a car and forwarded to destination, the forwarder
paying the transportation charges of carrier on the
basis of 3rd class rate, 9414 cents per 100 pounds.

The advantages obtained by shippers and receivers
in employing the services of forwarding companies are:

(a) Saving in freight charges,

{(b) Saving of time in transit and avoidance of
transfers en route,

(¢) qusibilities of loss or damage reduced to a

minimum,
(d) Prompt tracing information readily obtain-
able.

The shipper via this agency, of course, has no direct
claim against the railroads for any loss or damage sus-
tained to a shipment while in transit, and all claims
of this nature must be presented to, and adjusted with,
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the forwarding company, because the bill of lading is
issued by the forwarder.

The operations of freight forwarders are generally
restricted to the large commercial centers, for the
reason that unless a forwarder can ‘accumulate a large
tonnage for daily forwarding, an efficient service can-
not be maintained. However, the advent of the steel
shipping container has enabled them to extend their
operation to cities which could mot otherwise be served.

This method of shipment is often used by large
shippers, having branch departments in various parts
of the country, who forward carloads of various con-
signments to a distant destination for distribution and
for forwarding from that point to their final destina-
tions, thereby effecting a large reduction in the trans-
portation charges.

Another method of consolidation fof the purpose of
reducing transportation charges is the use of ‘the
““Club?’ car, which is explained as follows:

Merchants in some of the large Western cities, deal-
ing in like kind of goods; for instance, cotton piece
goods, unite and ‘employ an agent, located in a city
like New York, for the purpose of assembling various
lots of their merchandise into solid carloads and con-
signing thém fo one of the merchants at destination,
who, on arrival, arranges for distribution to the re-
spective buyers, thus effecting a large reduction in the
cost of transportation.

4. Contarner Freigar Service—The Container
Freight Service, inangurated for handling less-than-
carload freight, has met with considerable favor among
a certain class of shippers on account of the benefits
derived therefrom, among which are: (1), the com-
paratively low rates charged; (2), expeditious through
car movement; (3), relief from annoyance of freight
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going astray; and (4), elimination of claims rendered

almost a certainty. Some of our large industries and

forwarding companies are able to advantageously avail

themselves of this efficient and ‘economical method of -
transporting freight. . '

- On the other hand, the utilization of this means of
transportation is at present limited at the most to a
few shippers, for the reason that the charge for use
of a container is based on a minimum weight of 4,000
pounds at the rate of 5 cents per mile for distance
hauled, and not often does the average less-than-car-
load shipper have sufficient tonnage for one consignee
to warrant the employment of this means of shipping.

At the points where the Container Freight Service
has been established, upon request of shippers, carriers
will fornish empty containers. The empty container

.is lifted from the car by an electric crane and placed
on ‘a suitable motor truck by carrier, trucked to the
shipper’s place of business and loaded, while on the
truck. This method of loading is necessary because
the ordinary shipper does not have the means to take
the container off the truck. The trucking rate includes
the time necessarily required for loading and unload-
ing, but this rate, however, is entirely independent of
the railroad rate and the carrier assmmes no respons-
sibility as to the amount of the trucking charge.. When
the container is loaded, it is locked, trucked to the rail-
road crane, liffed onto car, and then transported to
destination, where, in accomplishing delivery, the op-
eration is reversed. No charge is made by carrier for
transferring containers from trucks to cars or from
cars to trucks.

The rates applying on freight transported in con-
tainers loaded on container cars are constructed as
follows:
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Rate of 5 cents per mile per container loaded to a
weight of 4,000 pounds or less will apply from and to
all points, as named in tariff, subject to minimum
charge per container, as specified. For each additional
500 pounds or fraction thereof, an additional charge of
14 of 1 cent per mile will be made.

‘An exemplification of the saving in transportation
charges that may be effected by employment of the
container service is as follows:

A shipment, from New York City to Cincinnati,
Ohio, consists of Typewriters in boxes, total weight
6,200 pounds. The Classification L. C. L. rating on
this article is 1st class, and 1st class rate, New York
City to Cincinnati, is 12314¢; the mileage is 757 miles.

If shipped in the regular way, charges would be:
6,200 Ibs. @ 123%2¢ per 100 lbs. .. .$76.57
If shipped in container, charges would be:

4,000 Ibs.—757 miles @ 5 ¢ per mile..$37.85
2,200 1bs.—757 miles @ 114 ¢ per mile.. 9.46 $47.31

Saving effected. ...$29.26

Further, by use of the container service, consider-
able additional saving may doubtless be effected in
the cost of containers, packing and marking.

5. Package Cars: The ‘‘Package Car’’ service in
vogue with many railroads is a desirable method of
forwarding small shipments to distant points. It is
a service accorded by railroad companies whereby on
a certain day, or days, of a week they load at desig-
nated stations cars with less than carload shipments
destined to certain distant points; for example, from
New York to St. Louis, or from Chicago, Ill., to Den-
ver, Colo.
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The ‘“Package Car’’ service is appreciated by many
shippers, because freight goes through to destination
without transfer; time of movement is thus greatly re-
duced; and liability for loss and damage is reduced to
a minimum. Frequently the carriers furnish a Refrig-
erator ‘‘Package Car’’ service which many shippers
use advantageously. Industrial traffic men should be-
come familiar with this service.

Some time ago a traffic specialist, who has been in
business for many years handling import freight at the
port of New York for western buyers, was requested
by a large Denver concern to take charge of a few
small shipments. Being familiar with the ‘‘Package
Car’’ service, on inquiry he found that a certain trunk
line was forwarding weekly a ‘‘Package Car’’ to Den-
ver, and he thus forwarded these shipments. The Den-
ver concern had never before heard of this service and
was greatly surprised to receive these shipments in a
through car. This company communicated immediately
with this traffic man and manifested its appreciation of
his ability by giving him the contract to handle all of
its business which was a considerable item. This is only
cne example of how valuable it is to have an intimate
knowledge of the various kinds of service accorded by
railroads.

Section 2
Details Affecting a Shipment

A Trrp Y FrErcHT.—We shall now follow the course
of an L. C. L. shipment from the time the order for it
is received, and accompany it to the railroad freight
station for the purpose of correct delivery fo carrier.
‘We will then meet the shipment at destination and fol-
low each step necessary for the accomplishment of a
correct delivery.



110 MoveMerT or FrEIGHT—QUTBOUND

The things which require the close attention of the
shipper, in getting his goods into the hands of the pur-
chaser safely and with least trouble, are the following:

Containers,

Packing,

Marking,

Shipping Papers,

Preparation of Shipping Papers,
Charges Prepaid or Collect,
Straight or Order Consignment,
Selection of Route,

Delivery to Carrier,

Disposition of Bill of Lading,
Disposition of Memorandum Bill of Lading.

Let us look closely into these details of shipping,
for they are vital to every shipper.

Conrarxners.—The lightest possible containers con-
sistent with the rules of Classification should be selected
in order to keep down the freight and cartage charges;
but containers must be of sufficient strength and secur-
ity to afford reasonable and proper protection to the
freight enclosed therein. The cause for a large major-
_ ity of damage claims is the insufficient strength of the
containers. Therefore, while reduction of weight of
containers is desirable in order to reduce freight
charges, yet it is far more essential that all articles
should be in such condition and so prepared for ship-
ment as to render the transportation thereof reason-
ably safe and practicable.

In order to secure the lowest Classification rating
shipment must strictly comply with the specifications
contained in the Classification relative to containers,
the method of packing, and description of articles.
‘When a shipment does not comply with the regulations
of the Classification it is either rejected, or a higher
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rate is assessed. Therefore, traffic men should thor-
oughly understand. the Classification rules and know
how to interpret correctly the various ratings.

Packing—Package and packing specifications are
based upon extensive tests as well as upon experience.

Commodities taking different rates should not be
placed in the same package. If they are, the rate of
the bigher class will apply to the entire contents, and
a wrong description of contents subjects shipper to a
heavy penalty.

Freight inspectors are duly anthorized representa-
tives of Bureaus established by the various transporta-
tion companies, and their duties consist in verifying
shippers’ weights and in seeing that shipments are
properly described in bills of lading and are classified
accordingly. They have authority to weigh all ship-
ments offered for transportation, and to open packages
in order to ascertain whether property is being cor-
rectly described by consignor. (See ‘“Parking and
Marking’’ section of Red Book).

MazgiNnc.—The name of consignee, address, street
and number, city or town, county (if there are two or
more places of the same name in the state), and state
must be plainly marked or stenciled on each package
of L. C. L. freight. It is also wise to mark or stencil
thereon the name and address of shipper, preceded by
the word *“From.”” This is of great assistance to both
shipper and carrier, when shipment goes astray or is
unclaimed. Frequently, the name of shipper is marked
on the opposite side from that on which the consignee’s
name appears.

‘When a label or a tag is used, it should be securely
fastened and, in case of pieces or bundles of metals,
tags shounld be fastened with wire.
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In case second-hand containers are used, all pre-
vious shipping marks must be removed.

A carload shipment need not be marked.

An example of correct marking for a ‘‘straight’’
consignment is to be found on page 113.

If an L. C. L. shipment is consigned ‘“to order,’’ the
words ‘‘To Order”’ or *Order-Notify’’ must invariably
be shown on each package, and further marked with
an identifying symbol or number which also must be
shown on shipping order and bill of lading.

Example of correct marking for an ‘‘Order-Notify'’
consignment. is given on page 115.

When an L. C. L. shipment is consigned for ‘‘Ex-
port’’ the name and address of the broker or agent at
the port of export may also be shown.

An example of correct marking for an ‘‘Export”’
consignment is shown on page 115.

Sarpping Papers.—The Shipping Papers consist
of a Bill of Lading, a Memorandum Bill of Lading, and
a Shipping Order.

Many shippers have theu' own prmted forms. These
forms must comply with the rules governing the uni-
form bill of lading, and the conditions must be printed
thereon.

Preraring SHrePING Papers. — Shipping papers
should show date and point of shipment, name of ship-
per, name of carrier, name of consignee, mail address
(not for purpose of delivery), destination, state, and
county (if there are two or more places of the same
name in the state), the descriptions of articles should
conform to the Classification descriptions; indefinite
terms must not be used, and the shipping papers for
L.C.L. shipments must specify the number df packages.
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If freight is weighed, or is contained in uniform
packages which are accepted by carriers at an author-
ized estimated weight, said weight ‘should be marked
on case and noted on shipping papers.

Cuarces Prepam or Correcr.—If freight charges
are to be prepaid, in the place provided therefor in ship-
ping papers should be written or stamped the words
““To be Prepaid.”” If shipment is forwarded with
freight charges ‘“To Collect’’ and the consignor desires
to be relieved of all liability for said freight charges,
he should sign the bill of lading in the place designated
thereon for signature. Every carrier has the right to
require at {ime of shipment, prepayment or guarantee
of all charges.

StratigET 0B ORDER ConsieNMENTs.—If shipment is
a Straight consignment, use the form for that method.
(See Form No. 1 of Red Book). If the shipment is an
Order-Notify consignment, use the blue and the yellow
forms, (See Form No. 2 of Red Book), and note thereon
an identifying symbol or number corresponding with
that marked on the package.

A shipment consigned ¢‘Order-Notify’’ must be
marked with a distinguishing symbol or number; and
where shipment consists of more than one package, the
use of a serial number is recommended. The symbol,
number, or numbers must also be shown in shipping
papers and be identical with those marked on package.

SeLecTioN oF Route.—If consignees have specified
the routing desired, said routing should be noted on the
shipping papers; in the absence of such instructions,
the traffic department should note thereon the proper
route. However, it is not necessary to show routing
instructions where neither shipper nor receiver has
preference; for, if routing is not shown, it is the duty



Derans AFFECTING A SHIPMENT us

To ORDER. =
TRAFPIC PUBLISHING Co.

IR=——= =
Jonn MERCHANT &, Co-
366 OSTATE ST
Chicneo, ILL

\\




+ 116 MoveEMENT oF FrEIGET—QUTBOUND

of carrier to forward via the cheapest reasonable route.
(See ‘““Routing’’ section of Red Book).

Derivery To Carrier.—Merchants either own their
trucks or have contracts with responsible drayage com-
panies to perform their cartage service. When freight
is ready for shipment the drayage company is notified,
the shipment is loaded on truck and hauled to the near-
est freight station of the carrier.

It is a practice in large cities for truckmen to go to
terminals in the A. M. for the incoming freight, and
ship the outgoing freight in the P. M. This is one of
the greatest causes of congestion at terminals.

If the traffic manager is responsible for the proper
operation of the drayage department, a large amount
of money can be saved by skillful and intelligent
direction.

Disposition oF BiLy oF Lapiwe.—The bill of lading
and the shipping order are handed to the truckman
when loading the shipment, which is hauled by him to
the designated carrier’s station. It is delivered to the
carrier’s receiving clerk, who inspects the package or
packages-and, if in proper shipping order, signs the

_ bill of lading. This document is returned by the truck-
man to shipper. If the bill of lading covers a “‘straight’’
consignment it should be forwarded to consignee so
that he may readily identify himself as the owner of
the consignment and therefore insure prompt delivery.

If the bill of lading covers an ‘‘order’’ consignment
it should be turned over to the shipper’s accounting
department and after being properly endorsed, draft
and invoice should be attached thereto. These docu-
ments are then delivered to the bank in which the ship-
per has an account for forwarding to its correspondent
bank at destination to be delivered to the purchaser
against his acceptance of the draft.
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An Order consignment will not be delivered except
on surrender of the bill of lading properly endorsed;
which means that it should be endorsed on the back
with the signature of the party to whose order it is
consigned. Some carriers require the party taking
delivrey also to endorse,.

DisposrTion oF MeMoranpuM B or Labmne.—The
Memorandum bill of lading should be filed by shipper
as a record of the shipment. If desired, the carrier
will sign this document, noting thereon the word
‘‘Duplicate.””

The shipment is now in the possession of the car-
rier. We will assume that the destination is some
large city, and in the next lesson we will meet it on
arrival and learn how the delivery is accomplished.
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MOVEMENT OF FREIGHT—INBOUND

COLLATERAL READING: In the Freight Trafic Red Book—
Traffic Glossary; Standard Forms.

Section 1
Preliminaries to Getting Deliveries of Freight

Notice or Arrivar.—The shipment discussed in the
last chapter has now arrived at destination and in this
chapter we will describe each step necessary to accom-
plish a correct delivery.

On arrival of waybill (See Form No. 6 of Red Book)
and shipment at destination, a notice in writing is sent
or given to consignee by carrier’s agent, or as other-
wise agreed to in writing by carrier and consignee,
within 24 hours (one day) after arrival. This notice
must specify the point of shipment, commodity, and
amount of charges, if any. (See Form No. T of Red
Book).

An impression copy of written notice is retained by
- the carrier. When the address of the consignee does
not appear on waybill and is not known, notice of ar-
rival is deposited in the United States mail enclosed
in a stamped envelope bearing return address and if
it is returned it is preserved on file.

Derivery REQUIREMENTs.—In order to obtain deliv-
ery of the goods, consignee will have to pursue the fol-
"lowing course:

1. For a “straight’’ consignment he must sur-
render arrival notice and original bill of lading to car-
rier, or by other means identify himself as the owner
of the shipment.

118
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‘When a shipment is consigned to ‘‘order’’ arrival
notice is sent to the ‘‘notify’’ party named in the ‘“or-
der?”’ bill of lading who, on receipt of said notice, calls
at a designated bank, pays the amount of the draft,
and obtains the original bill of lading. The ‘‘order”’
bill of lading, properly endorsed, must be surrendered
in order to obtain delivery of the freight named thereon.
Frequently an “‘order’’ bill of lading bears a notation
to the effect that inspection or sampling is to be per-
mitted prior to payment of draft. In such cases the
bank will usually entrust the bill of lading to the pur-
chaser for the purpose of exhibiting it to the delivering
agent so that this privilege may be allowed. If a nota-
tion of this kind was not made on the bill of lading,
the railroad agent would not.permit inspection or sam-
pling until the original bill of lading properly endorsed
had been surrendered and freight charges paid.

2. He must pay freight charges to cashier of car-
rier and obtain receipted freight bill.

3. He must, at the same time, obtain an order for
delivery of the goods.

4. He then presents to the delivering clerk the
order for delivery and after receiving the property
signs a receipt.

Precavrions v Sienine Freiear Recerers.—There
are several very good reasons why great care should
be exercised in signing for freight. Among these
reasons are the following:

(a) TUnless exception is taken as to condition of
freight and said exception noted on receipt, the ship-
ment is receipted for in *‘Good Order.”” However, a
“Good Order’’ receipt for freight does not entirely
release carrier from liability, yet it is difficult to col-
lect a claim when a ‘‘Good Order’’ receipt has been
given. The carriers will not permit consignees to make
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the notation ‘‘Recoopered’’ or ‘‘Bad Order’’ on re-
ceipts when signing for freight that is not in apparent
good order but will insist that each exception be spe-
cifically stated. On the other hand, however, the car-
riers when receiving goods for shipment, often insert
these notations on receipts, but shippers should invari-
ably decline receipts so noted.

(b) The consignee should be very careful to see
that every package or piece of freight on the bill of lad-
ing is delivered by carrier. It frequently occurs,
through carelessness, that clean receipts are given for
freight that is not received or is in a damaged condi-
tion. Consignee should insist that carrier’s delivery
clerk make specific notation on delivery receipt, as to
shortage of goods or condition thereof, before affixing
his signature to the receipt. In addition, he should
endeavor to have the delivery clerk also make the same
notation on the freight bill.

(c) Before beginning to take delivery of cars cov-
ered by bills of lading bearing the notation *‘Shippers’
Load and Count,”’ car seals should be examined to as-
certain if they are intact. If they have been tampered
with, the contents of the cars should be carefully tallied
- and examined.

Section 2
Procedure in C.L. and L.C.L. Delivery

CazrLoap Dervery.—There are three kinds of deliv-
eries made of C. L. shipments; viz., Station delivery,
Track delivery and Lighterage delivery. The pro-
cedure in each case is as follows:

Station Devrvery.—If a station delivery is made,
freight is unloaded at carrier’s terminal by its ware-
housemen or labor force and is placed together in one
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section. These sections are usnally designated by num-
bers or letters. The notice for this delivery usually
states that 48 hours (not including day of arrival, Sun-
days, and legal holidays) will be allowed for the re-
moval of freight. If freight, except automobiles or
other self-propelled vehicles (not excepting motor-
cycles or bicycle motor wheels) is not removed within
the free time allowed, it is subject to the following
storage charges per day:

For each of the first five days, 14 cents per 100
pounds. -

For the sixth and each succeeding day, 3 cents per
100 pounds.

Minimum storage charge per shipment on freight
held beyond free time, five days or part thereof, 25
cents; six days or more, 50 cents. (See ‘“Storage’’ sec-
tion of Red Book).

At the expiration of free storage time, the carrier
is authorized to place shipment in a public warehouse
at the expense and risk of owner. This is the action
usually taken, unless the freight is of such a nature
that the warehouse is unable to handle it. The accrued
storage, however, is always added to the extra expense
that is incurred. When freight is placed in a publie
warehouse, the consignee is promptly notified by car-
rier of the action taken.

Tgack DeLivery.—If track delivery is to be given,
the car is placed on . a team track and conmsignee is
promptly notified; or, if consignee has a private sid-
ing, the car is placed thereon under his instructions.
At some stations where the facilities for team track
delivery are limited, track storage in addition to de-
murrage, is charged after the expiration of free time
and the following is a form of stamp placed on arrival
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notice of some carriers whose facilities are thus lim-
ited:

IF NOT REMOVED BY .................... DEMURRAGE AND
HOUR AND DATE)

TRACK STORAGE CHAHGES WILL ACCRUE AS FOLLOWS:

DAYS...1-DAY 2-DAY 3-DAY 4-DAY G5-DAY

DEMURRAGE........ . $200  $2.00 $2.00 $2.00  $5.00
TRACK STORAGE..... 1.00 1.00 2.00 2.00 2.00

TOTAL.... $3.00 $3.00 $4.00 $4.00 $7.00
_ In Computing Time, sdndays and Legal Holidays Are Excluded

*

Track storage is a rental charge for the track space
occupied by a car during the demmnrrage period, but
is applicable only to cars placed on public team tracks
and the rates charged must be shown in a legally pyb-
lished tariff. .

Forty-eight hours (two days) free time are allowed
for unloading cars placed on public team tracks. On
cars held for unloading, time will be computed from
the first 7 A. M. after placement on public delivery
fracks and after the day on which notice of arrival is
sent o consignee.

Privare Smines.—Many industrial concerns have
side tracks running into their plants and all carload
shipments consigned to such plants are placed on these
side tracks by the carriers. The free time for cars so
placed is computed from the first 7 A. M. after actual
placement. -

LicaTERAGE DELIVERY.—F'reight arriving at termi-
nals consigned for lighterage delivery is unloaded from
cars and loaded on lighters for transportation to desti-
nation. On arrival at terminals of cars so consigned,
notices of arrival are sent to consignees.
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When the lighter reports at its destination the cap-
tain of the boat presents a lighter manifest to the con-
signee who, must provide a berth, and 48 hours from
the time lighter reports, Sundays and full legal holi-
days not included, are deemed lay days without charge,
after which demurrage shall accrue against each con-
signee at the tariff rates per day of 24 hours or fraction
thereof, Sundays and holidays included.

The demurrage tariff charge on ordinary lighters
in New York Harbor is $20 per day. When special
lighters are used the demurrage charge varies accord-
ing to the capacity of the lighter, and it is considerably
higher than on ordinary lighters.

If no berth is provided by consignee on arrival of
lighter at its destination, or if the lighter is not un-
loaded within the lay days, the property may be xe-
moved to and stored in a public warehouse at the coSt
of owner and without liability on the part of trans-
portation company. Freight thus stored is subject to
a lien for all lawful charges.

Less-TaaN-CarLoap Derivery.—Delivery of L. C.
L. freight is usually a station delivery and is made
from platform or pier. The process is as follows:

~ L A notice of arrival is sent out in the same man-
ner as for carloads.

2. On receipt of arrival notice the consignee shounld
turn it over to his drayman together with bill of lad-
ing. He should present these documents to the cashier
located at the terminal of the transportation line. If
the shipment is ¢‘Collect’” and consignee is not on the
credit list, the drayman should pay the freight charges.

3. The receipted freight bill and an order for de-
livery are then given to drayman, who presents it to
the carrier’s delivery clerk and obtains the freight.
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The instructions relative to signing receipts for
C. L. freight apply also to L. C. L. shipments,

When accepting delivery of package freight, if a
package bears evidence of having been tampered with,
it should be opened and only actual contents signed
for. If a package appears to be light in weight, because
of either leakage or sifting, it should be weighed, and
only the actual weight signed for.

Section 3
Liquidating Freight Bills

Carrier’s CrepiTr List.—Formerly the carriers al-
lowed credit to shippers and receivers, and had in effect
what they termed the ‘‘Authorized Accommodation
List.”” The names of the shippers and receivers ap-
pearing on this list were-accorded daily, weekly, or
monthly credit as respectively authorized.

That practice, however, has-been abolished and now
credit is extended for a period not to exceed 96 hours.
To obtain this credit, application must be made to car-
riers in compliance with their individual rules.

Many of the carriers by railroad require that an
application for credit must be sent to the carrier’s
treasurer; and that there must be given, as references,
two commercial houses and one bank.

For regular shippers and receivers this accommo-
dation is a great convenience and quite an economical
factor, as it aids prompt shipment, especially- when it
is desired to prepay transportation charges, and deliv-
ery of inbound freight is expedited. It is also a con-
venience to the carrier. (See ‘‘Payment of Freight
Charges’’ section of Red Book).
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Avuprtivg Frerear® Bops.—Every shipper and re-
ceiver should have their freight bills audited for the
purpose of verification of WEIGHT, RATE, and
TOTAL CHARGES.

Merchants, as a rule, pay very little attention to
the -charges shown on freight bills. Some do check
the bills as to correctness of calculation, but very few
check for the purpose of ascertaining if the goods are
properly classified and if the rate is correct.

In an interview with the senior member of a well-
known firm, engaged in an almost entirely interstate
business amounting to several million dollars per year,
he was asked if he knew whether the freight bills paid
by him were correct or not. He replied that he did not
know, but assumed that they were.

The freight charges paid by this firm amount to
many thousands of dollars each year. Itis only reason-
able to assume that many errors have occurred in its
freight bills, and that a large sum of money could have
been saved if they had been audited.

‘When the railroads were turned back to the owners
by the Federal Government, after the Great War, many
clerks were discharged. Some of these—rate clerks—
knowing the value of auditing bills, presented propo-
gitions to some merchants in which they agreed to audit
their bills on a basis of being paid one-half the amount
which they might recover. Shortly afterwards, one
of these young clerks, as the result of auditing, went
into the office of one of the large trunk lines and pre-
sented 53 claims for overcharge in ONE day. Ship-
pers and merchants should not resort to this method
of straightening out their traffic matters. There are
men who advertise as traffic consultants or traffic bu-
reaus, and make a business of auditing freight bills,
collecting claims on a commission basis. Refunds ag-
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" gregating a very large amount have been obtained
through claims for overcharge caused by erroneous
-routmg, application of incorrect rates, and improper
classification.

Statistics show that over FIVE BILLION DOL-
LARS are paid yearly into the treasuries of the rail-
road companies by shippers and receivers, of whom
only a comparatively small number have given con-
sideration to the value of auditing the bills aggregating
this vast amount, possibly for the reason that account-
ants, even though they may be certified public account-
ants, could not make an audit of this kind unless they
were also competent traffic men. Only men, trained
in classification and tariff interpretation, are capable
of making an accurate audit of transportation freight
charges.

The employment by shippers of competent traffic
men and the establishment of traffic departments would
be not only a protection from loss, but a profitable in-
vestment, and would render unnecessary the employ-
ment of the services of outside agencies.

In auditing freight bills, honesty of purpose should
be demonstrated and, if undercharges are discovered,
- payment should be made to the interested carrier. . If
this method is employed the traffic men will experience
no difficulty in collecting just claims, and most cordial
relations will be maintained with the carriers.

Again let us emphasize the fact that one skillful
traffic man may constitute an efficient traffic department
and the foregoing paragraphs demonstrate clearly that
a traffic department is a necessary adjunct to every in-
dustry engaged in commerce.

WeicEING FrElcHET.—An expert traffic manager,
employed by the largest concern in its particular indus-
try, having branches in almost every large city in the
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United States, has given a practical demonstration of
the efficiency of his department. One of the plansein-
augurated by him was to install scales in each store and
to require the manager to weigh every package of
L. C. L. freight as soon as it is received from the rail-
road as well as all packages received from the express
companies, because many errors were made in weight.
For instance, a package may weigh 95 lbs., but through
carelessness might be billed as 195 Ibs. During one
month, in one district only, the plan of this traffic man-
ager resulted in a saving of $625. His conservative
opinion was that, in one year, the savings thus made in
all their districts would amount to over $40,000. His
forecast was justified; for, at the end of the year, the
president of this large company wrote a letter to the
traffic manager stating that the saving by his plan had
amounted to nearly $50,000.

He has adopted a further plan of weighing the
empty containers of freight received, for the purpose
of ascertaining if the containers being used are too
heavy. If so, he issues specific instructions to shippers
to use containers of the right weight.

Attention to apparently trifling details often brings
about amazing returns.



Chapter XII

SHIPPING AND RECEIVING
DEPARTMENTS

COLLATERAL READING: 1In the Consolidated Classification—
Rules of the Classification,

Section 1
Shipping Department Practice

Procepure Wite Ourtcorne SEremenTts.—A traffic
manager’s job is by no means confined to a knowledge
of classifications, rates, and routes. His job extends
into the minute details of his shipping department and
into the shipping departments of the concerns from
which his company buys goods. While he is the head
of his own shipping department, he is also the head of
the receiving department. Since incoming freight must
be properly routed and packed, the traffic manager is
vitally concerned with the purchasing and receiving
departments.

Traffic departments may differ in methods of organi-
zation, but there are certain practices applicable to all
- shipping departments, which have been found to be
sound and profitable. ‘These practices and procedures

should obtain in every shipping department. Let us
see what they are.

Packine THE Goops ProrERLY.—The proper packing
of goods for shipment is an obligation which the com-
pany owes not only to itself, but to its customers. It
stands to reason that goods should be packed in such
a manner as will protect them from the wear and tear
of transportation. Proper packing is also a form of
insurance to which the consignee is entitled. It is the

_traffic manager’s job to devise, or have some one devise,

128
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the very best form of packing smitable for the goods.
(See ““Packing and Marking’’ section of Red Book).

Among the things which must be taken into con-
sideration In devising containers are strength and
weight of the material, and bulk. Fiber containers, for
example, are now used instéad of wooden boxzes for
many commodities. They cost, usually, about 50 per
cent less than wooden boxes and they reduce freight
bills. They thus effect a saving to the shipper and to
the buyer both. As an illustration of this fact, the
traffic manager of one of our largest, nationally known
concerns decided to change from wood to fiber contain-
ers for several of their commodities. The saving
thereby in freight cost alone amounted to .over $26,000
during one calendar year.

Magking: Pur Rigar Marxs oN THE PacrRaGE—
Each package in an L. C. L. shipment should be prop-
erly and legibly marked with brush or stencil, showing
the name of consignee, street address, city or town,
county (if there are two or more places of the same
name in the state), and the station shown on shipping
directions.

Every package of L. C. L. freight should be marked
exactly as consigned in the bill of lading. It is advis-
able to mark packages with a symbol or number for
the purpose of identification. The order number
seems to be the only absolutely reliable means of identi-
fying ‘‘astray’’ and ‘‘over’’ packages, and should al-
ways be used. Where several packages constitiate a
shipment, the order number should be shown and each
package should bear a serial number. A symbol or
number must be marked on all L. C. L. packages con-
signed ‘‘To Order.”” As the Order bill of lading is a
negotiable document, it is necessary that the identical
marks shown on the packages which it covers must be
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shown also in the bill of lading, in order that there may
be no error in delivery.

‘While transportation companies require their agents
to compare the shipping receipt with the marks on
packages, and to call upon the shipper for correction
if a discrepancy between the two is found, this does
not relieve the shipper of the responsibility of marking
packages in accordance with the shipping receipt. In-
asmuch as improper marking is directly responsible
for the majority of ‘‘astray’’ packages, careful atten-
tion should be given to having packages marked exactly
right.

Railroad. companies do not require marks on pack-
ages shipped in carloads; but each package of a car-
load shipment, which is transported by a boat line for
part of its journey, should bear distinguishing marks,
so that it may be identified in case of separation from
the remainder of the shipment. These special marks
should also be shown in the bills of lading.

WeiceET SHOULD G0 ON THE PAckKAGE—Where less-
than-carload shipments are not forwarded at an au-
thorized estimated weight, or an agreed weight, they
 should be weighed. The weight thus ascertained, or
the estimated weight, or the agreed weight, should be
marked on packages and shown in bill of lading.

Appress ox THE BrLL oF Lapine.—The bill of lading
should show the name and address of consignee, and
both this address and all marks in the bill of lading
should be identical with the marking on the package or
packages which the bill of lading covers.

Descrrprron oF ArricLes 1x Biuy or Labine.—When
there is a question as to the proper description of ship-
ments, which, on account of their unusual character,
are apt to be improperly classified by transportation
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lines, it should be brought to the attention of the traffic
manager.

Packages containing premium articles taking higher
rdtes than the goods with which they are shipped, are
subject to higher rates than would apply if the pre-
mium articles were not included. Questions of this
kind should be referred to the traffic manager, for ad-
vice as to description in bills of lading, rates, ete.

Many articles are frequently improperly classified
by transportation companies, on account of erroneous
description in bills of lading. By observing proper
forms of description, as illustrated below, over-charges
and claims will be avoided.

Article . Proper Description
Bozxes, wooden, not nested. Wooden Boxes.
Boxes, wooden, nested. .... Nested Wooden Boxes.
Bozxes, paper, set up...... Paper Boxes, S. U.
Boxes, paper, knocked
down ................. Paper Boxes K. D. flat.
Drugs, liquid ............ Liquid Drugs.

Drugs, other than liquid. .. Dry Drugs.
Reels, hose, lawn, steel,
114 11 + SR Lawn Hose Steel Reels
S. U.
Reels, hose, lawn, steel,
knocked down flat or ’
folded flat ............. Lawn Hose Steel Reels K.

D. flat, or folded flat.
Tininpigs......cccvueen. Pig Tin.

(See complete list in Consolidated Classification)

Packing List.—In Export Trade it is the custom to
make out a packing list in triplicate showing the exact
contents of each package. One copy is placed inside
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of the package, one copy is sent to consignee and one
copy is retained by shipper for his file. The packing
list is signed by the employee who packs the goods.

If the packing list were used in domestic trade for
certain classes of shipments, many claims might be
avoided and claims for ‘‘concealed loss’’ could gener-
ally be collected without controversy. Particularly a
packing list would be desirable for such shipments as
shoes, hats, hosiery, shirts, and similar commodities
which are liable to pilfering in transit.

Seecrry THE RouTing.—When the routing is speci-
fied by the purchaser and is shown on order slip, said
routing should be complied with after being verified
by the traffic depratment. It is a frequent occurrence
for purchasers to request their shipments forwarded
via routes other than the cheapest route and if the
routing requested is reasonable it should be respected.
‘When doubt exists concerning the reasonableness of
routing thus shown, the Traffic Manager should be con-
sulfed. The routing and terminal delivery desired
should always be noted on the bill of lading.

WeEN C. L. Rate Arpries.—The charge for a small
quantity of freight must not exceed that for a greater
‘quantity of like kind; i.e., the charge for a less-than-
carload shipment must not exceed the charge for a mini-
mum carload of the same freight at the carload rate.
Inasmuch, however, as owners are, as a rule, required
to load and unload all freight carried at carload rates,
whether handled on sidings or in yards, a charge will
usually be made for loading if the carload rate is
claimed on a shipment made as a less-than-carload, but
not loaded and unloaded by owner.

: Increasep MinmMa ¥or Loxa Cars.—When merchan-
dise, subject to Rule 34 of the Consolidated Freight
Classification, is loaded in or on cars 365 ft. or less in
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length, it is subject to established minimum ecarload
weights; these weights vary for different commodities.
The minimum weight for articles subject to this Rule
is increased in proportion as car lengths exceed 3614 ft.

The carrier is not always in a position to supply at
short notice cars of the exact length desired by a ship-
per. Therefore, when a shipper orders a car of length
to suit any particular shipment and, for its own con-
venience, the carrier supplies a car of greater length
than was ordered, the minimum weight for the car
ordered shall govern. ‘

Deravery 10 Carrer—When deliveries are made
to freight stations by truck, they should be made in
sufficient time to enable freight agents to forward
goods on the same day.

‘When freight is ready for shipment, it should be
turned over to the anthorized truckman and receipt ob-
tained therefore. This receipt should be held for the
purpose of checking and insuring return of the car-
rier’s receipt.

Care should be exercised to avoid forwarding two
or more shipments, covered by separate bills of lading,
to one consignee on the same day. Whenever possible,
consignments should be consolidated.

Shipping receipts with the notation ‘“Wet’’ or ““Re-
ceived in the Rain’’ should not be accepted if the arti-
cles covered thereby are subject to damage by water,
for the reason that if the goods should become damaged
by water while in transit, a claim for such damage
would be declined by carrier, who would allege exemp-
tion because of the notation made on receipt at time of
shipment. In such cases, truckmen should be instructed
to refuse to accept receipts bearing either of these no-
tations and bring the goods back to the shipping de-
partment where they could be examined and, if neces-
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sary, repacked in new containers. Then, when again
tendered for shipment, clean receipt could be obtained.

If receipts are given with such unusual notation as
‘‘Subject to Delay Account of Embargo,’’ the fact
should be brought to the attention of the Traffic
Manager.

Receipts bearing the notation ‘‘Shipper’s Load and
Count’’ should not be accepted except in cases of car-
load shipments which, on account of their nature, can-
not be counted by carrier’s agents. Whenever it is
necessary to accept bills of lading with a ‘‘Shipper’s
Load and Count’’ notation, especial care shquld be
laken in the matter of car seal records, and shippers
should be in a position to make affidavits as to contents
of car in case of loss. In the absence of such records, a
claim for shortage may be uncollectable.

Under a strict interpretation of most switching and
ferry car tariffs, carriers are not responsible for con-
tents of cars loaded on' private or assigned sidings,
until after they have been removed from sidings. Upon
delivery, therefore, of carload shipments on private
siding and until cars are switched, they should be pro-
tected by a watchman even though goods have been re-
ceipted for.

Prior to loading a carload shipment, the car should
be thoroughly examined. Cars with leaky roofs and
those which have been rendered unfit for use on account
of having been recently loaded with some offensive ma-
terial, should not be accepted from railroad companies
except under written protest.

DisposiTioN oF Brn or Lapine.—The bill of lading
- is evidence of shipment and should be carefully han-
dled. The original bill of lading for a Straight consign-
ment should always be enclosed to the consignee with
invoice for the value of the goods, and the Memoran-
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dum bill of lading should be filed by the shipping de-
partment for record purposes. '

Crassirication SHEET—The traffic managers for
some industries that handle or manufacture a variety
of articles furnish their shipping departments with
Classification Sheets, showing proper description of
articles and applicable ratings.

Tasvrarineé FrercET Rares.—The shipping clerk
should be quite familiar with the rates via the standard
freight lines and differential routes over which ship-
ments are forwarded to and from his concern. Forms
similar to the illustrations shown on page 136 should
be prepared by the rate department as a guide for the
shipping clerk, on which should be tabulated the rates
applicable to outbound and inbound articles. This tabu-
lation will aid the shipping clerk to check freight bills
quickly and exactly, and may result in considerable
saving in transportation charges.

Section 2
Purchasing Department Practice

Procepure Wira Incomine Frercar.—The traffic
manager is not the head of the purchasing department,
but the purchasing agent and the traffic manager should
co-operate and keep in closest touch with each other.
The latter is, because of his knowledge, in a better po-
sition to route incoming freight than is the former, who
is an expert in purchasing goods, not in routing them.
The purchasing agent should, therefore, specify in his
orders the delivery desired by the traffic department.

Notices of arrival of merchandise should be turned
over promptly to a drayman who is to get the goods
from carriers. If freight should be consigned to a defi-
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CLASS AND COMMODITY RATES ON
MANUFACTURED GOODS
IN CENTS PER 100 LBS,
Smawr No. -1B
Darap 10-12-30 Caxcris Sorpraumery Darsp 0-17-29 awp 12-9-39
FROM LOUISVILLE, KY., TO THE STATE OF MISSISSIPPT

Crass Rateg . Cowmuoprry Rates Tamire Avraoriry
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Effective6-1-290 FLS ICC 1280 Cancelled ICC 1130

* Clase rates effective 8-10-29 Sup. 4 FLS8 ICC 1280
(R) Clasa rates effective 4- 1-30 Bup. 14 FL8 ICC 1280
(@) Clase rates effective 4-12-30 Bup. 16 FLS ICC 1280

CLASS AND COMMODITY RATES ON SUPPLIES
IN CENTS PER 100 LBS.
Baxer No. 6/1-A
Darzp 10-15-30 Cancms Sener No, 1 Darap 13-6-23
FROM OWENSBORO, KY., TO BCOTTSVILLE, KY.

mcmb
Commodity CrLass Com. Route| Tariff Authoirty
Rate
Rate [Class] Item | Page
stock, wooden, Hoops, eciled or | 39 6| 34| 164 AR | FLSICC 1280
C“Tmmdu - M/C50 c |rco
Nalls, fron ar steel, N. 0. I. B. N., cement | 39 [ ] 32 | 358 . L
coated ar galvanized or plain, in kegs {M/C50 FCo
fron acid ooppered, gal 54 4 16 | 540 . . & o
T ot biain tr v, 1 bole, ¢ |rce
bxa., , or colls, or on reels,

Classea | 2 | 2 | 8 | 4] 65| 6] 7| 8 |.9 |M/C|[Class|Routel Tariff Authority

Pasin173.] 98 | 83 | 60 | 564 | 44 | 39 | 34} 29 | 35 80U | AR | FLSICC 1280
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nite station and carrier offers delivery at some other
station, report should immediately be made to the traffic
manager.

Delivery of a carload shipment on a public track
or siding is not accomplished until the consignee or his
agent has been notified of the placing of car and he
breaks the seals on the car.

Siening For SETPMENTS.—The truckman should be
instructed, when signing for a shipment, to sign the
name of the trucking company and his own pame in
full on the freight receipt.

Examinmvag Packaces anp Conrtainers.—Care shounld
be exercised to see that the truckman, or the party re-
ceiving the goods, thoroughly examines them and as-
sures himself that all packages called for on the bill
of lading are received and whether or not they are in
good condition. Before opening a container it should
be carefully examined.

WeiegaING INBOUND SHIPMENTS.—AIl incoming L.
C. L. freight shipments should be weighed (when pos-
sible) immediately upon receipt. In instances where
there is a difference between the actual weight and the
weight shown on freight bill, the carrier should be re-
quested to make correction to the proper weight. Fail-
ing to have the correction made, the matter should be
reported at once to the traffic manager. The weight as
shown on the bill of lading should be compared with
the scale weight, and where shippers do not show cor-
rect weight in their bills of lading or do not show any
weight, report should be made to the traffic manager,
giving date shipment was receiver, correct weight, con-
tents, name of shipper, and name of carrier issuing bill
of lading and its date,

Recorp oF SmrpmENTS RECEIVED—The shipping
clerk should enter all shipments received and keep
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complete record thereof,.as provided in a Freight and
Express Entry Record, furnished by the traffic depart-
ment.

SarPMENTS PUT IN STORAGE BY THE CaARRIER.—Re-
port should be made to the traffic manager concerning
all shipments which are placed in a public warehouse
by the carrier, because they were not removed within
the free storage limit. When shipments are placed in
a public warehouse by the carrier, on account of not
being removed within the free storage limit, a full in-
vestigation as to the cause of such action by the carrier
should be made and a full report should be sent fo the
traffic manager.

Creckineg FrercaT Bris.—The freight bills should,
as soon as received, be turned over to the rate clerk
for the purpose of checking the rates, calculations, and
classification.

AcceprinGg DELIvERY oF SHORT SHIPMENTS.—Truck-
men should be instructed, when taking delivery on a
shipment which is not complete, to give receipt for the
actual number of packages received and, if possible, to
have the agent make and sign a notation on the face of
the freight bill as to the number or quantity short and
undelivered. If the short freight is not delivered within
thirty days, claim shonld be filed.

Teacine DEraveEp SmrpMeExTs.—Invoices and bills
of lading should be checked every 10 days. When ship-
ments are 15 days overdue, the agent of the delivering
carrier should be requested to start a tracer. (See
Form No. 22 of Red Book).

IxBounD CaRLOAD SHIPMENTS.—On receiving freight
from solid cars, the car doors shounld be examined (both
end and side doors) before seals are broken, in order
to be sure that the seals have not been tampered with.
The number of each seal should also be taken.



Chapter XIII
TRUCKING AND WAREHOUSING

COLLATERAL READING: In the Freight Trafic Red Book—
Trucking; Warehousing and Distribution.

Section 1

DeveropMENT.—From primeval time methods for
conveying merchandise have been devised and the
stages of progression from the man who carried a
bundle on his head or back have been briefly as follows:

The pack horse;

The ox-cart;

The wagon;

The horse-drawn truck, and

The giant horse-drawn swing, baby and reach
trucks capable of carrying single loads of from ten to
a hundred tons, or even any weight that the pavements
could sustain.

Finally, we have reached the stage of the motor
truck that has half the weight carrying capacity of a
standard freight car, and the giant swing, baby and
reach trucks have been replaced by similar tractor-
drawn vehicles.

Moror Truck Dispracine Locar Frerear Trarns.—
The great improvement that has been made in the con-
struction of highways and the high railroad ‘terminal
costs have made it possible in many instances to ad-
vantageously utilize motor trucks to replace the rail
movement of freight. In many sections of the country,
the local freight service maintained by railway com-
panies has been superseded by motor truck service, and
the managers of our large railroads are endeavoring

139
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to develop a plan whereby the short hauls of freight
which are unprofitable will be performed by motor
-frucks operated by themselves.

The railroads have apparently been forged to take
this action owing to the deep inroads made in their
local traffic by the long-haul motor truck companies,
who have become potent competitors for this business,
. and further, because of the fact that many industries
now operate their own trucks between their factories
and markets.

Ecoxomic VaLuk or Moror Truck Service—There
is no question but that the motor truck is an economical
factor in transportation, but the service has not yet
been systematized, and most of the companies operate
on a contract basis. Keen competition prevails among

'the companies and consequently their rates for trans-
portation of freight are unstable.

Regulation of the service and rates of motor truck
companies engaged in interstate commerce, under the
jurisdiction of the Interstate Commerce Commission,
would add greatly to the value of this agency. In the
Commission’s Investigation, Docket No. 18300, it ruled
that ¢“While experience may show that the interstate
transportation of property by motor vehicles operating
as common carriers on the public highways should be
regulated, there does not appear at this time public
need therefor.”” However, the time for regulation of
interstate transportation by motor vehicles is not far
distant, and it is almost a certainty that ere long ex-
perience will demonstrate to the Commission ‘‘the pub-
lic need therefor.”’

- Under the usual method of handling L. C. L. ship-
ments by rail, at least six handlings are necessary;
namely,— .

(1) Loaded on the shipper’s truck and hauled to
the freight station.
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(2) Unloaded at the railroad station platform.
(3) Loaded into a freight car.

(4) TUnloaded at railroad station at destination.
(5) Loded on the consignee’s truck.

(6) Unloaded at the store door or warehouse of
consignee.

If shipments are transferred en route, two or more
handlings are required. If the shipments are trans-
ported entirely by motor trucks, only two handlings are
required; viz., loaded on the truck at shipper’s estab-
lishment and unloaded from truck at store door or
warehouse of consignee.

‘When consideration is given to the fact that labor
is becoming an increasingly heavy factor in transpor-
tation costs, the possible economies by handling short-
haul L. C. L. shipments by motor truck are readily ob-
served.

Lore DisTance Truckine.—Highways and volume
of freight permitting it is usually practicable to truck
within a radius of fifty miles and, of course, under ex-
ceptional conditions for longer distances. Aside from
expediting the movement of freight between points of
origin and delivery by the use of motor trucks the fol-
lowing elements are to be considered in comparing the
cost of motor truck transportation with that by rail.

Pacrmwe.—If goods are moved between point of
origin and consignee in the same vehicle, a considerable
saving may be accomplished in packing and marking
over the need for packing to withstand several han-
dlings which might make marks illegible.

Storace—If within motor trucking distance of
market goods may be stocked or stored at factory for
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less than it would cost to store them at the point where
sold and they would be available almost as quickly.

Trucking To FrEIGET STATION.—Lacking a railroad
siding goods would have to be trucked to railroad sta-
tion.

FrereaT CHARGES.—This fact should be considered:
‘When shipping by rail or water it is required that many
articles be packed in boxes or crates, and freight
charges on the articles are increased by the weight of
these containers. But when shipping direct by motor
trucks, it is frequently possible to eliminate cases or
crates in the packing of merchandise and thereby the
transportation charges are reduced, in addition to the
saving of cost of containers.

Trucking CuarGE.—There will, of course, be the
charge for trucking from depot to consignee.

To the above may be added the consideration of
deterioration of goods through successive handlings,
the likelihood of actnal damage, pilferage or loss as
well as the need for contracting with two or more trans-
portation agencies if goods are shipped by freight.

~Local Trucking

Cuoice oF EqurpMENT.—In considering the problem
of local trucking, selection of motive power may be
made from three types of vehicles; viz., horse-drawn,
electric and gasoline, and their relative operating cost
per unit is in the order named, the horse-drawn being
the least expensive and the gasoline truck the most ex-
pensive.

The dependable maximum radius of each is:

Horse truck ............ 15 miles per day
Electrie truck .......... 30 miles per day
Gasoline truck ....over 30 miles per day
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The range of the heavy duty electric truck may be
increased by installing a larger battery, by boosting or
by replacing batteries during the day, while in the
lighter electric trucks, a greater radius is standard.
On the other hand, if operated over hills, on heavy
roads or if overloaded the efficient mileage of the elec-
tric will be reduced.

MawxEr oF Procuring EquieMenT.—Trucking may
be done by the purchase and operation of trucks by the
merchant, if his business is sufficiently large to warrant
it; by the hire of trucks on a daily, weekly, or yearly
basis from a publie truckman, or by the employment of
a public truckman paying a rate agreed upon for each
package or hundredweight. In some instances, a com-
bination of these arrangements may be worked out to
good advantage, as for example owning or contracting
for trucks up to an assured minimum requirement and
baving additional work by a public truckman through
hiring trucks on a daily basis, or at a price per hun-
dredweight or package.

In reaching a decision with regard to the above, it
is well to remeber the old adage, ‘““every man to his
trade.”” The handling of labor, the loading of trucks,
maintaining a surplus of equipment to replace that
which is out of use for repair and painting, the taking
care of trucks so that they do not break down on the
road and the taking care of them when they do, as well
as the purchase of accessories, care of tires and the
maintenance of an operating organization are all a part
of the day’s work in the routine of a responsible public
truckman. If you are not prepared to assume this de-
tail, it is probable that you can afford to pay a profit
to a public truckman to do your work and have it done
for less than it would eost to do it yourself.

Costs vary so greatly according to local conditions
and methods of operators, that no attempt is made to
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give cost figures, as the prevailing rates in any locality
may easily be ascertained.

EvremeNnTs oF CosT.—The following enter into the
cost of truck operation and to a degree, depending
upon locality, have to be reckoned with.

Licenses.—State licenses have to be obtained, the
cost depending upon the rate fixed by the laws of the
state. A chauffeur must be hired for motor truck op-
eration.

Crry.—In some cities a Publie Cart License must be
obtained.

CustoM House.—If freight in bond is to be trucked,
a custom house license must be procured in connection
with which a security bond is required to guarantee
against the loss in transit of bonded goods. The words
¢‘Custom House License No.’’ must be painted on each
truck used for freight in bond.

InsuranceE.—Accident Liability and Property Dam-
age—No cost of truck operation may be accurately es-
timated without the liability for personal injury and
for property damage being definitely determined by
the payment of insurance premiums to cover those con-
. tingencies. In these days of high awards in suits for
personal injury it is well to insure in amounts ample to
cover any judgment that may be obtained, particularly
in view of the fact that insurance in excess of minimum
amount may be had at a relatively low cost.

CorristoN.—Whether or not collision insurance,

~ which assures payment for damage to your vehicle by

another or by contact with obstacles, should be carried

by you, is for you to determine by contrasting the like-

lihood of sustaining damage and of securing payment

for such damage from one with whom your vehicle
collides against the cost of collision insurance.
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Fme—Both the truck and goods on truck should be
insured against loss by fire while on the road or in a
garage or stable.

WorkMEN’s CoMpENsaTiON.—Most states require
that workmen’s compensation insurance be carried by
employers to protect employees in the event of injury
while at work. The rate for this insurance varies ac-
cording to the industry in which the man is employed,
for example, the rate for the trucking industry may be
5% and for bridge workers 8%. These rates in turn
are subject to variation dependent upon the experience
of the individual employer, so that one may have to
pay more than the rate fixed for his industry if injuries
to his employees are over costly, or if the cost is low
his rate may be bettered.

In connection with the placing of compensation in-
surance, it is well to remember that payment for the
accident of today may extend over a period of years to
come. Therefore, care should be exercised in the selec-
tion of the insurance company, for if it fails to meet
awards, you must pay.

If you hire a truck from another and he fails to
comply with the law that requires him to carry Work-
men’s Compensation Insurance and his man on the
‘truck employed by you is injured, you are responsible
for any workmen’s compensation award in the event
that his employer does not pay, or if in the operation
of the truck any person should be injured or property
damaged, you would be jointly liable. with the owner
for damages sustained.

Therefore, it is incumbent upon you to see that the
truck owners carry Workmen’s Compensation Insur-
ance, and that their Accident Liability and Property
Damage policies contain a clause relieving you from
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any liability that might be incurred by operation of
the rented truck under your direction.

In New York State the law provides that if a minor
is improperly employed and is injured in such employ-
ment, he is awarded double compensation, of which the
insurance company may not pay more than one half—
the balance to be paid by the employer. Therefore, no
minor should be employed by you or by anyone from
whom you hire equipment without having working
papers made out in proper form.

Taerr.—Insurance against the theft of single pack-
ages, or of truck loads from trucks is hard for a public
truckman to obtain owing to the unhappy experiences
had by insurance companies who in the past have issued
these policies. A common practice is for the truckman
to limit his liability for the loss of any package to the
amount of Fifty Dollars, which should be within his
capacity to pay, but the merchant who carries a transit
policy must secure permission from his insurance com-
pany to accept this limitation from his truckman, which
upon the approval of the truckman by the insurance
company, is issued in the form of a ‘‘rider’’ to the
transit policy for which an additional premium is
 charged.

Burcrary.—Burglary insurance policies are issued
covering merchandise upon trucks, while in garages or
stables overnight. If, as is the usual form of policy,
evidence of forcible entry must be shown, you are not
covered in the event of a hold-up or if the loss is
brought about through the collusion of employes. On
the other hand, if you have a ‘‘hold-up’’ policy, a bur-
glary may not be covered. Again, while it is unlikely
the safety of goods may be insured in a transit policy
from point of origin to consignee. Read your policies
carefully to be sure that you are fully covered and that
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you are not paying for double coverage of the same
thing.

In leaving the subject of insurance, the following
thought is submitted for careful consideration. Rates
for all insurance are made from the experience of in-
surance companies in each line and you contribute to
the making of your own rate. Do not take the attitude
‘I should worry, I’'m insured’—but endeavor through
trying to prevent and trying to minimize payments for
losses to lower the cost of your own insurance.

Section 2
Operation

MawacEMENT.— The management of a large truck-
ing company or the drayage equipment of a great in-
dustry, operating either motor or horse-drawn trucks,
is somewhat similar to the operation of a railroad and
a most skilful traffic management is requisite.

OrpEraTiNg.—Trucks are usually sent out from a
stable or garage in the early morning and the drivers
or chauffeurs are ordered to go to certain points for
the purpose of performing some definite task. The
trucks are earning money only when loaded and the
_wheels are moving. The loss by delay in truck move-
ment, particularly in city drayage due to congestion, is
a very great item and skilful manipulation is thereby
rendered necessary. Endeavors should always be made
to have trucks move both ways loaded; i.e., after de-
livering the initial load, a return load should be secured
if possible at the point of delivery or in the vicintiy.

MerEOD OF OPERATION BY LARGE DRAYAGE COMPANIES.
—One of the largest drayage companies in this country
has a system of operation which is very efficient and a
description of the method is as follows: -
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Two men are assigned to the operating desk upon
which are four telephones. The first daty of these men
on arrival at their desk is to call the stable and garage
on the telephone and receive from the superintendent
the day’s layout. This report is made into a chart on
which is shown the name of each driver or chauffeur,
the house number and license number of each truck, and
the time of departure. The drivers and chauffeurs
have orders to call these men on the telephone as soon
as each load is delivered, unless assigned to a particular
Jjob for the entire day. New orders are then given, the
aim being to have the vehicles move loaded in all di-
rections. At any time during the day these operating
men can tell approximately the exact location of each
vehicle. (See T'rucking Forms Nos. 57, 58, 59, 60, 61,
62, 63 and 64 of Red Book).

SUPERINTENDENCE.—F'oremen in automobile run-
abouts are patrolling the delivery territory watching
the trucks move and giving assistance when necessary
—they also keep in touch regularly with the operating
men.

Loads which are to be shipped for transportation
by steamship or railroad lines are sent out on informa-
‘tion received from the foremen, who ascertain and ad-
- vise the prevailing conditions; i.e., whether or not there
is a line of trucks waiting to effect deliveries, and the
operators are governed accordingly ; loads for the con-
gested lines being withheld until a more favorable time
and loads for the open lines being rushed.

In long distance trucking endeavor is always made
to secure a return load and low rates may often be se-
cured through knowledge of the routes of long distance
motor truck companies.

PersonweL—It is not possible to give an organiza-
tion chart of a drayage department or company that
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could be followed generally, but the chart shown on
page 150 would probably serve the purposes of an aver-
age drayage department or company.

ControL oF Dravage.—If a business concern owns
its drayage equipment, it should be under the control of
the traffic manager and the various duties shown in the
organization chart should be assigned to competent
employes. .

Tee Sgnruvr Dravace Manacer. — The Cartage
branch of a traffic depariment is a fertile field for eco-
nomical improvement. The employment of a skilled -
drayage manager and the acquisition of an adequate
drayage plant would enable many industries to effect
a material decrease in cartage expenses.

Section 3
Store Door Delivery

Derinrrron.—Store Door Delivery is simply the con-
tinuation of the rail or water transportation of freight
to the address of consignee by truck and plans to
progress the method in moving freight to the efficiency
long since attained in the handling of mail and of ex-
press matter. A complete system of Store Door De-
livery would provide for the continuous movement of
freight by one agency or carrier from the address of
consignor to the address of consignee.

Present MerHOD oF Hanprine FreremT.—Under
the prevailing method of handling freight, the shipper
must truck it o a freight station, the railroad or steam-
ship company signs a bill of lading, transports freight
to its terminal nearest address of consignee and sends
the consignee a notice to call for it. This practice is’
wasteful from every viewpoint and is continued only



ORGANIZATION CHART

TRUCKING COMPANY

TRUCK MANAGER

OFFICE MANAGER

SUPERINTENDENT

SCHEDULING AND ROUTING OPERATORS

Cashlering
Bookkeepling
Records
Contracts
Correspondence
Claims
Insurance
Licenses

Stables and Garages
Foremen

Drivers, chauffeurs, stable=~
men, garage employes

Purchase of Equipment

Repairs

Recelving orders
Directing trucks

Preparing daily operating
chart

0ST

DNISOOHTIVA| ANV ONINOAL],



Store Door DEerivery 151

because of the lack of coordination between shippers,
carriers and truck operators.

The consignor has to truck freight to the railroad
and his trucking charge is relatively high as against a
community frucking service with trucks moving fully
loaded. Each light loaded truck is wasteful and their
number increases delay at terminals. Beyond this his
freight rates are higher becaunse of subsequent lack of
economy in handling, for the railroad has to serve the
trucks of each individual, multiplying the number of
operations as against an organized trucking service.
Arriving at terminal, notices of arrival must be sent to
consignee and storage space provided at terminals for
merchandise until consignee sends for same. The ex-
pense of sending trucks of many consignees and the
need for sorting freight at terminals to permit each
consignee to select his freight, is costly, increasing ter-
minal overhead and loading charges. Freight may be
brought in only to the capacity of terminals and this
results in further slowing the movement of freight.

The consignee pays higher trocking charges due to
partly loaded trucks, delays at terminals, high loading
charges and street congestion.

This spread of waste is reflected in a higher cost for
transporting freight than is justified. Some large cities
already have in part a store door delivery and the
movement to make such an arrangement is national in
scope.

Section 4
Warehousing
Various Tyees or WareHOUsING.—T0 a considerable

degree, the Merchandise Warehouse has become a nec-
essary adjunct to traffic departments in order to handle
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their business to the best advantage and meet the grow-
ing transportation requirements for efficient distribu-
tion. (See Warehouse Receipt Forms 67 and 68 of Red
Book).

"There are several types of warehouses, some of
which are specially adapted for certain kinds of com-
modities. For instance, cold storage warehouses for
perishable foods, warehouses fitted for storage of
cotton, wool, and tobacco, Bonded Warehouses for stor-
age of goods in the custody of the United States Cus-
toms and Internal Revenue Department, and the Mer-
chandise Warehouses equipped for storing practically
all kinds of commodities and which handle the larger
portion of the storage business. (See ‘‘U. 8. Warehouse
Act’’ scetection of Red Book).

How Wazrerouses Am 1n DistrBuTIiON :—Ware-
house facilities and services may be utilized profitably
as follows:

1. For storage of seasonal commodities, over-pro-
duction, goods for distribution, assembling of freight
for forwarding, ete.

2. For storage of food products, drugs and other
articles which are shipped in solid carloads to the ware-
" house at regular intervals, depending on the rate of
consumption, and are distributed as orders are re-
ceived. Goods sold to local customers are either called
for or are delivered to them by truck, and the goods
sold to customers located in various points of that ter-
ritory are shipped to them either by railroad or motor
truck.

3. Frequently the warehouse acts as the consignee
for a ¢‘Pool’’ car, which is a car loaded solid with a
number of less-than-carload shipments consigned to the
warehouse for distribution {o various customers at des-
tination, or for reshipment to customers located in that
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section. By this method of shipping, a saving in trans-
portation charges of the difference between the less-
than-carload and carload rates is effected, which is a
source of mutual profit to both the warehouse and ship-
per, and on the other hand, buyers receive the benefit of
through car transportation, and possibly reduced prices.

4. Many other valuable services are rendered by
the Merchandise Warehouses, which are set forth in the
Freight Traffic Red Book in the treatise, entitled
‘“Warehousing and Distribution,’’ and by study of this
treatise important, nseful knowledge of this subject
will be obtained.

InsurancE.—Attention is called to the fact that it
is not customary for merchandise warehousemen to in-
sure goods on behalf of owner, except when specifically
requested to do so. Therefore, the subject of insurance
should receive careful consideration in warehouse ne-
gotiations. But when the warehouseman acts as an
agent of owner, he must take the same precautions
against the hazard of fire as the owner himself would
do in his own establishment.

StoracE oF FrercaT By Carrrers.—When consignees
fail to remove freight from the delivery stations of
the transportation companies within the free time al-
lowed, it is usually placed in a public-warehouse at ex-
pense and risk of owner, and the consignees are
promptly notified of the action taken. On receipt of a
notice of this character, consignee should at once ar-
range to cover the goods with insurance, or immediately
remove the freight.

As a rule, storage charges are on a monthly basis;
that is, one month’s storage charge is assessed by the
warehouseman on freight placed in his custody, whether
goods are held the full month or any fraction thereof.
(See ““Storage’’ section of Red Book).
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ROUTING

COLLATERAL READING: 1In the Freight Traffic Red Bmi—é
Routing.

Section 1
Law Governing Routing

SurppER May DesienaTe Routing.—Under the pro-
visions of the Interstate Commerce Act, where two or
more through routes and through rates have been es-
tablished between point of shipment and destination,
shipper has the right to designate the route via which
he desires shipment to move, and where competing lines
of railroads constitute a portion of the through route,
shipper may determine the intermediate line. (See
Conference Ruling of 1. C. C. relating to ‘‘ Routing’’).

Routes via Waica Rares AppLy.—The route or
routes via which rates apply are either shown in the
tariff or a routing guide, reference to which is made in
the tariff (See I. C. C. Tariff Rule 4 [k]). When a
tariff contains no routing directions, the rates shown
- therein are applicable between the points named there-
in via any or all of the lines parties thereto:

ImporTANCE OF Rouring.—The lawful charge for
transportation of a shipment is the rate via the route
over which the shipment moves contained in a tariff,
or tariffs, on file with the Interstate Commerce Com-
mjssion, and the Commission has ruled that the agent
of carrier must forward an unrouted shlpment via the
cheapest reasonable route, but, for various reasons, he
may not do so. However, if the misrouting should be
subsequently discovered, claim for the excess charges
incurred through error in routing would be collectible.

154
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Most of the errors of shippers and carriers in rout-
ing shipments occur when through rates are constructed
by combination. In such cases, it is necessary to deter-
mine the lowest lawful combination rate and route
shipment via the gateway or basing point on which this
rate is built. Of course, if shipper does not specify
routing, it is incumbent on carrier to apply the lowest
lawful combination rate. Yet carrier may not romte
shipment via the junction on which the lowest lawful
combination could be made, and the excess charge thus
incurred becomes one of the many transportation losses
sustained by shippers who do not employ competent
traffic men to handle their shipping, because of the fact
that, owing to their lack of traffic knowledge, no claim
will be made; hence the necessity for a traffic man who
is proficient in transportation law and in the applica-
tion of tariffs.

The skilful traffic man invariably routes his ship-
ments, and also ascertains if the consignments received
inbound are correctly routed. When we consider the fact
that thousands of unrouted shipments are handled by
carriers, it is reasonable to assume that many errors
are made. Therefore, by correct routing of outhound
shipments and by checking the inbound routing of
freight received, an experienced traffic man may save a
large amount in transportation charges.

Although the importance of routing has been
strongly emphasized, after all, when a shipper or a
traffic man is uncertain as to correct routing, it is ad-
visabe to specify routing in bill of lading, inasmuch
as the initial carrier must protect the lowest applicable
rate. Then, at a subsequent period, if it is found that a
lower rate was available, no difficulty will be experi-
enced in collecting a claim for the excess charges.

DererMINATION OF RoUTE—The first thing to deter-
mine in making a shipment by freight is the name of
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the railroad station or boat landing at which consignee
will receive the goods, and this determintion must be
based on fact and not on conjecture. The destination
and terminal delivery should be stated so definitely that
there will be no question as to its location.

The tariff, or tariffs, applicable should then be con-
sulted and from the available routes should be selected
the route commensurate with the service required; i.e.,
a direct standard line, if time is important, or a rail-
and-water route over which a lower rate obtains, if
cost must be considered and time is non-essential.

The shipping department should be furnished with
the current issue of a standard Shippers’ Guide and it
should be consulted before shipping to an obscure or
unfamiliar point, when complete rounting directions are
not given on the purchaser’s order for the goods.

Section 2
The Routing Sheet and the Route Map

RouTing Saeer.—In order to facilitate the handling
of traffic, large traffic departments should have pre-
pared for the guidance of their shipping departments
a Routing Sheet, the method and the preparation being
governed by the volume of the traffic. It is advisable to
make a separate Routing Sheet for each State in which
goods are distributed.

The specimen Routing Sheets, with Keys, shown on
157 to 163, inc., were prepared by the traffic department
of one of the largest industries in this country which
forwards and receives freight to and from almost every
State, and also has a large foreign commerce. The
traffic mmanager has sheets prepared governing the
traffic from its principal factories to practically all of
the States, a separate Routing Sheet being made for
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each State. The specimen Routing Sheets A and B are
applicable to the State of Michigan which is located in
both the Official and Western Classification territeries,
and the Routing Sheets C and D are applicable to the
State of Kansas, located in the Western Classification
territory.

Krys.—The keys furnished are applicable only to
traffic from New York City, but the Routing Sheet con-
tains symbols designating the routes from their various
plants, a separate key, or keys, being provided. for each
plant for traffic forwarded from the point at which it
is located. The ‘‘New York Routing Key—West’’
shows the routes via which traffic from New York City,
destined to points in the Western Classification terri-
tory, is routed by this fraffic department, and the routes
in this key are indicated by letters only. The “New
York Routing Key—East’’ shows the routes via which
traffic is forwarded to all other points in the United
States located in the Official and Southern Classification
territories, and these routes are indicated by numbered
letters or numbers.

NEW YORK ROUTING KEY—EAST

Route Route . .

Letter Freight Routing Letter Freight Routing
1....ErieRR 3b...PR R c¢/o Emp Line ¢/o D
la...ErieR R & C Nav Co
1b...ErieR Rc¢/o G 3¢...PRRc/oSULec/oIC
le...Eie RRe¢/oNYC&StL 3d...PRRc/oCan Sou Line
1d...Erie RRc/o P 3f....P R R ¢/o Emp Line

3g...P R R ¢/o Atl Coast Desp
2...DL&W 3h...P R R ¢/o Seaboard Desp
2a...DL & W c/o Wab 3i....P R R c¢/o East & Sou Desp
2b...DL & W ¢/o Lack Line 3k...PR R ¢/o Sou Ry
2¢.. DL&Wec/oGT 3m..PRRc/oN&W
2d.. DL&Wec/oPM 3n..PRRc¢/0C&O
2m..DL&We/oNYC 3p...PRRc/oNS .
2p..DL&Wc/oD&BSBCo 3q...PRRc/oRich-Wash Line

at Bflo 3u...PRRc¢/oSALec/oD&S

2q..DL&Wc/oC&BTCo 3v...PR Rc/o Vir Ry
2t...DL&We/oMC

4. .. NYC
3....PRR 42. . . NYC
3a...PRRe¢/oSUL 4b..NYC
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NEW YORK ROUTING KEY--EAST .

Route .
Letter Freight Routing
4c...NYC
4d...NYC
4e..NYC /oCanSouLme
4w..NYC / D T Co ¢/o
LE&W
4x...N Y C c¢/o Great Lakes
Transit Co.
5...WS
5a...W S c/o Wab
5b.. WSec¢/oNYC
5¢...WSe¢/oMC
5d...WS¢c/oGT
Se.. WSec/oNYC&StL
6....NYNH & H (Pier 37,
ER) (P
7....NYNH & H (Pier 39,
ER)
8.. CRRofNJc/oReadmg
9....CRRofNJ
10....B&O
10a...B & O ¢/o Cont Line
ﬂ Hf ¢/o Traders Desp
a c/o ers
11b...LVe/oNYC
1lc...LV ¢/o Wab
11d...LCec¢/oMC
lle...LVc/oGT
11f....LVe/oPM
11g. ..LVe/oNYC & St L ¢/o
Cl&L
. 11p.. IéOVc/oGreatLakesTmnslt
11q...L ' Ve/o C & B Trans Co
12...NYO&W
12a...NY O & W ¢/0 Ont Cent
.. Cc/oD&H
. n Isl RT
....CRRofNJc/oBRD
....CRRof NJc/oCSD
18....CR R of N J ¢/oSou States
20...NY&NJISBCo
21....Truck
25....0DTCo
258...0DTCoc/oACL

Route
Letter Freight Routing
25b...0DTCoc/oSAL
25¢...0 DT Coc/oPAL
25d4...0DTCoc/o VT & G
256...0 DT Coc/o N & W Desp
25£....0 DT Coc/oCGD
25g...0 DT Coc/o KD
25 ...ggTCoc/oPALc/o
25i....0 DT Coc/oN&W
25j....0 DTCoc/oC&O
25k...0DTCoe/oPAL
25m...0DTCocﬁ)ACLc/oA
&WP&o &0
26p...O0DTCoc/oACLc/oA
&WP
255....0DTCoc/oNS
25u...0DTCoc/oNS
25v...0 DT Co c/o Vir Ry
27....Clyde Line
27a...Clyde Linec/o ACL
27b...Clyde Linec/o S AL
27e. ..Clyde Line ¢/o 8ou Ry
27d...Clyde Linec/oGSB & F
27m.. .Clyde Line ¢/o Chas F F
) Linec/oM & O
27t MalloryLmec/oAB&A
at Bruns
30....0cean 8 8 Co
30a...0cean 88 Coc/oACL
30b...0Ocean 88 Coc/o8SAL
30k...Ocean 8 8 Co ¢/o C of Ga
Sa: 8v /o Natl Desp
. ¢/o Na
35....Hudson Nav Co
36....Joy Line
38....Bnd rt Line
39....Fall River Line
40, ... Hartford Lina
41....Met 88 Co
41b. .. Met88Coc¢/0oGT
4lc...Met 88 Coe/o M C
...Met 88 Co
..New Bedford Line
44....New Haven 8 B Line
45. ...Norwich Line
46. . . .Providence Line

47'1..&1ackstone Valley Trans
48, ...Ben Frank Trans Co
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Routing

NEW YORK ROUTING KEY—WEST

Route

Letter Route Freighting

ML. . .Mallory Line

MM. .Morgan Line

MR...Morgan Line c/o L & A
at NO

.. .é/[l'qrgan Linec/oGC &

at Ch 0

& St L c/o

Route

Letter Freight Routing

8..... Cc/oNYC&St.Lc/o
AT &SFatC

SL...LVe/oNY &Sth/o
CB & a.tChgoc/oD&R
Ge/o &S L

SO....LVc/oNYC&Sth/o

oo Line at Chgo

SW...LVc/oNY &Sth/o
StLSWatStL

TC...Texas City 8 8 C

Y..... Clyde 8 Cc/oVT&G

¢/o V8 & P at Vicksburg
LVc/oNYC&Sth/o
Mo Pac at 8t L ¢/o D &
R G c/o West Pac

ROUTING ORDER—A
TO SPECIFIC POINTS IN MICHIGAN

Be governed by routing shown under group number opposite your city

New York.... 1 Baltimore.... 2 Charleston.... 3 Louisville.... 4
Cleveland..... 2 Chicago...... 2 New Orleans.. 3 Evansville... 4
GROUPS

TO 1 2 3 4
Adrian, Lenawee...................... 2a 10 2k 4b
Alma, Gratiot. ....................... 2¢ 3j 2k 25
Alpena, Alpena. ..............cc.vunn. 2d 3x 2k 25
Ann Arbor, Washtenaw................ 2t 3j 2k 31
Bad Axe, HUIOD. .. ......0ooneennenss- 1j  38x 2k 25
Battle Creek, Huron.................: 2t 10 2k 29
Bay City, Bay ......................... 11j 3x 2k 31

- Benton ﬁarbor, Berrien............... 2d 3x 2h 4

Big Rapids, Mecosta.................. 24 3a 2k 3r
Buchanan, BETTien. . .o ovvee e 2t 10 2k 31
Cadillac, Wixford. .................... 3a 3a 2k 3r
Calumet, Houghton. .................. F F F F
Charlotte Eaton.........covveevnnne. 2t 10 2k 29
Cheboygan ........................... 2t 10 2k 31
Coldwater, Branch.................... 4 4 2k 30
DETROIT Wayne............o00vnee 2a 3 2k 31
Escanaba, Delat. . . .......o0ooverroons F F F F
Flint, Genesee..................cu.... 11f 3x 2k 29
Grand Rapids, Kent.................. d 3a 2k 3r
Greenville, Montcalm 3x 2k 29
Hancock, iioughton ................... F F F
Hlllsda.le, Hillsdale.................... 4 2k 30
Holland, Ottawa............... 3x 2k 25
Houghton, Houghton F F F
Iron Mountain. . .....oocveeevvnvnnan. G G G



Tre RouTng SHEET aND THE Roure Mar 161

GROUPS
TO 2 3 4
Iron River, Jron.........coevvennnnnn. F F F F
Ironwood, Gogebie.................... F F F F
'I'six ming, h}uquette ................. gt g‘y Fk F
KSO | 2 4
,AMAZ00, Kalamazoo. ... ........ 2t 3a 2% 3r
Lansing, Ingham. . ................... 2t 3y 2k 29
Lapeer, 'Iapeer ....................... lle 3y 2k 25
Ludington, Mason. ................... 3x 2k 25
Manistee, Manistee. . ................. 2d 3x 2k 25
Manistique, Scholleraft. ............... IJX JX JX SO
Marquette, Marquette................ G G G G
Menominee, Menominee. .............. G G G G
Monroe, Monroe..........oocuninnennn 2d 3 2k 30
Mt. Clemens, Macomb. ............... 2¢ 3z 2k 29
MUSKEGON, Muskegon.............. 2d 3a 2k 25
Niles, Berrien. . ........ccoiiinnan.an. 2t 10 2h 4
Shiawassee................... 2¢ 3j 2k 31
Petosky, Emmett. . ................... 2d 31 2k 3r
Pontiae, Oakland. .................... 2¢ 3= K 29
Port Huron, St. Clair. . ............... }l] g: Kk 29
Saginaw, Saﬁ:a ..................... 1 X 2| 31
St. Johns, Clinton. ........cccuvnnnn... 2¢ 3s 2k 29
Sault Ste. Marie, Chippewa. ........... JX JX JX IJX
South Haven, Van Buren.............. 2t 2y 2k 31
Sturgis, St. Joseph........ ... 11b 3 2k 3r
Traverse City, Traverse........... 2d 3a 2k 25

ROUTING ORDER B—TO POINTS NOT NAMED IN A
To points not given in A, refer to Shippers’ Guide and ascerfain name
on which town is located and use route given below for points
on that railroad. If town for which shipment is intended is not on a
railroad and the order does not show the railroad station at which goods
should be delivered, inser the railroad station according to Shippers’
Guide and use route to the railroad point.

GROUPS

RATLROADS 1. 3 4
Apn Arbor. ......ooiiiiiiiiiiiaeaa, 2a 3j 3k 4
Arcadia & Betsey River. . ... .2d 3x 2k 25
Boyne City Gaylord & Alpena. .2t 3y 2k 3r
Chicago & A e 2t 2k 3r
Big Four (C.C.C. &St L)........... 4 10 2h 4
Detroit Bay City & Westem........... 11f 3x 2k 31
Detroit & Toledo Short Line. .......... 2c 3a 2k 4
East Jordan & Southermn............... 2d 3x 2k 25
Erie & Michigan Ry. & Nav.Co........ 11f 3x 2k 25
Grand Trunk.....................o.. 3s 2k 29
Kalamazoo Lake Shore & Chicago. .. ... 2t 3a 2k 3r
Lu & Northern. ............... 2d 3x 2k 25
Manistee & Northeastern.............. 2d 3x 2k 25
Michigan Central. .................... 2t 3y 2k 31
New York Central. . .................. 4 4 2h 4b
Pennsylvania................o. ..., 3 3 6a 3
Pere Marquette...................... 2d 3x 2k 25
Rapid....oooiiiiiiiiiiiiiiiiianne. 2¢ 3s 2k 29
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GROUPS
RAILROADS 2 4
Wabash. ....coviinieinnanrennnennnn., 3a 2k 6
Blaney & Southern (Northern Peninsula) JX JX JX 80
CM,St.P.&P........coovvevennnn. G G G G
C.EN. W iiiiiiiiiieninnannanns F F F F
%osper RADEE. 0o v G G G G
uth South Shore & Atl.............. JX JX IJX F
Escanaba & Lake Superior. ............ F F F F
Manistique & Lake Superior. .......... JX JX JX 80
‘Mineral Range. ...........co0venvnn.. F F F F
SooLime....coviivenirineernananannns JX IJX JX SO
Munising Ma.rquetfe &S.F............ JX JX JX F
Ontonagon.........covvveenacenannasn G G G G
Wlsconsm & Michigan................. G G G G
ROUTING TgRDER—C
KANSAS

Be governed by routing shown under group number opposite your city
New York 1 Baltimore. ... 2 Charleston.... 3 Louisville.... 4

Cleveland.. Chicago...... 2 New Orleans., 3 Evansville... 4
GROUPS

O . 1 2 3 4
ABILENE, Dickinson..........c0vee.. S S ES 8
Almena, Norton. ........ .. R R ER ER
Altamont, Labette. . L L LL L
Altoons, Wilson. .. .... E E E E
ANTHONY, Harper. .... S 8 ER ER
ARGENTINE Wyandotte............ S 8 ES ]
ARKANSAS CITY Cowley ........... S S LL L
ATCHISON, AtchiSon. .. ..nooeorinns R R E E
Atwood, Rawling. . .......oeiiinenanen AA AA A A
Axtell, Marshall. .. ... .0 L0 E E E E
Beloit, Mitchell...........ccovvennenn. B E E FUO
Burlmgt.on, Coffey......cooeeevennn.. . 8 8 K K
Calvert, Norton. . ..........000neunen. R ER ER
Carden, Marshall...........cco0evnees EU EU EU EU
Chapman, Dickinson. ........cccvvee.. EU EU EU EU
CHERRYVALE, Montgomery......... L L LL L
COFFEYVILLE Montgomery ......... K K K K
CONCORDIA, Cloud. ......envvnne. AA  AA E E
Ellsworth orth. .....coovveuiann. L L LL L
EMPORTA, Lyon. . . oomueeeooninns s ] K K
FORT SCOTT Bourbon.............. L L LL L
GALENA, Cherokee. . .......oooonones L L LL L
GREAT BEN D, Barton............... 8 8 E E
Hanover, Washmgton ................. AA AA A A
Hays, EfiS....eureenennonnnnnsnnenns EU EU EU EU
Hollis, Cloud.......c.ccvvvvvevnnnnn.. AA AA A A
HORTON, Brown...........c.cvvun.e R R ER ER
HUTCHINSON Reno..........c..... R R ER ER
INDEPENDENCE Montgomery...... 8 8 E E
LEAVENWORTH, venworth. ...... R R E E
Logan, Phillips. .cvccenrvvenrcecennnns E E E E
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ROUTING ORDER D—TO POINTS NOT NAMED IN C
To pomts not specifi l'det to the Shippers’ Guide and ascertain
name of railroad on whi is located and use route given below
for points on that nnlmad. If town for which shipment 18 intended
lshll::l: ona m::%eﬂne order doestllllot show the railroad station at
w goods ivered, insert the railroad station according to
the Shippers’ Guide and use route to the railroad point.

GROUPS
RAILROADS 1 2 3 4
Atchison, T & Santa Fe.......... S S ES 5
Chicago, B & Quincy.......... AA AA A A
Chicago, Rock Island & Pacifie......... R R ER ER
Kansas City, Clinton & Springfield...... 8 E LL E
Kansas City, Mexico & Orient.......... 8 E LL EG
Kansas City South ] S 1L, E
Kansas, Oklahoma & Gulf E E LL E
Leavenworth & Topeka R R E E
Midland Valley. S 8 LL L
Missouri, Kansas & Texas. . K K K K
Missouri Pmiﬁe E E E
Salina North EU EU EU
St. Joseph & Gmd Island R E E
L LL L
Umon Pacific EU EU
Wichita Northwestern 8 ER ER

InTERPRETATION OF RoUTING SHEETS.—The follow-
ing examples illustrate how routing is determined: As
soon as the destination is located on Routing Sheet, the
index number or letter indicates the key applicable; i.e.,
Key-East, Key-West.
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For shipments to Alma, Gratiot County, Michigan,
this company has selected the route designated by the
characters ‘‘2c.”” ‘‘New York Routing Key—East’’
shows the route ‘“2¢’’ as D., L. & W., ¢/0 G. T.

Calumet, Houghton County, Michigan, ‘is in the
Western Classification territory and the route selected
is designated by the letter ‘‘F.’’ The ‘‘New York
Routing Key—West’’ shows the ‘‘F?*’ routing to be
L. V.c/oN. Y. C, & St. L. ¢/o C. & N.W. at Chicago.

For shipments to Leavenworth, Kansas, the routing
selected is designated by the letter ‘‘R.”” The ‘‘New
York Routing Key—West’? shows the ‘‘R?’ routing to
be L. V.e/o N. Y. C. & St. L. ¢/o C. R. I. & P. at
Chicago.

Madison, Greenwood County, Kansas, is located on
the Missouri Pacific Railroad and is not included in the
points named on Routing Order C. The Routing Order
D shows that the routing selected for the points on the
Missouri Pacific Railroad is designated by the letter
“E.” The ‘““New York Routing Key—West’’ shows
the ““E’’ routinky to be L. V. ¢/o N. Y. C. & St. L. ¢/o
Mo. Pac. at St. L.

It is not our intention fo convey the idea that the
.Routing Sheets shown in this book indicate the correct
or preferred routing of freight forwarded from New
York City to points in Michigan and Kansas. The rout-
ing shown is the preference of the traffic manager of
this large industry. Other traffic managers would prob-
ably prefer some other routes, being governed largely
by the location of their industries.

Some traffic departments have adopted a plan of
compiling Specific Routing Sheets. For example, a
sheet is made out for each State, and the points located
therein, to which shipments are forwarded, are listed in
alphabetical order and opposite each point, the routing
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is specified in full. As a rule, these sheets are turned
over to the order department, and as the orders are
made out, the routing is entered on each, whereupon
they are sent to the shipping department. This method
relieves the shipping clerk of considerable responsi-
bility and, moreover, expedites the shipping. Yet,
other traffic departments, which employ this plan, ar-
range to have the routing sheets sent direct to the ship-
ping clerk and, as he makes out the bill of lading for
each shipment, hé enters thereon the designated rout-
ing.

‘While the work involved in the preparation of these
sheets expends considerable time, yet the simplicity of
the compilation with its concise routing instructions,
renders misrouting impossible; hence, it is discernible
that the time utilized in collocating this information is
well invested.

Map or TraxsporTATION Lines.—The traffic man
should be so familiar with this map that he can trace
the main lines of the important carriers and should
know the merits of the various systems, their relations
to each other, the large railroad centers and their june-
tions.

The map furnished with this course should be care-
fully studied in order that the principal arteries of
traffic will be constantly visunalized in the student’s
mind.

This map is not intended to be used for practical
purposes, but simply to give a bird’s-eye view of the
principal transportation systems of the country. In
order to determine the route for a shipment, the tariff,
or tariffs, applicable should always be consulted.

It will be observed, in studying the map, that the
important gateways, or junctions, and also the impor-
tant terminals are represented by solid red circles. The
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key to the map is shown in the lower right-hand corner
and it will be of asistance in locating the various lines.
The table in the lower left-hand corner shows the short
line distance between the important railroad centers in
the United States.

Pracricar, Use oF Rarroap Maps.—In the Official
Railway Guide is shown a map of important railroad
systems or lines, and a good method of learning how to
select a route to a competitive point is to consult the
maps published in this Guide and trace the course of a
particular railroad, for the purpose of ascertaining the
points where it crosses other lines, whether it is direct

.or circuitous, and the lines with which it connects at
various junctions. Furthermore, by practice of this
method, the traffic man will soon become familiar with
the important commercial centers served by each rail-
road.

Section 3
Ignorance of Fundamentals Invites Loss

Trarric InQusy.—Recently an eminent traffic man
in addressing a large number of the members of a traffic
club, asked them how and why they would route freight
. between two certain points, and not one volunteered an
answer. The great fault with the method of transact-
ing transportation business is that it is performed in
a mechanical manner and the reason why is not con-
sidered. If a man will stop to ask why he does a certain
thing or why it could not be done better some other
way, he will acquire one of the fundamentals of success.

Not very long ago a traffic man asked a large ship-
per in Chicago via what line he was forwarding his
shipments to a certain concern in New York City and
he replied.that he was shipping by the ‘‘A’’ Railroad.
When asked why he patronized that line, he said, *‘Be-
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cause I have always shipped via that line and I like the
‘A’ Railroad.”’ ‘‘Don’t you know,’’ said the traffic man,
¢‘that your customer’s establishment is located close
to the terminal of the ‘B* Railroad and that if yonm
shipped by that line you would probably save him a
considerable amount of carfage?’’ He did not know,
and it had never before been brought to his attention,
but he said that he would investigate and hereafter use
the lines having the nearest terminals to his customers.

Cusrom versus KnowLEpee.—Many shippers pat-
ronize a particular line simply because of custom, or
because it is well known and liked. They do not know
that by forwarding some of their shipments via other
lines they might save cartage expense to their cus-
tomers and that occasionally differential lines may be
used advantageously. Inbound shipments are fre-
quently received at terminals quite distant from the
consignees’ places of business, and as a matter of cus-
tom they send for the freight without complaint, not
realizing tht if they would keep in touch with their pur-
chasing department and furnish it with proper direc-
tions for terminal routing, large unnecessary expense
would be saved.

Errorrs oF TrapE AssociaTions.—For a long time
trade associations have been endeavoring to educate
their members on two points:

1. To get purchasers to specify in their orders the
terminal delivery desired.

2. To have shippers write the terminal routing in
the bill of lading.

Their efforts have been very successful, but the
country is large and many merchants still remain in
ignorance of the importance of traffic knowledge and
the necessity of a traffic department. Even one skillful
traffic man may constitute an effective traffic depart-
ment.



Chapter XV
DEMURRAGE AND STORAGE

COLLATERAL READING: In the Freight Trafic Red Book—
Demurrage Rules and Charges; Storage.

Section 1
Demurrage Rules and Practice

DeriniTiON OF DEMURRAGE—Demurrage is the
charge assessed by carriers in accordance with the
Freight Tariff announcing the National Car Demur-
rage Rules and Charges issued by the American Rail-
way Association Tariff Bureau, and applies after the
expiration of the free fime limit on cars held by or for
shippers or consignees for loading and unloading, or
for any other purpose. (See Conference Rulings of I.
C. C. relating to ““Demurrage’’ Red Book).

NEecessity roR DEMURRAGE CHargE.—In the inter-
ests of both the public and the carriers, it is necessary
that an adequate supply of the various kinds of cars
should be kept in service. Cars are profitable to the
railroads only when they are transporting freight, and
it is a matter of the greatest importance to shippers
that cars should be-available for prompt loading of
* their shipments. Therefore, the purpose of the demur-
rage charge is to impose a penalty on shippers and con-
signees for their delay in handling cars, and it is as-
sessed for the purpose of preventing, as far as possible,
any unreasonable detention.

Cazrs Sussecr To Rures.—Cars of either railroad or
private ownership held for or by consignors or con-
signees for loading, unloading, forwarding directions,
or for any other purpose, are subject to these demur-
rage rules with certain exceptions specified in the
Tariff. (See ‘““Demurrage Tariff’’ of Red Book).

168
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Free Time Arvowep. — Forty-eight hours’ (two
days) free time will be allowed for loading or unloading
all commodities.

“LOADING”’ includes the furnishing of forward-
ing directions on outbound cars.

““UNLOADING’’ includes the following require-
ments:

(a) Surrender of bill of lading on shipments
billed “‘to order.”’

(b) Payment of lawful freight charges when
required prior to delivery of the car.

(¢) Furnishing of a ‘‘turn-over’’ order (an
order for delivery to another party) after
car has been placed for delivery and no
additional movement of the car is made.

‘When the same car is both unloaded and reloaded,
each transaction will be treated as independent of the
other; except that, when loading is begun before un-
loading is completed, the free time for loading will not
begin to run until the first 7 A.M. after unloading is
completed.

But only twenty-four hours’ (one day) free time
will be allowed under the following conditions:

1. When cars are held for reconsignment, diver-
sion or reshipment, or held in {ransit on order
of consignor, consignee or owner.

‘When a car is placed for delivery at destina-
tion a ‘‘turn-over’’ which does not involve an
additional movement of the car is not a recon-
signment.

A “reshipment’’ is the making of a new con-
tract by which, under a new rate, the original
lading, without being unloaded, is forwarded
in the same car to another destination.
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2. When cars, destined for delivery to or for for-
warding by a connecting line, are held under
tariff regulations for surrender of bill of lad-
ing or payment of lawful freight charges.

3. When cars are held in transit and placed for
inspection of grading. An exception is made
on grain held in transit subject to Federal or
State inspection at certain cities specifically
named in the tariff.

CompuTiNg DEMURRAGE TiME—In computing time,
Sundays and legal holidays, but not half-holidays, will
be excluded. When a legal holiday falls on Sunday, the
following Monday will be excluded. Rule 3 thoroughly
explains how time shall be computed.

Norrricarion or AreivaL oF FreiecaT.—Notice of ar-
rival of freight shall be sent or given to the consignee
within twenty-four hours after arrival of car, and such
notice must contain car initials and number, point of
shipment, contents and, if transferred in transit, the
initials and number of original car.

‘When owner requests that original point of ship-
ment be omitted on reconsigned cars, this information
will not be shown on notice of arrival at destination.

When cars are ordered stopped in transit, notice
- shall be sent the consignee upon arrival of cars at point
of stoppage.

Delivery of cars upon other-than-public delivery
tracks, or a written notice sent to consignee of readi-
ness to deliver, will constitute notification to consignee.

- When any part of the contents of the car has been
removed by consignee prior to sending notice, such re-
moval shall be considered as a notice of arrival.

Rerusep anp Urcrarmep Carnoap Frercar—When
carload freight is refused at destination, notice of such
refusal will, within twenty-four hours thereafter (ex-



DeMurraGeE RULEs axp Pracrtice 171

clusive of Sundays and legal holidays) be sent by wire
to consignor or owner.

‘When perishable freight is unclaimed and consignee
or owner cannot be located, notice to that effect will be
sent by wire to consignor or owner within three days
(exclusive of Sundays and legal holidays), from the
first 7 A.M. after the day on which notice of arrival was
sent. This rule applies also to non-perishable carload
freight, with the exception that the time intervening
between the date notice of arrival is given and the send-
ing of the wire will be five days.

Pracing Cars For UnLoaping.—When delivery of a
car cannot be made to other-than-public delivery track
or to an industrial interchange track (a track owned by
an industrial plant performing switching service for
itself) on account of inability of consignee to receive it,
or because of other conditions attributable to him, the
car will be held at destination or at the nearest avail-
able hold-point. A notice to that effect will be sent to
the consignee, and this will be considered constructive
placement.

‘When delivery cannot be made on specially desig-
nated public-delivery tracks, because such tracks are
fully occupied or from other causes beyond the control
of the earrier, delivery shall be made at the nearest
available point to consignee, unless consignee indicates
a preferred available point.

In the event consignee notified the railroad that he
refuses to aceept delivery at the point named in the
notice sent in accordance with the next preceding para-
graph, the car will be held awaiting opportunity to de-
liver at the specially designated track and Free Time
will not begin until the first 7 A. M. after the day on
which notice of placement is sent.

Cazs ror Loapine.—Cars will be considered placed
when actually placed or held on orders of the consignor.
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On empty cars placed for loading and not used,
demurrage will be charged from actual or constructive
placement until released, with no Free Time allowance.

Demurrace CHARGES.—At the expiration of the free
time allowed, demurrage charges per car per day, or
fraction of a day, will be made until the car is released.
For each of the first four days the demurrage charge is
$2.00 per day; and for each succeeding day the charge
is $5.00.

Track StoraGE,—At some terminals where railroad
facilities are limited, in addition to the demurrage
charge for cars placed on public-delivery tracks, there
is a track storage charge, but this charge must be cov-
ered by a lawful tariff.

Section 2
Demurrage Claims

WraEN DeEMUreAGE CHARGES ArE Nor ALLOWED.—
No demurrage charges are to be collected when deten-
tion of car occurs through any of the causes named in
the following paragraphs.- Any charges assessed or col-
_ lected under such conditions shall be promptly cancelled
or refunded by the carrier.

1. WearaeEes INTERFERENCE. When the condition of
the weather during the prescribed free {ime is such as
to make it impossible to employ men or teams in load-
ing or unloading, or impossible to place freight in cars
or move it from cars withont serious injury to the
freight, the free time is extended. This also applies to
shipments frozen while in transit and to the inability of
shippers or consignees to load or unload freight be-
cause of high water or snow-drifts. However, this rule
does not absolve the consignor or the consignee from
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liability for demurrage, if others similarly situated and
under the same conditions reasonably could and did
load or unload cars during.the same period of time.

2. BuxcmEmwg. (a) When, by reason of delay of
carrier in filling orders, cars are placed for loading in
numbers in excess of daily orders, the shipper is allowed
such free time for loading as he would be entitled to had
the cars been placed as ordered.

(b) When, due to the fault of any carrier, cars
are accumulated and delivered by a railroad in numbers
in excess of daily shipments, the consignee is allowed
such free time for unloading as he would have been en-
titled to had the cars been delivered in accordance with
the daily rate of shipment.

An illustration is as follows: A shipper in point A
forwards to a consignee at point B five cars per day,
and the consignee at point B can unload the five cars
per day when placed for unloading. The consignee at
B receives no cars for three days, but on the fourth day
twenty cars are accumulated to be placed. No demur-
rage charge could be assessed against the consignee if
he unloads his daily allotment of five cars, as the ac-
cumulation of the twenty cars would be what is termed
*‘bunching.”’

3. Demaxp or OvercHARGE. If the agent of a car-
rier demands payment of transportation charges in ex-
cess of tariff authority, no demurrage can acerue dur-
ing the period of adjustment.

4. Drraveo or ImprorEr NoTice By Cagrmier. If a
Notice of Arrival is not properly given to consignee, no
demurrage charge can be assessed, provided the fault
is with the carrier. If a mail notice has been delayed,
the postmark on the envelope shall be accepted as in-
dicating the date of the notice. If a notice is mailed on
Sunday, a legal holiday, or after 3 P. M. on other days
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(as evidenced by the postmark thereon), the consignee
is allowed five hours’ additional free time, but he must
mail or send to the carrier’s agent, within the first
twenty-four hours of free time, written advice as to the
actual time notice was received. If he fails to take this
action no additional free time is allowed.

5. Error or Ramwroaps PreveENTiNG Denrvery, If
the railroad has. made an error in placing cars (i.e.,
placing recent arrivals ahead of previous arrivals or
similar mistakes), demurrage may be assessed only on
the basis of the amount that would have accrued except
for such errors.

6. Dera¥ By Uxrrep States Customs. When ship-
ments are delayed by the United States Customs, such
additional free time shall be allowed as has been lost
through such delay. Goods entering the United States
from foreign countries are, as a rule, dutiable and must
go through the routine of being cleared through the
Customs. Unless Customs entry is correctly made, de-
livery of the goods will be delayed until all errors and
omissions are corrected. Freight of this nature is
termed ‘‘Import’’ freight, and is frequently trans-
ported by railroads either to interior points or across
the continent ‘‘in bond.’”” The term ‘‘in bond’’ means

- that the goods are under the control and ownership of
the United States, and remain so until cleared from
Customs. For convenience of importers and to avoid
congestion at seaports, the Government maintains cus-
tom-houses at many of the large interior cities. Cars
transporting freight ‘‘in bond’’ are secured with Gov-
ernment seals which must be broken only by an anthor-
ized Government officer at destination. Delivery can-
not be accomplished without the authorization of this
Customs Official.

AvERAGE AGREEMENT.—Shippers and receivers fre-
quently make an agreement with the carriers, whereby
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the charge for detention of cars for loading or unload-
ing shall be computed on the basis of the average time
of detention during each calendar month. One credit is
allowed for each car released within the first twenty-
four hours of free time. After forty-eight hours’ free
time, one debit per car per day, or fraction of a day,
will be charged for the first four days. Ninety-six
hours’ free time is allowed on cars subject to Rule 8,
Section A, Paragraph 2 (see National Car Demurrage
Rules of Red Book). When a car has accrued four
debits, a charge of $5.00 per day, or fraction of a day,
will be made for all subsequent detention including all
subsequent Sundays and holidays.

Credits earned on cars held for loading cannot be
used as an offset for debits aceruing on cars held for
unloading, or vice versa.

If the credits exceed the debits no payment will be
made by the railroad on account of such excess of
credits, nor can the excess credits for one month be
considered in computing the average detention for an-
other month.

A party who enters an Average Agreement is not
entitled to cancellation or refund of demurrage charges
on account of weather interference, nor because of
bunching unless such bunching is caused by strike of
carrier’s employes.

On written notice either party may terminate the
agreement, which notice becomes effective on the first
day of the month succeeding that in which it is given.

In his book, ‘‘Law and Theory of Railway Demur-
rage Charges,” Harleigh H” Hartman, in discussing
the Average Agreement, says:

¢The agreement, if entered into, must be applic-
able to all cars subject to demurrage which are held for
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loading or unloading. An agreement with respect to
cars held for loading or only for unloading would not
be proper.. This requirement is necessary to guard
against discrimination. And as the agreement applies
to all cars released in each calendar month it should
ordinarily be entered into as of the first day of the
month. Under conditions where no cars were released
during the early days of the month, the agreement
might be entered into as of the first day on which cars
were released.

The average agreement is based upon mutunal gain
and sacrifice by shipper and carrier. The shipper is
thereby enabled fo escape demurrage payments he
would otherwise have to make by being permitted to
use unexpired ‘‘free time’’ on cars promptly released
to offset what would otherwise be demurrage time on
cars held beyond their ‘‘free time’’ period. To secure
this advantage he waives his rights to additional ¢‘free
time’’ because of weather interference, bunching of
cars, etc., and accepts the average. The carrier in re-
turn for the advantages granted the shipper secures
the benefits of this waiver and in addition those re-
sulting from its not being required to place cars for
unloading in the order of their arrival, except as pro-
vided in Rule 8-E. This explains the necessity for the
- exceptions made in Section E of Rule 9.

Some shippers have questioned whether or not Rule
9, Section A, goes far enough in recognizing this mu-
tuality because under it when a car is placed on Sun-
day, for example, unloaded that day and switched out
on Monday only one credit can be-allowed although
there is an additional saving of car detention for which
the shipper can derive no benefit. The reasonableness -
of this aspect of the rule has not been tested.

The Commission considers the average agreement as
a concession, and apparently does not think that it has
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aunthority to require its establishment as a reasonable
rule or regulation.

The Commission has said that the computation of
average detention should be made upon as fair and
equitable basis as possible. Detention time should not
include the day of placement when a car is placed so
late in the day as to leave the consignee no reasonable
opportunity of handling it on that day. And the com-
putation should not include any time after release of
the car by shipper.”’

Section 3
Storage Rules and Charges

DerinrTION OF STORAGE.—Storage is the charge as-
sessed by carriers in accordance with the F'reight Tariff
governing Storage Rules and Charges and applies to
freight, either carload or less-than-carload, unloaded
at terminals and held after expiration of the Free Time
limit. (See ‘‘Storage’’ section of Red Book).

FrrrcaT SUBJECT TO STORAGE.—F'reight received for
. delivery or held to complete a shipment, or for for-
warding directions, if stored on railroad premises is
subject to the following storage rules:

(a) Carload freight held in cars for delivery, and
subsequently unloaded in or on railroad premises, is
subject to demurrage rules while in cars and to storage
rules after it is unloaded.

(b) Freight upon which the free time allowed
under demurrage rules has expired while in cars, and
subsequently unloaded in or on railroad premises, is
subject to storage rules when unloaded, without free
time allowance.

Exceprion.—These rules do not apply to export or
import freight at the port of export or import; nor to
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domestic freight from or intended for delivery to ocean
or lake vessels at the port of trans-shipment.

Notrrication or Arrivar oF SHIPMENT. — Notice
shall be sent consignee by the carrier, in writing or as
otherwise agreed, within twenty-four hours (one day)
after arrival of shipments. Such notice must specify
point of shipment and name of commodity.

Rerusep ok UncLaiMED FrEIGET.—Where shipments
have been plainly marked with the consignor’s name
and address, preceded by the word ¢‘from,’’ notice of
refusal of less-than-carload shipments shall immedi-
ately be sent to consignor.

Unclaimed less-than-carload shipments will be
treated as refused after fifteen calendar days from ex-
piration of free time.

‘Where consignor requests that notice of unclaimed
or refused shipments be sent by telegraph, this may be
done only at his expense.

Free TiMe ALLowep Prior To SToracE—Forty-eight
hours’ (two days) free time will be allowed on all
commodities for the removal of inbound freight from
car or railroad premises, or to complete 2 shipment and
furnish forwarding directions for outbound freight.

Exceprion.—Additional free fime is given to con-
signees of L. C. L. shipments located at interior or at
non-railroad points.

Outbound less-than-carload freight, not accom-
panied by proper shipping directions which will permit
forwarding on the day received, will be subject to stor-
age charges from the first 7 A. M. after receipt of the
shipment with no free time allowance.

 Shipments of less-than-carload freight held to com- -
plete a shipment, or held for reshipment, will be al-
lowed twenty-four hours’ free time.
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CompuTiNG Time.—In computing time, Sundays and
legal holidays will be excluded. Where a legal holiday
falls on Sunday, the following Monday will be excluded.
On inbound freight held for removal and on freight
held for re-consignment or re-shipment, time will be
computed from th first 7 A.M. after the day on which
notice of arrival is sent or given to consignee.

CrarGEs FOB STORAGE ON F'rEIGHT.—F'reight held on
railroad premises in excess of the free time allowed is
subject to storage charges as follows:

(a) Freight, except automobiles or other self-pro-
pelling vehicles (but not excepting motorcycles or
bicycle motor wheels), held in or on railroad premises
in excess of free time allowed, will be subject to the
following storage charges per day, or at option of car-
rier may be sent to public warehouses:

For each of the first five days, 1% cents per 100
lbs.; for the sixth and each succeeding day, 3 cents per
100 Ibs.; minimum storage charge per shipment on
freight held beyond free time, five (5) days or part
thereof, 25 cents; six (6) days or more, 50 cents.

~ (b) After expiration of free time, automobiles or
other self-propelling vehicles (except motoreycles and
bicycle motor wheels) will be subject to a storage charge
of three and one-half (31%) cents per 100 lbs. per day,
with a minimum charge of $1.00 per machine per day
for each of the first five (5) days, and $2.00 per machine
for each succeeding day, or at option of carrier may
bé sent to public warehouses. -

(c) (1) When carload freight is unloaded by the
carrier for the purpose of releasing needed equipment,
the storage charge will be the same as would have ac-
crued under car Demurrage and Track Storage Rules
had the freight remained in the car..
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(2) When carload freight is unloaded in or on rail-
road premises by or upon request of consignee or con-
signor, the storage charges shall not exceed the amount
that would have accrued under Demurrage and Track
Storage Rules had the freight remained in the car.

Cramms ror Storace CHarcEs.—The same rules gov-
erning causes for non-collection of demurrage charges
are applicable to storage charges. (See Claims in
““Storage’’ section of Red Book).

Section 4
Export Freight

TaroveH ExporT Brrs oF Lapine.—Through export
bills of lading (See Form No. 25 of Red Book) on car-
load traffic in connection with Agreement Lines (Steam-
ship lines which have entered into an agreement with
the railroads and United States Shipping Board) will
be issued only when founded on written ocean contract
and on traffic moving under railroad transportation
permit. (See ‘“Foreign Commerce Orders of 1. C. C.”’
section of Red Book).

(1) Carload freight covered by through export
bills of lading issued in connection with these lines will
generally be held in warehouse, or, at option of car-
" riers, in cars free of charge at the port of exit for a
period of not exceeding fifteen (15) days, exclusive of
day of arrival; thereafter, storage charges, as per
tariffs lawfully on file with the Interstate Commerce
Commission, will apply.

Norte—These storage charges generally are as follows:
Cents Per 100 Pounds for
each Five (6) Days or
For Periods of Five (6) Days Fraction Thereof ~~

First six (6) periods beyond the perfod of

free storage (including handling in and

OUL) tvevcnmerecccncicncsnannana eeseeesss 1
Next six (6) periods .....cccvvvveensnocecses 114
Succeeding periods .....ccevevecvcvonsnaas 2
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(2) Inthe event of a failure of the stegmship com-
pany to clear freight on any vessel, or during any period
for which specifically booked, or to order freight within
the 15 days time, all storage charges accruing after the
period of free time shall be paid by the steamship
company.

(3) When rail carriers deliver freight at port more
than 15 days in advance of the date for which the
freight is booked, such excess time shall be considered
as additional free time.

(4) If the rail carriers fail to transport shipments:
to the port in time to clear on steamer, or to clear dur-
ing the period for which specifically booked, storage
charges will not apply until the announced date of the
steamer on which it is again booked, after which date
storage charges will apply as set forth in Paragraph 2.

(5) Storage charges will cease to apply on and
.after receipt by the railroad from steamship company
of order for delivery, provided steamer for which ship-
ment is intended is ready fo accept eargo.

Exrort FrEIGHT viA NoN-AGREEMENT Lines.—On ex-
port carload freight movmg in connection with steam-
ship lines not included in the agreement previously re-
ferred to, through export bills of lading will be issued
only when founded on written ocean contract and on
traffic moving under railroad transportation permit,
and then only when shipper gives written gunarantee
that any storage charges accruing at the seaboard will
be paid.

Otherwise, the same provisions apply generally to
these lines as to those included in the Agreement, with
the exception that freight will be held free of charge
for a period not exceeding 10 days instead of 15 days.

ApprrioNar, Storace Rures.—Freight in carloads
(not covered by through export bills of lading) which
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is entitled to free lighterage, consigned in bill of lading
for export, will be held free of charge, in warehouses
or, at option of carriers, in cars at points specified in
tariffs, for a period of 10 days exclusive of date of
arrival ; thereafter, storage charges, as shown in Para-
graph 1, will be applied.

Export freight, both carload and less-than-carload,
shipped direct to stations in New York City and Brook-
Iyn will not be placed in public warehouses until 5 days
after arrival, day of arrival, Sundays and legal holi-
days pot included. During this period, if delivered to
a truckman who presents a bona fide vessel permit (See
Form No. 32 of Red Book) for exportation of the prop-
erty, no storage charges will be assessed, but if taken
for local delivery after the expiration of two days,
storage or car demurrage and track storage rules and
charges, applicable on domestic freight, will apply.

During normal times export freight via the impor-
- tant ports moves in great volume. Inland shippers
generally allow considerably more time for the trans-
portation of export freight than the usual time for
movement of domestic freight. Consequently it is a -
common occurrence for export shipments to arrive at
the port of exit a number of days in advance of the sail-
- ing of the steamer for which it was destined, frequently
exceeding the free storage period. In cases of this kind
the export representative has to arrange for the stor-
age of the property in some public warchouse, or the
railroads will store the goods in one of their selected
warehouses at the expense and risk of owner. When
freight is placed in a public warchouse, either by the
railroad or the export representative, there is an ex-
- pense of cartage from the railroad station to the ware-
house, and the warehouse charges are usually assessed
for a full month, regardless of whether the shipment
remains there one day or the full period. The total
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of this expense is in addition to the regular terminal
cost of handling, provided the consignment could have
been removed from the railroad premises within the
free storage limit. When the steamer is ready to re-
ceive, delivery of freight must be made in the usual way
and at the regular charge.

At a large export port it is frequently necessary to
incur expenses of this nature, but it affords a great
opportunity for exploitation of the. inland shippers,
hence it is very essential that shippers should have com-
petent and reliable representatives at the ports of ex-
port, as well as a man in charge of their home traffic
department who is versed in export traffic procedure.



Chapter XVI
LIGHTERAGE AND SWITCHING

COLLATERAL READING: In the Freight Trafic Red Book—
Lighterage and Switching.

Section 1

DerFintTION OF LIicETERAGE.—In the large ports of
the United States, such as New York, Boston, etc.,
freight is delivered to vessels or other points by boats
called lighters, barges, and carfloats. This service is
called Lighterage.

Tee Mrans oF LicHETERAGE.~—~{a) There are two
kinds of lighters; viz., steam lighters (meaning those
that are self-propelled) and lighters that are towed
by tugs.

(b) Barges are usually covered with sides, ends
and roofs to protect lading from the elements, and are
towed by tugs.

(c¢) Carfloats are large flat-bottom boats having
tracks laid upon them so that, when they put in at the
~ float bridges, which are also equnipped with tracks and

which connect with both the tracks on the float and the
railroad tracks, cars are run directly thereon or re-
moved in like manner.

Free LicETERAGE—Within certain limits, all com-
modities (other than prohibited articles which are speci-
fied in the tariff (shown in ‘‘Lighterage’’ section of
Red Book) are entitled to LIGHTERAGE FREE de-
livery, when received in carload lots. The term,
‘‘lighterage free,”’ means that the rates to or from the
harbor city, on articles entitled to free lighterage, will
include transportation by lighters, barges, or carfloats,

184
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to or from any pier or vessel or public landing within
the lighterage free limits. (See Map of Lighterage
Limits, page 187.) When freight is lightered to points
beyond the free delivery limits, a charge is made for
the service. The term, ‘‘lighterage limits,’’ means the
area of the harbor within which lighterage service will
be performed by carriers under the rules and regula-
tions contained in tariffs on file with the Interstate
Commerce Commission.

Lighterage or floatage to or from private piers,
bulkheads or landing places (when accessible by float-
age equipment) will be performed by the carriers if
shippers or consignees so arrange.

‘When rate does not include free lighterage, an addi-
tional charge for lighterage is made in accordance with
the rules of the specific tariff.

ComprLEx Conprrions. or New York Hagsor.—The
conditions surrounding New York City are quite com-
plex and difficult to comprehend, especially by shippers
at interior points. The free lighterage privilege ac-
corded to both carload domestic and export freight does
not appear to be understood by many of these shippers,
as is evidenced by their failure to specify in bills of
lading for domestic carload freight the pier or landing
at which delivery is desired, or to insert the notation
“‘Lighterage Free’’ in bills of lading for export car-
load freight. Through these omissions, a large amount
of additional charges has been incurred.

When the notation ¢“Lighterage Free’’ is omitted
from bills of lading covering export carload freight, it
often occurs that cars are forwarded direct to stations
in New York City, from whence they have to be tracked
or lightered to steamship piers, many of which are
located in Brooklyn, Hoboken, and on Staten Island.
Delivery to these piers by trucks necessitates an extra
expense for ferriage in addition to the cartage charge.
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CuarcEs WHEN Rate DoEs Nor IncLupe LicETERAGE
Free.—When the rate does not include Lighterage Free
the additional charge for lighterage of freight in car-
loads will be computed upon the actual weights of ship-
ments, but not less than the minimum carload weights,
at 6 cents per 100 pounds, minimum charge $11.50,
subject to extra charges for articles exceeding three
tons each in weight.

Devivery Orbers.—Delivery orders and vessel per-
mits, limiting the time for delivery, will be accepted by
carriers only with the understanding that delivery will
be accomplished with reasonable dispatch.

WaarFaGE.—Any wharfage charge, or charge for
berthing of lighters, must be paid by shippers or con-
signees, who must also provide berthing. A wharfage
charge is usually assessed when lighters dock at private
bulkheads or private piers; also a further charge, called
“‘top wharfage,’’ is frequently made for the privilege
of loadmg and unloading material on a private bulk-
head or pier. When lighters land at public bulkhea,ds
or piers no wharfage charge is assessed.

Commodities for Which No Carload Weight or Rate
Is Provided in the Official Classification. Commodities
(other than prohibited articles) for which no carload
rate or weight is provided in the Official Classification
will be accorded free lighterage privilege, when loaded
to the full stowing capacity of car or when the billed
weight of the shipment is 30,000 Ibs. or more.

Free lighterage is also extended to some other coz?—
modities when billed at a weight of 20,000 Ibs.

Except as provided above, a charge in addition to
the rate will be made for each delivery of domesti¢ or
export freight.

LEess-TaEAN-CARLOAD Surpments RECEIVED WiTH Can-
Loap SHIPMENTS.—Less-than-carload shipments of out-
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bound freight (which is lighterage free in carloads)
received with a carload or more of lighterage free
freight from the same shipper at the same time will
be subject to a charge per 100 lbs., in addition to the
rate. Less-than-carload shipments of inbound freight
(which is lighterage free in carloads) received in the
same car with a carload or more of lighterage free
freight to the same consignee will be accorded free
lighterage.

LicaTERAGE OF LEss CarLoap Freiear.~Commodi-
ties, in less than carload quantities, which when in car-
load quantities are entitled to lighterage free, may be
moved by lighter, within lighterage limits, subject to
extra charges for articles exceeding 3 tons each in
weight, for a charge of 3% cents per 100 pounds, with
a minimum of $11.50 for each domestic shipment and
a charge of 314 cents per 100 pounds, with a minimum
of $7.56 for each export or import shipment, over and
above the rate applicable to and from rail termini.

Minimum CHARGE OoN LEess-TaAN-CarRLOAD FrEIGHT.
—In the event that the freight charges on less-than-car-
load shipment of commodities (which when shipped in
carload quantities are entitled to lighterage free), plus
the minimum lighterage charge of $11.50 on domestic
freight and $7.56 on export or import freight, aggre-
gate more than the freight charges computed on mini-
- mum carload weight, the shipment shall have the bene-
fit of the minimum carload freight charge and lighter-
age free.

Parr oF A Carroap For ExprorT DELIvERED FOR Do-
umestic Consumprion.—If a portion of a carload for
export is delivered for domestic consumption, the entire
carload will be charged at the domestic carload rate
and minimum carload weight (actual weight if in
excess) not exceeding a charge based upon the export
carload rate, if any, and minimum carload weight (ac-
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tual weight if in excess) on the portion e'xported‘plus
the charge at the domestic less than carload rate, plus
lighterage on the portion delivered for domestic
consumption.

Inpound Freigar Requmine More Taan OxEe
LicaTERAGE DELIVERY.~—On carload inbound ¢‘Lighter-
age Free’’ freight, one free domestic lighterage deliv-
ery, or one free station delivery, will be made of each
carload on which charges are assessed at the carload
rate in such quantity as consignee may direct. Any
additional delivery will be charged for at the prevailing
rate, except that no delivery other than one free deliv-
ery will be made of carloads of lumber. When two or
more carloads are loaded in one car, this rule will apply
to each one of the carloads.

On carload inbound ¢‘Lighterage Free’’ freight for
export, two free lighterage deliveries will be made of
each carload on which charges are assessed at the car-
load rate in such quantity as the consignee may direct.
Any additional delivery will be charged for at the pre-
vailing rate, except that no delivery other than one
free delivery will be made of carloads of lumber. When
two or more carloads are loaded in one car, this rule
will apply to each one of the carloads.

LiceTerace RaTes on Heavy Axrticres.—Articles
weighing up to three tons each are usually lighterage
free. On articles weighing over three tons each there
is a charge for lighterage, said charge being increased
in accordance with the increased weight of the articles.
For the purpose of lightering these heavy articles, spe-
cial equipment is required. Usually ‘‘outside’’ lighters
(not owned by the carrier) are employed for this
service.

Demurrage CrarGES oN LicaTErs.—When a lighter
reports at its destination, shipper, consignee, or owner
of the freight, as the case may be, must provide a berth,
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and 48 hours from the time lighter reports, Sundays
and legal holidays excepted, shall be deemed lay days
without charge, after which demurrage shall accrue
at a rate per day of 24 hours or fraction thereof, as
specified in a tariff, Sundays and holidays included.
The demurrage charge on lighters transporting ordi-
nary commodities, in New York Harbor, is $20 per day.
For lighters transporting heavy articles, the charge
for demurrage varies and is based on the weight of the
commodity conveyed.

‘When a lighter contains more than 200 tons of
freight for one shipper or consignee, an additional 24
hours free time will be allowed for each 100 tons or
fraction thereof in excess of 200 fons.

Section 2
Regulations Governing Switching

DerixrIoN or SwitcHING.—Switching is the service
performed in moving cars from one track to another,
in what is termed ‘‘switching limits.”’ This service is
divided into three classes as follows:

Terminal Switching,
Intermediate Switching,
Intra-Terminal Switching.

TeeMINAL SwitcHING.—Terminal Switching is the
service performed by a railroad in receiving on its
tracks, from a connecting line, a loaded car and placing
it at a designated delivery point for the purpose of
unloading.

It also is the service performed by a railroad in
hauling a loaded car from a point on its own road, or
on private tracks connecting therewith, and delivering
it to a connecting line, when said car is destined to a
point beyond the switching limits.
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The entire service thus performed, in each of the
above instances, must be within the designated limits
and on a switching charge published in a tariff.

InTeRMEDIATE SwitcHINg.—Intermediate switching
is the service performed by a road in handling a car
from one railroad to another, the service performed
being within the designated limits and on a switching
charge published in a tariff.

This service is performed at the junctions of the
various railroads, where cars are en route and turned
over to the connecting line for transportation to
destination.

InTRA - TERMINAL SwritcHING. — Intra - Terminal
switching is the switching movement from one place to
another on the same railroad within the switching lim-
its of one terminal. That is, a car is loaded within the
switching limits and hauled to another point for un-
loading within the same switching limits.

SwrrcHING Livrrs.—The area of a terminal, within
which switching service is performed under switching
rules and regulations, is called ‘‘switching limits.”’

WaeEN CHargEs axp Rures Appry.—Freight re-
ceived at a point within switching limits of a station and
delivered to another point within switching limits of
the same station is subject to terminal switching
charges, as provided in the tariffs applicable.

Switching charges are assessed on the basis of a
certain rate per car, as specified in a tariff, and are
added to the frelght charges, unless the rate includes
the switching service.

LEss-TEAN-CArLoaD FrEIGET.—Frequently carriers
will handle less-than-carload shipments, in switching
service, when loaded in the same car; the aggregate
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weights of the shipments being not less than a specified
weight, usually about 10,000 pounds.

AssorpTiON OF CHARGES.—The act of carriers in in-
cluding in their rate, from starting point to point of
delivery at destination, charges that may have been
assessed against the freight for switching service dur-
ing its transportation, is termed ¢‘‘Absorption of
Switching Charges.”” This action is usually taken by
carriers in handling traffic between competitive points,
where industries are located on the tracks of com-
petitors.

Railroads operating between competitive points are
always contending for desirable traffic and in order to
obtain their share of such traffic they must at least offer
equal rates and service. A line desiring to handle the
shipping of an industry having a siding on the tracks
of a competitor, at a competitive point, must pay the
competing line’s switching charge in order to equalize
the rates and thus obtain a portion of the traffic.

At terminals reached by two or more railroads, cars
are often loaded at private sidings on the tracks of
one railroad, and switched to another carrier to be for-
warded to destination. The carrier performing the
transportation service in this instance will usunally
absorb the switching charge.

At destination, the industry fo which freight is con-
signed may be located on a private siding, connected
with the track of a competitor, and in order to accom-
plish delivery, it would be necessary to have {he car
switched to the competing line. In this instance, the
charge for switching would undoubtedly be absorbed
by the carrier having the line haul. If the freight were
transported by the railway with which the siding is con-
nected, there would be no charge for switching.
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In both of the cases mentioned, the railroad having
the line haul generally absorbs the switching charge in
its transportation rate.

The illustration on page 194 will demonstrate the
reason for absorption of switching charges: A and B
are competitive points reached by the Southern Rail-
road and the Northern Railroad. Af point B industry
C is located on a private siding connected with the
tracks of the Northern Railroad and in order that the
Southern Railroad may handle any traffic from point
A for industry C, it must absorb in its rate the Northern
Railroad’s switching charges. Also, if it is desired fo
handle any of the shipping of industry C forwarded
to point A, the Southern Railroad would have to absorb
in its rate the Northern Railroad’s switching charges.

If shippers at either point A or B desire to ship to
industry D, located on a private siding connected with
the tracks of the Southern Railroad, switching charges
would not be absorbed as there would be no competition
for this traffic.

The practice of a carrier in absorbing the switching
charges of another carrier is of great advantage to
shippers. For-instance, {wo routes thus become avail-
able at the same rates and many shippers at point A
may be located nearer the terminal of the Southern
Railroad who would find it far more convenient to
deliver their shipments to this terminal. Also, the
expenses incident fo shipping (cartage, ete.) would be
less. -

On the other hand, the railroads, by this means of
evening rates, are enabled to obtain tonnage which they
would not otherwise transport.

Hence absorption of switching charges is of mutual
benefit to both shippers and carriers.
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Chapter XVII

DIVERSION AND RECONSIGNMENT
TRANSIT PRIVILEGES

COLLATERAL READING: In the Freight Trafic Red Book—
Diversion and Reconsignment; Transit Privileges.

Section 1
Benefits and Requisites of Diversion

AN AccomMopaTION TO TEE SHIPPER.—Freight in
carloads may be diverted or reconsigned on carrier’s
lines, subject to tariff rules, regulations, and charges.
When a request is made for diversion or reconsign-
ment, the carrier will make diligent effort to locate the
shipment and effect the diversion. The carrier will
not, however, be responsible for failure to comply with
a request, unless such failure is due to the negligence
of its employes. This privilege is accorded to shippers
simply for the purpose of accommodation.

BenEeriT To BE DERIVED.—Diversion and reconsign-
ment are essential to many industries, particularly
those which ship perishable freight, such as fruit and
vegetables. Bananas are imported in steamers; floats
containing empty cars are placed alongside; the ba-
nanas are loaded into the cars, which are immediately
started for some city where there is supposed to be a
good market. Before the cars reach their destination,
it may develop that some other city would offer a better
market; then the shippers resort to the privilege of
diversion and the cars are sent to the more favorable
market. Other commodities are also similarly handled
in accordance with tariff provisions.

The material benefit derived from the diversion and
reconsignment privilege is the saving in transportation

195
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costs. The following illustration sets forth one of the
important advantages obtamed by exercise of this
privilege:

A shipper, located at point B, may have customers
located at point C, and the plant where goods are
manufactured is located at point A. The shipper, or
seller, of the article does not desire that the manufac-
turer should know the names of his customers or the
points where they are.established. So he has ship-
ments consigned to him at point B, where he arranges
to reconsign them to point C, surrendering the original
bill of lading in exchange for another bill of lading,
wherein he appears as the shipper and his customer
ag the consignee.

Now we will assume that the through rate from
A to C is $2.00 per 100 pounds and that this rate is
applicable via point B, but the rate from A to B is 75
cents per 100 pounds-and the rate from B to C is $1.50
per 100 pounds. Hence, by availing himself of the
diversion privilege, he obtains the benefit of the through
rate of $2.00 applying from A to C and thus saves 25
cents per 100 pounds less the charge for diversion, ap-
proximately $2.70.

Derininag THE TERMs.—While diversion and recon-
‘signment may be strictly interpreted to mean separate
acts, generally the tariffs of carriers make no distine-
tion in their diversion and reconsignment rules, for they
give the words the same meaning.

According to the carriers’ definitions the term ¢‘di-
version®’ or ‘‘reconsignment’’ means:

(a) A change in the name of the consignee,
(b) A change in the name of the consignor,

(e) A change in destination,
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(d) A change in route at the request of consignor,
consignee, or owner,

(e) Any other instructions given by consignor,
consignee, or owner necessary to effect delivery, which
requires a change in billing or an additional movement
of the car, or both.

How Requests ror Diversiox Are Mape.—A request
for diversion or reconsignment should be filed with the
agent at the point from which the shipment was for-
warded, or with a traffic executive of the transportation
line having the shipment in its possession. If the ship-
ment has reached its destination, the request may be
filed with the agent there.

The request for diversion or reconsignment should
contain complete information and specific instructions
as to the action desired, and be supported by the origi-
nal bill of lading or otlier proof of ownership.

Prompr Action NEcEssary.—The shipper should be
thoroughly familiar with the carrier’s tariffs and regu-
lations governing diversion or reconsignment. In order
that the services may be performed by the carriers
without a heavy expense to the shipper, prompt action
on his part is necessary, especially in cases of change
of destination to one nearer the point from which the
shipment was forwarded.

Coxprrions on WaicH Diveesion 15 Mape—The
services are usually subject to the following conditions:

(a) That shipments have not broken bulk.

(b) That shipments cannot be diverted or recon-
signed to a point against which an embargo is in force.
Shipments made under authorized permits are not sub-
ject to this condition.
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(c) On ““Straight’’ consignments, the original bill
of lading should be surrendered temporarily for the
purpose of having notation made thereon as to diver-
sion or reconsignment or other proof of ownership
established. On shipments consigned ‘‘to order,”’ the
original bill of lading should be presented for endorse-
ment of the requested diversion, or a satisfactory bond
of indemnity must be executed in lieu thereof.

(d) Requests must be made or confirmed in
writing. \
(e) All charges aceruing must be prepaid or guar-

anteed, to the satisfaction of the carrier, by the party
requesting the diversion.

Section 2
The Expense of Diversion and Reconsignment

CHarGES FOR RECONSIGNMENT.—A reconsignment en-
tails an expense on the carrier, so that usually a charge
is made for the service. However, the rules of carriers
may provide for this service without charge to the
shipper or at a rate consistent with the service per-
formed.

WreEN CHARGE WL Nor Be Mape.—The carriers
usually do not charge for a single diversion under the
following circumstances:

1. When the order is received at initial billing
point before the car leaves, provided the change in-
volves no extra movement of the car.

2. When a car is placed for delivery at destination,
and an order for delivery of the contents thereof to
other than the billed consignee is presented to and
accepted by the agent of the carrier at destination; no
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change being involved in billing records, nor additional
movement of car.

3. When a change in route is made necessary by
an embargo.

Freicar Rate Arpricasre—Diversion rules and
charges generally apply whether shipments are han-
dled at local rates, joint rates, or combination of inter-
mediate rates. The through rate, from the point of
origin over the route of movement via the diversion
point to final destination, in effect on date of shipment,
is the rate that will be applied.

If the rate from point of shipment to final destina-
tion is not applicable over the route of movement
through the point at which the car is diverted, the
tariff rates in effect on date of shipment from point of
origin to and from the diversion point will apply, plus
diversion charges.

The illustration, shown on page 194, demonstrates
the application of this rule when the through rate ap-
plies via the point of diversion. But, if the through
rate did not apply via point B and shipments were for-
warded via that point, the combination rate of $2.25
would be assessed, plus the diversion charge.

In the latter contingency, no saving would be ef-
fected by routing via point B, yet, the seller would be
enabled by this diversion privilege to accomplish his
main object; namely, concealment of the names of the
manufacturer and buyer.

DeMURRAGE ON REconsienmENTS.—Freight stopped,
diverted, or reforwarded will, in addition to the diver-
sion charge, be subject to demurrage and track storage
charges in accordance with the tariff in effect at point
where this stopping, diversion, or reforwarding is ac-
complished. Switching charges also will be additional.
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OxEe CHANGE 1IN DEsTiNaTION PERMISSIBLE.—Usually
only one change in destination of a car will be permit-
ted by the carrier, after it leaves the initial billing
point. If a subsequent change is requested, necessitat-
ing movement of the car, the consignment will be treated
as a re-shipment from point of re-forwarding, and will
be charged at the tariff rate therefrom, plus diversion
charge.

If a car is stopped short of billed destination after
it has had one diversion, charges will be made on the
basis of the tariff rates to and from the point at which
the first diversion was accomplished, plus a specified
charge, in addition to the other diversion charges pre-
viously accrued.

Drversion Bevonp Rans or Carrmr.—When diver-
sion is requested after shipment has passed out of the
possession of the initial carrier, or when a request is
received too late for the initial carrier to effect the
* change desired, such request will be transmitted to the
direct connecting carrier to which shipment was deliv-
ered. The responsibility of the initial carrier will then
end, and the shipment will be subject to the tariff rules
of the carrier on whose rails the diversion is accom-
plished.

CrarcEs For StorPING IN Trawsit.—If a car is

" stopped for orders, on request of the owner, for the:

purpose of delivery, diversion, or re-forwarding prior

to arrival at original billed destination, the tariff charge

will be made for such service and the point where the

car is stopped will be considered the destination of the
freight.

Cuange oF DesTinaTioN on OrpErs GIvEx Berore
Azrrrvar.—If orders for diversion are placed with local
freight agent at billed destination in time to permit
instructions being given to yard "employes prior to
arrival, a nominal charge will be made for such service.
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Diversion To Pornts Qursme Swircaine Livrts Be-
FoRrE PracEMENT —If a car is diverted or re-forwarded
on orders placed with local freight agent after arrival
of car at original destination, but before placement
for unloading, the regular tariff diversion charge will
be made if ecar is diverted or re-forwarded to a point
outside of the switching limits.

Drversion 10 Pomnts WirHmy Swrrcmine Limirs
Berore PracEMENT.—A single change in the name of
consignor or consignee, or a single change in the desig-
nation of the place of delivery at destination will be
allowed:

(a) Without charge if order is received by local
freight agent at destination in time to permit instrue-
tions to be given to yard employes prior to arrival of
car at destination.

(b). At a nominal charge if such order is received
in time to permit instructions to'be given yard employes
between arrival of car at destination and the expira-
tion of twenty-four hours after the first 7 A. M. after
the day on which notice of arrival is sent to consignee.

(¢) At the regular tariff charge if after arrival
at destination such order is not received in time to per-
mit instructions o be given o yard employes prior to

-the expiration of time as stated in paragraph (b).

DiversioNn To Pomnts Qursme Swrrcaine Livrrs
Arter PracemenT.—After a car has been placed for
unloading at original destination and is re-forwarded
therefrom without being unloaded to a point outside
of the switching limits, it will be subject to the published
rates to and from the point of reconsignment, plus the
tariff reconsignment charge, except that in no case shall
the total charge be less than the charge based on a
through rate from point of origin to final destination
plus the tariff reconsignment charge.
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‘Where all charges have been paid to original desti-
nation and delivery accepted, and a new bill of lading
(not an Exchange bill of lading) issued to the new
destination on the basis of local rate from the re-for-
warding point, and without any carrier or agent of
the carrier acting for the shipper, the transaction will
not be considered as a diversion and no diversion charge
will be assessed.

Diverston To Points WiTEIN SwitcHING Limits
ArTER PrACEMENT.—Cars that have been placed for
unloading and which are subsequently re-forwarded
without being unloaded to a point within the switching
limits of a billed destination, will not be subject to a
diversion charge, but will be subject to the rate or
charge for local movement in addition to the rate from
point of origin to billed destination.

¢‘OrpEr-Notrry’’ SErpMENTS HELD FOR SURRENDER
or Boy or Lapine ar DEestinarion.—Except on cars
consigned to or ordered for delivery on public delivery
tracks, shipments covered by ‘‘order’’ bills of lading
placed on hold tracks and held only for surrender of
bill of lading and necessitating subsequent movement
of the car to place of delivery, will be subject to the
following :

(a) No charge will be made if bill of lading is sur-
"rendered to local freight agent at destination or indem-
nity bond executed in lien thereof, or other satisfactory
assurance given carrier in time to permit instructions
to move the car to be given to yard employes prior
to the expiration of twenty-four hours after the first
7 A. M. after the day on which notice of arrival is sent
to consignee.

An indemnity bond or other satisfactory assurance
in lieu of the original bill of lading covering an ‘‘order’’
shipment will not be accepted except upon certification
by the claimant of the shipment that the original bill
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-of lading is not available; and where bond is executed
a condition of the same shall be that the bill of lading
will be obtained and surrendered immediately upon
receipt of advice of the party executing the same that
the bill of lading is available.

(b) Regular tariff diversion charge per car will
be made if bill of lading is not surrendered to local
freight agent or indemnity bond executed in lieu thereof
in time to permit instructions to remove the car to be
given yard employes prior to the expiration of the time
specified in paragraph (a).

Diversron 18y Transrt.~—As the term implies, Diver-
sion in Transit means a diversion or reconsignment be-
tween the original point of shipment and the final desti-
nation as originally waybilled. Frequently rules of
carriers provide for a privilege of this kind, even after
arrival at a terminal served by a terminal yard, prior
to the time when car is placed for delivery at the origi-
nal billed destination. A nominal charge per car is
usually made for this service.

CHarGE FOrR TransreErs.—When the destination or
route is changed, for specifie reasons, and the car con-
taining the shipment is forwarded to the new destina-
tion or via a new route and it is necessary to transfer
the shipment fo another car, charge for such transfer
* is usually assessed against the shipper.

Section 3
Transit Privileges
Derinrrion.—Transit Privileges may bé defined as

permits granted to shippers to forward products to
certain points for fabrication or undergoing some com-
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mercial process which-completes its manufacture or the
market requirements.

Princreres or PriviLece—Factories are not often
located at the source of their raw material nor at the
market absorbing their output, but they are generally
established at points easy of access to both producers
and consumers. If would not be practicable to erect
a flour mill on each farm producing grain, so mills are
located at places well served with transportation facili-
ties for the distribution of the finished product.

The thesis ¢“Transit Privileges,”” in the Freight
Traffic Red Book, contains illustrations demonstrating
the benefit shippers obtain through exercise of these
privileges. This article should be carefully studied in
order that a comprehensive understanding of these
privileges, so valuable fo many industries, may be
acquired.

- The fundamental principle is that the same com-
modity which moves into the transit point shall be re-
shipped therefrom after it has undergone some change
in form. The economic benefit of this privilege is that
shippers are generally favored with the application of
the through rate from point of origin to final destina-
tion plus a transit charge instead of the local rates to
‘and from the transit point being charged, which, of
course, reduces the transportation costs.

. REeasons ror GranTING TraNsT Priviveces.—There
- are several reasons for granting transit privileges, but
usually they are accorded on account of competition;
although, often they are necessary to permit free move-
ment of traffic. Transit privileges, however, are not
extended whenever application is made therefor, but,
as a rule, are granted only when competition can be
met in no other way, or there must be actual necessity
for some reduction in the regular tariff rates.
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The Commission has indicated that it does not ap-
prove of extending transit privileges and has taken
the position that its policy should be to curtail them to
as great a'degree as may be consistent with the indus-
trial development of the country owing to the fact that
investigations have shown they are the source and
aggravating cause of the most serious complaints.

Craanees.—The charges assessed for transit privi-
leges are published in special service tariffs, but they
vary, depending on where the service is rendered and
the expense incurred in performing the service.

Furraer Trawnsit Prrvineces.—Transit privileges
are also granted for other purposes, such as Concen-
tration, which permits the shipment of certain com-
modities to a concentration point and reshipment to
points of consumption under rates substantially lower
than the full combination of rates to and from the con-
centration point; Feeding, Grazing and Watering of
Live Stock in transit so that they may be properly con-
ditioned for market; and Storage in transit, which
privilege is accorded to practically every commodity.



Chapter XVIII
FOREIGN COMMERCE

NorE—The authority for consideradle of the information embodied
in the chapters ireating of Foreign Commerce i3 the Exporters’
Encyclopedia. The utilization of this material s by courtesy of
the publishers, Thomas Ashwell & Company, Inc.

COLLATERAL READING: In the Freight Traffic Red Book—
Export Traffic; Import Traffic; Foreign Trade Definitions snd
Recommendations; Drawbacks and Marine Insurance.

DerinrTioN.—Ocean transportation of traffic is the
business which places our goods in the foreign markets
and puts them to work in the factories and agricultural
fields of the world, as well as that which brings fo our
country from all sections of the earth the products of
their indusfries, in their raw or finished state, and
places them in our factories, cities and homes. The
majority of our exports consist of necessities, while
on the other hand, our imports are largely composed
of luxuries.

Waar WE Have Exportep anp ImporTED.—Figures
for 1929, giving export values of goods shipped from
the United States to foreign.countries, show that al-
though shipments were greatly below 1920 they ex-
ceed $5,000,000,000 in value. The value of the goods
imported was also far below 1920, yet in 1929 they
aggregated a liftle less than $5,000,000,000 in value.

Princreas Ports or THE UNITED STATES.—The prin-
cipal ports of the United States, from which goods are
exported and into which imports come, are as follows:
Baltimore, Md. ; Boston, Mass.; Galveston, Tex.; Jack-
sonville, Fla.; Los Angeles, Cal.; Mobile, Ala.; New
Orleans, Lia.; New York, N. Y.; Phlladelplua, Pa.;
Portland, Ore San Francisco, Cal Savannah, Ga.;
Seattle, Wash Norfolk, Va. and Houston, Tex.

206



Princrear, Ports or THE UniTED STaTES 207

The port of New York is the foremost and largest
port of our country. About one-third of our total ex-
ports are forwarded through that port and via this
gateway are shipped the greatest variety of commodi-
ties to the largest number of the world’s markets.

Galveston is the largest cotton port, more cotton
being exported from that port than any other port in
the world, but in volume of tonnage, Philadelphia
ranks second to New York.

Due to the Great War, opportunity was afforded to
introduce many new articles into old markets and of
developing an enormous trade with a large number of
new markets. The United States at present not only
leads the world in production and manufacture, but its
foreign trade is also unquestionably bound to continue
to expand.

NEEp For ExrorT aND IMpPoRT TraFFIC MEN.—The
foregoing figures demonstrate plainly the enormous
volume of business handled in ocean transportation.
Before you now lies this large and fertile field of oppor-
tunity. The demand of merchants for trained export
traffic men will increase each year, because few men
are capable of handling the intricate problems arising
in export trade.

Those problems are intricate because export traffic
is handled in many different ways; in fact, there are
rarely two shipments entirely alike—each one stands
on its own merits and has to be handled accordingly.
There are no two countries in the world to which the
same regulations apply. In many countries the laws
are constantly changing and the consular regulations
are very strict; consequently it requires a very alert
and capable man fo keep his company out of trouble,
as heavy fines are imposed by the officials of those coun-
tries on shipments which have been handled incorrectly.
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The Science of Traffic has followed the development
of National and State traffic regulations. Government
regulation of ocean traffic, however, has not yet been
developed. As a result, there is very little text and
instruction material available which deals scientifically
with the rules and practices of export traffic. Conse-
quently, the successful export man will find it neces-
sary to be especially resourceful and diplomatio in his
personal contacts; and, in the second place, he will be
forced to depend upon practical experience for the more
intricate principles and methods of successful export
traffic procedure. It is like learning to swim. There
is no better way to learn than to go into the water.

The method of handling export traffic is very com-
plex, and ability to handle it correctly can be developed
only by actual experience. One may acquire this ex-
perience through employment with a large export
house, a foreign forwarding company, or a custom house
broker; but it will require time and patience and per-
- sistence for the employe to gain broad knowledge of
export traffic if he depends upon getting that knowledge
solely from his job.

In all industries, employes are usually assigned to
certain duties or positions and rarely are they afforded
an opportunity to acquire more than scant knowledge
concerning the duties of their fellow employes. For
this reason advancement is slow. Unless a man has an
inquisitive mind, together with initiative and persever-
ance sufficient to acquire a knowledge of other positions,
he frequently remains at the same old job, discouraged
and with ambition lost. Especially is this true in the
transportation business.

VaLve oF Trainep Exporr MEx 10 INLAND SHIP-
pERs.—Owing to lack of knowledge of export require-
ments, particularly proper packing of shipments, and
relying upon forwarding agents or brokers at seaports,
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inland shippers are often subject to large additional
charges and exploitation. It is a common occurrence
for shipments from inland points to arrive at a large
seaport, improperly packed or in containers which do
not comply with the requirements for transportation
by ocean steamers. Due to this fact, it is necessary to
repack, recrate, or rebox many shipments at a very
great expense, and frequently, on account of the neces-
sity for this repacking, ete., the shipments miss the
steamers for which they were intended and have to be
stored in warehouses, to await booking on other steam-
ers sailing to the ports for which the freight is destined,
thus incurring considerable additional expense. Some-
times these charges have amounted to almost as much
as the value of the goods.

There are many ways of incurring legitimate, but
unnecessary, charges against goods for export, which
the traffic manager of an inland shipper through ade-
quate knowledge of export methods may avoid.

Any shipper, wherever located, who is to any con-
siderable extent engaged in the export business, should
employ in his traffic department a trained export man,
or the traffic manager of the concern should be well
versed in both domestic and export traffic. The econ-
omy effected in the handling of shipments would prove
the investment to be profitable.

Tae Exporr Trarric DEpsrTMENT.—The size of a
traffic department and the completeness of its organiza-
tion depend upon the character and volume of the busi-
ness. If it is desirable to enlarge a domestic traffic
department for the purpose of handling export and
import traffic, similar factors must be considered; but
the size and importance of the foreign branch depends
entirely upon the requirements.

If the volume of business is small, one trained traf-
fic man, who thoroughly understands his business, will
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be able to manage the department. There are very few
of these men available for the reason that such a man
must have railroad, steamship, and custom house ex-
perience before he is able to perform the numerous
details. Such a man, if capable, is the only executive
a traffic department requires, so far as the organization
is concerned, as he will work out the details to the best
advantage.

If the volume of the business is large, it is advisable
to have two assistant traffic managers, one in charge of
the export and the other in charge of the domestic
traffic; but these two should cooperate in every way
possible.

The size of the clerical staff should, of course, be
dependent on the volume of the details connected with
the work of each division. As the department is devel-
oped, each branch is specialized and each employe has
a particular assignment.

It is not possible to give an organization chart of
a combined foreign and domestic traffic department that
could be followed in all cases, but a diagram of a de-
partment developed sufficiently to handle an average
business is shown on page 19.

‘Where the export end is only a part of the business,
- it is desirable that a separate system be installed for
handling the office records of that department. Not
only should the export manager have complete records
of every detail of his own routine business well in hand,
but there will arise frequent occasions when records of
his own relations with other departments of his com-
pany, in regard to export orders, should be available.
Therefore the department should be thoroughly sys-
tematized and should have his personal and constant
supervision. In handling export traffic, as well as the
domestie, there is no question but that the duties of the
skillful traffic manager are interwoven with the work of
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the other departments necessary to the conduct of any
large business. .

No export department is complete without an up to
date foreign atlas by which an acquaintance with for-
eign countries, capitals, seaports, and commercial cen-
tres may be easily obtained; and this atlas should be
studied by the export manager during his leisure time.

Tae Exporr Trarric Maxacer.—The export traffic
manager is the person in charge of the ocean traffic
of his employer, which may be an inland manufacturing
company or other industry, a merchant in a seaport, a
forwarding company, or anyone that handles this kind of
. traffic in sufficient volume to warrant his employment.

The export traffic manager is the traffic expert who
has a combined knowledge of the vital phases of ocean
traffic; that is, one who has a practical understanding
of all the elements that enter into foreign traffic; such
as, the booking of shipments, the packing required for
adequate protection of goods, the calculation of export
weights and measures, the marking of packages for
foreign shipment, ocean freight rates, shipments in
bond, drawback, steamship bills of lading (See Form
Nos. 25, 26, 55 of Red Book) through export bills of
lading, consular invoices (See Form Nos. 36, 37, 40
of Red Book) Custom House clearances (See Form
Nos. 29, 47, 48 of Red Book) and marine insurance (See
Form No. 34 of Red Book.) He must also be familiar
with the location of the principal ports of the world
and the fastest and cheapest routes available for ship-
ment thereto.

The export traffic manager is the transportation rep-
resentative of the shipper in all transactions with the
various steamship companies, and must keep in touch
with them constantly in order to determine the lowest
rates than can be obtained commensurate with service
. required.
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QuavrtrrcaTions.—The most essential qualification
for a successful export traffic manager is a high degree
of diplomatic ability. He should have the facility of
applying himself to new and varied tasks; that is, he
should be especially versatile and resourceful. He
should also possess a considerable amount of common
sense and good judgment. There is no other phase of
transportation where the qualifications above men-
tioned are as essential as they are in the handling of
export traffic. Intimate acquaintance and association
with steamship representatives and with men actually
"handling his export shipments are valuable assets to
the export traffic manager. It cannot be emphasized
too strongly that the export traffic manager should ac-
quire a thorough knowledge of the geography of the
world, and should devote as much time as possible to
this study. Exact knowledge of trade routes and for-
eign ports is as necessary for the export man, as knowl-
edge of railroad routes and junctions in this country
is necessary for the domestic traffic man. He should
Imow the individual merits of the various steamship
lines and the most economical and satisfactory means
of transportation—not only within this country, but
also in shipping from it—and he should be well versed
in the many details which accompany the exportation of
. goods.

The export traffic manager should be familiar with
the United States Shipping Act as amended® the Mer-
chant Marine Acts,* particularly the sections which
affect the relations between shippers and carriers by
water, and he should have a comprehensive under-
standing of the Rules of Practice Before the United
States Shipping Board.* He should possess some
knowledge of marine insurance, at least sufficient to

'# See Harter Act, Shipping Acts and “Rules of U. §. 8. B.” in
Red Book.
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enable him to know that his shipments are properly
insured. He should be conversant with such documents
as the Shipping Permit, Export Declaration, Dock
Receipt, Ocean Bill of Lading, Through Export Bill of
Lading, Parcel Receipt, and Consular Invoice. (For
these documents see Form Nos. 25, 26, 27, 28, 29, 31,
33, 36, 55, of Red Book).

He should understand the meaning of the various
export traffic terms and abbreviations, and should pos-
sess a knowledge of foreign exchange. He should also
understand the metric system of weights and measures
(See ““Metric System’’ section in Red Book) as well as
cubic measurement, and how export weights and meas-
urements are calculated.

Durres or TeE Exrort TrAFFIC MANAGER.—Some of
the important duties pertaining to this position are as
follows:

The export traffic manager should follow up the
manufacturers who are executing orders for shipment
abroad, to see that the goods are delivered within the
required time; he must know that they are packed and
marked properly, and that they are forwarded to sea-
board in time to make connection with the scheduled
outgoing steamer. He must have close connection with
the steamship companies and know all the competing
lines—both the standard and unreliable—sailing to
foreign ports. The ‘‘unreliable’’ lines are those which
operate between this country and foreign ports, but
their dates of sailing are irregular and frequently not
in accordance with schedule.

It is essential also for him to be familiar with rates,
not only with the domestic rates and the rates from
port of sailing, but also the rates covering the entire
movement of his freight to the final port of destination.
He must know what tonnage is moving to a given port
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at the time when he has shipments destined to the same
port, in order that he may make his freight bookings
with the steamship company giving the lowest freight
rates consistent with satisfactory service.

Many opportunities are open for the wideawake
man to effect considerable saving in the cost of trans-
portation by being familiar with foreign methods of
transit; that is, the various means of transshipment
from the ports of call to the ports of final destination.

He must see that the goods are delivered to the
steamer, and that a proper receipt is obtained and sub-
sequently exchanged for a bill of lading. He must also
attend to Custom House clearance and take out the
necessary insurance against all risk from the time
goods leave the point of origin until they arrive at des-
tination or warehouse of the ultimate consignee. In
other words, he must take full charge of the goods from
the time they leave the hands of the manufacturer in
this country until they are safely placed on board
steamer.

In handling import traffic he should attend to the
details of all Custom House work, including rates of
duty on various commodities, insurance of goods after
arrival where necessary, storage and sampling, ship-
ping to inland points, and obtaining rates applying
thereto.

He should prepare and attend to the presentation
and collection of all claims, and should strive to main-
tain cordial relations with the steamship companies and
maintain a reputation for cooperation and honest deal-
ing.



Chapter XIX
STEAMSHIP LINES AND ROUTES

Curassirrcation.—The steamers engaged in ocean
traffic may be classified into practically five groups as
follows:

First: Mail and passenger steamers, which are
fitted out quite luxuriously, and while they are built for
" great speed, primarily for rapid transportation of
passengers, they are also equipped to handle substan-
tially all kinds of high class freight, and are provided
with mechanisms whereby cargoes are loaded and un-
loaded with great acceleration.

Second: Combination liners, which have a large
cargo space and transport both passengers and large
quantities of freight. There is little difference between
these two types of steamers. They undoubtedly carry
the largest number of passengers and are also noted
for their speed, size, fine equipment, and the regularity
with which they are operated over established routes
on schedules.

Third: The cargo steamers, wluch carry freight
exclusively, constitute this class and are operated on
schedules over regular routes. These steamers are
fitted for the carriage of practically all kinds of arti-
cles which move in less than shiploads. They are also
fast and are operated with great efficiency.

Fourth: This class consists of the cargo steamers,
generally known as ‘‘tramps.’’ These vessels have no
regular routes, but they transport a very large portion
of the low grade commodities in full shiploads. They
are often chartered for long voyages and, after dis-
charge of cargoes at destinations, they are again char-
tere{}i to transport frelght to some other port of the
Wor
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Fifth: This class consists of the specially con-
structed vessels; such as tank steamers and vessels
used for transporting coal, lumber, etc. They are gen-
erally owned and operated by private industries.

Ocean RouTes.—As the railroads traverse the land,
and are divided into main arteries fed by numerous
branches, so it is with ocean {ransportation. While
there are no visible routes upon the ocean, yet the main
trade routes are as definitely fixed and regularly trav-
eled as the great railroad trunk lines. These ocean
trade routes like the rail trunk lines are similarly fed
by numerous branches.

ImrorTaNT ‘RouTEs.—The important trade routes
are as follows:

1. The North Atlantie route, connecting the North-
eastern seaports of the United States and the Western
seaports of Europe. Over this route are operated the
largest and fastest passenger and cargo steamers of
the world, and by far the great maJorlty of vessels
travel over this route.

2. The route from the Eastern seaports of the
United States and Western Europe via the Strait of
Gibraltar, the Mediterranian Sea and the Suez Canal
- to India, East Africa, the Philippines, China, and
Japan.

3. The route from the Atlantic Coast ports of the
United States and Europe to South Africa, Australia,
and New Zealand.

4. The route from the Atlantic Coast and Gulf
ports to the ports of South America. Steamers engaged
in trade between these ports and the ports on the West
coast of South America now rarely travel through the
Strait of Magellan, but move via the Panama Canal.
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5. The Caribbean route, which may be more prop-
erly called a group of routes. Over this route, or group
or routes, steamers are operated from the Atlantic and
Gulf ports of the United States to the ports of the
West Indies, Mexico, Central America, and the North
Coast of South America.

6. The North Pacific route, which is the most im-
portant trade route in the Pacific Ocean and connects
the ports on the Pacific Coast of North America with
the ports of the Orient; viz., Yokohoma, Manila, Shang-
hai, and other important ports of call.

7. The Canadian Australasian route, connecting
the Pacific Coast ports of San Franciséo, Seattle, and
Vancouver with New Zealand and Australia.

8. The Panama Canal may be considered as a con-
tinuation of the Caribbean route; for, prior to the
opening of the canal, a large freight tonnage was trans-
shipped by rail across the Isthmus. The accomplish-
ment of this wonderful engineering feat—the construc-
tion of the Pnama Canal, whereby the Atlantic and
Pacific were joined together—has resulted in the es-
-tablishment of a great and distinet ocean highway.
Formerly vessels sailing from ports on the Atlantic
coast to ports on the West coast of North and South
America as well as to the Far East took the long and
dangerous voyage around Cape Horn through the
rough and stormy Strait of Magellan. This important
trade route was greatly shortened and, consequently,
not only traffic which was previously transshipped by
rail across the Isthmus, but also a large portion of that
trafic which was shipped via the South American,
South African, and Suez Canal routes, is now for-
warded via the Panama Canal.

The ocean trade between the Atlantic and Gulf ports
of the United States and the Pacific ports of North and
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South America, Manila, Australia, Japan, and China,
moves usually via the Panama Canal. The canal is also
used by steamers sailing from Great, Britain and West-
ern Europe to the Pacific ports of North and South
America.

OreEr RouTes.—The general trade routes which
have been described are only a few of the many courses
traveled by ocean steamers. It is naturally the practice
of owners of vessels to endeavor to select the route that
will produce the most profit. Hence courses of steamers

- cross and recross and they are at all times passing from
one trade route to another. This is the general routine
with ‘‘tramp’’ steamers, and it is not an uncommon
event for owners of steamship lines operating over
regular routes to divert vessels to other routes in order
to secure desirable tonnage.

Map orF Prixcrean Oceaxn Lines.—The map fur-
nished with this course should be carefully studied, in
order that the most important ocean routes followed by
steamers, and the principal ports of call, will be visual-
ized in the student’s mind.

The various trade routes are shown in different
colors and the world’s principal ports of call are rep-
resented by solid red circles. The key to the map is
- shown in the lower right hand corner and will serve to
locate the various lines.

Varue oF TaE Map.~—In the education of the export
traffic man it is absolutely essential for him to possess
a thorough knowledge of the geography of the world.
This map should be carefully studied by the student for
the purpose of familiarizing himself with the location of
the various countries, their principal seaports, and the
routes available for shipments.

At the conclusion of the Great War, there were
created thirteen new independent states in Europe and
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one in the Near East; namely, Czechoslovakia, Finland,
Austria, Poland, Latvia, Lithuania, Hungary, Jugo-
slavia, Latvia, Ukrainia, Esthonia, the Georgia and
Azerbaijan Republics, and the Kingdom of Hedjaz.

Territorial changes were made, in the following
countries: Austria, Bulgaria, France, Germany, Greece,
Italy, Rumania, Russia, and Turkey.

The export traffic man should become conversant
with the pronunciation of the names of the foreign
countries and the important ports of the world as well
as the names of the various steamship lines, especially
the French and Spanish names.

The importance of the acquisition of geographical
knowledge by the export traffic man cannot be too
strongly emphasized. Too many traffic men have the
most vague ideas as to the location of the Dutch East
Indies, Jamaica, and Mauritius, and probably many
trafic students would be confounded if they were asked
to give the location of these places.

With a foreign atlas conveniently at hand, the lo-
cation of any port in the world may be readily ascer-
tained. However, the export man who is a live wire and
is held in high esteem is the one who can tell right ¢‘off
the reel’’ where Colombo, Oslo, Kobe, or Mauritius are
located, as well as the lines operating to these ports and
‘the available shipping facilities. '



Chapter XX

PACKING AND MARKING EXPORT
SHIPMENTS

Packineg ror Export.—It is the exporter’s duty to
see to it that the goods are properly and adequately
packed for shipment to their particular destination.

The hazards of loss and damage in export shipment,
especially to certain South American countries, are
very great. The packing sufficient for safe carriage in
domestic transportation is usually inadequate for ex-
port. Improper packing almost invariably results in
damaged goods and loss of time in repairing or re-
placing the articles; and frequently it results in lost
customers.

NEcEssITY FoR SECURE PAcKING.—Shipments for ex-
port are necessarily subjected to frequent and rough
handling, and when improperly packed will arrive at
destination in bad condition. The loss or damage usu-
ally falls upon the consignee or upon the shipper, as
the steamship company may disclaim liability under the
clause ‘‘not responsible for breakage,’’ which is to be
found in all bills of lading, and may also claim that the
goods were not in proper shipping condition when re-
ceived by them.

All merchandise, therefore, intended for shipment
to foreign ports should be protected by substantial con-
tainers and should be securely packed. At the same
time, the packing should be as light in weight as pos-
sible, as duty is often charged on the gross weight of
the package.

PrureriNG.—Another important reason for strong
packing is to prevent pilfering in transit. It is probable
that no amount of care in packing can entirely avert
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this, yet strong, well nailed, wire bound or strapped
boxes are more immune than those that break open
when merely dropped on the floor at a certain angle.

Goods exported are especially subject to the risk of
pilfering. At some of the foreign ports, cases lie in
great piles on open wharves or quays where watchmen
cannot observe each single package. They must often
remain for considerable periods where they are not
subject to any supervision. The thieves with extra-
ordinary judgment pick out the cases containing arti-
cles most easily abstracted and which can be readily
sold.

As a further protection against pilfering, it is ad-
visable that cases should not bear any marks which re-
veal their contents, because they are much more likely
to be exempt than those bearing on the cover a descrip-
tion of the wares inside.

Cases containing boots and shoes, cigars, and so
forth, will not be accepted by ocean steamship lines for
transportation, unless especially protected by metal
straps or wires secured by lead seals at the ends, or
some equally effective device.

Packinag List.—Before export goods are packed at
all they should be carefully laid out where no possible
danger of confusion exists and checked carefully with
invoice.

The packing list should be made in triplicate show-
ing the exact contents of each package, and it must also
be prepared in conformity to the regulations of the
country to which goods are destined. One copy of this
list should be placed inside the package, one copy for-
warded with the shipping papers, and the third copy
should be retained for the exporter’s file.

The shipping clerk must be absolutely certain that
exactly the goods ordered and invoiced are actually
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packed and shipped. It is advisable, whenever possible,
to have two persons do the checking for the purpose of
confirmation.

Crecking.—It is essential that goods be checked
carefully before packing when the shipment consists of
a number of parts. For example: In shipping a ma-
chine, every screw, rivet, bolt and part, small or large,
must ‘be counted, after having 'been fitted into its
proper place and found exact.

Careless checking, whereby some essential part of
an article is missing upon arrival at destination, is sure
to cause great annoyance and dissatisfaction to a cus-
tomer and invariably involves extra expense and delay
in foreign Custom Houses.

WeleaING Goops Berore Packine.—The contents of
each case should be carefully weighed before packing.
There are two reasons for this:

First: The net weight of the goods, together with
the gross weight when packed, is evidence that the exact
quanitity of goods as checked was actually shipped.

Second: The net weight of goods is always re-
quired in export trade, and in shipping to some coun-
tries, it is also necessary to furnish the legal weight,
which is the net weight of the goods themselves plus
the weight of cartons and other immediate packing.

CoxstrucTioN oF Cases axp Crates.—The wooden
box is probably the most commonly used package, and,
when correctly constructed, it makes a very reliable
container for many kinds of goods. There are a num-
ber of different kinds of boxes, but the best type for
general export service is the box with cleated ends. The
cleats afford extra nailing surface; they strengthen
the ends, and they add greatly fo the rigidity of the
box. Boxes with uncleated ends should not be used for
export freight except in the case of very light articles.
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Satisfactory boxes can be made of practically any of
the commercially important species of lumber; but it
should be of good quality—sound and free from large
knots—and should be thoroughly seasoned.

The particular thickness of lumber which should be
used depends upon a number of factors, such as the
character of the contents of the box, the size and the
weight, 8o no definite instructions ean be given on this
point. Generally speaking, however, nothing less than
one-inch stock should be used unless the package is
very small or very light, but security should never be
sacrificed to lightness.

Other things being equal, the most important single
element in the construction of a box is the nailing.
Cement-coated nails should always be used in prefer-
ence to smooth, uncoated nails, as they have much
greater holding power and there is less splitting of the
wood in driving them. Nails should never be driven so
that the heads are sunk below the surface of the wood,
as this greatly reduces their holding power.

As crates at best are weak and nailing easily loos.-_
ened, it is of utmost importance that the strongest
strapping obtainable be used.

Under the new method of diagonally bracing a crate
with metal binders, two continuous binders are placed
around the crate, each of two wires being placed over
four corners diagonally—that is from one side to the
other and from a bottom to a top corner. The wires
should cross each other in the center of the ends and
sides of the crate. After placing the wires, the ends
are tensioned with a wire tying machine until the
proper braced effect has been accomplished. The ma-
chine then seals the ends of the wire. Bracing this way
imparts a very firm rigidity to the crate and has the
effect of binding it as if in a vise.
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Diagonal metal bracing has several advantages gver
wood diagonal bracing. It may be applied more quickly
since the sawing and nailing operations are eliminated
and it is cheaper, the metal binders costing less than
the wood braces. Other savings, such as the saving in
shipping weight, and in space, are also effected. The
metal binders weigh only a fraction as must as the
wood braces, and occupy practically no space. Since
export shipments are rated by their cubic space meas-
urements, as well as total weight, a material saving is
effected in this way.

Size axp WeiGHT oF Cases.—Cases should not be
too large and there should be no waste room. Ocean
freight rates are frequently charged on the basis of
cubic measurement. Waste of a cubic foot in a case
multiplied many t{imes over means the payment of con-
siderable extra and unnecessary freight charges. More-
over, empty space in a case is a source of weakness.
Every case should be so packed that it will ride safely
regardless of the side on which it is laid.

So much depends on the manner in which goods are
packed that the shipper is never safe in ignoring the
requests of the buyer, no matter how trivial they may
seem. For instance, if the buyer instructs the shipper
that no package should exceed a certain weight or di-
mension, it is likely that the goods have to be loaded on
““mule-back’’ for shipment to the interior. Should he
request that the goods be packed in tin-lined cases it
probably means that the cases are liable to be exposed
to torrential downpours or that the humid atmosphere
of the country of destination would otherwise cause
deterioration.

The buyer sometimes requests that only one kind
of goods be placed in each package. Should the shipper
fail to observe this requirement it might result in a
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heavy fine by the customs authorities, as some countries
will not allow the importation of different kinds of
goods in the same package.

Heavy Pacrages.—Packages exceeding 4,000 pounds
in weight are generally subject to extra charges, known
as ‘‘heavy lift’’ charges, which are increased in ac-
cordance with the increased weight of the packages.
‘When packages are subject to heavy lift charges, ship-
per must make provision to put them on board of
steamer through direct arrangement with a hoisting
company, or by arrangement with the steamship com-
pany itself. Furthermore, similar extra charges are apt
to be assessed at the port of destination or at trans-
shipping point. Hence, shippers should endeavor,
whenever possible, to pack heavy freight so as not to
exceed two tons per package, in order to avoid the
heavy lift charges.

Barrs ror Exporr.—(@Roo0ds packed in bales should
be compressed as tightly as possible. The use of bales
for certain textile materials is particularly advisable
for shipment to those South American countries where
import duty is levied on the gross weight of the pack-
age. In addition to saving on duty, there are also sav-
ings in cost of packing, freight charges, storage
charges, and trucking charges.

Experience has shown that a large variety of tex-
tile materials can be successfully baled, including not
only cloth, blankets, tarpaulins, and covers of various
kinds, but also clothing, such as socks, gloves, under-
wear, coats and trousers.

Much of the success in a baling operation depends
upon folding and forming the articles before compress-
ing, so that a firm, rigid bale is secured. All bales
should be lined with a strictly waterproof, strong cov-
ering under the outer covering of burlap.
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This is especially necessary for shipment to South
America, because of the damp climate of many of the
countries, and because of the practice at many ports
of unloading the freight onto lighters and storing goods
in the open. The outer covering should never be lighter
than ten-ounce burlap.

The bales should be very securely bound, preferably
with flat, unannealed steel straps, the ends of which
should be tightly sealed. A sufficient number of bands
should be used to hold the compression of the bale
firmly—the distance between the bands generally not
exceeding seven inches. Bales should always have ears
on the ends to facilitate handling.

NEecessity For WaTerprooF LiNing. — One funda-
mental difference between export and domestic pack-
ing is the invariable necessity of protecting goods for
foreign shipment by lining containers with waterproof
materials. The cause for this is as follows:

1. For reasons before stated it is very necessary
that bales be lined with waterproof lining. Boxes and
crates should also be lined with a strictly waterproof
lining—paper generally being used—but many large
concerns use asphaltum waterproofed paper for this
purpose, because it is absolutely waterproof and be-
cause it can be folded and bent into corners without
breaking the waterproof coating. For wrapping around
machinery and other irregular shaped articles, a cloth-
covered asphaltum waterproofed paper is generally
used, as the cloth covering prevents the paper from
tearing.

2. As a rule, except at the great ports of the world,
it is generally necessary for vessels to anchor in har-
bors or roadsteads, from one to five miles off shore,
and discharge their cargoes onto lighters, often when
the water is very rough. Under these circumstances,
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even with the utmost care, it is impossible to deposit
slings of freight onto these lighters without frequent
bumps, or without an occasional immersion in the
waves.

Prorer Packineg Insures LowesT TRANSPORTATION
Crarces.—It should be the aim of the export traffic
man to have his goods packed in as compact a manner
as possible consistent with safe carriage. Frequently
articles may be knocked down, or a wheel or other re-
movable parts of machinery may be taken off and
packed separately, thereby reducing considerably the
cubic measurement. This action is extremely impor-
tant for the reason that charges are assessed on the
basis of weight or measurement at the ship’s option.

To illustrate the initiative of a traffic man, the fol-
lowing incident is related:

A number of years ago, two large firms located in
_the Middle West were engaged in the manufacture of
wheelbarrows and made large shipments to 'South
America. In those days little attention was given to
the shipping department and the method of efficient
packing, boxing, and crating was practically unknown.
In fact the shipper was not interested in this part of
the business for the reason that the customers paid the
charges. At the time this incident occurred the manu-
facturers were shipping wheelbarrows S. U. ready for
use. The Agentine Republic was a large purchaser of
wheelbarrows, and these two concerns were competi-
tors for that trade. '

The traffic manager of one of these concerns, using
his grey matter a little better than the other, conceived
an idea of knocking down the wheelbarrows; that is,
he nested the three bodies together, took off the wheels
and placed them in the top body and strapped them to-
gether. He made separate bundles of the handles and
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braces, and found by doing this that the cubic measure-
ment was greatly decreased. A salesman was immedi-
ately despatched to Buenos Aires who made arrange-
ments to sell the wheelbarrows to the trade in the Ar-
gentine at a greatly reduced price C.L.F. (Cost, Insur-
ance, and Freight paid by shipper) Buenos Aires.

The competing firm soon discovered that its Ar-
gentine business had been greatly diminished. Upon
investigation, this firm’s traffic man found his competi-
tor was forwarding his goods C.LLF. Buenos Aires; 80
he immediately endeavored to make the same arrange-
ments, but his efforts met with no success. Fully six
months elapsed before he ascertained what his rival
was doing, but then it was too late; the entire Argen-
tine business had been lost.

The ilustrations on page 229 show the result of this
man’s initiative. The cubic measurement of the three
wheelbarrows set up is 89 feet 9 inches; while knocked
down the cubic measurement is only 22 feet 9 inches.
Steamship rates vary constantly, but we will assume
that the rate New York to Buenos Aires is $12 per
gross ton (2240 1bs.), or per measurement ton (40 cubic
feet).

As the charge based on measurement would yield
a greater revenue than if based on weight, the charge
would be assessed on the basis of measurement. At
this rate the charge on the three wheelbarrows S. U.
would be $26.90 and on the same wheelbarrows K. D.
$6.80; the saving thus effected is $20.10, or $6.70 for
each wheelbarrow.

From the foregoing, the large saving thus effected
on one or more carloads of wheelbarrows is readily ob-
‘served.

‘ Marxing Packaces.—The marking of packages is a
very important part in export shipping. All packages
must be distinctly marked with the port of destination
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ST NBEE LR TS

WHEELBARROWS, S. U.
Cubic Measurement, 89’ 9~

THE SAME BARROWS, K. D.
Cubic Measurement, 22’ 9~
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and with the name of the consignee. Some shippers,
however, prefer to mark their packages with a symbol
or letters which will identify the packages and their
consignee, and quite frequently, the consignee’s name
in full is not shown on cases; symbols or letters being
used instead. The advantages of this practice are quick
identification of packages on piers, in the ship, in load-
ing and unloading, and in the shipping manifest. Ab-
breviation of the name of consignee also facilitates the
preparation of shipping papers—bills of lading, mani-
fests, and so forth—and conceals the name of the con-
signee which, in some instances, may be desirable.

In some foreign countries errors in marking are
very costly to the importer. In shipping to some coun-
tries in South America, all marks on the packages must
be stenciled, brush marking not being allowed. Other
countries require that the marks, numbers, and so
forth, must be placed on two or more adjacent sides of
the packages. Still others require the net and gross
weights in kilograms marked on each package and a
number, which must correspond with the number of
the package as given in the consular documents.Failure
to comply with these regulations always results in fines,
delays, and annoyance at destination. Stenciled letters
should be not less than two inches in height.

Requikep Margs.—The required marks are: The
symbol or name of the consignee; the name of the port
of destination, usually placed underneath the symbol;
the serial number of the package when shipment con-
sists of more than one package; the gross and net
weights in pounds or in kilograms or in both, as may
be required; the measurement of length, width, and
thickness of the package in feet and inches when so
directed.

Shippers should understand that it is quite useless
to mark in English only such expressions as ‘‘Handle
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with care,’’ ‘“This side up,’’ and so forth, on packages
destined to foreign countries where English is not
understood by those who will handle the freight. In
fact, all marks of this nature are practically useless.

Syumeon oF ConsieNee—The symbol represents the
consignee and is generally arranged by him. It may be
designed in many different forms, but it most often
. consists of letters either alone or in connection with a
diamond, a triangle or a square.

The following are examples of symbols commonly
used in export shipping:

S/ \B 323
co '—"‘K

KOBRE BUENOS AIRES DURDAN

These symbols identify the consignee. Yet, in the
illustration of the mark for Durban, a number is in-
cluded which probably refers to the order number, or
possibly some other identification desired by consignee.
The letter shown may represent an initial of the con-
signee, or it may perchance be used for the purpose of
concealing his name.

ImporTANCE OF THE PorT MARK.—The port mark is
the most important of all, but it does not necessarily
mean the seaport at which freight is unloaded. The
port mark indicates the ultimate port of destination.
For example: If a shipment is intended for a con-
signee in Sao Paulo, Brazil, it should not be marked
Santos merely because Santos is the port of call at
which steamers discharge cargo destined to that point,
but the port mark should be shown as Sao Paulo; al-
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though the addition of the words ‘‘via Santos’’ would
be correct marking.

Maznx Ser1an NuMBERs oN PackaGEs.—When a ship-
ment consists of more than one package, a serial num-
ber should be given to each of the packages, which is
generally placed alongside of the consignee’s symbol.
For example: The shipper may receive instructions to
‘‘number packages from 20 up.’’ This would mean that .
one package should be numbered 20, another 21, and
thus each package numbered consecutively. It is posi-
tively essential that there be no duplicates in these
numbers, nor must any number be left out. Duplication
of numbers is apt to arouse the suspicion of foreign
customs officials of an attempt to defraud, and if a
number in a series has been omitted, it may cause the
consignee to assume that a package has been lost.

Marks Must BE Exact.—The utmost care must be
exercised in marking the exact gross and net weights
on packages. They must be as accurate as the most
careful weighing can make them and must agree in
every respect with the weights given on invoices and
consular documents. If discrepancies are found to
exist, severe fines are likely {o be imposed and con-
signee is subjected to great inconvenience and delay in
obtaining goods, because the customs officials would
require that they be unpacked and reweighed.

Packing and Marking; Export Traffic; Metrie Sys-
tem sections and Stowage Table of the Red Book should
be used as collateral reading.



Chapter XXI

WEIGHT, MEASUREMENT, FOREIGN
EXCHANGE AND CONVERSION
TABLES

Sure’s Oprron DerFmnep.—When a steamship com-
pany quotes a rate ‘‘per ton, weight or measurement;
ship’s option,”” it is understood that the rate will be
applied on a weight basis if the charge on the weight
of the shipment exceeds the charge on the basis of cubic
measurement, or on a measurement basis should the
charge on that basis exceed the charge by weight. In
other words, the quotation means that the freight
charges will be assessed either on the basis of weight
or measurement, whichever will yield the steamship
company the greater revenue.

WereHETs AND MEAsUREMENTS.—Correct statements
of weights and measurements of all export shipments
must be given to the steamship company in order that
the proper freight charges may be determined. It is
also essential that weights be stated exactly because of
the local requirements in foreign countries. Krrors
are costly to importers in many countries. Large fines
are often imposed for mistakes in weights, and oc-
casionally goods have been actually confiscated. (See
‘Stowage Table in Red Book).

Gross, LEgaL, AND NET WEIGHTS.—In some countries
duties are imposed on the gross weight and in shipping
thereto, it should be the endeavor of the exporter to use
as light containers as may be adaptable to safe car-
riage. In several countries duties are imposed on the
gross weight of certain goods and on other goods on
the net weight.

‘When shipping to countries where duty is assessed
on gross weight, every pound saved in weight of packing

233
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and containers effects a saving to the consignee in the
delivered cost of the goods.

As an illustration of bad judgment, or careless dis-
regard of the customer’s interests, on the part of an
exporter in shipping to a country where duty is im-
posed on gross weight, a South American importer
describes his experience in importing from the United
States cushions for use in trolley cars as follows:

“‘These cushions weighed 21 pounds and the case
weighed 60 pounds. Duty was, therefore, paid on 81
pounds, whereas the total gross weight could easily
have been made 30 pounds.?’’

In Mexico, the Argentine, and several other coun-
tries, it is necessary to give the legal weight of goods
in addition to the gross and net weights, because duties
are at times imposed on the legal weight, sometimes
on the net weight, and occasionally on the gross weight.
These weight terms are defined as follows:

Gross weight is the weight of the entire package as
shipped.

Legal weight is the net weight of the naked goods
plus the weight of interior wrappings, carfons, tins,
~ and all other immediate packing.

Net weight is the intrinsic weight of the goods alone
without any packing.

Cusic MeasureMENT Exprainep.—In export arith-
metie, 12 cubic inches are called a cubic foot and 40
cubic feet equal one cubic ton. Fractions of less than
one-half inch on a dimension are generally dropped;
fractions of one-half inch or greater are generally in-
creased to the next higher inch. For example. A case
measuring 1 ft. 234 in. x 2 ft. 314 in: x 3 ft. 874 in. would
be written as 1/3 x 2/4 x 3/8. By this method the steam-
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ship company obtains the advantage of the even frac-
tion. .

In shipping export freight, it is always necessary to
ascertain the cubic measurement of packages, and the
dimensions of each package, in feet and inches, should
be marked thereon and also noted on the receipt.

In measuring a package, the extreme measurement
in each direction has to be applied. In determining the
measurement of an irregular package, such as a con-
tainer of machinery, each measnrement must be taken
over the greatest projection. The diameter of a barrel
at the bilge is the breadth and thickness dimensions
used in calculating its cubic measurement.

Derermining CuBic MEasureMENT.—Books contain-
ing tables giving the solid contents of packages are
published and may be easily obtained. But if the ex-
port man desires to determine the cubical content of a
package for himself, it is merely a matter of arithmetic.
The length, breadth, and thickness must be reduced
from feet and inches to cubic inches and the total di-
vided by 1728 (the number of cubic inches in a cubie
foot) and the result is in cubic feet. However, in ex-
port arithmetie, the fractions of a cubic foot are not
expressed in the usual manner; that is, by placing the
remainder over the divisor, but they are shown in
twelfths of a cubic foot, determined by dividing the re-
mainder by 144 (1/12th of 1728).

For example: Take the measurement of the before
mentioned case—1/3 x 2/4 x 3/8. Reduce each to inches
and we have

1/3 = 15 inches
2/4 =28 "
3/8=4 ”

Multiplying these together for cubic content, 15 x 28
x 44, we get 18,480 cu. in. To reduce these inches to



236 TasLES

cubic feet, first divide by 1728. The answer is 10, with
a remainder of 1200, which would ordinarily be ex-
1200
pressed as ——. But under the export arithmetic rule,
1728
we divide the 1200 by 144 and get 8, with a remainder
48

of ——, which is less than one-half and is therefore
144 :

dropped. Thus the cubic measurement of this case is
found to be 10/8, or 10 cubic feet 8 cubic inches.

TaE Duvopecimar Rure.—There is another method
by which the cubic content of a package may be ob-
tained by multiplication alone, without dividing by 1728
and 144. It is called the duodecimal system of multipli-
cation and is usable when the unit of computation is 12,
as when 12 inches is the unit in calculations of meas-
urement. The rule for this method is as follows:

The feet and inches of two dimensions should be set
down one under the other; that is, feet under feet and
inches under inches. Each term of the maultiplicand,
beginning at the lowest, is multiplied in turn by each
term of the multiplier, beginning at the highest. The
result of each first multiplication is set immediately
under its corresponding term and one carried for every
twelve from one term to the next higher. The product
of the multiplication by each successive term in the
multiplier is set successively one place farther to the
right. The sum of the separate products is the total
product. This product now becomes the multiplicand
- and the third dimension is used as the multiplier.

Example: To ascertain the cubie content of a pack-
age measuring 2 ft. 5 in. x 4 ft. 7 in. x 5 ft. 9 in., usually
written as 2/5 x 4/7 x 5/9, proceed as follows:
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(a) 2 5

(b) 4 7

(¢) 1 8

(d 8 2 11

(e) 1 2

(f) 11 0 11

(g) 5 9

(h) 55 4 7

(i) 8 3 8 3
(k) 63 8 3 3

Answer 63/8

The explanation of the steps in securing that an-
swer is as follows:

‘We first set down the dimension 2’ 5”—labeled (a)
—as the multiplicand; and under it we place another
dimension, 4’ 7”—labeled (b)-—as the multiplier. Now
multiply 5 by 4, as 5 is the lowest term—inches—of the
multiplicand and 4 is the highest term—feet—of the
multiplier. Thig gives us 20. Since 12 is the unit, and
there is only one 12 in 20, we set down the remainder,
87, under inches and carry the 1’ to the feet column.
This gives us line (¢). Then multiply 2’ by 4’ and place
the result, 8, in the feet column, line (d). The term 5
is now multiplied by 7 and the result is 35. Dividing
this mentally by 12 we get 2 and a remainder of 11.
The 2 is placed in the inch column and the 11 carried
one place farther to the right in line (d). Multiply the
2 in line (a) by the 7 and we have 14, which reduces to
1’ 27 and these terms are placed in their respective col-
umns in line(e). The multiplication is now complete
and we add the terms. The 11 in line (d) is brought
down to line (f). Then 84-2+42=12, which is carried to
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the feet column as 1, leaving 0 to go in the inch column
line (f). Column 1 then adds 1+1+8+1—11 which is
set down as 11’ in line (f).

The third dimension, 5’ 97, is now set down as the
multiplier on line (g) and the multiplication is per-
formed in the same way as outlined in the preceding
paragraph.

Fractions of one-half inch or over are counted as
one inch. Fractions under one-half inch are dropped.
Therefore, the correct measurement for this package
would be 63 cu. ft. 8 cu. in.

Tae Merric SysteMm.—The Metric System of
weights and measures is commonly used in most of the
important countries of the world, with the exception
of the British Empire, the Far East, and the United
States. In view of this fact, it is evident that the ex-
port traffic man should possess knowledge of this sys-
tem and become familiar with the various terms, re-
taining in memory our equivalents of the standard
denominations for length, weight, and capacity. Con-
version tables should be kept available for quick refer-
ence, 50 that the equivalent of a metric term in our
common denommatmn, or the equivalent of an Ameri-
can term in the metrie system, may be readily ascer-
tained.

In the Metric System, when it is desired to indicate
a division of a unit, Latin prefixes are used; namely,
deci, meaning a tenth; centi, meaning a hundredth;
milli, meaning a thousandth: To indicate that a unit
is to be multiplied, Greek prefixes are employed; thus,
deka means ten times; hecto means one hundred times;
kilo means a thousand times.

The denominations of the métric system most com-
monly used are as follows: In measures of length; the
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meter, centimefer, and kilometer. In measures of
weight; the gram, centigram, and kilogram. In meas-
ures of capacity; the liter and hectoliter. The equiva-
lents of the following metric denominations should be
memorized :

The meter is equal to about 3 feet 3 1/3 inches.
The kilogram is equal to about 2 1/5 pounds.

In dry measure, one hter is equal to a little less
than one quart.

In liquid measure, one liter is equal to a little more.
than one quart.

AsstRACT OF METRIC WEIGHTS.—

Decagram (10 grams) equals 0.3527 ounce.
Hectogram (100 grams) equals 3.5274 ounces.
Kilogram (1,000 grams) equals 2.2046 pounds.
Myriagram (10,000 grams) equals 22.046 pounds.
Quintal (100,000 grams) equals 220.46 pounds.

Millier or tonnea ton (1,000,000 grams) equals
2,204.6 pounds.

AsstracT oF METRIC DRY MEASURE—

Liter equals 0.908 quart.

~ Decaliter (10 liters) equals 9.08 quarts.
Hectoliter (100 liters) equals 2.838 bushels.
Kiloliter (1,000 liters) equals 1,308 cubic yards.

AsstRACT OF METRIC LIQUID MEASURES.—

Liter equals 1.0567 quarts.

Decaliter (10 liters) equals 2.6417 gallons.
Hectoliter (100 liters) equals 26.417 gallons.
Kiloliter (1,000 liters) equals 264.17 gallons.



240 TaBLES

AsstTrACT OF METRIC MEASURES OF LENGTH.—

Centimeter (1/100 meter) equals 0.3937 inches.
Meter equals 39.37 inches.

Decameter (10 meters) equals 393.7 inches.
Hectometer (100 meters) equals 328 feet 1 inch.

No difficulty should be experienced in the use of the
metric system, because the weights and measures are
multiplied and divided in just the same manner as are
our dollars and cents. Moving the decimal point a place
in one direction or the other multiplies or divides by
ten; moving it thus two places, multiplies or divides by
one hundred, and so on.

Tasres For ConversioN oF MonEY.—The conversion
tables of foreign money into United States currency
and vice versa is based upon the values of foreign
coins as published by the United States Treasury De-
partment, which values' do not include rates of ex-
change. The conversion tables of Great Britain and
Italy, pages 243 to 245, inc., will illustrate the conver-
sion of pounds sterling, shillings, and pence to dollars
and cents and dollars to lire.

Examrpres or Conversron.—To find the value of for-
eign money expressed by one figure, find the figure in
the top margin of the proper table and its value in
United States currency will be found in the first line
below. (See Monetary Unit Table in Red Book).

If expressed by two figures, find the tens in the left
hand margin and the units in the top margin ; the value
is at the intersection of the two columns.

If expressed by three or more figures, find the value
of the first two figures and multiply by 10, 100, and so
forth, as may be required.
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To ascertain the value of 75,436 pounds, 18 shillings,
and 5 pence in United States currency:

Find the value of 75 pounds and mul-

tiply by 1,000, which gives........ $364,987.50
Then find the value of 43 pounds and

multiply by 10, which gives...... 2,092.595
Then find the value of 6 pounds,

which is ..........ccveiiina... 29.199

In the table Shillings and Pence to
~ Dollars and Cents, find the value of
18 shillings and 5 pence, which is. 4481

Adding the several results gives.$367,113.775,
or $367,113.78, the desired equivalent.

To ascertain the value of $7,675 in Italian currency:

Find the value of $76 and multiply
by 100, which gives ............ 39,378.20 lire

Then find the value of $75, whichis. 388.60 lire

Adding the two results gives. ..39,766.80,
or 39,766 lire and 80 centesimi (a centesimo being
the hundredth part of a lira), the equivalent desired.

ConversioN AT PrEvanming Rates.—Whatever may
be the prevailing rate of exchange, by use of the fol-
lowing rules, British currency may readily be converted
to United States currency, or vice versa:

Rule 1. To reduce shillings and pence to fractions
of a pound, multiply the shillings by .05, because one
shilling is 1/20th or 5 hundredths of a pound: Multiply
the pence by .004 1/6, because 1 pence is 1/24th or 4 1/6
thousandths of a pound. But to avoid the use of the
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fraction 1/6, add 1 if result is over 12, and 2 if over 35,
and the result will be the same. A somewhat quicker
method is employed by exchange handlers whereby the
pounds and shillings are multiplied by the rate and to
this result they add twice the pence, which gives the
same result.

Example (a). To convert £16 12s 94 to dollars and
cents, rate of exchange $4.85, procedure is as follows:

£16
Multiply 128 by .06.....cc0vveunee .60
Multiply 94 by 004............... 038 (Result is over
——nm—eee 35, 80 add 2)
Total .vcvvnvescnararanns £16.638
Multiply by rate.....coeeeevee 4.85
83190
133104
66552
$80.69430 or $80.69
Example (b):
Multiply ccvvvscvecranscncanees £16.60
By rate .cccoceecvenesccennnns 4.85
8300
13280
6640
Total covvvevevvnascnncans $80.61
Double 94 ....cvocnvverecnnns 18

$80.69 which gives
same result

Rule 2. To convert United States currency to
pounds, shillings, and pence, divide the amount by rate
of exchange, which will give number of pounds; multi-
ply remainder, if any, by 20 and divide by rate, which
will give number of shillings; multiply remainder, if
any, by 12 and divide by rate, which will give the num-
ber of pence.
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Example: To convert the result of the foregoing
example ($80.69) back to pounds, shillings, and pence,
- rate of exchange $4.85, proceed thus:

485)8069 (16 pounds
486

3219
2910
309
Multiply by t.covvveiiinnnnens 20

Divide by rate ............... 485)6180 (12 shillings
485

1330
970
360
Multiply By cvvvvveeranncnnnss 12
e 440
Divide by rate ............... 485)4320(8 —— or 9 pence
3880 485
440
Result £16 123 9d

CONVERSION TABLES
GREAT BRITAIN—POUNDS TO DOLLARS

[} 1 2 3 4

Dollars Dollars Dollars Dollars Dollars

4.8665 9.733 14.5995 19.466

10 48.665 15 58.398 63. 68.131
20 97.330 102.1965 107. 111.9295 116.796

30 145.995 150.8615 155.728 160. 594 65

40 194.660 199.52656 204.393 209.2595 214.126
243.325 248.1915 253.058 257.9245 262.791

60 291.990 296.8565 301.723 306.5895 311.456
70 340.655 345.56215 350.388 355.2545 360.121
389.320 399.053 403.9195 408.786

90 437.986 442 8515 447.718 452.5845 , 457.451

Pounda| 5 [} 7 8 9

Dollars Dollars Dollars Doliars Dollars

24.3325 29.199 34.0656 38.932 43.7985
82.7305 87.597 92,4635
20 121.6625 128,529 131.3955 136.262 141.1285
30 170.3275 175.194 180.0605 184.927 189 7935
40 218.9925 223.859 228.7255 233.592 4585
267.6575 272.524 277.3905 282.257 287 1235

60 316.3225 321.189 326.0555 330.922 335.7885
70 364.9875 369.854 374.7205 379.587 384.4536
413.6525 418.519 423.3855 428,252 433.1185

462 3175 467.184 472.0505 476.917 481.7835
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SHILLINGS AND PENCE TO DOLLARS AND CENTS
0 1 2 l 3 4 B [ ] 7 8 9 10 1

$0.020 |$0.041 [$0.081 |$0.081 [$0.101 |$0.122 |$0.142 |8$0.162 [$0.183 30.203 [$0.223
2 (802431 2064 | 284 | 304 | 324 | 3456 365 ] 385 | A00| 426 | 4468 | 468
2 A87 | 507 | 527 | 548 | .b68 | 588 | .608| .620 | .649 | . 0881 710
3-] .7130| 750 ] 771} 791 811 831 872 | .8 013 33 | .
4 K K 1.014 1.054 [1.076 10056 {1115 [1.130 [1.156 | 1.176 | 1.190
6 1121711237 1257|1278 | 1.208 | 1.318 | 1.338 | 1.350 | 1.370 | 1.300 | 1.419 | 1.440
6 | 1460 | 1.480 | 1.501 | 1.521 | 1.541 | 1.561 | 1.582 | 1.602 | 1.622 | 1.643 | 1.663 | 1.
7 117031724 | 1.744 | 1.764 | 1.784 | 1.805 | 1.825 | 1.848 | 1.866 | 1 1.906
8 1.967 | 1.087 | 2.008 § 2.028 | 2.048 | 2.068 | 2.089 | 2.100 | 2.120 | 2.140 | 2.170
9 {2190 ] 2.210 | 2.231 | 2.251 2.291 | 2.312 | 2.332 | 2.362 § 2.373 | 2.393 | 2.413
10 | 2433 § 2454 | 2474 | 2404 | 2.614 | 2.535 | 2.555 | 2.576 | 2.506 | 2.616 | 2.638 | 2.656
11 2877 | 2.607 | 2.717 | 2.738 | 2.768 | 2.778 | 2.798 | 2.810 | 2.839 | 2.859 | 2.879 | 2.900
12 | 2.920 | 2.940 | 2.061 | 2.081 | 3.001 | 3.021 ] 3.042 | 3.062 [ 3.082 | 3.103 | 3.123 | 3.143
13 |3.163 | 3.184 { 3.204 | 3.224 | 3 3.265 | 3.285 | 3.305 | 3.328 | 3.346 | 3.366 | 3.3808
14 | 3.407 | 3.427 ) 3447 | 3.468 | 3.488 | 3.508 | 3.528 | 3.549 | 3.560 | 3.580 | 3.600 | 3.030
15 851 3.670 | 3.601 | 8.711 | 3.731 | 3.751 | 3.772 | 8.792 | 3.812 | 38.833 | 2.853 | 5.873
16 | 3.893 | 3.914 | 3.934 | 3.954 | 3.974 | 3.995 | 4.0.5 | 4.035 | 4.056 | 4.076 | 4.008 | 4.116
17 | 4137 | 4.157 | 4.177 | 4.198 | 4.218 | 4.238 | 4.258 | 4.270 | 4.209 | 4.310 | 4.339 | 4.360
18 | 4.380 | 4400 | 4.421 | 4441 | 4.461 | 4.481 | 4.502 | 4.522 | 4.542 | 4.563 | 4.583 | 4.603
19 | 4.623 | 4.644 | 4.064 | 4.684 4.7_04 4.725 | 4.745 | 4. 4.786 | 4.800 | 4.820 | 4.840

DOLLARS TO POUNDS, SHILLINGS AND PENCE

Dol-f 0 1 2 3 4 5 [ ] 7 8 9
lars
£0d|£s.d |£e.d8|£sdLed|L£ed|f£ed|LedlLed|£sd
041308 200124(016 541 063j1 48|18 112105} 116118
101211326 2429 342136217 3173 369}3 9103/ 313113{3138 1
2014 2 234635410 6| 414 63 418 74/ 6 2 9|65 610}| 510114) 515 0} 819 2
3063367 43611 6615 74 610 83| 7 310 |7 7113|712 0% 716 218 0 2
40 18 4 44(8 8 6| 812 7} 816 84| 0 0 03] 0 4113} 9 9 03| 913 14| 017 3 |10 1 4
50 110 & 53/10 O 7 11013 841017 94/i1 111 11 6 03!110] 1114 3 [1118 43[12 2 &%
60 {12 6 7 1210 83[1214 04|1218104{13 3 013 7 1311311 2%(1315 4 1310 53(14 3 6%
70 |14 7 8 |1411 93141510315 0 0 |15 4 13|15 8 23(1512 4 [1516 310 0 6)j16 4 8
80 116 8 03{1612104(16 16 11|17 1 13|17 & 2417 9 3%(1713 § {1717 18 1 7318 5 ¢
80 |18 9103(1813113[1818 1 [19 2 21190 6 34/1910 5 {1914 63{1018 7420 2 ﬂlw 610}
CENTS TO SHILLINGS AND PENCE
Cta. [] 1 2 3 4 [ [} 7 8 [}
e d e d s d s d. s d s d. s d. s d. s d. s 4
0 4|l o1 0 g 02 0 2103 [} 04 0 4
10| 0 6| 0 541 06| 0 07]10mnlos|o 09010
201 0 94| 010 0103] o011} l)ll: 101 1 11 11 1 2
30| 1 281 1 3 1 gz 1 4 1 4 1 b 1 1 1 17
40} 1 %1 1 1 00| 1 08} 1103} 11 13| 112 2
50 223 2 13| 2 13} 2 22| 2 28| 23 | 23| 24|32 44)28
60| 2 26 2 63| 2 7 2 7 2 8.1 28| 29 2 210
70 2104 211 2114 3 0 3 0 31 83 3 2 3 2 3 3
80| 3 3| 3 4 3 4136 agz 3613 3 7 3 7 38
90| 3 84| 3 ¢ 3 92} 3 91 31 s108] 3112| 3114} 4 ok ]| 4 OF
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‘ LIRE TO DOLLARS

Lre| o 1 2 3 4 5 6 7 8 9

$0.193 | $0.380 | $0.570 | $0.772 | $0.965 | $1.158 | $1.351 | 81.544 | $1.737
10 ﬂ.gs 2.123 | 3.316| 2.509 | 3.702 | 2.895 | 3.088 | 3.281 | 3.474 | 3.667
7

8.86 ] 4.053 | 4.246 | 4.439 | 4.632 | 4.825| 5.018 | 5.211 | 5.404 | 5.597
5.7 | 5.983 | 6.176 | 6.369 | 6.562 | 6.755 | 6.048 | 7.141 | 7.334 | 7.527
40 5.73| 7.018| 8.106 | 8.200 | 8.402 | 8.685 | 8.878 | 0.071| 9.204 | 9.457
9

.65 | 9.843 | 10.036 | 10.220 | 10.422 | 10.615 | 10.808 | 11.001 | 11.194 | 11.380
60 | 11.58 | 11.773 1 11.966 § 12.150 | 12.352 | 12.545 | 12.738 | 12.931 | 13.124 | 13.347
70 | 13.51 | 13.703 | 13.806 | 14.080 | 14.282 | 14.475 | 14.668 | 14.861 | 15.054 | 15.247
80 | 15.44 | 15.633 | 15.826 | 16.019 | 16.212 | 16.405 | 16.698 | 16.791 | 16.984 | 17.177
80 | 17.87 | 17.563 | 17.756 | 19.949 | 18.142 | 18.335 | 18.528 { 18.721 | 18.914 | 18.107

2

Dol-
lars 0 1 2 3 4 6 6 H 8 9

Lire Lire Lire Lire Lire Lire Lire Lire Lire Lire

5.181 | 10.363 | 15.544 | 20.725 | 25.907 | 31.088 | 36.269 | 41. 451 46.632
10 | 51.813 | 56.095| 62.176| 67.358 | 72.539 ] 77.720 | 82.902 | 88.083 | 93.21 98.446
20 | 103.627 | 108.808 | 113.800 | 118.171 | 124.352 | 120.534 | 134.715 | 139,896 | 145. 078 150.259
30 | 155.440 | 160.622 | 165.803 | 170.984 { 176.166 | 181.347 | 186.528 | 101.710 | 106.891 | 202.073
40 | 207.254 | 212.436 | 217,617 | 222,708 | 227.970 | 233.161 | 238.342 | 243,523 | 248,705 | 253.886

50 | 259,067 | 264.240 1 260.430 | 274.611 | 270.703 | 284.974 | 200.155 | 295.337 | 300.518 | 305.699
60 | 310.881 | 316.062 | 321.244 | 326.425 | 331.606 | 336.788 | 341.969 | 347.150 | 352.332 | 367.513
70 | 362.084 | 367.876 | 373.057 | 878.238 | 383.420 | 383.601 | 393.782 | 398.964 | 404,145 | 400.326
80 | 414.508 | 419.689 | 424.870 | 430.052 | 435.233 | 440.414 | 445.506 | 450.777 | 455.959 | 461.140
80 | 466.321 | 471.503 | 476.684 | 481.865 | 487.047 | 491.228 | 497.409 | 502.501 | 507.772 { 512.953

WereaT ConvErsion Tasres.—The following tables
are used in the same manner as those for converting
foreign money. Equivalents of quantities expressed by
two figures are obtained by finding the tens in the left-
hand margin and the units in the top margin, the
equivalent being at the intersection of the two columns.

KILOS CONVERTED TO POUNDS

Kilos 0 1 2 3 4
2.2046 4.4092 8.8185
10 22,0462 24 26.4555 28.6601 30.8647
20 44.0924 46.2971 48.5017 50 52,9109
30 66.1387 68.3433 70.5479 72,7525 74.9572
40 844 90.3895 92,5941 94,7988
110.2311 112.4357 114.6404 116.8450 119.0496
60 132.2773 134.4820 136.6866 138.8912 141,0058
70 154.3236 156.5282 158.7328 160.9374 163.1421
80 176.3698 178.5744 180.7790 182, 9837 185.1883
90 198.4160 200.6206 202.8253 205,0299 207.2345
Kiloa 5 [} 7 8 0

11,0231 13.2277 15.4324 17.6370 19,8416
10 33.0693 35.2740 37.4786 39.6832 41,8878
20 55.1166 57.38202 59.5248 61.729¢ 63. 9340

30 77.1618 79.3664 81,5710 83.7756 85.9.
40 99.2080 101.4126 103.6172 105.8219 108 .0265
60 121.2542 123.4589 125.6635 127.8681 130.0727
60 143.3005 145.5051 147.7097 149.9143 152.1189
70 165.3467 187.5513 169.7559 171.9605 174.1652
80 187.3929 189.59756 101.8021 194,0068 196.2011
90 209,4391 211.6437 213.8484 216.0530 218.2576
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POUNDS CONVERTED TO KILOS

Pounds 0 1 2 3 4

0.45459 0.90718 1.36078 1.81437

10 4.53592 4.98952 5.44311 5.89670 6.350299
20 |. 9.07185 9.52544 9.97903 10.43263 10.85622
30 13.70777 14.06137 14.51496 14.06866 15.42214
40 18.14370 18.59729 19.05088 19.50447 19.95807
50 22.67962 23.13321 23.58681 24.04040 24 .49399
60 27.21555 27.66914 28,12273 28.57632 29.02992
70 31.75147 32.20506 32.65865 33.11225 383.56584
80 36.28739 36.74099 37.19458 87.64817 38.10176
90 40.82332 41,27691 41.73050 42.18410 42.63769

Pounds| 5 6 7 8 9

2.26796 2.72156 3.17515 3.62874 4.08233

10 6.80380 7.25748 7.71107 8.16466 8.61826
20 11,33981 11.79340 12.24700 12.70059 13.15418
30 15.87573 16.32933 16.78292 17.236561 17.69010
40 20.41166 20.86525 21.31884 21.77244 22.22603
50 24.94758 25.40118 25.86477 26.30836 26.76195
60 29.48351 29.93710 30.89069 30.84429 31.29788
70 34.01943 34.47302 34.92662 35.38021 35.83380
80 38.55536 39.00895 39.46254 39.01013 40.36973
90 43.09128 43 . 54487 43.99847 44 .45208 44 90565

TrvusTraTIONs.—To ascertain the number of pounds
in 84,235 kilos:
Find the number of pounds in 84
kilos and multiply by 1,000, which
gives ....cviiiiierineiena....185,188.3000 Ibs.
Then find the number of pounds in
23 kilos and multiply by 10, which
gives ....cvvviiiiiieninaeenaas  007.0630 Ibs.
Then find the number of pounds in
5kilos, whichis................ 11.0231 lbs.
Adding the several vresults
gives ..... ceeriiesaessa...185,706.3861 1bs.
or 185,706 pounds, the desired
equivalent.
Again, to ascertain the number of
kilos in 9,654 pounds:
Find the number of kilos in 96
pounds and multiply by 100,
which gives ........ ceeesees...4,354.48700
Then find the number of kilos in
54 pounds, which is............ 24.49399 kilos
4,378.98099 kilos
or 4,379 kilos, the desired equivalent.



Chapter XXII
SHIPPING PAPERS

SarepiNG ProcEpure—When shipping to foreign
destinations, the following general procedure must be
strictly observed:

1. Firm reservation of cargo space must be made
in advance.

2. Then a Shipper’s Export Declaration must be
prepared and attested.

3. A Shipping Permit must be obtained from the
steamship company before freight is delivered to the
pier. Sometimes steamship companies require that a
copy of the export declaration be exhibited before is-
suing the permit.

4. The Dock Receipt, with the required number of
copies, must then be prepared in the specified form.

5. In the meantime, Bills of Lading must be pre-
pared in the specified form and number of copies.

Vartous FormMs.—When handling ocean traffic, in
order to comply with the shipping requirements and
revenue laws, various documents must be prepared by
shippers. These documents are commonly called
“‘Shipping Papers,’’ and a description of each form is
as follows:

SarepiNe PErMrr.—(See Form No.32 of Red Book)—
‘When cargo space has been engaged for a foreign ship-
ment the steamship company issues a shipping permit
to the shipper or his agent This document contains
instructions to the receiving clerk at the specified pier
to receive within a stated period the quantities of
freight briefly described therein. As a rule, freight

U7
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will not be accepted on steamship piers unless accom-
panied by the shipping permit. Deliveries of freight
must be made in accordance with the terms of the per-
mits, If, for any reason, it is found impossible to make
delivery in the permit time, then new arrangements
must be made and another permit secured.

The dock receipt, with the number of copies speci-
fied by the steamship company, should be attached to
the permit for signature by the receiving clerk, when
delivery of the shipment has been completed.

‘When the shipment is handled by lighter, or in-
volves not more than a truck-load or less of packages,
the permit.is usually sent with the man in charge of
the goods, who presents it at the time of delivery of
the freight. If the permit covers a large shipment—
that is, when involving several separate deliveries, then
it is customary for the shipper to mail the permit to
the receiving clerk on the pier, who places it on file
and checks against it the goods as they are delivered.

Permits usually contain clauses which provide that
the steamship company reserves the right to declare
as void the quotation of .freight rate under which the
permit was issued if the value of the goods exceeds a
certain amount—generally $100 per package; that the
steamship company may hold all or any part of the
shipment for the next sailing of the same line; and
that it disclaims liability for delays, damages, or de-
faults, arising from riots, strikes, or other disturb-
ances. It also further specifies that the steamship
company does not become responsible for goods until
they actually have been loaded on the steamer.

Dock Recerer.—(See Form No. 33 of Red Book).—
‘When the export shipment is delivered to the steamer
it must be accompanied by the dock receipt, prepared
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on the steamship company’s form in the required num-
ber of copies. The number of the packages, together
with their individual weights and measurements, should
be stated thereon.

When several deliveries are made by trucks against
a single shipping permit, memorandum receipts are
given to the truckmen, and when shipment is completed,
they are exchanged for the dock receipt. The steam-
ship companies generally require that dock receipts be
made out in triplicate. The receiving clerk at the pier
signs one copy as acknowledgement that the goods have.
been delivered to the steamship company, and this
signed receipt must accompany the bills of lading when
they are presented at the steamship company’s office
for signature.

SrairrER’s ExporT DECLARATION.—(See Form No. 29
of Red Book).—Before goods may be exported they
must be cleared through the custom house at port of
shipment. In order to do this, the shipper must pre-
pare a special declaration of the merchandise and its
value on the official form, which is described as the
“‘Shipper’s Export Declaration.”

This declaration must be prepared for all shipments,
whether of domestic or foreign origin, destined to for-
eign countries, except for shipments of foreign mer-
chandise in transit through the United States from one
foreign country to another. Among other requisite in-
formation, the following data must be included; viz.,
the name of the actual shipper; his address giving
State, city, street and number; the name of the steam-
ship line and the name of the vessel on which goods
are to be forwarded; the marks and numbers of the
packages; the total quantities and values of each kind
of articles included in the shipment; the final port or
country of destination.
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These declarations are issued in duplicate and both
must be signed by shipper or his authorized agent and
the original verified by oath before a notary publie or
the appropriate customs official, if the shipments cov-
ered thereby are valued at more than $100. The oath
is not required on declarations covering shipments to
Canada or Mexico by car, vehicle, or ferry, but the
original declaration must be signed by the shipper.
Declarations must be presented to the Collector of
Customs, who will retain the original and certify the
duplicate for presentation by shipper to the transporta-
tion company to be attached to outward vessel or car
manifest.

SHIPMENTS FROM INTERIOR Pornts.—For shipments,
consisting of two or more cars, from interior points
on through export bills of lading (especially for ship-
ments by rail to Canada or Mexico), a separate declara-
tion should be furnished for each car in order to avoid
possible delay at the border. For instance, if one or
more cars, covered by one bill of lading and export
declaration, should be detached from the train on ac-
count of accident or other cause and, consequently,
arrive at the border at different times, or possibly be
diverted to another port of exit, the cars thus delayed
or diverted may be held up because of the lack of the
required export declaration. Delays of this nature
may, therefore, be avoided if a declaration accompanies
each car.

For shipments from interior points on domestie
bills of lading consigned to the seaboard for exporta-
tion, the shipper must prepare and deliver fo the car-
rier the export declaration in duplicate to accompany
the waybill to the seaport or it may be mailed to the
consignee at the port of exportation.

Descrrerion oF ArticLEs.—Full and explicit instrue-
tions regarding the preparation of the export declara-
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tion are printed on the reverse side. Description of
articles must be accurate and complete. They niust be
described in accordance with the specifications of
Schedule B which enumerates the statistical classifica-
tion of exports. Every export shipper should have a
copy of this Schedule, which may be obtained from the
Superintendent of Documents, Government Printing
Office, Washington, D. C., Department of Commerce or
from Collectors of Customs.

Drawsack.—When dutiable imported material is
used in the manufacture or production of domestic
nterchandise which is exported, the Government allows
the exporters a refund or ‘‘drawback’’ of the import
duty less one per cent. The purpose of the drawback
is to place the manufacturers in this country practically
on a par with their foreign competitors, so far as the
cost of the material goes. (See ‘“Drawbacks’’ section .
of Red Book also Form Nos. 39, 41).

-Among the many imported articles used by our
manufacturers which are subject to drawback are in-
cluded the following: iron and steel, glycerine, tobacco,
drugs, oils, gums, paper, salt, sugar, and forest prod-
uets. Drawback is also allowed on exported flavoring
extracts, medicinal and toilet preparations, including
perfumery, manufactured in the United States with the
use of tax-paid alcohol, the drawback being equal to
the tax on the alcohol used.

CorLEcTION REQUmREMENTS.—AIl shipments are sub-
ject to drawback, whether they are exported direct by
the manufacturer or through agents or commission
merchants, or by purchasers of the goods. In order to
collect drawback it is necessary that an application be
addressed to the Secretary of the Treasury before the
exportation of any of the articles, requesting that a
regulation be promulgated authorizing the payment of
drawback on commodities that are fo be exported in
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which duty-paid materials or domestic tax-paid alcohol
have been consumed.

ReeuraTioNs.—As a prerequisite to the allowance
of this drawback, the regulations require that the ma-
terial must pass through some process of manufacture
and that a notice of intent to export be filed with the
Collector of Customs at the port of exportation at least
siw hours before the goods are loaded on the export
vessel or cross the border into Canada or Mexico. The
drawback broker or agent of the exporter at the port
of exportation should be advised of all shipments sub-
ject to drawback at least one day before the shipments
leave the factory or warehouse, in order that sufficient
time may be afforded him to file the necessary notice
of intent at the custom house.

Regulations covering the use of the drawback may
be obtained free of charge from the Treasury Depart-
ment, Washington, D. C.

Rerunps.—While the United States refunds annu-
ally several million dollars as drawback to manufac-
turers, yet it is claimed that only limited advantage is
taken of the provisions under our tariff laws, which
permit a refund of 99 per cent of the duties paid on
imported material entering into the manufacture of
goods which are subsequently exported ; and the articles
on which drawback may be obtained are exceedingly
numerous. It is not necessary that the manufacturer
himself should be the importer of the material which
he uses in the manufacture of his goods. This material
may be imported by others, but in order to obtain the
drawback the manufacturer in his claim must identify
the imported material and specify the quantities of
such material used and the amount of duties paid
thereon.

Cerrrrcate oF Oriain.—(See Form No. 37 of Red
Book)—Several countries provide in their tariff laws
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for preferential duties on merchandise originating in
certain countries with which they have special treaties
whereby the most favorable rate of duty is imposed.
The United States is one of these ‘‘most favored na-
tions’’ and, in shipping from this country to the Argen-
tine, France, Japan, Italy, Spain, and other countries,
parties fo such treaties, certificates of origin must be
prepared by shipper or his agent and submitted to the
consul of the country of destination for legalization,
or visé.

Parcer Recerer.—(See Form 31 of Red Book)—
Any shipment which, according to the freight rate
(weight or measurement), amounts to less than the
minimum 'charge is assessed the full minimum, but
many steamship companies offer facilities for shipping
small packages, when the value does not exceed cer-
tain specified amounts, on a form called a ‘‘parcel
receipt.’”

“When shipping small packages on this receipt it
is advisable to so mark the packages that they will be
kept apart from the general cargo. It is also advisable
to call the receiving clerk’s attention to parcel receipt
packages when delivering them at the pier.

Purrose axp Benerrr Oprarnep.—The shipment of
small packages of nominal value on parcel receipts for
a cost considerably less than the ‘‘minimum’?’ bill of
lading charge is a privilege extended by the steamship
companies to enable the export shipper to get his sam-
ples to prospective buyers abroad at slight expense.
Upon arrival of a steamer, parcel receipt packages are
delivered promptly to consignees, who thus have an
opportunity of showing the samples of the goods to
the buyers and thereby consummate the disposal of
them during the time the freight itself is being un-
loaded and cleared through the custom house. These
receipts, however, are at times used for small packages
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of ordinary merchandise, but such shipments must be
of small weight, dimensions, and value.

Parcel receipts were never intended to cover ship-
ments of actnal merchandise, consequently a limit of
value has always been placed on goods so shipped. This
limit varies from ¢‘no valué’’ up to $50, but the steam-
ship companies invariably reserve the right to decline
to issme parcel receipts. There are various reasons
given for this action, but it is alleged that it is chiefly
because of misrepresentations of value by shippers in
order to get the shipment accepted on a parcel receipt.

Consurar Invorces.—(See Form 36 of Red Book).—
In shipping to most of the countries in South and Cen-
tral America, Mexico, and some of the West Indian
Islands, Consular Invoices must be prepared by ship-
pers, furnishing information as to valuation, weights,
and all the regular details of any invoice, which are
used as a basis for the customary appraisal of the goods
on arrival at destination. The information contained
in these invoices is usually printed in the language of
the country to which goods are destined and must be
fully and accurately prepared. As a rule the invoice,
with the required number of copies, is presented and
sworn to by the shipper, or by his authorized repre-
sentatlve, at the consulate of the country of destination
in the port of shipment. The number of copies which
are required in different countries varies from 2 to 8
and the forms are usually purchased from the respec-
tive consuls.

Exacrness EssentiaL.—The necessity of exactness
in every detail in the preparation of consular invoices
is of the utmost importance. Indefinite or incorrect
statements are not tolerated, nor are corrections or in-
sertions between the lines permitted. The least error
on the part of shipper in preparing these documents
may cause the imposition of heavy fines on the foreign
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importer, which, of course, is bound to react against the
shipper.

‘When transacting business with residents of coun-
tries requiring consular invoices, it is always advisable
to request the customers to furnish well-defined in-
structions as to how the invoice should be prepared.
And when the instructions are received, they should
be followed to the letter, regardless of the advice of
anyone in this country to the contrary, even though
it be the consul himself who gives the advice.

Consurar Fers.~—The charge for certification or
legalization of consular invoices is sometimes a fixed
amount but usually varies according to the amount of
the invoice value.

Brrrise Coroxy Certiricares.—The British Colo-
nies of Australia, New Zealand, South Africa, and Can-
ada, in order to protect their markets, require from
shippers certificates in which they must declare that
the price shown in the invoice exhibits the current do-
mestic value, at the date of the declaration, of iden-
tically similar goods when sold for home consumption
in equal quantities in the ordinary course of business;
that no different invoice has been or will be furnished
to anyone, and that no rebate will be made by any
means whatsoever. '

Bris or Laving.—(See Form Nos. 26, 55 of Red
Book).—The ocean carrier is not subject to the ‘‘Law
of Common Carriers,”” and may therefore limit his
liability on every possible point in his contract with the
shipper. Each steamship company issues its own forms
of the bill of lading.

PreparaTioNn oF Brrs oF Lapine.—Bills of lading
must be prepared by shipper on the blank forms sup-
plied by the steamship company. It is usually neces-
sary to make from three to eight copies of every ocean
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bill of lading; the number depending upon how many
copies are required by the exporter himself, how many
by the steamship company, and how many by the con-
sular authorities. It is customary to make three copies
for signature by the steamship company, these being
the negotiable copies and so marked on their face, which
are returned to the shipper.

Ocean bills of lading are generally made out “‘to
order’’ and most of the foreign lines require that ship-

.. ments be so consigned. The usual practice is for ship-

per to endorse the negotiable bills of lading in blank
on the back. Then all the negotiable copies, which are
termed a ‘‘full set,”” together with the other essential
documents—insurance certificate, invoices, drafts, and
so forth—are delivered to a bank or other agent with
specific instructions as to the conditions under which
surrender of the bill of lading to the actual consignee
is authorized. The reason why banks require the full
set is because the possession of any one negotiable copy
of the bill of lading is sufficient, when properly en-
dorsed, to convey ownership of the goods; therefore
the bank would have no security in the goods if a single
negotiable copy was missing.

Tuze ‘“‘Norry’! CLause.—In order to permit deliv-
ering steamship agents to advise the actual consignee
of the arrival of the goods, it is customary to write on
the margin of the ‘“order’’ bill of lading a clause *‘No-
tify (name and address of actual consignee.)’’ This
notification clause does not give the consignee any
rights over the goods until he is able to present the
properly endorsed bill of lading, but this method of
consignment facilitates delivery, as the steamship agent
will notify consignee immediately upon arrival of goods.

Mazks ox Brirs oF Lapine.—It is absolutely essen-
tial that the marks, numbers, and so forth, on pack-
ages, invoices, and bills of lading should be identical.
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When a large number of packages, including a variety
of merchandise, is shipped on one bill of lading, they
may be listed on the back of the document.

Baroap Bruus or Lianing,—Railroad bills of lading
covering less-than-carload shipments from interior
points destined to foreign ports should always be
marked ‘‘For Export,”” and when the bills of lading
cover carload shipments they should be marked ¢‘For
Export’’ and also noted ‘‘Lighterage I'ree.’”” Ship-

ments covered by bills of lading thus noted are usually

consigned to brokers or representatives of shippers
who attend to all the export formalities.

Tarover Exrort Brrs oF Laping.—(See Form No.
25 of Red Book).—Through Export Bills of Lading are
issued by the railroads at many interior points fo
numerous foreign ports and to some inland points of
destination in foreign countries.

By use of this bill of lading, the inland shipper is
relieved of the immense amount of detail incident to
making an export shipment.

Also, shipments are frequently consigned to an
export port on a through bill of lading to point of for-
eign destination, care of an ocean steamship company.
This method of consignment is often employed when
the shipper desires to consolidate several shipments at
a seaboard port, having made space reservation for a
large tonnage; and the through bill of lading is then
exchanged for a steamship bill of lading. In some in-
stances, this manner of consignment is of material ad-
vantage to shippers, and men who are trained in the
intricate details of exportation know how to obtain
every possible advantage and privilege.

Miximunm Brw or Labine.—A Minimum Bill of Lg,d—
ing is issued by a steamship company for a small ship-
ment, at an arbitrary rate varying from $5 to $10, when
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the shipment is not of sufficient quantity or weight to
warrant application of the current freight rate.

For ports not actually called at by the steamers of
the lines, the minimum bill of lading is the sum of the
minimum to the port where transshipment occurs and
the minimum from that port to final destination.

The rates quoted by various transportation com-
panies for minimum bills of lading are approximated
only and are subject to change at the discretion of the
companies, or through fluctuations in the rate of freight
or exchange. Some steamship companies have no fixed
minimum and the rates they quote are only as low as
may be required t{o secure the shipment.



Chapter XXIII
MARINE INSURANCE

COLLATERAL READING: 1In the Freight Trafic Red Book—
Marine Insurance; York-Antwerp Rules.

Ax~riQuiry.—It is neither possible nor necessary for
us to treat of marine insurance except in a general way.
It is a highly technical subject, which would require a
text book larger than this in order to give the student
adequate information concerning it, and a specialist in
marine insurance would have to write it. What we
shall give, in this chapter, is such information as is
needed by every export traffic man and every shipper
of goods to foreign lands, so that they may Zknow
whether or not their shipments are actually covered in
the insurance policy.

Marine insurance is said to have originated among
the Lombard merchants in Italy and, according to rec-
ords, was introduced into England by them early in
the sixteenth century. Prior to that, however, in the
era of the Roman Empire, the Roman law provided
if it became necessary to throw the cargo or any portion
thereof overboard in order to save the ship, the loss
thus incurred should be borne pro rata by all concerned.
This, of course, was not an insurance, but it was an
equitable division of losses among those interested in
the salvage of the ship and cargo.

Marine insurance, on a commercial basis, first ap-
peared in Portugal and Flanders in the thirteenth cen-
tury. The oldest legal document of record, relating to
insurance, was issued by the magistrates of Barcelona
in 1435 to regulate the business of marine insurance.

Generar CommenT.—Marine Insurance is a con-
tract, under which the insurance company, for a spea-

259
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fied premium, agrees to indemnify the shipper or owner
against loss or damage to property caused by a risk
insured against.

The policy is the written contract between the
parties and sets forth the obligations of each party.
(See Form Nos. 34, 35 of Red Book). It recites the
consideration paid the insurance company, the mer-
chandise insured, the voyage or period of time for
which the insurance is effective, the risks and perils
against which the insurer agrees to indemnify the in-
sured against loss or damage to said merchandise, the
restrictions and limitations upon the liability of the
insurance company for such loss or damage, and the
conditions with which the insured must comply in case
of claims.

Necessrry ror CoMPETENT BroKER.—Very few ship-
pers of export goods know whether a policy of marine
insurance really insures the goods which it apparently
protects—whether it insures fully or only partially
against the loss that may occur to the freight directly
or indirectly through assessment of ¢‘general average'’
upon the undamaged portion of a cargo. Not many
shippers understand marine insurance sufficiently to
know whether or not the insurance covers the goods
beyond arrival of the ship in port.

Genuine brokerage services in insurance are similar-
to the services of legal counsel. They not only require
thorough technical knowledge of marine laws and the
practice of insurance companies, but also involve the
conditions in particular countries.

The selection of a marine insurance broker is one
of the important duties of an exporter. He should not
depend vpon his own knowledge of insurance, for a
little knowledge of this subject is fraught with danger.
The right kind of insurance is no more costly than the
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wrong kind; hence the selection of a competent broker
is essential. The following incident will demonstrate
the importance of this particular feature:

A bright young man, employed by a large United
States exporter, and possessing considerable knowledge
of marine insurance, discovered that a shipment valued
at over $65,000, which was presumably insured fully
against marine and war risks, was not covered properly
and that the owner could have recovered nothing if
damage had occurred at the most dangerous part of
the transportation. The reason for this was that, at
that time, goods shipped to South American ports were
practically at full peril of owner a few hours after
arrival in port. At the present time, however, by spe-
cial arrangement, insurance against loss or damage
after arrival can be had.

Tre Marine Insurance Poruicy.—Every export ship-
ment should be represented by four documents; namely,
bill of lading, invoice, bill of exchange, and insurance
policy or certificate, and it is of as much importance for
the shipper to give careful consideration to the insur-
ance document as to the other documents, for it is the
insurance company that is expected to make good any
loss or damage that may come to the shipment, and
unless the policy or certificate so provides, and is prop-
erly made out, it is quite probable the purchaser will
find it impossible to collect any claim for his loss, or
that considerable difficulty will be found in doing so.

Marine insurance policies commonly include cover-
age against a number of risks other than periis of the
sea, but are not “all risks’’ policies; that is, they .do
not insure against any and every loss or damage which
the insured cargo may sustain while in transit. On
the contrary, they specifically state the certain risks
and perils against which insurance is furfus!n.ad. They
also usually contain limitations upon the Kability of the
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insurance company and prescribe the conditions with
which the insured must comply in case of claim there-
under. - -

Expravation or Crauses.—While a clear under-
standing of the policy contract is desirable, yet we shall
not attempt to mention all the special clauses inserted
in the policy which restrict the liability of the insurance
company ; only the clauses in common use are explained.

AtracEMENT OF INsurance.~—The policy provides
that the insurance applies immediately the cargo is
loaded on the vessel. In modern commerce, however,
it is customary for the insurance to be arranged to
apply from the time the cargo is in the hands of the
common carrier.

Careo 10 BE LapEN UnpErR DEck.—The policy re-
quires that the insured cargo be loaded under deck.
Cargo stowed on deck is not insured unless by special
agreement. Ordinarily cargo stowed on deck is insured,
““Free from claim for loss by wet, breakage, leakage,
or exposure.”’

THE INSURANCE IS AGAINST:
(a) Loss or damage to the cargo insured.

(b) General Average and Salvage charges payable
by the cargo insured.

(¢) Sue and Labor expenses.

The loss or damage to the cargo must be directly
cased by a peril insured. Loss of market or loss or
damage caused by inherent vice of the eargo insured,
through delay or prolongation of the voyage, even if
the delay be occasioned by an insured peril, is not re-
coverable from insurers.

GENERAL AVERAGE.—A general average is a loss
arising out of sacrifices made or extraordinary ex-
penses incurred . for the preservation of the ship or
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cargo, in order to save the ship or as much of the cargo
as possible, and is for the benefit of all interests. The
loss or general average charges are apportioned pro
rata against the vessel, its freight earnings, and the
value of the cargo. The amount thus apportioned
against each shipment is collected from the insurance
company, or else a bond is furnished guaranteeing the
payment of the charges.

(General average is a voluntary and intentional sac-
rifice to protect the common good of all. A scarifice to
protect the ship alone, or the cargo alone, is not cov-
ered by general average. It is the opposite of an acci-
dental loss caused by perils of the sea.

Damage done by water voluntarily used in an effort
to extinguish fire on shipboard is a general average.
The entire damage to any package which has actually
been on fire, however, is treated as particular average.
Some of the losses which are admitted as general aver-
age are as follows:

Loss of cargo and the freight charges thereon, when
thrown overboard; damage to cargo by water used to
extinguish a fire on board, provided the fire did not
occur through the cargo itself getting on fire; wages
and provisions of the master and crew during detention
at a port of refuge and expenses there incurred; cost
of voyage of ship and cargo, when ship becomes disabled
and is picked up at sea.

ParTrcuLAR AvERrage.—Particular average differs
from general average in that it refers to partial loss on
an individual shipment from one of the perils insured
against, irrespective of the condition of the balance of
the cargo. Particular average falls entirely. upon the
owner of the goods which suffered damage, instead of
being contributed for by the owners of the balance of
the cargo.
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Pouicy Exemprions v Besprer 10 Cramus.—The
policy does not protect against minor damages caused
by a peril insured. The insurance company is not liable
unless the loss or damage sustained by the cargo shall
equal or exceed a specified percentage of the value. In
certain trades some commodities are insured subject
to an exemption of 5% on the shipment; other commodi-
ties 3% on the shipment; others 3% on each package;
and on certain commodities in some trades, insurance
against “‘all risks’’ may be had, irrespective of policy
exemptions.

The ferm ‘“With Average’’ (commonly referred to
as W. A.) is a very elastic phrase, applicable to any
one of the above mentioned exemptions and to the manz
variations thereof.

Free or ParTicurar Averace Uxper 3%.—If cargo
be insured ‘‘F. P. A. under 3%’’ on the shipment and
the whole or any part of the shipment is damaged by
an insured peril to the extent of 3% or more of the
sound value of the entire shipment, the insurance com-
pany agrees to pay the same percentage of the amount
for which the damaged goods are insured, as the goods
are depreciated by the damage. If the damage be less
than 3% of the value of the entire shipment, the insur-
ance company is not liable under the policy.

Frer or Parricuvae Averace Unper 3% ox Eacm
Pacrage~If the exemption be *‘F. P. A. under 3% on
each package,’’ the damage caused by an insured peril
must amount to 3% or more of the sound value of the
‘package before the insurance company becomes liable.
If the package be damaged 3% or more of its value,
the company pays the same percentage of the insured
value of the package as the damage bears to the sound
value.
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Example:

If a shipment consists of 10 cases, value $500 each,
total $5,000, and is insured F. P. A. under 3% on the
shipment, damage would have to amount to at least
$150 before' any claim would be entertained. If the
shipment is insured F. P. A. under 3% on each pack-
age, any damage fo a case amounting to $15 or more
would be paid by the insurance company.

The purpose of these exemptions is to prevent an
endless number of small claims, which would involve
expensive adjustment without due return.

F. P. A. E. C. Crause.—This means Free of Par-
ticular Average, English Conditions; that is, ‘‘war-
ranted free from average unless general, or the ship
be stranded, sunk, burnt, or in collision.”’

If the vessel should be stranded, the insurer has
to pay partienlar average without regard to percent-
age, and whether or not the damage is in any way at-
tributable to the stranding.

The damage to the goods may have occurred prior
to the stranding or after the stranding, and from an
entirely different cause; but, providing the goods were
on board at the time of stranding and the insurance
was then in force, the damage is recoverable from the
underwriters,

The insurer incurs the same obligations if the vessel
is burnt, sunk, or in collision; but a vessel which might
be on fire is not necessarily interpreted as burnt nor is
a fire confined to cargo covered. The term “‘or in col-
lision’’ has been interpreted by the courts as if it read
““with another vessel,”’ unless otherwise modified in
the contract.

-
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F.P.A. A. C. CLause.—This means Free of Particu-
lar Average, American Conditions; that is, ‘‘ warranted
free from particular average unless caused by strand-
ing, sinking, burning, or in collision.’”’ This clause is
quite similar to the one discussed in the preceding para-
graphs, and yet there is an important difference be-
tween them when they are explained. Under the
English conditions a loss is covered whether due to
the vessel becoming stranded, sunk, burnt, or in col-
lision. The fact that it did incur one of these casualties
is sufficient to warrant the adjustment of the insurance.
Under the American conditions it is necessary to prove
that the loss sustained was caused by the vessel being
stranded, sunk, burnt, or in collision; and, if a vessel
is stranded and some of the cargo is stolen after strand-
ing, the loss will not be paid, although it is altogether
probable the stealage would not have taken place if
the vessel had not become stranded. Under the English
conditions a similar loss would be paid.

ParticuLar CeEARGEs.—Expenses incurred by or on
behalf of the assured for the safety or preservation of
the goods insured, other than general average or sal-
vage charges, are called particular charges. These -
charges are not included either in general average or -
particular average.. A clause covering these charges is
inserted in all contracts of marine insurance issued in
America and England, and is called the ‘‘sue and labor
clause.”’ This clause grants permission to ¢‘sue, labor,
and travel for, in and about the defense, safeguard,
and recovery of the said goods and merchandlse, or any
part thereof, without prejudice to this insurance; nor
shall the acts of the insured or insurers in recovermg,
saving, and preserving the property insured, in case of
disaster, be considered a waiver or an acceptance or
an abandonment; and to the charges whereof, the said
assurers will contribute according to the rate and quan-
tity of the sum herein insured.’’
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This clause, in brief, obligates the owner of goods
to act as though uninsured. If the merchant endeavors
conscientiously to safeguard his goods the underwrit-
ers cannot claim breach of contract for failure to ful-
fill the obligations imposed by this clanse. The owner
of a cargo of a vessel should remember that the ‘‘sue
and labor clause’’ is binding, and failure to act in
accordance therewith might void his contract of marine
insurance. As soon as cognizant of a loss he should
immediately take steps to avert or diminish the loss
and see, as far as possible, that the rights of the under-
writers are not in any respect jeopardized. With the
modern means of rapid communication with all parts
of the world, the owner of goods has no excuse for not
giving prompt notification of possible loss or damage
to underwriters.

River Prate Cravse—The risk under this clause
ceases upon arrival at any shed (transit or otherwise),
store, custom house, or warehouse, or upon the expira-
tion of 10 days subsequent to landing, whichever may
first occur. The insertion of this clause is insisted on
by most companies, particularly on policies to Brazil,
Buenos Aires, and the River Plate, as owing to t_he
large number of shore losses the insurance companies
do not care to assume the risk. Whenever a policy con-
tains this clause the consignee or banks shopld.be ad-
vised to cover the goods with other insuramce 1n case
of lapse of original policy before delivery or acceptance
of drafts.

Losses Nor Coverep.—Unless it is oth-erwise pro-
vided in the policy the insurer of a cargo is not liable
for loss apparently caused by delay, ‘although the_a delay
might have been caused by a peril insured against as
follows: :

Ordinary wear and tear;

Ordinary leakage and breakage;
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Inherent vice or nature of the goods, such as fruit
or vegetables decaying, meat becoming putnd flour
heating by internal combustion, ete.

Rrors, StrIkES, AND LockouTs.—Damage caused by
riots, strikes, or lockouts is excluded from the general
marine coverage. If it is desired to cover against these
perils the policy must be so endorsed.

TuEFT AND Prurerine.—Shipments are also subject
to theft or pilfering, either before or after loading,
while on board steamer, in warehouse, or in transit to
the interior. Insurance to cover such risks is usunally
obtained, especially in the case of valuable merchandise.

The term ¢‘theft’’ is generally construed to mean
the stealing of a package. A theft of a portion of the
contents of a package is called pilfering. Both of these
risks should be covered in the policy.

Sarery Lanpep.—When goods are insured ‘‘until
they are safely landed,’’ they must be landed in the cus-
tomary manner and within a reasonable fime after
arrival at the port of discharge. If they are not so .
landed the risk ceases.

Orex Povricies.—(See Form No. 35 of Red Book) —
Most of the cargo insurance written for regular ex-
porters is under what is known as an ‘‘open policy,"’
which is a contract between the insurance company and
the shipper by which the insurance company binds it-
self to protect by insurance, in accordance with the
policy conditions, all shipments made by the assured.
These policies include in their terms all the various
contingencies against which protection is desired;
namely, pilfering, leakage, breakage, short deliveries,
from warehouse to warehouse, fire risks, and so forth.
‘“Warehouse to warehouse’’ means that the insurance
automatically becomes effective from the moment the
shipment leaves the factory, store, or warehouse at
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initial shipping point in the interior or at the seaboard,
and remains in force continuously until delivered at
factory, store, or warehouse a{ destination.

Policies of this nature reading ‘‘from warehouse
at point of origin to warehouse of consignee at final
destination’’ also include the words ¢‘in due course of
transit.”’ These words are not inadvertently inserted;
they have meaning of importance, and the policy must
be construed as protecting goods only in their move-
ment from warehouse to warehouse, provided said
movement is accomplished within a reasonable time.
Hence, shipper must keep a sharp eye on the vessel
carrying his shipment and, if there is an unusual delay
in transportation, arrangements should be made im-
mediately with the insurance company to cover addi-
tional risks.

‘When open policies are issued the usual arrange-
ments are that shippers: report promptly each ship-
ment to the insurance company, and at the end of each
month adjustment of premiums are made in accordance
with the schedule of rates attached to the policy. When
2 shipment is made, the shipper promptly notifies the
insurance company of the protection, under his open
policy, that is required for certain values covering the
z00ds described and shipped by a specified vessel on a
ziven date. The risk thus covered is endorsed on the
»pen policy and a certificate of insurance, having all the
force of an original policy, is returned to the shipper
oy the insurer.

Crerrricate or Insurance.—(See Form No. 34 of
Red Book).—The certificate of insurance issued to hold-
xrs of open policies has always been considered as an
icceptable document and as evidence that the shipment
n question had been insured under the shipper’s Tegu-
ar policy. Some time ago, however, a legal decision
vas rendered by an English Court of Justice that an
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insurance ‘“certificate’ was not an acceptable documen
within the meaning of a contract calling for an insur.
ance ‘‘policy.”” This decision created considerable dis.
cussion because of its bearing on all foreign trade and
because of the danger that, if accepted as law, othe:
countries might follow suit. Most all of the regulal
exporters have open policies which cover all shipments
made by them to any port of the world, and they re
ceive only the insurance certificate as evidence that the
shipment in question has been insured. Prior to this
decision, these certificates had always been accepted
as sufficient evidence, and it would create considerable
disturbance if it should become the general practice of
foreign countries to require a separate policy for every
shipment made. However, so far, England is the only
country that does not regard the insurance certificate
as an ‘‘acceptable document.’”’

Perns or THE SEA—The term ‘‘perils of the sea’
refers only to unexpected accidents or casnalties of the
sea, such as heavy weather, stranding, sinking, collision
striking the ground, rock or obstructions, and so forth

GenErAL CoNsmERATIONS CovERiNGg Crarms.—As the
insurance company contracts only to insure against loss
or damage caused by the risks and perils named in the
policy, and subject to the limitations, restrictions and
conditions, likewise mentioned in the policy, it is mani:
fest that to establish a claim against the insurer, the
insured must show that the loss is one coming within
the scope of the contract.

To do this, proof must be furnished:
1. That the loss was caused by a peril insured.

2. That the loss happened during the period
insnred.

3. To what extent the goods were damaged.
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4. That the amount claimed correctly represents

the liability of the insurance company under the
terms of the insurance contract.

Such proof, usually in the nature of formal docu-
ments, is always required by the insurance companies
before liability is accepted and payment of loss is made.

For example:

IN CASES OF TOTAL LOSS OF VESSEL AND
CARGO:

1

2,

3.

Extended protest or a notarial certified copy of
same,

Original invoices covering the goods shipped
and lost. :

All the negotiable bills of lading under which
goods were shipped. If the cargo was consigned
to a named consignee, the original set of bills
of lading must be endorsed in blank by such
consignee.

A letter from the Agents of the vessel at port
of loading certifying that the entire shipment
as described in the bills of lading was actually
on board the vessel at the time of sailing.

The original and duplicate Certificates. of In-
surance (if issued) endorsed in blank by the
payee.

Note.—A Protest i3 a formal document conlgining an attested
declaration made by the master of ¢ vessel upon his arrival in
port after a disaster, showing that any damage or loss sustained
was not owing to the fault of the vessel or his officers or crew.

IN CASE OF PARTICULAR AVERAGE:

Cargo Arriving in Damaged Condition:
1. Extended protest or a notarial certified copy of

same or a verbatim abstract of the vesse} ’s log
book (properly certified) showing the circum-
stances and the cause of damage.
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2. .Original invoices covering the entire shipment
or a certified copy of same.

3. One set of the bills of lading covering the ship-
ment.

4. The Report of Survey on the damaged cargo,
authenticated by an Underwriter’s Agent.

Nore—S8tatements from carriers, or their agents, certifying to the
cargo being damaged or the nature of the damage, are not
accepled by insurers as proper proofs.

5. The original auction sales of any cargo sold at
auction, authenticated by an Underwriter’s
Agent,

6. The original and duplicate Certificates of Insur-
ance (if issued) endorsed by payee.

PrecavrioN—IMporTANT.—In the event of loss or
damage to the cargo, where the carrier cannot clearly
show that the loss was directly caused by perils of the
seas, fire, stranding, or collision, a claim for the loss
should be immediately filed against the carrier who
last had possession of the goods. The bills of lading
usually require such notice to be given within a speci-
fied time after delivery is made. It has occasionally
occurred that steamship companies have declined to
pay legitimate claims because they were not filed within
the time prescribed in the Lill of lading. Therefore,
when a shipment arrives in a damaged condition or
there is found to be a loss, it is very important that the
time specified in the bill of lading for notice and filing
of claim be carefully observed.

How Apequate INsuraxce 1s Dererminep.—To de-
termine the amount of adequate marine insurance on a
shipment, the procedure is as follows:

“When the insurance is placed by the shipper the
amount of the policy or certificate should cover the cost
of goods placed on board vessel, including all charges
up to that point, and the ocean freight charges. To this
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amount should be added 10 per cent to cover other in-
cidentals and profit. Odd dollars or fractional parts of
a dollar should be excluded from the amount declared
for insurance, which should be increased to the nearest

$50 above the figured amount. For example: If the
amount were to reckon up to say $6,968, the amount
declared for insurance should be $7,000.



Chapter XXIV

EXPdRT AND IMPORT RAIL AND
OCEAN RATES

COLLA'I:ERAL READING: In the Freight Traffie Red Book—
Export Traffic,

Section 1
Export and Import Rail Rates

Derinrrion.—Export and import rates are those
which differ from the domestic rates between the same
points, and which are restricted to apply on export and
import traffic. These rates are actually proportional
rates and are so considered by the Interstate Com-
merce Commission.

Purrose or Exporr Anp ImMpPorT RaTES.—On many
export and import commodities, the rates between in-
terior points and seaports are less than the rates on
commodities of like kind shipped in domestic commerce.
The numerous routes via which this traffic may be for-
warded, the low rates of ocean transportation, and the
competition of seaports are the principal conditions
which tend to bring about this resulf.

The main, if not the only, reason for the existence
or establishment of export and import rates lower than
‘domestic rates is found in the desire of carriers to
equalize via their ports conditions created by trans-
portation conditions through other ports.

EquavrzaTion ProBLEM.—The problem of equaliza-
tion of rates via the various Atlantic ports is very diffi-
cult and it has caused almost endless controversy be-
cause of the desire of the different seaports to obtain
their relative shares of the ocean traffic. No satisfac-

274
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tory solution of this problem has yet been attained and
it is still far from being brought about with any degree
of mutual satisfaction. )

An example of this condition is found in traffic from
the eastern part of the United States destined to the
Far East. The ocean rates, by direct steamer between
New York and Yokohama, are higher than the ocean
rates between Seattle and Yokohama; but this differ-
ence is much less than the difference in the rates apply-
ing between, say Chicago and New York and the domes-
tic rates applying between Chicago and Seattle. There-
fore, in order to move the traffic via Seattle, it is
necessary for the inland carriers to make lower rates
than the domestic rates applying between Chicago and
Seattle, and these rates are published as export and
import rates.

 Are Export axp InporT RaTES JUsTIFiaBLE +—There
has long been considerable contention as to whether the
making of export and import rates lower than domestic
rates was not a discrimination against the United
States exporters and importers.

The principle involved is that of the equity of
charging higher rates on goods shipped from or to
domestic points than are charged for goods of like kind
over the same lines and for the same distance when
they are exported or imported.

Exporr RaTes.—In order to stimulate export traffic,
it is generally acknowledged not to be discriminatory or
prejudicial to our interests to make export r.ates lower
than the domestic rates. Furthermore, there is no ques-
tioning the fact that movement of export traffic at lower
rates than the domestic rates contributes to the earn- -
ings of the railroads and thereby enables them to trans-
port domestic traffic at lower rates than they otherwise
might,
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InporT Rates.—The making of import rates, from
seaports to inland points in the United States, lower
than the domestic rates is claimed to be based on the
same principle as that used in making export rates.
This principle may undoubtedly be equitably applied
to l.mported goods that cannot be produced or ma=u-
factured in this country, but when applied to goods
brought here for sale in competition with our own prod-
ucts, import rates lower than the domestic rates wonld
not appear to be justifiable.

APPARENT DiscrmMINaTION.—Several cases of ap-
parent discrimination were presented to the Interstate
Commerce Commission some time ago who rendered a
decision to the effect that:

Many American manufacturers and dealers
are the competitors of foreign manufacturers
and dealers for supplying the wants of con-
sumers in interior points in the United States,
and that under domestic bills of lading they
are entitled to require from American carriers
like service as that given to foreign competi-
tors. Furthermore, the Act to Regulate Com-
merce secures them this right, and to deprive
them of it by any transportation device is a
violation of the statute.

As an illustration of apparent discrimination, it was
brought out in a case that the domestic rate on books,
buttons, and so forth, from New Orleans to San Fran-
cisco, was $2.88 per 100 pounds, while the total through
charge on like articles from Liverpool to San Fran-
cisco via New Orleans was only $1.07 per 100 pounds.

In another case, it developed that the rate on tin
plate from Liverpool, by steamer to Philadelphia and
thence by rail to Chicago, was only 24 cents per 100
pounds, while the domestic rate from Philadelphia to
Chicago on this commodity was 26 cents per 100
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pounds. For 2 cents per 100 pounds less than the do-
mestic rate from Philadelphia to Chicago, this com-
modity was brought all the way from Liverpool and
landed in Chicago.

In these cases, the Interstate Commerce Commis-
sion held that such discriminations were unlawful and
two appellate courts sustained this decision, but finally,
on appeal, the Supreme Court decided (three members,
including the Chief Justice, dissenting) that the Inter-
state Commerce Act did not prohibit this practice.

ProrEcTION BY TaRFF.—On most of the imported
articles, duty is assessed in accordance with the tariff,
and this duty is usually sufficient protection against
foreign competition. Yet, there have been many in-
stances of discrimination against American merchants
in favor of their foreign competitors, which more than
offset the supposed protection furnished by the tariff.

ArpLication oF Exporr axp Imporr Rares.—The
skeleton tables of Export, Import, and Domestic rates,
shown on pages 279 and 280 are for the purpose of
comparison.

If it were necessary to determine the rates applic-
able to the commodities shown in these tables to or
from the points named, a competent traffic man would
be able to select forthwith the proper tariffs and as-
certain the correct rates.

In order to show the value of ability to select the
right tariffs and quickly determine rates apphca}ble,
the compilation of these rate tables involved consulting:

1. CexTrAL FREIGHT ASSOCIATION;
" Tariffs To Eastern Points—
(a) Class Rates,
(b) Commodity Rates,
(¢) Ezxport Commodity Rates.
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2. .TranNsCONTINENTAL FrErcaT BUneau;

Tariffs To Pacific Coast Points—
(a) Class and Commodity Rates,
(b) Export Commodity Rates,

Tariffs From Pacific Coast Points—
(e¢) Class and Commodity Rates,
(d) Import Commodity Rates.

3. TruNk Line Tarrrr Bureavu;

Tariffs To Western Points—
(a) Class Rates,

(b) Commodity Rates,

(¢) Import Commodity Rates,

(d) Class and Commodity Rates to St. Paul
and Other Western Points.

4. ConsoLDATED CLASSIFICATION.

The rates as shown in the tables are those that were
in effect at the time of compilation and should not be
considered as reflecting existing rates, because changes
by supplements or new tariff issues are contmually
being made.

ExpranaTioN oF RaTEs.—On examination of the rate
tables it will be observed that the rates are for carload
lots only. The minimum carload weight for most of the
commodities named is higher when the export or im-
port rate applies. The export and import rates, and
some of the domestic rates, which are shown in these
tables, are specific commodity rates; the other rates
are the regular class rates.
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279
EXPORT AND DOMESTIC RATES COMPARED
In Cents Per 100 Pounds
To To
New York | Portland, Oregon
FroM Cricao, ILL.
Export and *
Domestic | Export Domestic
Agricultural Implements, C. L.
Min, Wt. 24,000 Ibs............ 561 [........ 193
Agricultural Implements, C. L.
Min. Wt. 30,000 1bs.........cooou]oeeennennnn 100 |..........
Automobiles—Passenger, C. L.
Min. Wt. 10,000 lbs............ 156 210 450
Canned Corn, C. L.
Min, Wt. 40,000 lbs.......... R e 120 130
Canned Corn, C. L.
Min, Wt. 36,000 Ibs............ 56 l......o oo
Machinery, C. L.
Min. Wt. 24,000 Iba............ 56 |........ 193
Machinery, C. L.
Min, Wt, 36,000 1bs......oncveenefereaearnnnes 115 f....oonens
Paint (kegs or barrels), C. L.
Min, WS, 40,000 IS, .c. v v eennrnnfeenenneenees 8o | 125
Paint (kegs or barrels), C. L.
Min. Wt. 36,000 Ibs............ L S R L A
Tin Plate, C. L.
Min. Wt. 36,000 1bs............ 137 20 FORRRUTR] CERERERELE
Tin Plate, C. L.
Min, Wt. 80,000 I8 .. vvovnnenneferaennenens 72 | 150
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IMPORT AND DOMESTIC RATES COMPARED
In Cexts Pea 100 Pounps

Domestic
FroM FroM .
New York, N. Y. San Francisco, Cal.
To Chiecago, Il :

Import | Domestic | Import | Domestio

Gunny Bagging, C. L.
Min, Wt. 30,000 Ibs....}] 48 5214

Gunny Bagging, C. L.
Min. Wt. 50,000 Ibs....[...... N N 65

Gunny Bagging, €. L.
Min. Wt. 40,000 bs....|.....oooooevennni i, 128

Licorice Root (bales), C.L.
Min. Wt. 30,000 lbs.... 5234 5614

Licorice Root (bales), C.L.
Min. Wt. 50,000 Ibs....|...... D O 208% |..........

Graphite, C. L.
Min, Wt. 60,000Ibs....]..........].coevrenn 100 150

_Frou : Frou
. Philadelphia, Pa. San Francisco, Cal.
To St. Paul, Minn,
lmport | Domestie | Import | Domestic
Gunny Bagging, C. L.
Min. Wt. 30,000 Ibs....| 6314 70 foooeoe... hesseenas
Gunny Bagging, C. L.
‘Min. Wt. 40,000 Ibs.... .f.......... cevereenedieeii | 128
Gunny Bagging, C. L. )
Min, Wt. 50,000 1bs....|..........]...n... 65 J|.......
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Section 2
Ocean Freight Rates

Varupmwrry oF OceaN Rares.~—In domestic com-
‘merce, the freight rates of carriers, both by rail and
water, are subject to strict regulation by the Interstate
Commerce Commission and the United States Shipping
Board, under the power accorded by the Interstate
Commerce Act and the United States Shipping Act.

In ocean transportation there is no regulation of
rates and continual fluctuations make it impossible to
specify any standard rates. Most of the steamship
companies quote rates on the basis of weight or meas-
qurement, ship’s option; that is, the charges will be
~ assessed per weight unit or per measurement unit at

the optional rates, whichever will yield the steamer
the greater revenue. If often occurs that one steam-
ship line will quote a rate on goods on the basis of
measurement while another line will quote a rate on
goods of like kind on the basis of weight. It also fre-
quently occurs that a steamship company, which bas
been assessing charges on certain commodities accord-
ing to measurement basis, summarily reverses and ap-
plies charges on a weight basis. There are many rea-
sons for occurrences of this kind, but competition is
usually the primary cause, and the change is made in
order to equalize rates. The steamship company has
the right to quote rates on either basis and is not re-
quired to maintain its rates for any length of _t1me,
unless a contract has been arranged. A cox_1tract is the
only way a shipper can protect himself against changes
of rates.

WEIGHT AND MEASUREMENT STANDARDS.—AS & rulg,
shipments weighing 56 pounds or more to .the cubic
foot will be charged for on the basis of weight. But
there are few commodities that weigh as much as 56
pounds to the cubic foot, hence it follows that the ma-
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Jority of ocean freight rates are on a measurement
basis.

‘While ocean freight is charged in various ways, the
general rule is that heavy goods are charged by weight
and light goods by measurement. The liability of the
steamer is usually limited according to the rate paid;
that is, on freight moving at regular rates, the limit of
the steamship company’s liability is generally fixed at
$100 per package. When a higher value is declared by
shipper an additional rate, based upon the value of the
articles, is charged and the liability of the company is
thereby increased.

The foreign steamship lines operating from the
Atlantic ports usually quote freight rates on the basis
of 2,240 pounds or 40 cubic feet measurement to the
ton. The Pacific Coast steamship lines usually quote
rates per 100 pounds or per cubic foot, but business is
also done on the basis of 2,000 pounds or 40 cubic feet
measurement to the ton.

NEecessity For CorkRECT MEAsUBEMENT.—Disputes
often arise between shippers and steamship companies
in regard to the cubic measurement of packages. These
disputes are at times due to careless measurement on
the part of shipper, but generally they are due to the
rules of the company for measuring, which require that
packages shall be measured in a rectangular way. All
irregularly shaped packages are, therefore, considered
as rectangular and are figured by their gross dimen-
sions.

The reason for this method of measurement is that
packages of irregular shape are not readily stowed,
and it may be difficult to find smaller packages to fill
in the vacant spaces. When small packages are not
available for this purpose ‘‘dunnage’’ or ship’s lumber
has to be used to keep the cargo from shifting.



Oceax FrergET RATES - 283

HEeavy FrercaT.—Unless otherwise stated, it is un-
derstood that freight rates quoted by steamship com-
panies apply to packages not exceeding two tons weight.
When packages exceed this weight the shipper must
arrange to put them aboard the steamer at his own ex-
pense. Additional charges for handling these heavy
packages are apt to be made at the port of destination
or at transshipping points; therefore, shippers should
be particular to ascertain exactly what the freight rate
covers, when shipping heavy packages.

IrrusTRATIVE TaBLES oF OckEan FreigET RATES.—
The following tables will convey some understanding of
ocean freight rates to the ports given. Their applica-
tion will be more clearly grasped after studying the
method of determining ocean transportation charges,
as worked out on pages 284 to 286, inclusive. '

" OCEAN FREIGHT RATES, PER TON, FOR ATLANTIC
COAST PORTS
General Machin- Agricultural Auto-

TO Cargo ery Implements mobiles
Bombay ..cevineeans $21 $20 $21 $16
Buenos Aires ....... 20 16 10 10
Cape Town ........ 23 23 23 23
Constantinople ..... 19 19 18 18
Havre .o.coensnnnens 20 20 15 20
Liverpool ....covvee .16 16 14 14
Rio de Janeiro ..... 14 12 12 12
Shanghat ........... 18 12 12 12
Singapore «...... ... 18 12 12 12
Sydney ...coeneeeen 20 20 20 15
Yokohama ...cessse 18 12 12 12

These rates are based on weight per ton.of 2,240
1bs., or measure per 40 cubic feet, ship’s option; that
is, whichever will yield the greater revenue.

OCEAN FREIGHT RATES, PER TON, FOR PACIFIC
COAST PORTS
General  Machin- Agricultural Auto-

TO Cargo ery Implements mobiles
Manila .....ee.n cee. §14 $9 $9 $§
Shanghai «eoveevnee- 14 9 9 b
Singapore «.cevscess 14 9 9

YOKODAINA vuevunenas 14 9 9 8
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These rates are based on weight per ton of 2,000
lbs., or measure per 40 cubic feet, ship’s option; that
is, whichever will yield the greater revenue.

DererMINING INLAND AND OCEAN TRANSPORTATION
CHarGEs,—AS previously stated, ocean freight rates
are usually quoted W/M, ship’s option; meaning that
freight will be assessed per weight unit or per meas-
urement unit at the optional rates, whichever will yield
the steamer the greater revenue.

The following illustrations show how to determine
transportation costs for both export and import ship-
ments:

1. Exrporr TransporTaTION CosT.—In order to de-
termine the lower transportation cost on a shipment of
336,000 pounds of Paint in barrels, measuring 6,486
cubic feet, from Chicago to Shanghai, China, charges
are computed via New York and via Portland, Oregon.

The method of procedure is as follows:

‘Paint in barrels takes the General Cargo rate shown
in the rate tables, page 283.

336,000 Ibs. = 150, gross tons.

First, de’cermme the charges via New York; then
find the charges via Portland, and thus ascertam the
lower transportation cost.

FREIGHT CHARGES VIA NEW YORK

From Chicago to New York:

336,000 Ibs. @ 56%2¢ per 100 Ibs...... $1,898.40

New York to Shanghai:
336,000 Ibs. (@ $18 per gross ton..... 2,700.00
Total ........ ... $4,59840

Freight charges, Chicago to New York.. $1,898.40

New York to Shanghai:
6,486 cubic feet @ $18 per 40 cu. ft... 2,918.70
Total ............ $4,817.10
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FREIGHT CHARGES VIA PORTLAND
From Chicago to Portland:

336,000 Ibs. @ 80¢ per 100 Ibs........ $2,688.00

Portland to Shanghai:
336,000 1bs. @ 70¢ per 100 Ibs........ 2,352.00
Total ............ $5,040.00

Freight charges, Chicago to Portland... $2,688.00
Portland to Shanghai :

6,486 cubic feet @ 35¢ per cu. ft...... 2,270.10
Total ............ $4,958 10

It will be observed that the charge for transporta-
tion of this shipment from Chicago to Shanghai is
lower via New York and would be assessed on the basis
of measurement—$4,817.10.

Attention is called to a peculiar fact ascertained in
determining this cost, and that is: if this shipment was
forwarded by way of Portland the ocean charges would
be assessed on the basis of weight, but moving via New
York the ocean charges are computed on the basis of
measurement.

2. Imrorr TranwsporTaTION Cost:—Int order to de-
termine the lower transportation cost on a shipment of
40,000 pounds of Gunny Bagging measuring 1,560 cubic
feet, from Yokohama, Japan, to St. Paul, Minn,
charges are computed via Philadelphia and via San
Francisco. _

In this illustration we will assume that the ocean
freight rates from -Yokohama to United States ports
are the same as those in effect from these ports to
Yokohama, as given on page 283.

Gunny Bagging takes the General Cargo rates.

The method of procedure is as follows:

It will be immediately observed that the ocean
charges will be assessed on the basis of measurement,



286 Exporr aNp IMpPorT Ram anD OCEANRATES

because this measurement is considerably in excess of
one cubic foot to 56 pounds, so the ocean freight will
be computed on measurement basis only.

FREIGHT CHARGES VIA PHILADELPHIA
From Yokohoma to Philadelphia:
1,560 cubic feet @ $18 per 40 cu. ft... $702.00
Philadelphia to St. Paul:
40,000 lbs. @ 63%%¢ per 100 Ibs....... 254.00
Total ............ $956.00

FREIGHT CHARGES VIA SAN FRANCISCO
From Yokohama to San Francisco:
1,560 cubic feet @ 35¢ per cu. ft..... $546.00
San Francisco to St. Paul:

40,000 Ibs. as 50,000 lbs. @ 65¢ per
100 Ibs. vovvvvviiiiii it 325.00

It will be observed that the lower charge on this
shipment is via San Francisco—$871.00.

Sates Terms GENErALLY Usep.—Under the present
method of transacting business, most sales of goods
which are transported in foreign trade are made upon
what are known as F. O. B. (free on board), C. & F.
(cost and freight), or C. I. F. (cost, insurance and
freight) terms. A single word added to these terms
will prevent any misunderstanding; a C. I. F. contract
should read ¢‘C. I. F. Havre,”’ or other destination. In
this country, the term F'. O. B. is used rather carelessly
and often quotations are made ‘‘F. O.-B. factory’’ when
the seller means ‘‘placed free on board cars.”” (See
““Foreign Trade Definitions’’ section of Red Book).

In export trade, the meaning of the term F. O. B.
should always be explicitly stated; that is to say, either
F. O. B. cars at point of shipment or F. O. B. vessel,
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whichever delivery is called for in the contract. There
is an important distinction between F. O. B, vessel and
F. A. S. (free along side) vessel. The latter term means
that cost of hoisting goods into vessel where weight of
goods is too great for ship’s tackle must be paid by the
buyer. :

The term C. I. F. does not include foreign import
duty, fees for consular invoices, or any other item
whatsoever, éxcept those specifically included ; namely,
cost, insurance, and freight.

The cost means the price of the goods F. O. B.
vessel, including all charges up to that point; viz., the
initial cost at factory with railroad freight charges;
perchance storage; trucking or lighterage ; and hoisting
charges, if any.

The insurance covers the charge for premium on a
marine insurance policy suitable for proper coverage
of the shipment.

The freight covers the vessel’s charges for trans-
portation to port of destination, which in many in-
stances, however, is not the final destination of ship-
ment. Foreign inland transportation charges are rarely
included in a C. L. F. quotation.

The term C. & F. has the same meaning as C..I. F,
except that the insurance is not placed by the shipper.



Chapter XXV

IMPORT TRAFFIC—FOREIGN
FORWARDERS

COLLATERAL READING: In the Freight Trafic Red Book—
Import Traffic,

Section 1
Import Traffic

"MerHOD OF HaNDLING.—In considering the matter
of import traffic it should be kept in mind that this
traffic consists in the handling of many different com-
modities, very few of which are handled in the same
manner. Furthermore, the method of handling import
freight at different ports varies to a considerable ex-
tent. Therefore, it is possible to treat of only the most
general features applicable to this subject, so in this
chapter we will dwell on the most important points.

Crasses oF IMmporTs.—Generally speaking, there are
two classes of imports; namely, raw materials and
wholly or partly manufactured goods. Raw materials
are usually imported in bulk, for the most part in ship-
loads, and consist of such commodities as nitrate from
Chile, coffee from Brazil, sngar from Cuba, cotton
from Egypt, beans and tobacco from China, and vari-
ous other commodities too numerous to mention.

‘Wholly or partly manufactured goods are shipped
in various kinds of packages. They are commonly
termed package cargo and are rarely forwarded in
shiploads.

Pracine Imporr Orpers.—In purchasing from
abroad, raw material is usually bought outright, while
manufactured goods are either -purchased outright or
imported on consignment; which means that the manu-
facturer abroad consigns his goods to an agent in this

288
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country, who endeavors fo sell them for the account of
the foreign exporter and does not render an account
until after he has made the sale.

In placing orders for goods to be imported, three
methods are usually pursued, as follows:

1. The larger importing houses and department
stores find it to their advantage to send their buyers
abroad, where they come in direct contact with the pro-
ducers or manufacturers of the goods they seek.

2. Other importers place thejr orders with the for-
eign exporter’s agent in this country, usually ordering
against samples which the agent has on hand.

3. Another method is to order from samples, cata-
logs, or advertisement. This method, however, is not
often satisfactory.

Frxine Terms or PaymENT~—In purchasing foreign
goods, the prices, terms, and discounts form an impor-
tant item and, as the purchaser is usually located at
great distances from the sellers, it is essential that
these points be definitely understood by both parties.
The prices for the merchandise, while usually quoted
in the currency of the country of production, are very
often quoted im pounds sterling, or United States dol-
lars. The importer, therefore, should have a fair work-
ing knowledge of foreign exchange, in order to deter-
mine whether it is to his advantage to buy goods in for-
eign currency or in American currency.

‘When purchases are made in foreign currency, i.t is
customary for the importer to protect himself against
fluctuation in exchange by purchasing the amount of
exchange required to finance his orders, or by purchas-
ing futures in exchange, which means that he places an
order with a banking house for future delivery of the
amount of exchange required either at a flat rate or on
a sliding scale.
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When agreeing on terms, the purchaser should be
-sure that they are thoroughly understood by him. For
instance, abroad, F. O. B. generally means, ‘‘Free on
Board ship at port of departure.’”” To avoid misunder-
standing, it is necessary to use a more specific term,
as “‘F. O. B. ship at seaport.”’

Foreign shippers frequently sell their goods ‘‘C. 1.
F. New York’’ or other American port. As before men-
tioned, this term means that shippers will pay for all
inland and ocean freight charges up to the port speci-
fied and also cover the shipment with suitable insur-
ance. The French abbreviation for this term is *“C. A.
F.,’” meaning Cost, Assurance, and Freight—assurance
being the F'rench word for insurance.

Two other terms not very often used are *‘C. I. F.
& E.”” and “C. L. F. C. L.”” The first means that in
addition to the cost, insurance, and freight, the ship-
per assumes the cost of Exchange. The second term is
the basis of price plus Collecting charges and Interest
and is used to indicate that the collecting charges as
well as interest on the draft are assumed by the shipper.

It must be remembered that none of these terms in-
cludes the American customs duty or the transportation
cost from seaport to the purchaser’s place of business.
These charges must be paid by the buyer.

Financing ImporT SHIPMENTS.—There are several
methods of financing import shipments and the im-
porter cannot do better than consult his banker regard-
ing the method which best suits his particular business.
Where the shipper requires prompt payment, the usual
method is to finance the transaction through a Com-
mercial Letter of Credit; but if the purchaser and seller
are well-known to each other, the transaction may be
financed by sight bill of exchange. This is the usual
method of financing imports from Europe, while from
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the Orient, or South America, imports are usually fi-
nanced through letters of credit.

.~ Where the financing is done by sight bill of ex-
change, the importer on receipt of his documents, or at
the end of thirty, sixty, or ninety days, according to the
terms, purchases from a bank doing a foreign exchange
business a sight draft (See Form No. 42 of Red Book),
which is nothing more or less'than a check on a banker
abroad, and sends it to the seller. These sight drafts
are usually issued in duplicate and are forwarded on
separate steamers so that should one become lost, the
other can be negotiated through the bank.

Lrrrers oF Creprr. (See Form Nos. 43, 44 of Red
Book).—Where the shipment is to be financed through
a letter of credit the importer arranges with his bank
to have the bank draw a letter of credit, which is merely
a letter from his bank to one of its correspondents
abroad authorizing the correspondent to pay, for its
account, to the seller against complete documents cov-
ering the value of the goods shipped. The letter of
credit specifies in detail the time of delivery, the class
of goods, the amount that must be paid, what docu-
ments must accompany the seller’s drafts, also whether
or not goods are to be insured by the seller, and such
other information as is necessary to guide the foreign
bank in making correct and proper payment. This let- -
ter of credit is sent by the importer to the shipper
abroad, who, when shipment is ready for delivery, pre-
sents the letter of credit, together with his draft and
the necessary documents including invoice, to the for-
eign bank. The bank takes his documents, pays him for
the shipment, and enters the amount of the payment on
the letter of credit. The foreign bank charges its cor-
respondent bank in America with the amount pald_ the
shipper and sends all documents to it. The American
bank, in turn, charges the amount of the draft plus in-
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terest to the importer and turns all documents over to

“him, so that he can obtain the shipment on its arrival.
This is the fundamental principle on which a letter of
credit is arranged. But there are many variations to
meet different requirements; such as, ‘“revocable’’ and
‘‘irrevocable’’ letters of credit, and letters containing
features to cover the kinds of currency in which pay-
ment is to be made, and so forth.

ImporT DocumEeNTs.—Before a shipment leaves a
foreign country, a consular invoice (See Form No. 40
of Red Book) must be made out in triplicate or quad-
ruplicate and sworn to before the American consul
nearest to the point where the goods are assembled for
export. There are two forms of consular invoices; one
‘for goods purchased outright, the other for goods sent
on consignment. The consular invoice must be made
out on a standard form and the fee for the consul’s
visé is $2.50. Should a shipment arrive at an American
port and for some cause the purchaser has not received
the consular invoice, arrangements may be made with
the customs authorities for the filing of an indemnity
bond and thus obtain the release of the merchandise
pending the receipt of the consular invoice from abroad.

The consular invoice must show all prices and terms
and must fully comply with the Government regula-
tions regarding the various kinds of information re-
quired by the customs authorities; such as, the date of
the order, a description of the merchandise, the marks
or symbols of the maker, the difference between the
prices shown in the invoice and the wholesale home
market value, if the goods are subject to a consumption
tax at home, and the kind of currency in which payable.

Customs EnTrRY.—Most of our imported articles
are subject to duty assessed by the Government at vari-
ous rates. Therefore, on arrival of goods, the importer
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must make customs entry and pay duties, but it is ad-
visable that he engage the services of a competent
broker who will attend to all customs formalities for
him. It is absolutely essential that the ecustoms work
be done by one who has an intimate knowledge of cus-
toms regulations, customs duties, and the classification
of merchandise; for, unless the proper classification is
used, erroneous amounts of duties may be paid or fines
imposed, thereby increasing the cost of the goods to the
importer.

Customs duties, as provided for in the Tariff, are
of two kinds: ad valorem, which means that the duty
is based on a percentage of the value of the imported
merchandise; specific, which means that duties are
specified as at so much per unit of weight or measure.

There are three kinds of customs entries made for
imported goods, as follows:

1. C. E. (Consumption Entry), when duty is paid
and delivery taken at port of arrival. '

2. I T. (Immediate Transportation), when goods
are to be forwarded “‘in bond’’ to an inland port of
entry and duty paid there.

3. T. & E. (Transportation and Exportation),
when goods arrive at a port of entry and pass through
this country en route to a point in some other country.

Arpratser’s Stores.—Appraiser’s Stores are es-
tablished by the Government at seaports and inland
ports of entry and, on arrival of each import shipment,
the customs official designates one or more packages
from each shipment, which are taken to these stores
for the purpose of examination. The importer fur-
nishes bond that he will not dispose of the balance of
the consignment until the portion taken to the ap-
praiser’s stores has been released.
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FrereHT IN Bonp.—The term “‘in bond’! means that
goods so shipped are under the control and ownership
of the Government until duty has been paid.

‘When a shipment arrives at a port in this country
destined for some other port of entry to which it ia to
be forwarded “‘in bond,’’ the customs officer at the port
of arrival gives each shipment so ‘destined an I. T.
number for the purpose of identification. This I. T.
number is noted on the shipping documents and, there-
fore, when clearance is made at the port of entry where
delivery is taken the I. T. number must be given at the
custom house.

As a rule the import tariffs of the railroads provide
that the rates published therein include the cost of
_ making I. T. and T. & E. entries when such entries are
made by an authorized representative of the rail car-
riers bandling the freight.

Shipments forwarded ‘‘in bond’’ are loaded in cars
at port of arrival and the cars are sealed with customs
seals which must not be broken except by the customs
inspector at the port where entry is made. This action
is to prevent anyone tampering with the goods while
they are in the custody of the Government.

Freg Time.—On the arrival of a steamer, and after
it reports to the Collector of Customs, the importer is
allowed 48 hours in which to make customs entry and
file with the customs inspector the permit authorizing
delivery. When “‘in bond’’ shipments are transported
overland by rail to a port of entry the importor is al-
lowed 48 hours, excluding date of arrival, Sundays, and
legal holidays, to attend to the customs details and take
delivery.

If permits are not filed with the inspector in charge
before the termination of this period, the inspector nsu-
ally orders the goods into ‘‘General Order.’”’ This
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means that the goods are transferred to a bonded ware-
house and stored therein at expense and risk of owner
until ¢‘“entry’’ has been made.

“‘Bonded’’ warehouses are the warehouses which
have filed satisfactory bonds with the United States
Treasury Department as sureties that the ‘‘in bond’’
merchandise stored therein will not be released except
upon an order from the Collector of Customs.

At times the storing of goods in bonded warehouses
is quite advantageous to importers. Entire lots may be
held therein for later payment of duties and may be
withdrawn from time to time in part lots, or the entire
consignment may be withdrawn at the convenience of
the importer. But when goods are withdrawn, either
in whole or in part, the duty must be paid at time of
withdrawal. :

To secure this privilege, on arrival of goods an
““Entry for Warehouse’’ must be made, which is a
much more simple and expeditious procedure than mak-
ing a consumption entry.

Foreray FrelcaT ForwarpErs.—Many valuable fa-
cilities are offered by the foreign freight forwarders
and merchants located at interior points who have no
agents at our seaports often find the services of these
forwarders extremely valuable in looking after both
their export and import shipments.

Trer Funcrron.—Foreign freight forwarders cer-
tainly fill a distinct need in ocean traffic and they are,
and should be, considered as specialists in foreign
trade despatch as well as in development of trade, :l)e-
cause of their constant contact with the ever-changing
conditions. They must have extensive and exact l.mowl-
edge in order to readily answer questions for shippers
and importers both from a domestic as well as a for-
eign standpoint. They must be up to date on railroad
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and express conditions, and must understand tariff in-
terpretation and geographical conditions. For instance,
if a shipper receives an order on which he must figure
very closely, the freight forwarder must be able to tell
him how he can best consign and route his shipment;
the best port of call of steamer; whether to forward
via the Gulf, Atlantic, or Pacific ports; and, from a
service standpoint, the conditions at the respective
ports; so that his shipment will be handled at the low-
est possible cost.

[ ]

Linves anp Rares.—The forwarders must be familiar
with the conference lines and their agreements regard-
ing commodity rates; they must be in a position to help
shippers get rates reduced when foreign competition
eats into their products in any country, and they are
expected to force a way towards reducing rates to help
overcome such competition. The forwarders are ex-
pected to give expert advice on eredits, and to know
how to protect their patrons so that their goods will be
consigned in such a way as to meet the needs of credits.
Without correct knowledge concerning these points
trouble often occurs that might have been avoided;
such, for example, as a shipment going forward ‘‘to
collect’’ instead of having the documents discounted in
this country. The banks are always ready to help, but
this kind of trouble occurs before they can act to pro-
tect the shipper.

Sarpping InsTRUCTIONS.—It is the custom of foreign
freight forwarders to furnish the inland shippers,
whom they represent, with printed forms for the pur-
pose of enabling them fo give explicit written instruc-
tions as to the exact manner they desire their ship-
ments handled. The instructions contained in these
forms are all important and show the method of con-
signment desired, the form of payment, the value of
the goods, amount for which insurance is desired,
marks, weight, measurement, and so forth. The prin-
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cipal purpose of shipping instructions of this nature is
to relieve the forwarding agents from any liability
which they otherwise might incur. However, the com-
petent forwarding agent would immediately endeavor
to rectify any error discovered in the instructions and
would communicate with the shipper, explaining the
error and advising the correction that should be made.
Confirmation of the correction would be secured and’
the shipment would thus be handled correctly.

Insurance.—The forwarders generally undertake
to protect shippers with marine insurance at the lowest
expense or to give advice on insurance as will meet the
needs of the commodity. A shipper, with the best pos-
sible intentions, may insure his goods and think that he
has full protection, only to find in case of loss or dam-
age that his claim is not valid. He simply did not un-
derstand the intricate conditions of marine insurance.

Packing.—Proper packing is another requirement
concerning which the forwarders have special knowl-
edge. They are fully aware of the fact that packing
makes or breaks a shipper in the eyes of the customer
and, from a risk standpoint, governs largely the rates
of the steamship lines; that is, when you have estab-
lished a reputation with the steamship companies for
forwarding securely packed cases, more favorable rates
may be obtained than if your reputation were other-
wise.

Consvrar Recurarions.— The forwarders must
keep posted, more or less, with the ever-changing con-
sular regulations, in order to avoid the heavy fines
which are often disastrous to export shipments where
the margin of profit is small. .

Imporr Freremr. — In handling import freight
through the custom house, the forwarders are expected
to have the customs regulations and tariff of this coun-
try well digested, so as to be able to make entry of for-
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eign goods at the lowest duty rate and to protect ship-
ments from fines, storage charges, and the many other
penalties that might be incurred. They must also
understand how to act in case of overcharge in duty.

Apvanraces Orrerep,—The services of the foreign
freight forwarder are practically indispensable to the
inland shipper, in the combination of small shipments
and in the requisite attention to consular invoices when
they are required. The service which responsible for-
warders render cannot be measured, as the scope of
their work covers such a large field, but it is most
appreciated by shippers located away from seaboard
ports. Furthermore, merchants engaged in export and
import business, even though located at the seaboard,
cannot expect to keep in as intimate touch with the con-
stantly changing conditions that come within the scope
of forwarders, because of the great variety of com-
modities they handle.

Another advantage is that forwarders will some-
times send goods forward *‘freight collect’’ when the
" steamship companies themselves require prepayment.
Under these circumstances the forwarding agents must
prepay the steamship charges, but they invoice the
charges forward to their correspondent abroad, who
collects from consignees. The forwarding agents will
also sometimes forward goods on C. O. D. terms, send-
ing the shipper’s invoice to their foreign correspon-
dent; arrange for collection of the amount from con-
signee, plus all charges that may have been involved;
and remit the proceeds to the shipper.

If the importer takes delivery of merchandise abroad,
it is very important that he secure the services of a re-
liable forwarder in the country of exportation. The
services of a forwarder are required to arrange for
cargo space and insurance; to prepare and forward
the shipping and (at times) financial documents; to
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advance freight charges when necessary; and, in case
of bulk shipments, to charter the vessel.

Rourine.—The saving in time and money to the im-
porter, effected by planning an economical routing, will
repay the most careful consideration. After the ocean
line has been selected, whenever there is a choice of
railroad from the port of arrival, place the consign-
" ment with the rail line that has a terminal nearest to
the pier where the steamer will unload, thus minimiz-
ing transfer charges. In determining the proper ocean
service o use, the importer will have to depend greatly
upon the forwarder abroad.

SeLecTION OF A ForwARDING AgENT.—In selecting a
forwarding agent for the purpose of handling their
traffic, inland merchants should exercise caution and in-
vestigate the responsibility of the one to whom they
entrust their business. While the services of a reliable
forwarding agent are of great value fo inland mer-
chants, yet many opportunities are afforded for ex-
ploitation and inflation of charges; hence the necessity
for caution. The selection of a reliable forwarding
agent, however, is a gunarantee of correct and prompt
handling of both export and import shipments.



Chapter XXVI
A TRIP BY OCEAN FREIGHT

Tee ITiNerary.—In this chapter we will describe
the trip of three shipments of freight starting from
different points in the United States; namely, Savan-
nah, Ga., Detroit, Mich., and Cleveland, Ohio, and fol-
low them on their journey to their final destination of
Sao Paulo, Brazil, via Santos, giving the itinerary of
each, together with an itemized statement of the cost.

TraE StaRT—The three shipments were to meet at
the port of New York and from thence travel together
on the same steamer to Santos.

Shipment No. 1 began its journey at Savannah, Ga.,
and consisted of 20 barrels Rosin, total weight 5,600
pounds, aggregate measurement 150 cubic feet; the
cost of transportation to New York was:

20 barrels @ $1.25 per barrel....$.25.00

Shipment No. 2 began its journey at Detroit, Mich.,
and consisted of one boxed Automobile, measurement
15/3 x 6/5 x 6 or 587 2/12 cubic feet, weight 5,941
pounds; the cost of transportation to New York was:

5,941 Ibs. @ 166%42¢ per 100 Ibs.. ...$98.92

Shipment No. 3 began its journey at Cleveland,
Ohio, and consisted of 56 kegs Varnish, total weight
4,480 pounds, aggregate measurement 44 cubic feet;
the cost of transportation to New York was:

4,480 Ibs. @ 67¢ per 100 Ibs.....$30.02

Bris or Laping.—The shipment from Savannah,
Ga., traveled on a Savannah Line bill of lading; the
shipment from Detroit traveled on a Pennsylvania
Railroad bill of lading; and the shipment from Cleve-
land, Ohio, traveled on a New York Central Railroad

300



PrePARATION AND Drscrrerion 301

bill of lading. Each bill of lading contained a full de-
scription of the goods covered by it, and all the marks
shown on the packages were also entered on the bills
of lading. The words ‘For Export’’ were written on
each bill of lading and each shipment was consigned in
care of the forwarding agent at New York.

Tae ExrorTER’s SERVICE.—It is a common occur-
rence for a foreign buyer to send an order to an Amer-
ican exporter for certain goods. When this order is
received, the first step that is taken by the exporter is-
to ascertain where the goods can be bought at best
terms. This is determined by a comparison of the
prices, quality, and suitability of the goods offered by
the various manufacturers of similar goods. While
this is an important part of the exporter’s work, it is
aside from the question of transportation.

Pracine OrpErs.—In order that the best of connec-
tions might be made at the port of exportation on ar-
rival and the expense of the trip reduced to a minimum,
the foreign buyer sent his order to a well-known for-
warder in New York, whom we will call John Smith.

Let us assume that the three shipments described
are the result of Smith’s investigation and that the
order was placed in the cities named. The Automob'xle
was purchased F. O. B. Detroit for $2,700, the Varnish
F. O. B. Cleveland for $950, and the Rosin F. O. B.
Savannah for $200.

TIn a majority of cases the foreign client will expect
all the goods which he placed on one order to reach him
in one shipment; otherwise additional expense will be
incurred, as a consular invoice would have to be pre-
pared for each shipment, and many of the local ex-
penses incidental to the discharge at destination and
the passage through the custom house thelze would be
duplicated. This necessity made it imperative that the
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shipments from the three cities should arrive at New
York at approximately the same time, and considera-
tion was given to the fact that shipments from points
farther inland would take longer than those from the
cities closer to New York, so on Smith’s advice these
three shipments began their journey on different dates.

Dury or ExporTer.—The forwarder must arrange
positively to have the goods packed with extreme care
so that they will withstand successfully the many
handlings and rough treatment to which they are to be
subjected. He must furnish the sellers with a shipping
mark to be placed on each package comprising the ship-
ment (the shipping mark furnished for the described
shipments is V. R. in a square), which usually, as in
this case, represents the intials of the foreign buyer.
He must also arrange to have the dimensions of each
package in feet and inches marked thereon, together
with the gross and net weights in pounds and kilos. On
shipments containing certain kinds of articles it is re-
quired that the legal weight be likewise marked on
packages.

How Surra Took Care or THE SHIPMENTS.—Before
ordering these goods forward to New York, after the
sellers had them ready for shipment, Smith ascertained
that a steamer would be loading for Santos (the sea-
port to which all freight destined for Sao Paulo is sent)
about the time the three shipments would arrive, pro-
vided they started as directed by him. .On arrival at
New York the New York Central Railroad, the Penn-
sylvania Railroad, and the Savannah Line sent notices
of arrival to John Smith in whose care the shipments
were consigned. The notices of arrival permitted five
days, excluding day of arrival, Sundays, and legal bholi-
days, for the removal of the goods covered thereby,
provided that evidence in the form of the export ves-
sel’s permit was presented when taking delivery. The
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‘calculations of Smith had been accurate and no mis-
fortune was incurred, consequently the shipments from
the three cities arrived well within the loading time of
the steamer. If one or more of the shipments had not
arrived in time, those that arrived would have to be
placed in a storage warehouse and held there until the
delayed shipments made their appearance; then it
would have been necessary to make connection with a
later steamer. A mishap of this kind would be certain
to cause considerable additional expense and would
give occasion for serious dissatisfaction on the part of
the foreign buyer.

Rourine ror THE OcEAN Trre.—While the goods
were in transit to New York, Smith obtained a permit
from the agents of the steamship company authorizing
the receiving clerk at the pier to accept the described
shipments, deliverable within a fixed period, for a speci-
fied steamer. Smith then prepared an export declara-
tion for the complete shipment. In it he gave the re-
quired information as to the character, description,
and value of the goods and their destination. The ac-
curacy of this document was attested by Smith before
the proper official in the custom house. He then made
out the dock receipt in triplicate as required by the
steamship company, and in due course a truckman was
instructed to pick up the shipments at the terminals of
the railroads and steamship company. Armed with the
permit, export declaration, and dock receipt mentioned,
this truckman presented them to the receiving clerk on
the pier of the Prince Line, which is one of the steam-
ship lines operating between New York and the Brazil-
ian ports, delivered the goods, and obtained the signed
dock receipt. When this signed receipt was ret_urned to
Smith, he made out the ocean bill of lading W.lth seven
extra copies, consigning the shipment to his Order.
The bill of lading had to agree with the receipt and
contain all marks shown on the packages; also a mem-
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orandum showing the actual value of shipment had to
be attached to the bill of lading.

In compliance with Smith’s instructions, each pack-
age constituting the three shipments was marked as
shown below:

FOR EXPORT DIMENSIONS
~ (in feet and inches)
VR
SAO PAULO
Via Santos

Gross Weight (in pounds and kilos)
Net Weight (in pounds and kilos)

Each package was also marked ¢/o John Smith,
20 X Street,
New York, N. Y.,
but prior to delivery to the Prince Line this mark was
removed, as is cusfomary.

Then, the signed dock receipt, together with six
copies of the bill of lading, were delivered to the office
of the Prince Line. This line presented one non-nego-
tiable copy of the bill of lading to the consulate for
certification, paying the fee of $1.65. In due course
Smith called at the steamship office, paid the freight
charges and certification fee, and obtained three signed
copies of the bill of lading, the other three copies being
retained by the company.
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In the meantime, in accordance with the consular
regulations, Smith prepared the consular invoice, with
three extra copies, and attested its accuracy, attaching
thereto two signed copies of the commercial invoice.

The consular invoice had to be prepared on the
Brazilian form and it was filled out in the Portuguese
language. It could have been filled out in English, but
then it would be necessary for the consignee to present
to the Brazilian customs a translation into Portuguese
by a public translator, who would probably describe
the shipment in such a way as to secure the highest
rate of duty which the tariff permits. In shipping to
Braazil, it is the usual custom of forwarders to fill out
consular invoices in Portuguese, as it enables them to
describe the goods exactly as the custom house tariff
provides in each case and thereby insure the applica-
tion of the lawful rate of duty.

The consular invoice, with the three extra copies
and the two copies of the commercial invoice, were then
sent by Smith to the Brazilian Consul for visé. The
consul retained three copies of the consular invoice and
one copy of the commercial invoice. After placing his
official stamp on the original commercial invoice he at-
tached it securely to the original consular invoice and
returned them to Smith on payment of the consular fee.

The Brazilian consul fees are as follows: Visé of
consular invoice, $2.00, for shipments of declared value
up to 200 pounds sterling; for each additional £100 or
fraction thereof, 55 cents; certification of bill of lading,
$1.65 (paid by the steamship company). The fee for
the consular invoice is caleulated on the invoice value
of the merchandise as declared, exclusive of freight
and other shipping expenses.

But on the back of the consular invoice it is required
to show the total value of the shipment, mclud.mg the
freight and other expenses from the port of shipment,
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in British pounds, shillings and pence, at the current
rate of exchange. This does not affect the actual decla-
ration of value on the face of the invoice.

‘While the before mentioned steps were being taken
the shipment had been reported to the insurance com-
pany under Smith’s open policy, and a certificate was
secured for a suitable amount, the rate on this ship-
ment being one per cent. Thls certificate, along with
the consular invoice to which the commercial invoice
had been attached by the consul, and the full set of
signed bills of lading, together w1th documentary draft
drawn for the amount of invoice, including all expenses,
payable at 90 days from date, were delivered by Smith
to his bank in New York on the day before sailing of
steamer. The bank forwarded these documents to its
foreign correspondent, on the same steamer which car-
ried the goods, to be delivered to the buyer against his
acceptance of the draft. This steamer stops at the port
of Rio de Janeiro, before proceeding to Santos, and
lands the mail so that it may be sent overland to Sao
Paulo. Consignee receives his memorandum copy of
the bill of lading and undoubtedly the bank would
notify him that it held the draft. The consignee calls
at the bank, accepts thé draft, receives the document,
and goes to Santos for the purpose of clearing his
goods. Unless these documents were available for pres-
entation to the custom house in Santos immediately on
arrival of the steamer, fines would be imposed.

ARRIvaL AT SanTos.—When the steamer arrives in
Santos the goods are discharged in the customs ware-
house, and they are claimed there by the Sao Paulo
importer. The shipments are inspected by the cus-
toms officials and the duties are assessed and paid.
Then the shipments are loaded on railroad cars and
carried to Sao Paulo where they finally reach their
ultimate destination, from 20 to 30 days after they
left New York and from two to three months after the
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importer had mailed his order to Smith in New York.

This is the customary proceeding, and is based on
things going through smoothly without any serious
hitch. Of course, in many instances there arise com-
plications which cannot be provided for in the regular
routine and which must be taken up on their own
merits. '

‘While New York is used as the port for making the
illustrated shipment, any other port would have en-
tailed the same procedure.

Conversion oF WEIgETS FROM Pounps 10 Kmos.—

As the consular requirements for shipments to Brazil

are that the gross and net weights of packages be

shown in pounds and kilos, the following statement

- shows the total gross and net weights of the packages
composing this shipment in pounds and kilos:

Gr. Wt.  Nt. Wt.

Automobile—Pounds .......... 5,941 4,365
Kilos ............ 2,695 1,980
Rosin: --Pounds .......... 5,600 5,200
Kilos ............ 2,540 2,359
‘Varnish: -Pounds .......... 4,480 3,920
Kilos ............ 2,032 1,778

CosT oF TransporTING THE SHIPMENT.—Ocean
freight charges are usually assessed on the basis of
weight or measurement at th ship’s option, which'e.ver
will yield the greater revenue. But some commodities,
regardless of measurement, are taken on the weight
basis, and at the time of this shipment Rosin was one
of those commodities so taken. The ocean _frelght
rates were $10 per ton W/M on the Automobile, $12
per gross ton on the Rosin, and $14 per ton W/M on
the Varnish. The freight charges on the Varnish
would be computed on the weight basis and on the
Antomobile on the measurement basis because these
bases yield the greater revenue.
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On. the total invoice value of the merchandise,
$3,850, the consular fee amounted to $5.50, rate of
exchange on date of payment being $4.86, to which
must be added $1.65 for certification of bill of lading,
making the aggregate consular charge $7.15.

The amount reported by Smith to the insurance
sompany for protectmn of this shipment was $4,800,
;‘!ilg the premium at the rate of one per cent came to
STATEMENT OF CHARGES

AUTOMOBILE:
Freight to New York.................. $ 9892
Cartage to Steamer..................... 12.00
Ocean freight, 587/2 cu. ft. @ $10 per 40
11> T i T . 146.79
ROSIN:
Freight to New York ................... $ 25.00
Cartage to steamer, 5,600 lbs. @ 15¢ per
J00 IbS. viviiiiiiiieaniiiieenennnnas 8.40
Ocean freight, 5,600 1bs. @ $12 per gross
16 H PP 30.00
VARNISH:
Freight to New York................... $ 3002
Cartage to steamer, 4,480 1bs. @ 15¢ per
100 IbS. v.vnieriiiieirniiacraanann 6.72
Ocean freight, 4,480 lbs. @ $14 per gross
1707 + R 28.00
Consular Flees ...:..ovvevenennncanennnns. $ 1715
Marine Insurance ............. eeereeenan 48.00
Services of John Smith.................. 92.00
Total ...ivvvrrirs tereriineneenss $ 533.00
Amount of Invoice ..........cvuvninnnn.. 3,850.00
Amount of Draft ................ $4,383.00

To this expense would be added the duty assessed
by the customs officials at Santos, and the railroad
freight charges from Santos to Sao Paulo.
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