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PREFACE 

The present study of interterritorial freight rates was instituted by 
the Board in December of 1941. The objective of the stu<;ly was: 
First, to present to the Congress and to the public factual information 
concerning the level and structure of interterritorial rates and their 
relation to intraterritorial rates; second, to cons~der the criticisms 
which are directed at the present rates, and also the arguments which 
nrc urged in defense of the present structures and levels of rates; and, 
third, to consider the practicability of various proposals for changes 
in the level and structure of the rates-all for the purpose of aiding in 
the formulation of sound public policy in dealing with the problem. 
The Board has not undertaken to inquire into the lawfulness or 
unlawfulness of the present rates under existing statutes-a matter 
which is within the jurisdiction of the Interstate Commerce Com.mis- · 
sion. The Board's study is concerned with the broad questions of 
public policy which are involved in the controversy. · . 

On :March 30, 1942, a letter was addressed to various parties known 
to be interested in the problem, and to the- State commissions, and 
to the Governors of the several States, expressing the' Board's desire 
to obtain information bearing on the problem, and inviting them to 
submit material to the Board which was pertinent to the investigation~· 

In response to the letter referred to numerous letters were received, 
some of which set forth the views of the parties on the problem, or on 
certain aspects thereof. !\fore extensive statements w_ere filed with 
the Board by the following: The class I steam railroads of the Western 
District; the Southern Governors' Conference; the class I Southern 
railroads; the Official Territory railroads; the State of New York; 
and the 'Vest Coast Lumbermen's Association. The Board has made 
use of various exhibits introduced in Interstate Commerce Commis
sion Docket 28300, Class Rat~ Investigation, and also exhibits in 
various other proceedings before the Commission, but for the most 
part the rate data in the Board's study were developed by the Board's 
own staff. 

A summary report on the study was transmitted to the President and : 
the Congress on !\larch 30, 1943, and was printed as House Do'cument 
No. 145, Seventy-eighth Congress, first session. The present report 
contains the underlying factual data and also a more detailed analysis 
of the problem. The summary report inGluded recommendations of 
the Board for legislative action, which are repeated herein. These
legislative recommendations are those of the Board and to some degree 
go beyond the conclusions of the staff. 
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REPORT ON INTERTERRITORIAL FREIGHT RATES 

CHAPTER I -

INTRODUCTION 

A. STATEMENT OF THE PROBLEM 

The intrrtcnitoriul freight-rate problem grows out of the fact that 
the freight-rate structures of the country have grown up on a regional 
basis. Five major rate territories are recognized. These are known 
as Eustcn1 or Official Territory, Southern Territory, 'Yestern Trunk
Line Territory, Southwestern Territory, and 1:fountain-Pacific Terri
torv. The last three of these territories \\ill be referred to collectively 
as \V estern Territory. The location of these territories is shown on 
the map in figure 1} · · · · · 

In a discussion of freight rates it is necessary to distinguish between 
clasR rates and commodity rates. Class rates are the rates which 
apply on the limited number of "classes" of freight into which articles 
are grouped by the freight classification or by the. "classification 
exceptions." There are three major railroad freight classifications in 
cffcc.t in the United States. The Official Classification applies in, 
Oilieial or Eastern Territory; the Southern Classification in Southern. 
Territory; and the \Vcstcrn Classification in 'Vestern Trunk-Line,· 
Southwestern, and 1fountain-Pacific Territories. Commodity. rates 
are rates published on specific commodities directly instead of through 
the medium of a freight classification.' Commodity rates are gen-

. rally lower than the class rates on the same article: 
!\lost of the tonnage of the country, particularly of low-'grade com

modities, moves on commodity rates, but the exact proportion is 
not known. An analysis of the carload traffic originating on all rail
roads in the country on September 23, 1942, was recently made by 
the Interstate Commerce Commission's staff for the purpose -of esti
mating the proportion of the traffic which moved on .class rates. · The 

J Explanation of map of class-rate territorii's: 
The map is based on the intra territorial adjustments. The boundaries of the various territories are often 

differl'nt for purposes of makinl! interterritorial ratE'S. Thus on traffic between Wl'stern Trunk-Line Terri
t,ry and Southern Territory, the lattl'r is enlarged to include part of the area shown on the map as within 
Eastt>rn or Official Territory. Likewise in the adjustment between Western Trunk-Line and Southern 
Territories, extended zont~ C in Wisconsin is considered part of Western Trunk-Line Territory. 

Wesu.rn Trunk-Line Territory, as shown by the map, is exteilded westward beyond the traditional 
boundaries. Interstate Commerce Commission decisions indicated 'On the map are the authority for con
sidering the areas involved as within zone IV of Western Trunk-Line Territory so far as intraterritorial 
ratPs are cnnl'erned. · 

The P"rtion of l\'ew :Mexico indicated by cross-hatching has rates generally related to the southwestern 
basis. Althou~h no class rates were prescribed by the Commission for this area, the Commission has, in a 
11umber of complaint rases, treated the area the same as adjarent Southwestern Territory. 

Class rates to and from that portion of Colorado south of the main line of the Denver, Rio Grande & 
We,;t(•rn Railroad and west of the ''Colorado common points" (Denver, Pueblo, Trinidad, also Cheyenne, 
Wyo., and other points) were not involved in the cases in which class rates were established for Western 
Trunk-Line or Southwestern Territcries. Rates between points in this area and points in Western Trunk'
Llne Territory are usually combinations on the Colorado con.mon points, and hence are tied into the West· 
ern :rrunk-Line adjust~ent. Between this area and points west the rates are related to either the Mountain• , 
l'acJfic or the transcontmental rates. · . 

1 
90454-43-2 
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resulting estimate wtu that 14.8 pt'l'rt•nt of tho <·arload~ ori~innting 
on that day moved on class rntes, and 85.2 prrcrnt on commodity 
rates. Tho class traflic, howcn•r, accounted for 22.4 perct•nt of the 
revenues from carload traffic, and commodity ratrs nct·ountt•cl for 
77.6 percent.• A less-cnrlond traffic survey matltJ by the Asso<'in.tion 
of American Railroacls covrring traffic terminatrd by cln~s I railroads 
from. s~ptrmber 8 to 14, 1939, shows that approximntdy 7!} pt•rt·ent 
of the less-carload tonnage moved on class rates, and 21 pt.•n·t•nt on 
commodity rates.• Although tho prepondrrance ot tho lt•ss-(·nrloncl 
tra.ffiC" moves on dass rates, the less-carload traflic constituted only 
1.6.> percent of the tons of revenue-freight originated in 103!l. 

'fithin each of the major rate tcrritorirs a Sl'pn.rato basi::t or dass 
ratrs, and usually of commodity rates, exists. }'or some commodity
rate strueturl's, however, tcrrttorial boundaries do not corrt'spoml 
exactly to the boundaries of the class-rate territories. Othrr f~orn
modity-rate structures disregard traditional territorial bountlarit•s 
to some c..~tent. There is also some subdivision of tho fivo major 
rate territories: ,The subdivisions recognized in tho class-rate strue
ture are shown on the map. On various commodities taking com
modity rates, Eastern or Official Territory has diffcrl'nt level~ and 
strurtures in the three subterritories into which it is dividt~cl. TIH'RO 
are New England Territory, Trunk-Line Territory (rxtf·nding a!\ fur 
west as a line from Buffalo to Pittsburgh) and Centrnl .Frright .\Rso
ciation Territory, or Central Territory, which comprist•s that portion 
of Official Territory west of the Buffalo-Pittsburgh line. 

Tbe class-rate structurrs in the major rate tcrritoril's differ from 
one another in one or more of the following fcaturt•s: The numbt•r or 
regular or normal "classes" of freight;. the percentage rt'lntions or 

' the rates On these classes to the first-class rates; the }evrb or tho baRiC 
first-class rate scales; and the rates of progression of the sealrs as 
lcngth3 of haul increase. · 

The existence of these regional rate structures is to be cxplninotl, 
in part, in terms of the historical development of the railroads. Com
paratively few railroads cross the boundarirs between the three major 
classification territories. 'Vi thin each territory, however, a network 
of lines exists, which mnkes cooperation between railroads in the con· 
struction of classifications and rates almost nccesRary unless thrre is 
to be virtual chaos in rates. The development of classifications and 
rate structures took place on a regional basis, with the railroad serv· 
ing a given region working out a rate structure in which thry were 
willing to participate. In fact, prior to the leading cases in which more 
or less standardized class-rate structures within rrgions were estab
lisbed by the Interstate Commerce Commission, numerous territorial 
subdivisions existed, each with its own peculiarities in the structure of 
rates. The prrsent rrgional system reprcscnta a step toward uniform
ity as compared with the even greater degree of rcgwnalizn.tion which 
previously existed. 

That the present rrgionalized rate structures should lack uniCormity 
is not strange. Such d.iffcrcnccs grow out of different condition:-3 exist .. 

t Taken from exhibit Nl)>. 2:!8 In I. C. C. Docket No. 28300. It should be reco1ml1.ed that thtt~e n1111T11 
are not bMeti on a cherll: of the rates artually c:h11r17ed, but upon the jurl!fment of the rate t.r11nr·h or the flu• 
reau of Trafl'le u to "the moat probable rate ehari'ed" ba.~d on knowledge of the rates publiahed Oil the 
article1 eoncerned within anrl hetw~n the !!4tveral rate territories. 

t ;\ !J!!Orlation of American lta•lroad:§, Analy~is of L. C. L. Trame, PeriorJ 8eptllmhllr 8 to U, Hl~fl. lndwdve. 
• l'ee table 8, page 22, Intra, for the de~~lgnations of the re~.eulor closses of freight In eatb cltl!ltllflrr.U~m. 
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in(J' within the various territories, and differences in the views of rate
m~king. officials concerning a reasonable and proper rate structure. 
Each rate structure is the product of the policies of rate-making offi~ 
cials of the railroads, with whom initiative in 'rate making rests, modi
fied bv the pressures of shipper groups seeking rates which would be 
advantageous to their interests, and modified furthe~ by the policies 
of State and Federal regulatory authorities. ; · · . . - ,.· 

Interterritorial rates are those applying from a point in one terri- · 
tory to a point in another. Where the rate level in one territory. is 
higher than in another, the level of inter~erritorial rates between the 
t\vo territories is generally higher than the rate level within the lower
rated territory. Sometimes the level of the interterritorial rates equals · 
or exceeds the level of the rates applying in the higher-rated territory. 
The greater the differences in rate levels in the different territories and . 
the more divergent the rate structures, the more difficult becomes the ' 
problem of constructing interterritorial rates. The construction ·oi. 
mterterritorial rates raises two problems: first, the extent to which the 
levels and structures in the two territories should be blended or com
promised; and, second, the propriety of the regional levels themselves. 

Complaints concerning interterritorial rates come from shippers·· 
in the areas having the higher rate levels who find themselves at a 
disadvantage in competing with shippers of the same' products located · 
within lo~er-rated territories. On shipments to the l9wer-rated ter~ · 
ritory they frequently ask for rates on the destination level in order 
to enable them to compete with producers in the lower-rated are~ .. 
Sometimes, also, producers in a higher-rated territory-are in favor of 
rates from the lower-rated to the higher-rated territory on the basis 
of the higher level in order· to protect their markets from the inroads 
of products made in the lower-rated areas. Manufacturers located in· 
higher-rated territories also complain of the rates on raw materials , 
from a lower-rated territory, when the manufactured product must be 
sold in competition with the product of manufacturers in the lower
rated territory who obtain their raw materials onJower rates. Dis-.. 
tributors in the higher-rated areas likewise complain of rates which 
they pay on goods from the lower-rated territory when they must be ·. 
sold in competition with distributors located in the lower-rated region. · 
The difficulties of producers in the higher-rated areas ·are ofteri ' 
taken up by organizations representing the particular region or area, ·. 
and result in charges of regional unfairness and discrimination in ,the · 
rate structure. These· rate differences are often alleged- .to be deter-:
rents to the economic development of the regions with the higher rate 
level. 

Complaints about the present interterritorial rate structure .come 
chiefly from Southern and Western Territories where the rate levels on. 
many commodities ar~ higher than in East~n Territory: Industries 
located in the South and \Vest frequently find themselves at a disad
vantage when trying to sell their products in Official Territory in 
competition with those located in the latter area. Various groups 
interested in promoting the industrialization of the South and West feel 
that the rate disadvantages have prevented the location of industries 
in those areas. 

The effort on the part of southern· and western groups· to obtain 
lower rates on manufactured articles, particularly to destinations in 
Official Territory, is a natural result of the g~o'fth of industry in 
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those areas in recent years, and of tho desin' to i!l'ornott.l furtl1t·r 
industrial development. l>rior to the decision of tho Intl'N\tate Com
merce Commission in ScYUihtrn Class Rate lnt'tstigalion, 100 I. C. C. 513 

, (1925)l109 I.C.C. 300 (1926), many of the rates between the South and 
Official Territory were relatively high, particularly those that wcro 
constructed on the basis of combinations to and from the gateways. 
Although it was proposed in that proceedin~ to establish throu~h rates 
between the North and the South lower than would result from tllo 
combination basis, many southern shippers obiectcd to interterritorial 
rates lower than the southrm intraterritorial level on the ground~ 
that low interterritorial rates would favor northern manufacturt•rs to 
the detriment of southern manufacturers in supplying southern 
markets.. See 1091. C. C. 300,317, and 319 (1926). n('Cl'nt criticism 
of the intertcrritorial freight-rate structure, howevrr, has bern that 
·the interterritorial rates are too high and that thcr rl•strict tho 
ability of southern manufacturers to sell in Official Tern tory. 

n. VoLlJME AND CoMPOSITION OJ' lNTERTERRITORIAL TRAFFIC 
' 

The interterritorial freight rates have brcn frrqurntJy criticized 
as constituting· rate walls, or barriers, to intertrrritorinl commcn:e. 
The extent to which they may have impeded the flow ol traffic lu•
twccn rate territories is mdeterminable. The presl•nt flow of trnflic 
between territories can be estimated from available data, and it~ com
position determined in broad catrgories, but there is no way of drtrr
mining what tho volume and composition of intcrterritorinl t.raflic 
would have been under a different rate adjustment. 

So far as carload traffic is concerned, recent data obtained by the 
Office of Defrnse Transportation, and analyzed by Dr. llcn.tri('e 
Aitchison of the Bureau of Transport EconomiCs and Statistics of the 
Interstate Commerce Commission, throw light on the nature of inter-

\ territorial traffic movement.· The analysis covers all carload frci~;ht 
originating on :May 27 and Septrmber 23, 1942. InformatiOn 
obtained from the study was introduced as one of the Bureau's 
exhibits in 1. C. C. Docket 28300, Class Rate Investigation.' 

The study shows that 73.7 percent of the carload traffic originating 
on the 2 days referred to moved intraterritorially, and 2fi.3 percent 
moved interterritorially. The boundaries of the rate territories u-srd 
in the Bureau's analysis differ in some respects from those shown on 
the map herein, but it is not likely that the d.i.ff~c·renees would ma
terially affect the percentages of traffic found to move interterritorially 
and intraterritorially, respectively. 

Table 1 shows the proportion of the total intert.erritorinl traffic 
that moved from each rate territory to each of the others. It will be 
observed that the heaviest intcrterritorial movement was from 
Southern to Official Territory; and the second heaviest mon·m('nt wns 
from Western Trunk-Line to Official Territory.• 

I Exhibit 194. 
• Eurt.ber analysl8 of thelnterterritortal monmentlll found inch. VIII. 
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TABLE 1.-Tufa[ inlerlern"torial rarload traffic moving between the several rate 
territories, May 27 and Sept. 23, 1942 1 · 

Total, intcrterritorial •••••••••••••••••••••••••••••••••••••••••••••••••••••••• 

Dtlicifll to Southt>rn .•.••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
i'outhcrn to Ollil'ial .•.......•••••••••••••••••••••••••••••••••••••••••••••••••••••• 
fltlkh>l to \\" t•stt'rn Trunk· Line •••••••••••••••••••••••••••••••••••••••••••••••••••• 
\\"psto•rn Trunk-Line to OtliciaL .•••••••••••••••••••••••••••••••••••••••••••••••••• 
O!lidtll to Soul hwi'Sit'rn ••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
l'nHt tnn,;trrn to OllkiaL ..••••• ; •••••••••••••••••••••••••••••••••••••••••••••••••• 
0 IIH"ial to 1\ I ou ntain-l'aciftc ••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
l\1 mmtllin-l'arific to Ollichll .••••••••••••••••••••••••••••••••••• ··-·············•· 
l'<>tlllwrn to \\.l'SI(•rn Trunk- Line .••••••••••••••••••••••••••••••••••••••••••••••••• 
W ~'"'"rn Trunk-Lim• to Southern ................................................ .. 
l"ou t lwrn to Soul h Wt>strrn ••••••••••••••••••••••••••••• : ••••••••••••••••••••••••••• 
l'uut h\n•s!Prn to Southrrn ........................................................ . 
l'l• mt lwrn to l\ [ nuntain-l'acitlc .•••••••••••••••••••••••••••••••••••••••••••••••••••• 
1\louutnin-l'al'illc to Southern .................................................... . 
\\'t•.<t•·rn Trunk-Lint> to Southwe:'ltPrn ............................................ . 
!"out hwp,;!t•rn to \\"!'Stern Trunk-Line ...•••••••••••••••••••••••••••••••••••••••••• 
\\' t'.~tt•rn Trunk-Lin!' to l\1 ountain-Paciflc ••••••••••••••••••••••••••••••••••••••••• 
l\ r ountain-PaPific to Western Trunk-Line ••••••••••••••••• -----------------------
;;nut hwt>st l'rn to l\1 ountain-Pacillc ••••••••••••••••••••••••••••••••••••••••••••••••• 
1\1 oun tain-l'acillc t<l Southwt>stern .•••••••••••••••••••••••••••••••••••••••••••••••• 
t:nite•J :::itatcs to Canada and Mexico •••••••••••••••••••••••••••••••••••••••••••••• 

Number I 
or car- Percent 
loads 

70,5!)g 100.00 
1----1--

. 7,008 9.93 
15,989 22.65 
6,047 8.57 
8,246 11.68 
1. 510 au 
6,833 8.26 
3,691 5.23 
3,625 5.13 

882 1.25 
' 1,167 1.65 
. 1,136 1.61 
1,949 2. 76 

612 .73 
432 .61 

1,571 2.16 
2,803 3.97 
1,077 1.53 
3,211 4.66 

578 .82 
697 .99 

2,679 3.79 

• n,L~o-..:1 on rxhibit 1114 In I. C. C. Docket No. 28300, entitled "Territorial Movement of Carload Freight 
on l\111y Zl and Sept. 23, l\H2." · 

- Tahlo 2 shows the proportion of traffic in each of the five ma.jor 
commodity groups that moved interterritorially. 

TABLE 2.-Perrent of total carload traffic, May S7 and Sept. 29, 1941, in each 
lnterstall! Commerce Commission commodity group moving interterritoriaUy and 
intralerritorially, respectively 1 

Percent Percent 
of can~ of can! 

moving moving Total 
interterri- lntraterrl-

torially torially 

39.07 60.43 100 
47.39 62.61 100 
16.56 83.44 100 
28.72 71.28 100 
32.61 67.39 100 

Produ<'ts of agrirulture ............................................... . 
.o\ ninuds and prOtlucts ............................................... . 
l'mduds of mines ................................................... .. 
Produets of forests_ .................................................. . 
)lanufactures and miscellaneous •••••••••••••••••••••••••••••••••••••• 

I Bas..'<.! on exhibit 19-i in I. C. C. Docket No. 28300 • 

.. Animals and products led in the proportion of the traffic that moved 
interterritorially, since 47.4 percent of the cars in this group moved 
between rate territories. Products of agriculture ranked second with 
39.6 percent of the traffic in the group moving interterritorially. 
~Ianufactures and miscellaneous ranked thir~ with 32.6 percent of the 
cars in tlw group moving interterritorially. ~nly 16.6 percent of the 
products of mines moved interterritorially. 

The composition of the interterritorial traffic taken by itself is 
shown in table 3. 

The table shows that 42 percent of the interterritorial carload 
traffic consisted of manufactures and miscellaneous.· Products of 
minPs constituted 28.4 percent of the interterritorial movement. 
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TABLII 3.-CompHilioA of inl~rleffilorial carload tra.ffic, M a~ 17 anti Se pl. 13, 194-1. 
' · 611 commodilfl group• ' 

l'errent of 
\ntal 

In tl\rt111rrlo 
tvrlal l'lll• 

luada 

J'roducotsofacrlculture....................................................................... H. t 
· Animals and rroducta....................... .••.. ......... .. . . ....... ... . . .. ... .. .. . . ......... 11. 7 

l'roti~Wt.t of mines............................................................................ !lll. t 
J>rodueuoffomu .•.....•.••••••••••••••••••••••••••••••••••••• ,........................... 1\.7 
Manutaclu.ru and mhleellaneoua. •• •••••• ••••• .......... .... ••••• ••• •• .. .. • • ••• • ••• •• • • ••••.. u o 

Total .•••••••••• :............................................................................ 100.0 

a Based oo ublbl& 194, 1. 0. C. Docket 28300. 

Fu.rther information concerning intertcrritorial movement of car
load freight, based on a larger sample, will be obtained from o. study 
now being made by the Board which covers carload traffic terminated 
on 12 sample days scattered throughout 1939. 

· A study made b1 the Association of Amrrican Railroads of less
carload traffic termmated during the week of September 8 to 14, 1039 
contains data from which the amount of intertcnitoriallrss-rarlond 
traffic can be computed. The study docs not show the traffic movin~ 
between the rate territories, but between tho thrre classification tern-

. torics, Official, Southern, and 'Vestem. Since 'Vestern Classification 
Tenitoey' embraces 'V estern Trunk-Line, Southwestern, and :Moun
tain-Pacific Territories, movements between any two of the latter thrf.'e 
rate territories are treated as 'Vestem intratenitorial traffic. · 

The study shows that 85 percent of the less-carload traffic was 
intraterritorial and only 15 percent intertenitorial. 
, Table 4 analyzes the interterritorial movements. It shows that 
54.3 J>Crcent of the interterritorialless-carload traffic was from Official 
Temtory to Southern and Western Territories. · 

TABLE 4.-lnterterritorialleu-carload traffie te1'minating Sept. 8 to 14, 1939, moving 
' to and from each cfauificalion territor71 

Tona Perclt•nC 

Oftlcla.l to Southf'rn ............................................................... . 
Bonth .. rn to OtHcia.l .............................................................. ,_ 
Otnclal to Wf'~tf>rn ................................................................ . 
West.f'rD to Official ............................................................... . 
8outbern to W l!!ltl'rD _ ............................................................ . 
Wl!!ltl'rD to Southem ............................................................. . 
To and from Canada ............................................................. . 1----1--

14,300.8 ~-3 
0, 42.~. 0 lM. 7 

U,H0.4 211.0 
3,1117.2 7.2 
.. 3:1.1. 7 M.ll 
1,9110.2 at 
3,1\tlH. 0 7.3 

Total •••••••••••••••••••••••••••••••••••••••••••••••••••••••••.••••••••••••• ro, 477. o 100.0 

C. PLAN OF THE S·runT 

. In analyzing the intcrterritorial rate problem five things need to 
be examined: (1) the differences in r£>gional rate icvcls and ~tructu~cs,. 
(2) the methods of constructing intertcrritorial rates and thmr rrsultmg 
levels; (3) justificati~:m or the differences in. reponal lcv~ls and t~c 

.levels of intcrterritonal rates; (4) the cconom1c effects of dlffcrcnccs m 
· recional rate lcv£>b and of the levels of intrrterritorial ratrs; a.nd 
·, (5) proposals for dealing with the problem. Each of these matters is 

treated in the following pages. 
' 



CHAPTER II 

INTRATERRITORIAL CLASS-RATE STRUCTURES 
' ' ' 

. ' 

The railroad freight rate structure in the United States, as noted 
previously, has developed on a regional basis. This is particulnrly 
true of class rates. Since an understanding of the interterritorial rate 
structures, as well as of some of the problems arising therefrom, 
requires some knowledge of the structure of intraterritorial rates, this 
chapter is devoted to a brief description of the class-rate structure 
within each of the five rate territories. The present class-rate struc- · 
tures in the various rate territories, with the exception of Mountain
Pacific Territory, are the result of comprehensive investigations made -
by the Interstate Commerce Commission in recent years. · · • ' 

In the descriptions of these structures the rates shown, unless other
wise stated, are those in effect prior to the 10-percent increase author.:. 
ized in E~ Parte 123, Fifteen Per Cent Case, 1937-1938, 226 I .. C. C. 41, 
(1938). Appendix A shows the scales of first-class rates as prescribed 
by the Commission, and appendix B shows the ·scales with' the·.,. 
10-percent increase authorized in Ex Parte 123. Rates shown do not 
include the increases authorized temporarily in Ex Parte 148, Increased 
Railway Rates, Fares, and Charges, 1942,. 248 I. C. C. 545 (1942).1 

A. EASTERN TERRITORY 

The decision of the Commission in Eastern Class Rate Investigation,. 
164 I. C. C. 314, was made in 1930, followed by supplemental decisions· 
in 1931 and 1934. (171 I. C. C. 481; 177 I. C. C. 156; 203 I. C. C. 
357.) The rates originally prescribed by the Commission were put, 
into effect December 3, 1931. . ·· · , 

The area comprised within Eastern Territory is that shown on the 
map on page 2. Historically, Eastern or· Official Territory was 
divided into three subdivisions. These, as previously noted, were 
New England, Trunk-Line Territory, and Central Freight Association · 
Territory, 'vhich is commonly called C. F. A. Territory, or Central . 
Territory. New England comprised roughly the six New England 
States. Trunk-Line Territory lay west of New England and the 
Atlantic coast and extended as far west as the so-called Buffalo
Pittsburgh line. Central Freight Association Territory lay west_ of 
Trunk-Line Territory. Prior to the decision of the Commission in 
the Eastern class-rate investigation different4-.class-rate structures were • 
in existence in these subdivisions of Eastern Territory. As a :result· 
of that decision a new structure was prescribed for the whole of 
Eastern Territory, with somewhat higher' levels of rates, in N~w · 
Eng-land and a portion of Central Territory. · · · . 

The basic scale of maximum reasonable first-class rates prescribed 
for application in Eastern Territory is shmvn in appendix A of this . ' 

1 E.r Parte liB incrc.>ases have been suspended to Jan. 1, 1944, effective May 15, 1943. 

7 
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rt•port. The scale started with a first-clns~ ra.to of 30 rents pt•r hun· 
drec.l pound~ for uistancrs of 5 milrs or ll'~:i. Tho ru.tt•s Ul('fl'ltSl'll in 
5-mile blocks up to 100 miles; thrn in 10-mile hlocks to 2l0 milt•s; 
20-mile blocks to 800 milt•s; nnu tlwn in 2.3-miJe blocks to 000 milt•S. 
In a sup~lemcntal rt•port, 171 I. C. C. 481 (1031), tho senlo wu~ 
extt>ndctl m 25-mile blocks to 1 ,500 miles. 

The rate of pro~cssion of the scalo can bt.' shown by the inrrt•nso 
in ratrs for each '100 miles. In the first 100 milt•s the rnt{l increust•tl 
from the initial 30 cents to 56-an increase of 26 ct'nt51. From 100 
to 200 miles ihe increase was 17 cents; from 200 to 300 milt's, H r£•nts; 
from 300 to 700 miles, 12 cents for each 100 mill's; an(l thPrPaftt·r 10 
cents for rach 100 miles. In computin(Y distancc::t tho Commis!';ion 
said that "the shortest route!! should be us<'d over which curlond 
traffic can be moved without transf<'r of ladin~." 

A definite relation of the rates on the lower classes to tho first-class 
rates was prescribed. The Commission required tho cstablishmrnt 

_ of 23 columns of rates bearing a perrcntage rf•lation to first-cla!'ls 
rates, as follows: 100, 92.5, 85, 77.5, 70, 65, 60, 55, 50, 45, 40, 37.5, 
35, 32.5, 30, 21.5, 25, 22.5, 20, 17.5, 16, 14.5, 13. The prrcentn~rs 
in italic represent those for the re~ular classes rcco~nized in Official 
Classification, namely, classes 1, 2, 3, R26, 4, 5, and 6, rr~p('ctivl'ly. 

Certain subterritories were recognized by tho Commis~ion. In 
these, higher rates than tho basic scale were prescribed. Tho first 
of these $Ubtcrritori"s was known as zone C, from a dccigion of tho 
Commission in 0. F. A. Olas., Scale Cast, 45 I. C. C. 254 (1017). 
It comprised most of the northern _part of tho southern peninsula of 
~lichigan. For distances in zone C, arbitraries equal to 10 p£'rcrnt 
of the basic scale for such distance were to be added to tho rato for 
the whole distance under the basic scale. The special trentment 
accorded zone C in ~lichigan was due to the fact that it is sparsf'ly 
settled country not-traversed by through cast and west routes of tho 
larger railroads, and consequently_ has a small amount of through or 
"overhead" traffic. In lVestern Trunk-L'mt Cla.11s Rates, 164 I. C. C. 
1: 211 (1930), zone C was extended to include a strip of 'Visconsin 
along Lake 1\lichigan relerred to as extended zone C. 

New England was also given special treatment. Two areas, or 
zones, were recognized. (See map on :p. 1.) Zone A included tho 
southern part of New En(Yland, which 1s industrialized and drnscly 
populated. Zone B includ'ed the northern :r.ortion of New En~land. 
A scale of rates within zone A was prescnbed which was approxi
mately 5 percent higher than the basic scale. 'Vithin zone B a still 
higher scale was prescribed, about 15 percent highrr than the basic 
scale. Between points in zono A and points in zone B tho zone-A 
scale was used, with the addition of arbitraries (10 percent of tho 
basic scale) for the distance in zone B.· Between zono A and tho 
rest of Eastern Territory the basic scale was appliE.'d, modified hy the 
speci'h.l keyp_oint rates hereinafter described. Between zono D n.nd 
the rest of Eastern Territory, however, except whrrc key-point rates 
were prescribed the basic scale plus arbitrn.rirs equal to 10 percent 
-of the basic scale was to be used for the distances in zone ll. 

In addition to the special treatment afforded zone C in ~liehi~an 
· and also the two New England subgroups, arhitrnries Wt>re prcscribccl 
for thin-traffic branches of standard lines and for certain short nnd 
weak railroads. For thin-traffic branch lines nrhitrarirs nvPro.ging 
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about 10 percent of the basic scale could be added for distances on 
the branch lines. Still higher arbitraries were prescribed for certain 
branch lines ncar the border of Southern Territory. These_ arbi
traries ranged from 26% to 63}' percent of the basic scale: :.. . 

Although the rate system prescribed in the Eastern class-rate 
investigation was a distance Jiystem, a certain amount, of grouping was 
found desirable. Between important points in Central Territory, on 
the one hand, and points in New England and Trunk-Line. Territori~s~ . 
on the other, the Commission prescribed specific first-class rates,.· 
knmvn as key-point rates. These rates were usually slightly less 
than those that would have resulted from a strict application of the 
scales. The- key-point rates were to be observed as maxima at. 
intermediate points,. thus creating origin or destination groups or 
varying extent. · • · . . .. 

Grouping also occurred as the result of the adjustment· into _and 
out of New England. 'Vithin zone A of New England, as has been 
noted, rates higher than. tho~e resulting from the basic scale were; 
prescribed, but between zone A and points in Trunk-Line Territory, 
the basic scale applied, with the exception that in no instance was the· 
rate inte1 or out of New England to be lower than between New 
England points in zone A and points· on the border between New 
England and Trunk-Line Territory. The result was the creation, of 
rate groups at- the border between New England and Trunk-Lirie 
Territories. 

In addition to the standard all-rail rates there are, between many 
points in Eastern Territory, four classes of "differential" routes, 
having rates differentially lower than ·the all-rail· rates. These 
are (1) the differential all-rail routes; (2) standard rail-:-and-lake 
routes; (3) differential rail-and-lake routes, and (4) ocean-rail routes~ : 

The differential all-rail routes apply from New England and New: 
York City to part of Central Territory in connection with Canadian 
lines. No order concerning the differentials of these lines. was made 
in the Eastern Class-Rate Investigation./ ·The differentials maintained.~ 
for many years from New England have been as follows: 2 • · 

Class 

1 2 3 4 5 6 
------------------1-----------
Difft'rE>ntials (cents) _____ -----------_------ ----------------• ------ _ 5 4 3 . 3 . 2 -· 

In the Eastern Class-Rate Investigation the rates over the standard 
rail-lake routes between New England, most of Trunk-Line Territory 
and some points in the eastern part of Central Territory on the one · 
hand, and Lake :Michigan ports on the oth~, were made 90 percent . 
of the COITCSponding all-rail rates, with a maximum :first-class rate of 
not more than 16 cents less than the corresponding all-rail :first..:class. 
rate. On the lower classes the rates were obtained by applying the 
percentages of first class used in connection with all-rail rates. · -

Differential lake-and-rail routes involve Canadian lines and rates 
were not prescribed by the Commission in the Eastern Class-Rate·. 
Investigation. - · · 

2 From New York to Central Territory points the differentials under the standard all-rail rates are the:· 
same as are maintained by the ocean-rail routes. 
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The oct'an-rail diffrrrntia.l routes apply bdwrrn points in tho 
wrstt'm part. or Central Territory and the principal t'nstrrn port51. 
East-bound, di1Irrcntial rntf's nppl,r to tho principal rast(•rn ports 
t>xcept Baltimore, via the ports of Daltimorr, Newport News, Nor
folk, and certain otht.>r ports. The following diJT('rrntials undrr tho 
all-rail rates are maintained. ' 

Clll88 
!----,..---

"""""""' <~•")·--·········-········ ....................... ~ ~~-3-,i' .1-s-, . ' ' 
"·est-bound, differential rates apply from tho eastern ports includ

ing Baltimore, and in some instances from interior cnstrrn points as 
wel1, via Baltimore and the Vir~inia ports to destinations in the w•~st
em part of Central Tenitory. The west-bound difft'rcntial~ under tho · 
all-rail rates are as follows: 

rta.~• 

1 2 a t a 6 ------------------1---------
DUT~>ff'lltlala (Cf'nts): 

from New En~~: land.......................................... T II a 4 3 2 
J'rom NPw Yor!E".............................................. 8 I a 4 t 3 
J'rom Pbilatlelphla........................................... 8 II 4 3 2 2 
J'rom !Jaltimore ••••••••••••••••••••••••••••••••••••• ~---.····- I 6 4 3 2 2 

To a limited extent differential rates also applv via Sn.vannah, Ga. 
During the season of open navigation on the Great Lakes most of 
the ocean-rail routes meet the standard lake-rail rates to points in 
,illinois and to 1\Iississippi River crossings. · 

In addition to the ocean-rail differential routes the Commission, in 
State Corporation Commission of Virginia v. Akron, Canton & Young!
town Ry. Co., 251 I. C. C. 745 (1942}, recently pr('scribed ocrnn-rail 
rates for application between Virginia ports and points in New Eng .. 
land and portions of Trunk-Line Tenitory. These rates are not on o. 
differential basis, but are constn1cted by applying the Eastern scale 
to the distances, with water miles equated to rail miles on varying 
bases. 

D. SouTHERN TERRITORY 

The present structure o! class rates within Southern Territory re
sulted from the Commission':~ decision in 1925, in Southern Clas.• Rate 
lnrestiqation, 100 I. C. C. 513, as modified by supplemental deci~ions 
in 1926 nnd 1927. (109 I. C. C. 300; 113 I. C. C. 200; 128 I. V. C. 
567.) Tbe rates resulting from this proceeding became effective Jan-
uary 15, 1928. , 

A distance. scale of maximum reasonable first-class rates was pre
scribed for application, with certain exceptions, throughout Southern 
Territory. In computing distances for application of the scnlo tho 

· (:ommission, in the second supplemental Teport, 113 I. C. C. 200 
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(1926), required the use of the shortest routes oyer which carload 
truflic can be moved without transfer of lading. ~ 

Hates on the clussc~ below first class were to bear a uniform relation 
to tho first-class rates. The Commission required ·that 12 classes be · 
St.\t up, numbered from 1 to 12, with the following relationships to the · 
first-class rates: 

CIIISS 

1 2 3 4 6 II 7 8 9 10 11 12. 

----------------- ---
PerN>ntnl!eS .••.••••••••••• 100 85 70 65 45 40 35 30 25 22.6 20 17.6 

Tho scale finally prescribed, commonly kno·wn as the "K-2" scale 
because published as appendix K-2 in the r~port of the Commission, 
begun w1th a rate of 34 cents for distances of 5 miles or less. Rates 
increased in 5-mile blocks up to 100 miles; in 10-mile blocks to 240 
miles; then in 20-mile blocks to 800 miles; and in 25-mile.blocks from 
800 miles to 1,500 miles. Tho rate of progression was 42 cents in the 
first 100 miles; 26 cents from 100 to 200 miles; 20 cents for each 100 
miles from 200 to 400 miles; 15 cents for each 100 miles from 400 to 800. 
miles; and 12 cents for each 100 miles thereafter. The K-2 scale of 
first-class rates is shown in appendix A, herein. Following a decision 
of tho Commission in Class Rates within the State of North Carolina, 
238 I. C. C. 225 (1940), 248 I. C. C. 479 (1942), the Southern carriers 
voluntarily revised the class rates throughout Southern Territory to 
conform to those established within North Carolina. This resulted 
in lower rates for distances up to 190 miles than had previously existed.3 

Tho K-2 scale of first-class rates as increased by Er Parte 123, and 
modified by the carriers after the North Carolina case, is shown in 
appendi.~ D, herein. · . . . . 

AlthQugh a single basic scale of rates was prescribed for Southern 
Territory generally, there were three classes of exceptions which were 
made. '. 

The first exception was the special treatment given to the Florida . 
Peninsula. Because Florida is bounded on three sides by water it has · 
no overhead traffic, with the exception of a little that moves to and· 
from Cuba. In order to give additional compensation to the Florida 
lines, tlie Commission prescribed a distance scale of arbitraries to be· ' 
added to tho basic scale for distances within Florida south of the 
brnncl1 of the Seaboard Air Line Railway from Jacksonville to River· 
Junction. The arbitrarics were equivale,nt to approximately 15 
prrrent of the basic scale for corresponding distances. · · . 

The second exception to the general apJ?lication of the basic scale 
was bctwc<'n points in Virginia and points m~orth Carolina. Rates 
between these points were not covered by the Southern class-rate 
investigation. In a later case, North Carolina Corporation Commission 
v. Akron, Canton & Youngstown Ry. Co., 213 I. C. C. 259 (1935), a 
seale was prescribed for application between points in Virginia south 
of the Virgini~n ~ailway-that _I?Ortion of Virginia. in Sou.thern Terri
tory-and pomts m North Carolina. The scale started w1th the same 

,~ 1 

1 Agent I<'. D. l\Illlor's Tariffs, I. C. C. Nos. 712, 710, 717, and 322. 
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rate ns that of the basic Southern scale. }'rom 15 to ~00 milt·s th~ 
rates were lower ·than the basic scale. At 200 miles, the scalt•s 
came togcthr!l and rrmainell the same up to 400 milrs, aftl•r which 
the· Virginia-North Ca.rolina scale was htgber than tlw basic scale. 
The Virginia-North. Carolina scale did not e.xtt.•nd farthl·r thun GOO 
miles. · 

The third e.:tct'ption to the application of a ein~le scale thrmwhout 
th~ South was made in behalf of the WNJ.k anti short lim·s. e- Tho 
Norfolk & Southern Uailroad was permitted to apply tlu~ :Florida 
arbitrarits for distances on its lines. Arbitrarics wrre not pn·scrihl•d 
for other short and weak lines. These roads Wt>re lrft Crt•e to adopt 
such arbitraries as they saw fit and then to apply for fourth-st•ction 
relief to the e..:dcnt necrssary to enable them to t·ompete with routl's 
over which arbitrarics did not apply. This procrdure wns fol.lowt•cl 
ancl in Ratts, from, to and 6etween Po,ints in So,uthtrn Turitory, lUI 
I. C. C. 507 (1 033)1 the necessary fourth-section rrliel wn~ J:Tantrd 
to a large number ot short and weak lines. This action was v~rtunlly 

. an approval of the various arbitraries and scales of arbitrarit•s pro
pos~d by these lines. 
Althou~h the rates prescribed in the Southern rlass-rnte investiga

tion were based on distance, the Commission was careful to point out 
that flexibility in tho application of the scale was dt•sirable. It was 
particularly sug~ested that the carriers might find it aclvi~able to 
make use of origm and destination groups of moderate rxtent. 

c. ""ESTERN TRUNK-LINE TERRITORY 

The class-rate structure in 'Yestem Trunk-Line Tt'rritory is the 
result of the decision of the Commission in 1030, in Docket No. 17,000, 
part 2, ll"estem Trunk-Line Clas., Rate8, 1641. C. C. 1, and in numerous 
supplemental decisions. See 173 I. C. C. 637 (1931), 178 I. C. C. 610 
(1931), 1811. C. C. 301 (1931), 1961. C. C. 494 {1933), 107 I. C. C. 57 
(1933), 2041. C. C. 595 (1934), 2101. C. C. 312 (19:J5}, 246 I. C. C. 110 
(1041). The rates originally prescribed in the lrestern Trunk-Line 
case became effective December 3, 1931. Uc,~ised rates prm~crih~d in 
the sb:th supplemental report were macle effective August 20, 1035. 

The boundaries of 'Vestem Trunk-Line Tt'rritory are shown on the 
map on page 1. In the ll"estern Trunk-Line ClaRR-Rates case the area 
embraced within the territory was somewhat less rxtrnsivc than 
indicated by our map. In general, the arra covert'd by the Com-

' mission's investigation included the States or 'Visconsin, :Minnesota,. 
North Dakota, South Dakota, northern :Missouri, Iowa, Kansas, 
Nebraska, and Colorado as far west as the Denver-Colorado Springs .. 
Pueblo-Trinidad line extended north to Cheyenne, 'Vyo., tlwncc rast. 
to the Nebraska State line, taking in the southeast comt•r of 'ryoming. 
In later proceedings, however, the Commission ext£•ndC'd into\\ yoming 
and the eastern half of ~fontana, and to Salt Lake City and Ogclr.n, 
Utah, an adjustment of class ratrs ~pon the 'rt•strm 'fnmk-Lino 
scales. See Public Sercice Commission of lryoming v. .:ltcld;um~ 
Topeka and Santg, Fe Railway Co., 196 I. C. C. 413 (1!)33); lV. I/. 
Bintz Co. v . .:1hilene and Smtthern Railwa1J Co., 216 I. C. C. 481 
(1936), 218 I. C. C. 793 (193G); Oreal Falls Traffic .. ltawciation v. 
Chicago, Bu.rlingtrxn. aiUl Quincy Railroad Co., 226 I. C. C. 467 (1 038), 
235 I. C. C. 459 (1039). 

·• . 
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In the lrestern Trunk-Line case the Commission set up three zones 
or subdivisions of the territory. These zones are shown on the map· 
on page 1. A scale of maximum reasonable first-class rates was pre
scribed for each zone. The zone II scale was approximately 112 per
cent, and the zone III scale 120 percent of the zone I scale. The Com-· 
mission hdd that the zoning of Western Trunk-Line Territory and 
the prescription of three different levels of class rates was justified, 
in part, by the differences in operating conditions, traflic density,. 
population density, and competitive and comm.erc.ial conditions m 
the different parts of the area. Zoning was also found necessary in 
ordrr to build up the rates gradually to the levels prescribed in adjacent 
Southwestern Territory. Generally speaking, the decision in the 
lrestern Trunk-Line case raised the rates in the eastern portion of 
" ... rstern Trunk-Line Territory, and lowered them in the western por-
tion, thus bringing the levels in the two parts of the area somewP.at 
closer together. In addition to the three zones within the old bound
aries of \V estern Trunk-Line Territory, the Commission recognized 
an area in eastern \Vyoming as subzone III, which was given zone III ' 
rates. In a supplemental report, 204 I. C. C. 595 (1934), this area 
was given a basis of rates about 15 percent higher than the zone III· 
rates and was called zone IV. The later extension of Western Trunk
Line rates westward, in the W"yoming, Bintz, and Great Falls cases, supra, 
was on the zone IV basis. Hates in part of eastern Wyoming were·'· 
voluntarily reduced to the zone III basis b:r. the carriers in 1941: · 

The \V estern Trunk-Line scales use 5-mile blocks for the first 100 · 
miles; 10-mile blocks from 1GO to 240 miles; 20-mile· blocks from 240 
to 800 miles; and 25-mile blocks beyond. · The zone I :first-class rates 
started at 32 eents for distances of 5 miles and less. The initial rates 
in zones II, III, and IV were 34, 36, and 38 cents, respectively. The -
scales of first-class rates, prior to the Ex Parte 123 increases, are shown 
in appendix A. The scales subsequent to the Ex Parte 123 increases 
arc shown in appendix B. · ' · 

The rates of progression in the rates prescribed in the Western 
Trunk-Line case were as follows: ' 

5 to 100 miles .............•••..•.••.•.••••...••••••..••••••••••. 
100 to 200 miles ............................................... .. 
200 to 300 miles.------------------------------------------------
300 to 4!KJ miles ... ----------------------------------------------
41Kl to 51!0 milel!-------------------------------------------------
5oO to flOO miles ................................................ . 

~~ ~~ ~:~ ~n~~:: :::: = ::::::::::::::::::::::::::::============= 
800 to 11011 miles ............................................... .. 
1100 to 1,000 miles ............................................. .. 

Zone I Zone II Zone ill Zone IV 

34 
/ 22 

18 
18 
18 
18 
18 
13 
1' 
13 

41 
26 
21 
20 
20 
20 
20 
15 
16 
15 

46 
30 
22 
22 
22 
22 
22 
17 
17 
17 

56 
3' 
25 

'26 
26 
25. 
25 
20 
19 
20 

In the construction of rates under the scJles prescribed, distances 
were computed in the usual manner, that is, over the shortest routes 
ove_r which carload traffic can, be interchanged without transfer of 
lad mg. 

Twenty-three eolumns of rates, having a definite relation to first
class, were prescribed by the Commission in the 'Western Trunk-Lwe 
case as follows: 100, 92.5, 85, 77.5, 70, 65~ 60, 55, 50, 45, 40, 37.5, 

\ 

'Sixth. Suppl~mental Report, 204 I. c. C. 595 '(1934). The inerease authorized In Ez Part1 1!8 had the 
e!Tect of mcreasmg the rates of progression. 
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35, 32.5, 30, 27.5, 25, 22.5, 2o; 17.5, 16, 14.5, 13. See, 2o4 1. c.· c. 
597, 674-675. The percentages in italics represent the regular classes 

· in Western classification, namely, 1, 2, 3, 4, A, 5, B,.C, D, and E. · .. 
. The relationships of the rates on the regular classes to the first-class ' . 
rates are the same in Western Trunk-Line and Southwestern Terri-
tories. · · ' _ _ · 

The subdivision of Western Trunk-Line Territory into zones, each 
with a different scale of rates, made it necessary to prescribe some 
method of constructing rates between points in different zones. The 
method used was to take the rate for the whole distap.ce at the scale 
applicable in the lowest-rated zone through which tile rate-making 
distance was computed, plus the zone differential for the next higher 
zone for the distance in that and higher zones, plus the zone differential 
for the next higher zone for the distance in that and higher zones, 
and so on for the .full distance. If the distance from A to B was 
450 miles, of which 100 miles was in·zone I, 300 miles in zone II, and 
50 miles in zone III, the rate would be the zone I rate for 450 miles, 
plus the zone II differential for 350 miles, plus the zone III differential 
for 50 miles. · The zone differentials were prescribed by the Commis
sion and represent the amount by which a rate in one .zone' exceeds 
the rate for the corresponding distance in the next lower zone. The 
method of building up the through rates from a point in one zone to 

. a point in another used in the Western Trunk-Line case is frequently 
referred to as the "Western Trunk-Line formula." The term "lami
nated scale~ is commonly used to describe rates built up in this manner. 

As in the' other rate territories special treatment was accorded 
certain short and weak lines. A list of short and weak lines authorized 
to .add arbitraries was given by the Commission in the sixth supple

. mental report in the Western Trunk-L~ne case, 173 I. C. C. 637, 658 
(1931). . . . 

A certain amount of grouping of origin and destination points was 
permitted in the Western Trunk-L~ne case, but the groups were re-
stricted to a diameter of not more than 25 miles. . . -

The existence of lower scales of intrastate class rates in a number 
of States in Western Trunk-Line Territory has brought about the 
voluntary establishment of certain interstate rates on the same basis. . ' . 

·D. SouTHWESTERN TERRITORY 

The class-rate structure in Southwestern Territory is the result of 
the decision of the Interstate Commerce Commission in Oonsolida,teil 
SO'uthwestern' Oases, 123 I. C. C. 203 (1927), and in 27 supplemental 
reports. The twenty-first supplemental report, 205 I. C. C. 601 (1934),. 
revised the rates originally prescribed and harmonized them with those 

. prescribed in the Western Trunk-Line case. The revised rates became 
effective on April9, 1937. , · 

Southwestern Territory was divided into two areas or zones, denomi
nated zone III and zone IV as shown on the map facing page 1. The 
same scale of reasonable maximum class rates was prescribed for these 
zones as applied in zones III and IV, respectively, of Western Trunk-
Line Territory. -· · · 
Betw~en points in zone III and points in zone IV,; rates were con

structed by applying the zone III scale for the entire distance plus the 
zone IV arbitraries for the distance in zone IV. The zone IV arbi-
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traries represent the difference between the zone IV and the zone III 
scales for each distance block. ' - # 

· Due to motortruck competition the carriers, in 1940, requested that 
zone IV be eliminated and that the zone III rates be applied through
out the area. The Commission authorized this to be done and,tariffs 
carryirig out this proposal became effective August 16, 1941. Since 
the Southwestern scale is the same as the Western Trunk-Line zone III 
scale, it is ·not necessary to repeat what was said previously regarding· 
the length of blocks and the rates of progression. As in the applica-
tion of other prescribed scales short-line distances are used. · 

In the twenty-first supplemental report in the Southwestern case, the 
Commission required the establishment of 26 columns of rates with the 
rates bearing the following percentage relation to first class: 100, 85, · 
70, 65, 60, 55, 501 45, 42.5, 40, 38, 37.5, 35, 32.5, 30, 27.5L25, 22.5, 20, 
17.5, 16, 15, 13.5', 12.5, 12, 8.5. The percentages in italics represent 
the 10 regular classes provided by the Western Classification, namely: 
Classes 1, 2, 3, 4, A, 5, B, C, D, and E. 1 

As in other rate territories short and weak lines are given special '_ 
treatment. Distance scales of arbitraries have been authorized for use 1 

in connection with hauls on such lines. 
_ · Houstop, Galveston1 and Texas City; Tex., are grouped for hauls 
to or from these points for distances in excess of 200 miles. · , 

E. MouNTAIN-PACIFIC TERRITORY 

Unlike the situation in the other rate territories there has never 
been a comprehensive investigation otthe entire class-rate structure . 
in Mountain-Pacific Territory. , · ·. · · 

In much of the area included in this_ territory the so-called Arizona 
scale applies. This scale of rates was prescribed by the Commission 
in 1926 in Arizona Corporation Commission v. Arizona .arul Eastern. 

- Rai1way Co., 113 I. C. C. 52, to apply between points in Arizona, on 
. the one hand, and points in California, New Mexico, and to El Paso, · 

Tex., on the other. In prescribing this scale the Commission pointed 
out that the resulting level of rates \vould approximate that resulting 
from the so-called Portland and Klamath scales, modified by subse
quent general changes in rates. The Portland scale had been pre
scribed in 1911 in Portland Chamber of Commerce v. Oregon Railroad 

. and Navigation Oo., 21 I. C. C. 640, for application from· Portlandp 
Seattle, and Ta.coma, to destinations in Washington, Gregon, Idahot 
and Montana. The Klamath scale which was practically the same 
had been prescribed in 1922 in Klamath County Cha;mber of Commerce 
v. Southern Pacific Go., 74 I. C. C. 207, for application between 
Portland and other Oregon points, and various points in California. 

. In State o.f Idaho ex. rel. Public Utilities Commission of Idaho v. , 
· Oregon Short Line Railroad,'i;46 I. C. C. 168 (1928), the Arizona seal(;} 

was applied frQm Portland, Oreg. to destinations ii::t Idaho and portions 
of Montana served by the Oregon Short Line Railroad. ., In Utah 
Shippers v. Oregon Short Line· Railroad Company, 147 I. C. C. 581 
(1928), the scale was prescribed from Utah common points to various 
destinations in Idaho, Oregon, and Montana. A modified Arizona 
scale extending the progression of rates beyond 1,000 miles wag 
prescribed in Utah Shippers Traffic Ass'n v. Atchison, Topeka and 

. Santa Fe Railway, 172 I. C. C. 306 (1~31), !rom Salt Lake City, 
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(}~den, and Provo, Utah, to various points in California, New ~(t'xiro1 and Arizona, 'and to El Paso, Tex. Thi~ scalo is sornctirm·s cu.llNl 
the Utah scale. The Arizona or Utah scale is showu in a~pl•nuix ..\. 
The scale, with E.r Partt 123 increases, is shown in append1x n. 

lThere tho Commhtsion has pres('riLcd the Arizona scale, arbitru.rie~ 
may be added for l'oint hauls for distances not in exct•ss of 500 milrs. 
Higher rates are a so permitted at points on brnncl1 linrs by tho use 
of t"onstructive mileage equal to 150 percent of the actuu.l bru.nch line 
mileage. , 

The Arizona scale, prior to tbe E.r Parte 123 increns<•s, bt·~nn with a 
first-class rate of 25 cents for distances of 10 miles antlundt·r. TNl· 
milo blocks were used for distances up to 100 milt's, 20-mile Llot·ks for 
distances from 100 miles to 1,000 miles, aml25-milo blocks tht·rt·nftcr. 
The scale extended t~ 1,500 miles. 

The rate of progression of tho Arizona scale, prior to the E.rl'arte 123 
increases, may be indicated as follows: tho first-class rate incn•ascd 
from 25 cents for the first 10 miles to 70 cents lor 100 mill'S, an increase 
of45 cE'nts. Thereafter the progression was 31 cents from 100 to 200 
tniles, 27 cents for each hundred miles from 200 to 500 milt•s, 25 crnta 
from 500 to 600 mlles, 24 cents for each hundred milrs from 600 to 
1,000 miles, and 17 cents for each hundred miles thcrraftcr. 

Under the Arizona scale the rates on the various dm~1~c~ found in, 
Western classification are related to the first-class ratt•s as follows: 

{')Qill 

1 .. ~ A 4 8 c D E 

---;:;--; GO 
-

J'ereeD & of ftrs & el~~~~~t ......•..... ~ ...••.. 100 110 60 40 30 26 ~ 

These percentage relation~hips diller from those found in lV estern 
Trunk-Line and Southwestern Territories, where the \V estern Classifica· 
tion also applies. 

:Mention should be made of the fo.ct that water competition between 
the Pacific coast ports has dE'presscd the rail rates betwt'cn tho same 
points below the scales grnerally applicable in llountain-l'acific Terri· 
tory. Fou~th-section relief has been granted to enable the railroads to 
make such reduced rates between the ports without corrt•sponding 
reductions at ·intermediate points. See Pacific Coast J'O'urth Section 
Applications, 129 I. C C. 3 (1927), 165 I. C. C. 373 (1030), 173 I. C. C. 
577 (1931), 190 I. C. C. 273 {1932), 223 I. C. C. 405 (1037). Uclicf 
granted is subject to the condition that rates at tho intermediate 
points shall not be more thaa 100 percent bighcr than the rates between 
the ports, and that in no case shall the rates at intermediate points 
exceed the lowest combination. The latter provision operates to re
duce many intermediate-point rates below noncompetitive levels. 
The depressed rates between the :ports also affect rates to and from 
interior points becu.use of the pos.:nbility of combinations based upon 
the low port-to-port rates . 

• 
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CHAPTER III . 
INTRA TERRITORIAL CLASS-RATE· LEVELS 

A. LEVELS OF FIRST-CLASS RATES 

Th"e distance scales of first-class rates which have been prescribed 
by the Interstate Commerce Commission for application' within the. 
various class-rate territories have been plotted on a chart, and are 
shown in figur.e 2. The scales as plotted include the· 10-percent 
increases in rates authorized by the Interstate Commerce Commission 
in Ex Parte 123, Fifteen Percent Case, 1937-1938, 22"6 I. C. 0. ~1 · 
(1938).1 They do not include the· further temporary increases. 
authorized in Ex Parte 14.8, Increased Railway· Rates, Fares, and 
Charges, 1942, 248 I. C. C. 545 (1942).2 . • ' · . 

Although the lines representing the scales cross at a number ·of 
points, it is clear that the lowest scale is the Eastern or Official Ter.,. 
ritory scale, and the highest is the Western•Trunk-Line zonE) IV 
scale. The next to the. lowest scale is that applicable in Western 
Trunk-Line zone I. The Southern scale is somewhat higher than the 
'\Vcstern Trunk-Line zone I scale. · , r 

For the purpose of comparing the levels pf those scales the Eastern 
scale has been used as the base. Table 5 shows that th~ percentage 
relation of the rates under the various scales to the Eastern rates is not 
constant for the various mileage blocks .. , Thus the Southern first
class rate for distances of 21 to 25 miles is only 115 percent of the rate 
under the Eastern scale, but becomes 144.,1 percent of the Eastern.rate · 
for distances of 401 to 420 miles.· Generally speaking, the rates :for 
the longer distances are higher relative to the Eastern rates. than are 
the rates for the shorter distances, although .the Southern scale · · 
reaches its maximum percent of the Eastern scale for distances o£401 
to 420 miles as noted above. _ . , . 

Various methods have been used to compare the average relation of 
these scales of first-class rates. A method commonly used is to add 
the rates for each mileage block up to a given distance, and then deter
mine the percentage relation of the totals of the various scales. 'fhe 
weakness of this method is that it applies a haphazard system of 
weights. This weighting occurs because rates 'are quoted by 5-mile 
bloc~s up to certain distance~1 then by 10-mile blocks, then by 20-mile 
blocks, ·and eventually 25-mile blocks. The. average relationship de
termined by this method gives greater weight t>o the relationship exist
ing for the shorter distances, 'since more snort-distance rates are 
included, and gives less weight to the longer distances. · · . , . 

1 Increases of only 5 percent were authorized on products of agriculture, animals and animal products• 
lumber and articles taking lumber rates, cottonseed oil, etc., although to some extent these move on class 
rates. No increases were authorized on bituminous coal and a few other commodities but these do not move 
Oil class rates. • 

t 'I' his increase was 6 percent generally, but 3 percent on certain basic agricultural products animals and 
animal products, and products of mines, some of which move on class rates. The Ex Parte 148fucreases were 
to expire "6 months after the termination of the present war," but in a deci~ion· on further hearing, the 
Commission, on April6, 1943, suspended the in<'reases from May 15, 1943, to January 1, 1944. · 

17 
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• 
TA•u s.~Compa'faliu• leiJtl• of ftrst-clas3 ratta i" Eastern, Soullaern, Western 

· Trunk-Li~&• ond Southwestern Territoritt 1 

MUt>s 

' 

J ao a_:···-·-···: •.. 
I Co 10---·-······· 11 &o JIJ ___________ 

111 co~ .............. 
21 Co 24 •••••••••••••• 
:M to 311. ••••••••••••• 
8 ••• 31J ___ • ··-··· •••• 
36 &040 ................... 
•••• 44.. ••••••••••••• 
411 to 110 ••••••• ·-··-· 
61 to llll-·-·········· U &oliO •••••••••••••• 
lito 11&.-••••••••••• 
118 •• 70 .............. 
71 &o 76 •••••••••••••• 
71 to 10 •••••••••••••• 
lito M ••• ~ •••••••••• 
18 co 90 •••••••••••••• 
II te 13._ •• ,. •••••••• 
lfttolOO .•••••••••••• 
101 to llG.. ••••••••••• 
Ill to 120.. ••••••••••• 
121 to 130 •••••••••• _. 
131 to 140 •••••••••••• 
141 to lMl. ••••••••••• 
1111 to 1110 __ ••••••••• 
Ull to 110.. ••••••••••• 
171 to 1110 •••••••••••• 
1111 to 100 ............ 
191 co 21l0 •••••••••••• 
201 to 210 •••••••••••• 
211 eo 2'.!0 ••••••••••• -
221 to 230-······-···-
231 to 244>--·······-241 to 2110 •••••• _____ 
261 to 2!40 •••••••••••• 
2'41 to 300 •••••••••••• 
301 to 320 •••• ·-· •••• -
321 to 346--·-·····--
341 to3110 .••••••••••• 361 to~o ____________ 
3&1 to 400 .••••••••••. 
401 to420 .•••••.••.•. 
421 to 440 .••••• -····-
441 to 460 ·-·-··-----
4111 to4110 -···----··· 
4111 tellOO .••••••••••• 1101 &oll20 _____ ., ______ 

621 to 640 .••••••••••. 
641 to 4t!O ..•••••••••• 
llfll to &>!IL ••.••••••. 
1111 to IIIlO .••••••••••. 
1101 to 1120 •• - --·····-
1121 to MO .••••••••••• 
Ml &ollllO -·---·-··-· 
1161 to 6140 .••••••••••• 
AAl to 700.-·--·--·-
701 to 72fL ••••. -···-721 to 740 ____________ 

741 to7110 .••••••••••• 
7111 to 780 .••••••••••• 
7111 to 80(). ••••••••••• 

[Ratea are ID et-nta per bundred pounds) 

W.atprn Trunk-Line and Soutbweatt~rD £ Southt~rn Mnunhl n· 

f 
110:-3 

~· Zone I 
It' ale 

...,! 
~:! i i ll .! :. .! e !i e !1 • J ~ II 

l J ! :1 f .s 
Ill ... 

f.- - -
33 40 121.2 1.\ 106.. 
84 40 117.8 38 1011.1 
8& 441 118.7 89 108.8 
17 ... 118.1 40 108.1 
40 41t lliJ.O 43 10&0 
n 48 117.1 ... &07.3 
43 61 118.8 48 107.0 ... M 1~.1 48 109.1 
41J M 119.1 61 110.. 
47 . 47 121.3 M 11:1.8 
110 6~ 118.0 611 110.0 
Ill 112' 121.11 • 117 111.1 
63 114 120.1 69 JU.8 
M 1111 1n.2 11:1 114.1 
68 M 121.4 114 114.3 
lt7 70 122.8 1111 111J.I 
68 73 123.Q lilt 117.2 
69 711 137.) i'O )18.1 
Ill 77 l21t.2 73 lUt.O 
112 79 12'7. 4 73 117.7 
114 83 129.7 78 111\8 
8ft 8& t3o. a 78 118.2 
M 89 130.t 81 119.1 
70 12 131.4 184 120.0 
73 98 131.11 86 117.8 ,. 00 133.. ~ llll.t 

. 78 102 134.2 90 118.4 
77 lOIJ 137.7 In 119. a 
79 109 1311.1) 911 120.3 
80 112 140.0 97 121.3 
13 114 137.a 119 1193 
84 117 1:19.3 101 ,}20.2 
tlfJ liiJ 1311.4 102 1 Ill. & 
17 Ill 139.1 1M 120.7 
90 121~ 138.0 100 121. J 

" 130 141.3 Jt:J 122.8 
96 134 139.1 117 121 • 
Ill }39 141.8 121 t:tt.a 

101 143 Ht.4 1211 1~.8 
103 147 142.7 130 121l. 2 
lOIJ 1112 143.4 1:!.1 )2/1.1 
109 1118 143.1 136 1U.8 
Ill 1110 144. 1 141 127.0 
114 1113 143.0 1411 127.2 
117 JIIIJ 141.9 lllO 12!4. 2 
119 1119 142.0 lll:J 12H.& 
122 173 14J.8 ),,IJ 12'7.9 
124 J71l 141.9 161 129 8 
1211 170 139.1 IIIII 12H.9 
}:lO 1113 140.8 )lilt 129.2 
132 ]>Ill 140.9 173 1:11. I 
J31J I 1iolll }40.0 176 130.4 
138,)93 1:l9.t 1110 1:10.4 
141 1116 t:l9.0 I .'Ill J:JJ. 2 
143 199 119.2 ]'ill 1:11.6 
H3: 202 1.'JI). 3 1!13 1:!.1. I 
H!l 12flfl 1:1H. 3 l!lll 131.6 
).,. 21~ n~J.4 1119 131.8 
).')3 I 212 ).111. 8 201 tat. 4 
JM i 2lfl ):!0.4 2011 J:l2. 3 
J.'\7 . 2111 J:ll) 6 :IIIH 1a2. 6 
160 ' 222 138. 8' 210 1J1.3 
-- ... ........ _ .................. 

l'Rrlflo 
Zone II Zon11 HI Zon~tiV et'llll! 

IW&ht aeale M"&le 

~1 j ~1 
; 

! i ~ !t ~ e !i 2! 

j J j I 
.. .. 

! I J ·g ... II. .. 
""' Dot - - - - - - -

37 1111 40 121.2 ., 117.1 ... ·~ 
40 111. e u 123.4 4~ 1J3.4 ll8 8~ 
43 1Ul7 43 Ill\. 0 '" U3.1 ""33 •• ~ 8 ... us.D 47 1:17.0 6:1 Ho.a 119. 
48 118.0 61 1:17.& M 137.6 . - . ~ .... __ 
60 122.0 64 131.7 611 141.1 Ill IIIJ. 
6:1 l~O.t 116 1:1o. 2 11:1 144.2 
M 1~11.0 119 134. 1 115 H7.7 44 too. 
67 123.1l 112 134.8 "" 147.1 ··- 0. Ill 129.8 II& 1:114. a 72 111.1. 3 M) 100. 
113 1~11. 0 M ):lit. 0 711 1110.0 ..... ~ .. ~ .. ~ - ~ 

II& 127.11 70 137.3 78 l-'2.9 M 107. 
118 1274.3 74 139. 8 81 1.,~. 8 .... ~ ~ 

70 129.1 711 140. 7 "" lf>7.4 Ill ii3. 
73 t:IO. 4 79 HI. I 811 1:;7.1 ...... - ..... 
71'J 131.8 IH 142.1 ll Mil I 64 ~~~ 
77 132.11 114 144. II 113 111.1." ""ij" 79 J:l3.D 8ft J-63. 8 fill 11111. I "i~. 
lll 133.1 AA }44.3 101 lM.IJ ""7f f!3 133.. 10 )4.~. 3 10.1 11111. 1 124. 
M 134.4 H 148. D lOll 11114. 8 .. sf 89 134.8 17 147.0 111 lll't. 2 131. 
17 133.3 JOO }47.1 lilt 170.11 
Ill t:J3. 7 101 147. 1 119 170.0 H 134. 
~ 134.2 107 1411 I 122 1117.1 

100 1311.1 110 14H.II m 171. I 19 133. 
103 I:!&. II 113 Wl.7 130 171.1 
lOll 137.7 117 m.1 134 174.0 100 137. 
)09 1311.0 120 )Ill .• 1311 174.7 "iii" 111 138. I 123 1/i3 .• 141 1711.3 138. 
113 1:!11. 1 123 1!!0.1 144 173.11 ...... .t .. 

1111 l:IH.l 1211 1~2. 4 146 173.8 118 140. 
Jl8 1:17.2 130 )., .. 2 1M> 174.4 -- 0 
121 139. 1 133 M3.t 1113 1711.9 124 142. 
1~4 138.1 1311 )113.3 11\H 17~.1l 130 I H. 
131 H2.4 14-1 JM.t 1114 171\3 l:llt 147. 
134 139.11 147 1113. l 1118 11·'· 0 141 1411. 
139 141.8 J.U 11111. I 175 1711.8 147 l.,o. 
143 141. & ).,7 }.,~. 4 11!0 1711.2 1114 1112. 
147 142.7 1113 158.3 1M 1110.1 1110 ]Jill. 
H3 14-1.4 1117 1117.11 1111 1110.2 1116 11111. 
158 1"-1. I 172 1117.1 107 1110.7 17l Mit 
1111 l41JO 177 M9.8 204 1113. II 1711 11111. 
11111 144.7 1113 1110.& 209 111:1.8 1113 1110. 
1119 ]44. 4 1117 1~9.8 2111 1lii:J .• IAA 1110. 
174 1411.2 191 1110. II 220 1114.1J 1114 111:1. 
178 143.9 IIIII 1110.7 2211 11111.2 201) Jill. 
1'4.1 )47.11 201 1112. I t:ll 11'111. 3 2116 1M. 
1117 Hll.l 201t 160.9 ,:17 1116.2 . 210 1114. 
IIH 1411.9 2H 1112.3 242 IIIII. 2 217 1M. 
196 14H.6 2111 }113.1) 2411 1117.9 2Zl IIIII. 
200 148.1 220 1113 0 2/i:J 1117.4 22'1 11111. 
2113 1"-"· 1.1 2211 111:1.8 2119 1117.7 2:13 IIIII. 
2!19 148.3 230 lii:J. 1 2114 1>17.2 2=10 IIIII. 
213 1400 Zl-4 JII:J. II 1270 111il.8 24-l 170. 
211J M0.3 240 JM. 6 271'J IIIII. 7 ~1\0 172. 
m 149.0 244 : JII:J. 8 . 2Hl I'll!. IJ 2114 )70. 
2211 )41). 7 2411 ~ 1114. I 2)1., JIIR. 1 21111 172. 
m 140. 1 2-~2,1114. 1 2!10 11'41'4.9 2M 173. 
2.12 149. 7 2M JM. 2 2114 111!). 7 

1 
:171 I H. 

2.1.~ H9. 7 2110 I 1M. I 211!4 Ill!), 8 I !l'i'fl 17.~. 
2.19 : HQ. 4 L 263 , 164. 4 t 303 IK9. 4 2~ I 1711. 

- ' ·-· ···-· ··--- ••••••• 2!111' 17.5. 

7 

I 

6 

A 
4 
8 
9 
0 
6 
a 
8 • fJ 
3 
7 
0 
0 
3 
t 
9 
9 
II 
'I 
II 
8 
4 ., 
:1 
2 ,. 
8 
II 
II 

1 Inchtde F~ Perle IJ.1 lncren~es. 
~As modifiPd by tarrie" follow in~ dp,fqfon l. C. ('!, Dooket 271KJ(I, In ffll Jlatt11 of Cln81 R•1t11 tllitlllrt 

1M &ate o/ Nortll Caroli·fla, 2481. C. C. 479 (1!142). • 
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INTERTERRITORIAL FREIGHT IiATES 

TABLE 5.-Comparative levels of first-class rates in Eastern, Southern, Western 
Trunk-Line and Southwestern Territoriest-Continued 

[Rates are in cents per hundred pounds] 

Southern 
K-2 

scale • 

Western Trunk-Line and Southwestern 
'----.-----.----;-----:---J Mountain· ,- Pacific 

Zone I 
seale 

Zone II 
scale 

Zone III Zone IV scale 
scale scale 

~3 t--~---1--~--1----.---11---.----1---r-~-1~~~--
w~ s=l s=l· = E g r:1 

Miles =§! ~ · ~ ~ ~ "' - ~ 
a;lf 3 ~ s gj 3~ "'. "'· ~ . s ~ ' ., "' 2:" f ~., ~ ~., ~4> -e ~., ~ ~.,, -e ~., 
as ~ -a~ Ul ~] ~ 05 5 '0] ~ · 'Oi ~rn Oi 
t= ...,afll ...... ~~ .,..UJ - ~w -.... ~ ....,.rn 9 ....,.rll ~ ,..,. .. 
~ :2 s=l : l:l ~ s=l• T ·l:l -ol> s=l •• l:l 

gj ,;: ~ ~ ~ ,;: ~ ,;: ~ -~ ~. -~ ~ ' 
~ ~ j:l., ~ j:l., ~ j:l., ~ j:l., -~ j:l., ~ j:l., 

801 to 825 .••••••••••• ~-;;- 138.7 215 131.9 -;-~ 268 ~ 308 '189.0 -----L .... 
621 to 840 ____________ ------ _ _. ___ ------- ----- ------- ----- ----·--- -~--- ------- ----- ------- 292 177.0-
826 to 8!i0............ 165 229 138.8 218 132.1 248 150.3 273 165.6 314 190.3 ----- ·-----
841 to 860 ____________ ------ ----- ------- ----- ------- ----- ------- ----- ------- ----- ------- 297 11q.s 
851 to 875____________ 168 232 138.1 222 132.1 252 150.0 277 164.9 319 189.9 ----- -•---· 

1 861 to 880 ____________ ------ ----· ------- ----- ------- ----- ----·-- ----- ------- ----- ---""'-- 303 177.2 

m ~~ ~~t:::::::::: --~~~- -~~- -~~~~~- -~:~- -~~:::_ -~~- -~~~~~- -~:. -~~~- -~~- -~~~:~. ·aar ·111d · 
901 to 920 .••••••••••• ------ ----- ------- ----- ------- ----- ------- -"··- -·-···· ----· ---~--- 312 179.3 
1101 to 925............ 174 239 137.4 230 132.2 261 150.0 287 164.9 329 189.1 _____ ------
921 to 940 ____________ ------ ----- ------- ----- ·------ ----- -·------ ----- ------- ----- ----'--· 318 180.7 
926to9.'i0. ___________ 176 242 137.6 233 132.4 265 150.6 292 165.9 334 189.8 -----------
1•41 to 9f.O -----------,------ ----- ------- ----- ------- ----~ ------- ----- ------- ----- -·----- 323 180.4 
11.'>1 to 9i.'i............ 179 245 136.9 237 132.4 270 150.8 296 165.4 340 189.9 _____ --~-~-
961 to OHO ...••••••••• ------ ----· ------- ----- ------- ----- ------- ----- -------- ----- ------- 329 180.8 
976to 1000___________ 182 249. 136.8 240 131.9 273 150.0 300 164.8 345 189.6 --'--- _____ _-' 
981 to 1000 .•••••••••• ------ ---·- ·····--- ----- -·----- ----- ------· ----· ------- ----- ------- 333 183.0 

To overcome this weakness of the usual method; it was decided to 
total the rates taken at equal intervals of distance th:foughout the 
scale and determine the relationshii> of the totals. If equal intervals 
are chosen the results are practically the same whether the interval 
chosen is 5 miles, lO.miles, 15 miles, or 25 miles throughout the scale. 
The 25-mile interval was chosen for the computations since it shortens 
the process of calculation. . . / · . . 

The average relationship of the scales will depend to some extent 
upon the distances used. Table 6 shows the average relationship. of . 

: I. ' . \ ' ' ·•' / • 

TABLE 6.-Relationship of intraterritorial scales of first-class rates up to 1,000 miles I 

Relationship of-

To- Western Trunk-Line« 
Eastern I South- Mountain• 

ern a Pacific a 
Zone I Zone II Zone III• Zone IV 

Eastern. ____ -------------- ••• 100.0 138.5 128.4 146.0 160.6 184.2 165.6 
Southern ___ . _____ ------------ 72.2 100.0 92.7 105~4 116.0 133.0 119.6 
Western Trunk-Line: 

Zone L __ -----------·--·- 77.9 107.8 100. (} 113."1 125.1 143.5 128.9 Zone II ___________________ 
68.5 94.9 88.0 100.0 110.0 126.2 113.4 

Zone III •---------------- 62.3 86.2 79.9 90.9 100.0 114.7 103.0 
Zone IV ______ ----------·- 54.3 75.2 69.7 79.2 87.2 100.0 89.8 

Mountain-Paciflf' ··-------·· 60.4 83.7 77.6 88.2 97.1 111.3 ·100.0 

, 1 Based upon sum of first-class rates for each 25 miles up to 1,000 miles. InQ]udes increases authorized by 
Ex Parte 123. 

J Eastern CliU!s Rate Investigation, 164 I. C. C. 314 (1930). · . 
~ 8_outlurn CIIU!B Rate Investigation, 113 I. C. C. 200 (1926), as modified by the carriers following the Com· 

mission's decision In the Jvfatter of Class Rates within the State of North Carolina, 238 I. C. C. 225 (1940), 
• Western Trunk-Line CliU!B Rate11, 204 I. C. C. 595 (1934). Consolidated Southwestern Cases, 205 I. C. C. 601 

(1934). 
• Utah Shipper~ v. A. T. ~ S. F. Ru. Co., 172 I. C. C. 306 (1931). . 
• The Western Trunk-Line Zone III scale also applies in Southwestern Territory. 

. ·. 
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the scal~s up to 1.000 miles, and table 7 shows the rt'lationship up to 
1.500 miles. Since thf're can be ~t'lativl'ly few hauls within Southern 
and Eastern Territoril's of ovrr 1,000 milt's, it Bt'ems advisable to 
adopt the percentage relationship of the ratf\s up to that distance as 
the better measure of the average rf'lationship of the scales. 

T .OLJI 7.-R•lali01UAip oJ a ~&lratnrilorial=acalfa oJ firat-clau rale• up to J ,600 milea I 

Relatlon•hlp of-

To- Wet1tero Tmnk-L,ne • 
J:uteru• South- Mnuntaln-

eru • J'aoillo• 
Zone I Zonell Zone III• Zone IV 

~alt«rD ...................... 100.0 13&1 130.4 148.1 163.1 '"7.2 173.0 
~out hem .•••••••••••••••••••. 7J. 2 100.0 gA,4 
W 11tera TI'Uilk·Llne:. 

1U8.1 11\l.t 1J7.0 ~~· 
Zou 1 ........................ 711.7 104.1 100.0 113.7 I'll\ J 14:\fl 1317 
Zonelt ........ _ ... _ •••••. 117.4 1111 87.1 lUO.Il 110.0 126.2 1111.7 
Zoae Ill • .................. 111. I 83.7 79.1 OO.t tno.o 114.7 lllft.O 
Zone IV ......................... 63.4 73.0 f\9.1 71L 2 87.1 lllO.O n.t 

M oUDtai.o-l'acl1lo •••••••••••• 117.1 no 75.4 8&7 114.3 lOll. 2 100.0 
\ 

• Jlued upoD IUDl ol4r!C-elau rat• for eacb 24 mJlee up Co 1,300 mllee. Inclutle1 IDoreuee authorl&ed bJ 
Ez Part• lt~. 

I Eumt ClnM RntiiiiJHtlqtrllure, 164 I. C. C. 314 (19.10). 
I Soul"*"' Clu1 Rat• /'IIH3tlgatlmt, 113 1. C. C. :100 (192fl), 11 modlfterl by the e&rrlllrt lollowlmf the Com• 

IDIIllllou•a decision hi the Matt" of CIMI Ratti WUIII1t tlltJ Stall of Nurth Carnlln11, ~lit I. 0. C. 2'J.~ (111-111). 
t W13t,. lnmi-Liftf C~ llatu, :rot J, 0. 0. 6116 (11134), C.'rmiOJWGtltJ lioulhM•IMmt C'DM1, 2041. 0, 0. 

101 (1934). 
I trtaA Slll'fYP"I •· A. 1' • .t S. r. P,. Co., 1721. C. C. 308 (1931). 
• Tbe WeaterD TI'Uilk·L!Dt Zone Ill acale also applleela 8outbweaterD Territory, 

If the Eastern first-class rates are taken as 100 the average relation
ship of the first-class rates under the various intratrrritorial scales 
may be e..1:pressed generally as follows: 
Eastern or Official ........................... _ ................... ---·· .... ·--........... 100 
Southern---------·-·--------·············---········------·-··--- 139 
Western Trunk-Line, zone 1 •• -------· ••• -------------... •• • •••••••• 128 
Western Trunk-Line, zone 11 •• __ •• -------- •••• ------ ••••• -- •••••••• 146 
Western Trunk-Line, zone Ill and Southwestern...................... 161 
Western Trunk-Line, zone lV ------ ••••• __ -------------------.--.... 184 
~ountabrPacific.................................................. 166 

The meaning of the comparison shown above should be made clear. 
Doth too little and too much significance have been attached to com
parisons of scales in this manner. In the first place, although the 
above comparison is of first-class rates, the same relationship holds 
true of rates on the lower classes of freight if they bear tho filame 
percentage relationship to frrst class. Thus, tho relationship of the 
first-class rates in the various territories is al8o the relationship of 
rates that are 50 percent of first class, or 27 percent, or any other 
percent of first class. 

On the other hand, if articles are rated a different percent of frrst 
class in two different rate territorirs the above relattonships do not 
hold true. These differences in ratings may increase or decrease the 
differences in rates, or may- even result in highrr rates on o. given 
article in the territory which nonnally has the lower rates. Since 
many commodity rates are tied to the class rates by being made o. 
certain percent of the first-class rates, many commodity-rate levels 
are also measured by the relationship of the first-class rates. :Fre
quently, however, commodity rates are not the same percent ol first 
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class in all territories. Thus, cottonseed oil in carloads is 30 percent 
of first class in Official Territory, but 25 percent. of first class in 
Southern Territory, making the Southern rates· only about' 116 per- .. 
cent of the Official Territory level. Similarly, on unfinished cotton 
piece goods, any quantity, the Official Territory basis is 57 percent· · 
of first class, but in Southern Territory the normal basis is 45 percent 
of first class, which makes the Southern level about 10 percent hi~her 
than tho Official Territory level. The average relation of first-class ' · 
rates therefore measures the relation of commodity rates when, but 
only when, the rates are the same percent of first class in _the terri-
tones for which comparisons are being made. · · 

The territorial differences in the levels of first-class rates shown in 
this section are large, but they have apparently been even greater in 
the past. The trend during the past 25 or 30 years· has been toward 
reducing the spreads in class-rate levels. In 1914 a 5 percent increase 
in rates was authorized in Official Territory, but no corresponding 
increase was made in the South or West. See The Five Percent Oase,· 
31 I. C. C. 351 and 32 I. C. C. 325. Further increases were author-· 
ized in Eastern Territor:y in The Fifteen Percent Orue, 45 I. C. C. 303 
(1917). The25percentmcreasemadein 1918 byorderoftheDirector 
General of Railroads, applied in all territo:des, but in Increased Rates, 
1920, 58 I. C.· C. 220, the rates in Eastern Territory were advan~ed, 
40 percent, but the increases in the South were only· 25 percent . 
. Mountain-Pacific rates were also increased 25 percent, and in the rest 
of 'Vestern Territory the increase authorized· was 35 percent. The 
class rates prescribed in the Southern Glass Rate Investigation, 100· 
I. C. C. 513 (1925), did not appreciably change the level of class rates 
in the South, but the Eastern Class Rate Investigation, 164 1.10. C. 314 
(1930), increased somewhat the level of class rates in that area. 
Commissioner Aitchison has stated that the increase amounted to 
about 5 percent. See dissenting opinion in General Rate ~vel Investi
gat·ion, 1933, 195 I. C. C. 5, 72, 76. Thus the narrowing spread 
between the class-rate levels in the various territories has been brought 
about by rai.sing the level o~ ra~es in. Eastern Territory to: a greater 
degree than m the other territories. · . 

B. ANALYsrs oF CoNsoLIDATED FREIGHT CLAssiFicATioN ·No. 15 

It has been. pointed out above that"the average relation of first~class 
rates in the various rate territories measures the relation of rates on 
lower-classed articles provided the articles are rated the same, in 
percent of first class, in the different territories. It is conceivable 
that enough articles might be rated lower in the territory having the . 
higher first-class rates to make the average level of class rates actually 
lower than in the other territory. On the oth~r hand, if many articles 
had higher ratings in the territory having the higher level of first-class 
rates, the differences in average rate levels might be greater than is 
indicated by differences in the levels of first-class rates. On particula:r 
articles, furthermore, the relative rate levels are frequently quite 
different from the relative levels of first-class rates, owing to differences 
in classification ratings. It is. therefore important r to examine the 
three major freight classifications in order to determine the extent to 
which ratings are uniform, and the extent to which differences in 
ratings make the differences in class-rate levels greater or less than the 
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di.fl'errnces in levels of first-dnss rates. Consolidated Freight Cla~i
tication No~ 15 has bt'en analyzed with these purposes in view. The 
analysis docs not include changes made by supplements.z. with tho 

· exception of two items in tho classification (No. 14145 and r;o. 42105) 
in which obvious errors were corrected by supplement. Items not 
pven a rating in all three· classification territories wrre omitted, 30 
m number, as also were a few items making referrnce to commodity 
rates • 
. At the outset it must be reco~izcd that the class designations 

of the regular classes are not. umfonn in the three classifications, 
n.or d~ the rates on the !arlo us c~assrs bear the sal!le J.lerccn tnge rela
tionship to first· class m the d1fferent rate temtortcs. For these 
reasons, the e.""thlDt of uniformity in classification cannot be ascer
tained unless the ratings in the three classifications are e.""tpressed 
in terms of a percent of first-class rates. Table 8 shows the regular 
class designat1ons in the three classifications and their relation to 
first class. . In addition to these regular classes other ratings may 

· be found in the classification proper which are stated as a percen~ of. 
first class. It should be noted that classes 2 and 3 are uniCormly 
SS and 70 percent, respectively, of first class in all three classification 
territories. Below third class, however, class designations and 
relationships to first class Tary to some extent. 
· Tables 9, 10, and 11 show the number of carload, less-carload, and 
an:r:<lu&ntity ratings in each class in each of the three classifications. 
Table 12 is a condensed table which shows the distribution of ratings 

· in the three classification territories in a general way. 

TA•LII 8.-Cla11 d1aipation1 i11 th• ehr11 major elauiflcationa, and th• fllatio11 of 
rat11 in eacA ela11 lo Ji.ral-clall ralea 

Ot!lclal Southera Wts~ 

Percent of ftnt ol111 

~ Percent of ClaM p.;cens of Ctau Wemm . del!patlDD flntc.lau delliDAtloD ftra& c I au deBJiJlAtlOJl Trunk· Line Mnontalo-
and 8outb• Pacl.no 

weatem 

! ................ 100 1 ............... 100 1 •••••••••••••• 100 100 

'······-····· 8& '····-········ 85 2 •••••••••••••• 8& ..., 
R 24. ••••••. 70 •···•··•······· 70 •········•·•••· 71) 71) 
3 .••••••••••••. 70 •---·-········· M ................. M Ill) 
Rule 28-•••••. M ·-············· 45 A ••••••••••••• 4~ 80 

•------------
M ····-········· 40 a .••••••••••••• 87}i 80 

···-··-···--- 85 7 •••••••••••••• 85 B ••••••••••••• 32rt 40 

············-·· 27)-i ··············- 30 c ............. 30 80 

•·············· 2.\ D ••••••••••••• 22lot 25 
10 ••••••••••••. 22~ .&: ••••••••••••• 17)-i 30 

11------····-· 20 
12.. •••••••••••• 17)-i 
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TABLE 9.-Classification ratings-Official Classification 

Rating -
Percent of 
first-class 

rate 

4 t ~__________________________________ 400 
3 t }___________________________________ 300 

2~ t 1.-------------------------------- 250 
DL •• ---------------····· ------------- 200 
1%:---------- ·------------------------- 175 
1~--- --------------------------------- 150 
1~------------------------------------ 125 110____________________________________ 110 
1 ______ --- ----------------------------- 100 
2 .•• ------------------ ----·-------···-- 85 
75 •• --.- -----------·------- --·----·---- 75 
3-------------------------------------- 70 70.---. ----------------··-- ··-----·---- 70 
65 ••• ·- ----·------·----·--·-·· --------- 65 
60.- -------· -·------------------------- 60 

· Number of ratings • 

Carload Any-quantity LesMarload 

:::::::::::: ---------·--6-
-------·-·r 1 

4 

----·--·-·a· ----------··r 
19 -------~---·--

--------2if --------··,·ar 
763 15 

'2 
16 
20 

354 
11 

472 
~-. 95 

- 1 
2,074 
2,649 

2 
1, 422 ····-·····-ir 7 ----~--2."7oi· 

2 -------------- ---·----------6 
3 :::::::::::::: ----------·ir 

67----- ------·------------------------- 57 ------------ -------------- 1 
610. R26. •• • ••••••••••••••••••••••••••••••• 55 1, 241 .............. . 

55-·--··-----------------------------·- 56 1,1.! ----------··a·· ------·-·w-·1--
4. ------ -------------------------····- 50 .... 60---·------------------·--·----------- 50 3 ·------------· --------------
45 ••. ---- ---------------·-------------- 45 I, 073221 _--_-_-_-__ --_-_-_-_-__ -_--_ ·.-------·-·as··· 
40 .• ----------------------------------- 40 
37~----------------------------------- 37~ 750 ----·--------- -------------
5.-.---- ··----------------------------- 35 2, 529 -------------- ---·----------
32J,i ••••••• ~----------------------·-·· 32~ 7 -------------- ---------------
30 •• ----------------- -----------· '""""" .30 84 -------------- ------------~-6...................................... . 27~ 658 -------------- ·--------------
211.- -- -----·--------------------------- 25 31 ------···--·-- --------------22)-i___________________________________ 22~ 18 -------------- ·-------------
20..................................... 20 1 -------------- ---·-········· 

·23 

Total 

2 
22 
21 

363 ' 
·11 
477 
.114 

1 
2,320 
3,427 

2 
4,137 . 

2 
8 

18 
1' 

1,851 
7 

2,140 
3 

322 
1,104. 

750· 
... 2,'529 

7 
84•. 

658 
.. 31, 

18 
' 1 

l------------------11----------l---------------l------------~--------Total •••••••••••••••••••••••••••••••••••••••••• 10,305 .79 10,043 . '~427 

TABLJD 1 0.-Classijication ratings-SrJuthern Classification. 

Rating 

4 t !. _________________________________ _ 
3 t l_ _________________________________ _ 

2J,i t !. .•...............•.••.......•... 

p~t:::: :::::::::::::::::::::::::::::::: 
1 ------------------------------------
1 ------------------------------------
110 ..• ------------ ·--------------------
1.------•. -----------------------------2.---.---------------------------------
77)-i __ -.. ------------------------------
711.-- •• --------------------------------8.----.--------------------------------70.-------------------------·----------
66.------------------------------------
60 ___ --- -------------------------------
4.---- ------------- ~ -------------------56.---.--------------------------------60 ... ----------------------------------
11.- ----· ------------ ---------------·--
45.---.--- -----------------------------
6 •••• -- ·-----------·-------------------
40_- ---------- -------------------------
37J,i •• ----- ----------------------------7--------------------------------------
i~~=:: :::::::::::::::::::::::::::::::: 
8.-------------------------------------
27~. ----.-----------------------------
9. -------·---- -------------------------

~~=::::::: ::::::::::::::::::::::::::::: 
12.-------- ---------- ·-----------------

Percent of 
first-class 

rate 

400 
300 
250 . 200 
175 
150 
125 
110 
100 
85 
77~ 
75 
70 
70 
65 
60 
55 
55 50 
45 
45 
40 
40 
37~ 
35 
35 
32~ 
30 
27~ 
25 
22~ 
20 
17~ 

Total •••••••••••••••••••••••••••• ----~ ••• _ ·-·-. 

Number bf ratings 

Carload 

:::::::::::: ----------··s-
-------···a· 1 

4 

.2 
16 
20 

354 
11 ---·······r --.-.---------2· 472 

18 ------------,..- 95 
1 ----·---20i" ~ -------~~~ai" 2, 056 

580 13 2, 684 
24 -------------- -----------~--4 . 1, 508 ------------6- --------2,"407" 
3 -------------- --------------

11 -------------- -------------
2, o8g ---··"····ir -·-------·iio7· 

5 
93 ---·······-·a· -------·--688-

1,100 -----·------~- 193 
II 3, 021 --j·-·--·--T -----·----233-
7 __ .._ __________ -----.---------

145 -------------- --------------
336 -------------- --------------

1 -------------- --------------. 
~~~ :::::::::::::: ---------"--4-
42 -------------- __________ .. __ _ 

45 -------------- --------------
174 ............... --------------
37 -------------- •••••• .: ••••••• 
84 -------------- ·······-----·-

10,305 79 10,043 

2 
23 
21 

/361 
11 

476 
113 

1 
___ 2,288. 

3,177 
24 
4 

3,921 a. 
11 
6 

3,005 
5 

'184 
1,293 

II 
3,261 

7 
145 
336 

1 
139 
623' 
42 

·_, 45• 
174 
37 
84. 

20,427_.·· 
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-T .a.•u 11.-Ciaaaiflcatioft rating a-Wuler" Clanificalioft 

FIII'CIII& ot tlnt-elasa rate Numbet ol ratlnc• 

ltaUnc Wt~~tl"m 
Trunlt·Lhte Mountain-
and l!outll- l'acl1l.a • Carload Any-quantity UIIHVload Total 

t I I .................... .. 

I l L • • ••••••••••••••••• lHt t l ................. . 
Pl ··-·····--··· ....... .. 1~ ••••••••••••••••••••• 
·~------·--····-······· I""--·-····-····-·····-llOl .................... . 
1 ...................... ______ _ 
2' .................... - ........ .. 
77~ ........ ---········· 
71l. .................... . 
I ........................... . 
70--·······-···-······· Ill. .......... _ ........... .. 

a-····-... ··········-4 .............. ____ • ___ _ 

aa.. .......................... . 
M ... - ..................... ... ... ·-·······--.......... .. 
A-~·······-··-•·••••·· 
42~--·----········-
4tJ .......................... - •• 
a ............ - ............. .. 
13 .. ·-····-······-····-
B ........ ---·---·····-
~ ...................... . 
P .......•.•.....•..••.•. 
E ............ ~ •• - ...... .. 

west•l1l 

400 
3fl0 
2.'10 
3110 
175 
1ro 
1~ 
110 

'100 
8& 
77K 
7S 
'70 
70 
M 
110 
65 
&5 
110 
43 
43 
42J.i • 
40 
37~ 
3& 
32~ 
30 
22~ 
11~ 

400 2 
3111) :::::::::::: •••••••••••••• )I) 
2ro 1 31> :Ill() ............ .. 3M 

175 II 
1~) •••••••••• ,. ············a- 47:1 

1211 18 ••••••••• ••••• "·' 
110 l 
100 ········20a· ···········33· 2.o"" 
8& 6\13 18 2,1101 

n~ 24 •••••••••••••· •••••••••••••• 75 2 ••••••• ••••· •....•••••.. -.... 
70 1, 403 14 2, 110& 

70 1.'1.1 •··•••••••••••• •••••••••••••• M• 11 •••••••••••••••••••••••••••• 
eo ' eo 2,224 ············;- ········i:iii4· 
63 23 •••••••••••••• ••••••••• ••••• 
110 68 •••••••••••••••• •••••• •••••• 
43 I .•••••••.••••..••••.•••••••. 
110 l, 803 •••••••••••••••••••••••••••• 
42J.i 1 ···········-·· •••••••••••••• 
40 18 •••••••••••••.•••••••••••••. 
110 2, 7116 •••••••••••••••••••••••••••. 
l!ll 8 •••••••••••••.•••••••• ·····-
40 ~~2 ........................... . 
30 371 -··········· •.•••••••••••••• 
28 1118 •••••..•••••••••••••••••••••• 
20 1:11 •••••••••••••• ............. .. 

Total •• ·-········ •••••••••••••••••••••••••••• .. 10,305 71J 10,043 

I 
21 
21 

3tll 
II 

478 
\13 

1 
2,2112 
a, :11., 

24 
2 

C,OTJ 
11\J 
H 
1 

.,o:n 
:Ia 
6lt 
9 

1,803 
1 

18 
2, 7116 

8 
m 
311 
IIIII 
Ul 

20,42'7 

T.a.BLJI 12.-Summarfl of diatributifm of rating• in Conaolidated Freight 
.. . c;laui.ftcatifm No. 16 

.. 
Numbn of rat1n1r1 

Weatem 

Olllclal 8outbem WrAtl'l'n 
Tntnk-Llne Mountl\ln· 
and Soutb· l'aclfio 

western 

. . 
o...r ftnt eliii!S ••••••••••••••••••••••••••••••••. 1,011 1,007 1,007 1,007 
J'lnt elaa. ar over •••••••••••••••••••••••••••••. a, 3.11 3,29& 3,2!111 a,m 
70 oercena ol ftl'llt ela.'!S or over •••••••••••••••••• 10,1\\10 10,424 to, 716 10,716 
U perceD& of ftm el1188 or lf>u ••••••••••••••••••• 9,61)/J II, liM 9,11119 6,1\fllt 
40 peremt ol ftn& el8111 or less ••••••••••••••••••• 6, 1!12 4, 894 a, 774 178 
30 perCI'Ilt ol .ftnl c:laa. ar leSI.. ••••••••••••••••• _ 792 1,004 1160 860 

The extent of uniformity of ratings in the three classifications, 
in terms of ~ercent of first class, is shown in table 13. The per
centage relation of the rates on the lower classes to first class is 
different in ~fountain-Pacific Tenitory than in Western Trunk-Line 

- and Southwestern Territories. The percenta~es applicable in the 
·latter tenitories have been used in thts analys1s. The discussion of 
uniformity which follows must therefore be considered as not including 
1\fountain-Pacific Territory. It will be noted that 12,365 ratin~s out 
of 20,427 are the same in all three classifications, while 8,062 are 

· different in one or more classifications. The degree of uniConnity is 
muc~ greater in less-carload ratings than in carload ratings. Thua 
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8,533 less-carload ratings out of 10,093, or 84.5 percent are uniform, _ 
while only 3,769 carload ratings out of 10,305 or 36.6 percent are 
uniform. It is noticeable that the Southern Classification has 772 
less-carload ratings that are lower than the corresponding items in 
Official Classification, and only 18 that aie higherJ But on carload 
traffic there are 4,027 ratings which are higher than the· Official · 
Classification ratings, as compared with only 1,344 that a.re lower. 
The '"'estern Classification has more carload ratings that are higher. 
than the Official Classification than are lower than the Official Classifica
tion. The same is true of the less-carload ratings in Western Territory •. 

TABLE 13.-Comparison of Official, Southern, and Western Classification rating• 
(in terma of percentage relation to first-class rates)•. 

Number of ratings 

Less-ear- A.Dy Carload Total load quantity 
' 

flnmo In an classifications ....................................... 8,533 63 3,769 12,365 
Ditierent In one or more classifications ••••••••••••••••••••••••• 1.610 18 6,536 8,062 

10.043 79 10.305 20,427 
f;ame In Southl'rn as Offil·lal .................................... 11,253 63 4,gaf 14, 250 
Higher in Southern than OfficiaL •••••••••••••••••••••••••••••• 18 0 4,027 4.046 
Lower In Southern than Official. ••••••••••••••••••••••••••••••• 77ll 18 J.34j 2,132 

10.043 79 10,305 20,427 
flame In Wl'stl!rn as Official .••••••••••••••••••••••••••••••••••• 8,788 78 4,414 13,280 
Higher in Western than Otllcial •••••••••••••••••••••••••••••••• _1,033 0 4,886 6,918 
Lower In V."estern than 01llcial. ••••••••••••••• _. ______________ 222 1 1.008 1.22t 

10,043 79 10,305 20,427 f:ame In Southl'rn as Westl!rn _________________________________ .. 8, 731 63 6,134 14.928 
lligh!'r In Southern than Western •••••••••••••••••••••••••••••• 7 0 2,253 2,260 
Lower In Southern than Westl'nL ••.••••••••••••••••••••••••••• 1.305 18 1,918 s.~ 

10,043 79 10,305 ,20,t27 

I In rompilin_~t this table the percents~ relations to first class used for Western Classification are those -
applicable in\\ estern 'l'runk-Line and Southwestern Territories. - , 

Although there are many items in the· Consolidated Freight Classi
fication which take higher or lower ratings in one classification territory 
than in another, the average relation of the items to first class is almost 
the same in all three classifications, except that the aver~e is. some
what higher in l\Iountain-Pacific Territory. This is shown m table 14. 
The number of commodity descriptions taking each rating in each 
classification is shown in this table. This number is multiplied bi the 
percentage relation of that· class to first class. The sum o . the 
products is divided by the total number of ratings to get the average 
relation to first class. The average relation tq first class is 68.26 
percent in Official Territory, and 68.14 percent in Southern Territory. 
Thus there is a remarkable closeness in the average relation ·of the 
ratings to fli'St class in the two territories. The Western Classification 
ratings average 69.02 p,ercent of first-class in Western Trunk-Line 
and Southwestern Territories, and 72.30 percent in l\Iountain-Pacific 
Territory. The higher average relation to first class in l\Iountain
Pacific Territory is due to the fact that class 4 is 60 percent of first 
c.lass instead of 55 percent as in the remainder of Western Territory, 
class A is 50 percent of first class instead of 45 percent, class 5 is 50 
percent instead of 37~, class B is 40 percent instead of 32~, and 
class E is 20 percent instead of 17~. 
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T.uu lL-I'rlfJ""'11 oj ratint)•, Official, South"'"• a"d lV~Sler" Clauijicalion~, 
. l , • ""d a11erag• rfllalio" ~ ft.rd clan 

Number 
- Number '. Number ofntlnr1, Number 

ot nttlncs, Columa 1 otratlnp, Columo 1 Weatt>ru Columo l ot nttlnp, Ouluma I 
Ftnllllt ollnt eM omehu X South.-rn X Trunk· X Moun• X 

Cl-...t11- Columa 2 t:IA811lll• Columa 4 Uneand Column II tnlo·l:'., Column I 
•· caUoa caUoa South· olllo Ter-

we11tt>m rltorJ 
Territor lui 

(l) (2) (3) (4) (&) {6) (7) (B) (0) 

400 .................. t 100 t 100 t 100 t IIIlO 
l(l() .. ·-·······-······ 

b 1.11110 n l.lliXl n e. 8110 n I.IIIMl 

~--·····-·······-·- 21 l.ll/10 lll l,ll/10 lll a. 2.'10 21 II. :1.'10 
:110. ••••••••••••••••• 163 '12, 11110 861 '12, 3110 8t\l 72.3110 lfil 71, 2tMl 
17S •••••••••••••••••• n 1.1123 II 1,024 n 1, 024 II I. 023 
J,-.cJ ••••• : ••••••••• - .. 477 '71. 6110 476 71, 41M) f76 71,4110 478 71. 4110 
125 .................. U4 lt, 2.'10 113 lt, 1211 113 1t, Ill! 113 lt, l:t'i 
110 ................... I 110 I 110 I 110 I 110 
100-.•••••••••••••• _ ... 2,820 ~2,0110 t.R 228.8110 2, 292 m.~ 2,20'1 220,3110 
~ ........................ .• I,U7 2111.293 1.177 270.0411 a, 218 273,3110 1,:118 :llJ, 3fl0 n.a. ................. .o 0 H l,lltiO H 1,800 H 1, 81\0 
75 ................... 2 IM • 3110 2 IM 2 IIIII 
70 ..... ~---·---·-··· f.13t 281,730 I, OM 274,11110 4.176 2112, 2110 4,1711 292.21\0 
~& ................... • 800 11 715 11 715 II 7111 
eo ................... 16 11110 • 800 1 eo 4.033 a.n,o..o 
17 ................... & 37 0 0 0 0 0 0 
14 ................... 1,8.~8 102.190 1,010 168,8110 f,OM 222.070 %J I, 2M 
60 ................... 1.143 l07,1M 784 39,~ M 2,1100 4,667 232, 8.'10 
~1 ................... a:n lt, 490 I.M 68,410 1,113 11,640 • 4113 
411. .... - ............... 0 0 0 0 1 4il 1 4.1 
•t~-----·-······ I. lot 44,160 1,2118 130,720 718 7~ 810 12,400 
17.L ... ---.·-··-·· 7M 28. Ill! 143 8,4.18 2, 798 104, IIW 

' 
0 0 

88~------·-··--······ 2,m 18.6111 8.17 ll, 7113 I 3M I 2110 
12.1 .................... 7 228 1:19 4,618 2113 1,490 0 0 
It) ...................... M 2620 823 18,1100 871 u.m 171 11, 130 ~ .... ______________ 

IIIII 18,003 u 1,11111 0 ' 0 0 0 
~~~------.. ···--····- 81 77/J 45 1, Ill! 8 0 168 4,200 
22.1. ... -~ .. --··· l8 4011 174 a, 014 168 1,780 0 0 

lfl, .. ···············-· 
1 20 37 740 0 0 121 2,420 

l7JL ................. 0 0 ... 1.470 121 2,111 0 0 

Total ••••••••• 2),427 1.394. 840 . 2),427 l,3Vl,l98 2),427 1,4®,826 2),427 1. 471!, 858 
A •erap nlatioa to 

lrst claa, perceDL U.28 eut 60.02 72.30 

Since the average relationship· of the ratings to first class is sub
stantially the same in all terri tones except :Mountain-Pacific Territory, 
it cannot be said that the higher levels of class rates in Southern ana 
Western Territories tend to be offset by lower classification ratings. 
Of course this is done on individual items, but it is not done to the 
extent that it affects the average relation of the ratings to first class. 
On the other hand, it cannot be said that territorial differences in 
rate levels, on the average, are made greater by higher ratings in the 
territories having the higher class rates, except such as is .indicated 
by the higher average relation of the ratings to fust class in Mountain
Pacific Territory. 

If the average relations of the carload and less-carload ratings to 
first class in the various territories are computed separately, the same 
general situation is disclosed as just described. Table 15 shows that 

, the avera~e relation of the carload ratin_&"S to first class is 40.72 percent 
in Officiru Territory, 50.56 percent in ~outhem Territory, and 51.0·i 
percent in Western, .Trunk-Line, and Southwestern Territories. In 
}.-fountain-Pacific Territory, however, the avera~e relationship of tho 

·carload ratings to first class is higher, amountmg to 56.67 percent. 
Table 16 shows the average relation of the less-carload ratings to 

I 
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first class in· the various territories. The average relation to first' 
class in Official Territory is 86.93 percent; in Southern Territory, . 
85.86 percent; in Western Trunk-Line and Southwestern Territories, 
87.11 percent; and in Mountain-Pacific Territory, 88.01 percent .. · 
In contrast to the carload ratings, the less-carload ratings in Mountain·· 
Pacific Territory show only a slightly higher relation to· first class 
than in the other territories. ·· · , ' ·' ·. · · , · -. . -
TABLE 15.-Frequency of carload ratings, Official, Southern, and Western Classifi"' 

cations, and average relation to first class . ' , . . , .. · 

'. 
Number 

'_.,, 

Number Number ' of ratings, . i Number .·. 
of ratings, Column 1 of ratings, Column 1 Western Coluinu 1 of ratings, Col~! Trunk· Moun· Percent oltl.rst class Official X Southern X Line and X tain-Pa- x· 

Classifl· Column 2 Classifl- Column 4 South· Column6 ciflc Ter• ColumnS 
cation cation western 

I 
ritory ' 

Territories ., . 
'.-, ':~ 

" 
..• 

(1) (2) (3) (4) (5) (6) (1) (8) (9) .. 

400. ••••••••••••••••• 
... ---------- ---------- ---------- ---------- ---------- --------··- ---------- -·------· 800 •••••••••••••••••• ................. ..................... ---------- ---------- ..................... --·------- ---------- ------·-·--250 .••••••••••••••••• ..................... ..................... ---------- -·------ ..... ·······a- --~·-·ooi) ····--··a· -~---~·6oo 200 •••••••••••••••••• 5 1,000 3 600 

176 •••••••••••••••••• ······-·a· ······4so· ---·····r --····aoa· --·-····ii" -~-·-·aoo· -----·-·r --·····aoii 150 •••••••••••••••••• 
12..~---···········-··· 19 2,375 18 2,250 .. 18 . 2,~0 18 2,250 
110 .••••••••••••••••• .................. ---------- ... .................. .. .................. .. .................. ---------- .. .................. --------· 

... 

100.- •••••••••••••••• 212 21,200 201 20,100 203 20,300 203 20,300 
85 .•••••••••••••••••• 763 64,855 580 49,300 593 , 50,405 593 '50,405 
77).i ••••••••••••••••• ---·····r ······iso· 24 1,860 24 1,860 24 1,860 
76 .•••••••••••••••••• 4 . 300 2 150 2 150 
70 ••• ·--------------- 1,424 99,680 1,511 105,770 1,556 108,920, 1,556 108,920 
M ••••••••••••••••••• 6 390 11 715 11 .. . 715 ' 11 715 
60. ·····-···········- 3 180 6 360 . 1 60 2,225 133,50(1 
67 ••••••••••••••••••• -·-------- ---------- ---------- ...................... ---------- ---------- -----·---- . .................... 
M ••••••••••••••••••• 1, 248 68,640 2,091 . 115,005 2,247 123,585 23 1,265 
60.- ••••••• · •••••••••• 1,149 57,450 93 4,650 58 . 2,900 4,M7 232,850 
45 ..••••••••••••••••• 322 14,490 1,105 49,725 1,812 81,540 .. -9 ' 405 
42).i ••••••••••••••••• ---------- ---------- ---------- ---------- 1 43 1 . 43 
40 ••••••••••••••••••• 1,071 42,840 3,034 121,360 18 720 310 12,400 
37j.i ••••••••••••••••• 760 28,125 145 5,438 2,796 104,860 ---------- ' . 

-~-~-------35 .•••••••••••••••••• 2,529 88,515 337 11,795 8 . 280 8 ; 280 
32).i ••••••••••••••••• 7 228 139 4,518 292. 9,490 

------j~i" ····ii;iao 80 ...••.•..•......••. 84 2,520 619 18,570 371 . 11,130 
27).i ••••••••••••••••• 658 18,095 42 1,155 ---------- ..................... __ "",. ..... ,~ ....... --------·-· 
2..~.- -·--·-·······-·-· 31 775 45 1,125 ·····-i68" ····a;7sa· ' 168 4,200 
227i- ··-···-·····-·-- 18 405 .. 174 3,915 
20.- ··-··-·---------- 1 20 37 740 ---------- ··"-2,"ii8" 

------i2i" ·····2;42o 17J.i _________________ 

---------- ...................... 84 1,470 121 ..................... ----------
TotaL ••••••••• 10,305 512,383 10,305 521,021 10,305 . 525,996 10,305 '583,993 

A vcrage relation to 
first class, percent .• 49.72 50.56 51.04 56.67 

I 

The statement that the average relation of the classification ratings 
to first class is nearly the same in all the rate territories, except 
:Mountain-Pacific Territory, is true so far as. the regular classification · 
ratings are concerned. Many classificatio:Q. ratings, however, are . 
superseded by ratings published in Exceptidns to the Classification~ 
It is. nec~ssary, the~efore, to examine the changes wrought by the 
classificatiOn exceptions before any general statement can be made 
concerning the territorial levels of rates on class traffic, i. e., traffic 
which moves on ratings found in the classification proper, pr in the 
exceptions. · · 
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T .uau: 16..-Frt'flW'I"Cll of leu-carload ralillfll, Official. Soulht'rn, a11tl Wesltr" 
. CltUnjicaliona, and ar~.-rag• rellation 'o firtJC tla11a 

J'erwn& ol a.t .... 

-;~-Number 
Number Number of ration, Numhtlr 
, l'lltinrs, Columa 1 of ratin~~:~~. Cuhlmo I WTr'ustul'lr.rQ <"'olumn I ot,r,alluiD!, Culumn 1 
Otlil'lal X Soutbf1111 )( • X •• " 11!"' X 
Cla.•lll- ColWD.Q 2 Cla.•tsill• ColllWil ~ L~~~U!'." Column 6 :jJ~~:;. ColumD 8 
n&luD caUon we~thlrO rltory 

TerrUor 1M 

C1) (3) (t) (.5) (6) ('T) (8) (D) 

------................... ~.~ ..... --r--------~----r----...... r----------~----1------
400.................. t 800 t 800 t 800 2 ~00 
800 ................ _ 18 t,IIOO 111 ",IIIlO lit . ~.lltJO .. Ill 4,11110 
2.'10 •••••• ·-•• • •• •• •• 20 8, 004) 20 ' 5; 000 20 4, OIJO 20 II, (Hlf) 
~no •• ·····-······ .. ·• 1114 70. 11110 1114 70, !!tlO 3114 Til, IIIlO ~~ 70, 11110 
176.................. U 1, 824 1l I, D'.lll It l,ll'.lll II 1,11211 
)~ •••• •••••••··••••· ~71 70. 800 ~72 Til, MO 472 Tll,IIHO 472 '70, Nflfl 
124 ••••••••••••• ___ .., 11,1711 .., 11,8711 116 ll,117tt 116 11,1176 
110 .• ·········-······ ' 110 1 110 1 110 1 110 
100.................. 2, 074 207, ~10 2, OM 2M, 600 2, 0116 204,11110 2, OM 203,11110 a&................... 2. tWa 224.166 2.11H4 ~~~~.tWo a. 807 a21,11~11 2. 607 :m,11~11 

r.~:::::::::::::::: :::::::::: :::::::::: :::::::::: :::::::::: :::::::::: :::::::~:: :::::::::: :::::::::: 
'70 ••••••• •••••••••••• 2. 701 181,070 2. 407 168, ~00 2,11011 1!12, 3:10 2. 6011 182, 3~ > 

16 .............................................................. - ................................................................. ,~ .. 
eo .••• ;.............. 13 1110 •••••••••• •••••••••• •••••••••• •••••••••• 1,804 los, HO 
17 •• • •• • • ••• ••••••••• I 67 ............................. _ .•.•... _ ..•••••••••.•••.•.••.• 
U ••• ····•·•····-·- 1110 33, 6110 1107 41), AAII 1, !IM 911, 220 •••••••••.•••••••••• 
110. •••••••••••••••••• 991 ti,MO •111114 3f. 400 .•••••••••••••••••••.•••••.••.••..•••••• 

' t&. • • ••• • • • • • • ....... • • •• •• • • • • •• • •• • • ... 1113 · II, t!H6 • • •• • • •• • • • ••• •• • • • • • • •• • • • • • . • ••••••••• 
42)~ ............... _. ____ ................................... ...,. ...... --~-- ........................................................................... . 
40. • • • • • • • • • • • • • • • • • • 83 1, 120 233 '· 320 • • • • • • • • • . . • • • • • • • • . • • • • . • • . • . • .•••.•.•• 
17} .......... _ ............................... ···-····· .......................................................................... . 

=~}i:::::::.:::::::::: ::::::::: :::::::::: :::::::::: :::::::::: :::::::::: :::::::::: :::::::::: :::::::::: 
~)i:::::::::::::::: ::::::::: :::::::::: ............ ~ .. ····--~~- :::::::::: .:::::::::: :::::::::: :::::::::: 

~t~~~~~~~~~~~~~~~ ~~~~~~~~~ ~~~~~~~~~.~ ~~~~~~~~~~ ~~~~~~~~~~ ~~~~~~~~~~ ~~~~~~~~~~ ~~~~~~~~~~ ~~~~~~~~~~ 
Total ••••••• _ 10,043 173.002 10,043 862,250 10,043 874,875 10,043 883.8116 

A veraa• relatlno to 
ft~!lt cJau, perceD&. 86.111 8U4 87.11 88.01 

. c. ANALYSIS OI'·EXCEPTIONS TO THE Cl.ASSII'ICATION 

In order to determine the extent to which regular classification 
rat..ings have been modified by exceptions to the classification, a 
detailed analysis has been made of exception.C4 having general applica
bility in each of the rate territories, except in 1\lountain-Pacific 
Terri torr where the situation did not lend itself to this typo of analysis. 
In carrymg out tl1is analysis the tariffs publishing classification exccp.. 
tions of general applicability were examined and exce{>tion ratin{is 
matched against correspondmg commodity descriptions m the class&
fication proper. If a commodity description in the exceptions was 

, broad enough to cover several items in the classification proP.er, the 
exceptions rating was considered as modifying as many classification 
items as the description in the exceptions covered. If the commodity 
description in the exceptions was narrower than that in the classifica.
tion proper, the item in the clasf'ification proper was considered as 
two 1tems,. one modified by the e.xceptionsf and one not changed. 
Instances of this sort explain why the tota number of commodity 
descriptions. shown in the tables docs not correspond to the total 

, number of ratings in the classification proper. 
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The classification exceptions ratings in effect on March 17, 19421 

were used in the analysis. · · , 
In Official Territory th'e exceptions ratings applicable in Trunk

Line Territory were used. A check was made of a"tceptions ratings 
in New England and Central Freight Assooiation Territories that 
apply on articles rated fourth and fifth class in Official Classification. 
Of a total of 1,167 ratings of fourth class, 870 were modified by excep.:. 
tions in one or more of the subdivisions of Official Territory. The 
exceptions ratings were uniform in Trunk-Line and New England 
Territories. In Central Territory three took a rating which varied 
from the ratings applicable in Trunk-Line and New England Terri
tories. Out of 2,543 ratings of fifth class, 516 were modified by ex
ceptions in one or more of the subterritories. ·Of those'516, only four 
took a different rating in New England than in Trunk.,.Line Territory, 
and 45 took a different rating in Central Territory than in Trunk~ 
Line Territory. · · · · · · .. 

\Vhen the exceptions provided two or more less-carload ratings, one 
without any minimum, and the other or others varyin~ with the· size 
of the shipment, the exceptions rating was used wh1ch ·carried no 
minimum weight. If the e,.'"{ceptions rating provided for minimum 
quantities with each rating the exceptions rating was used which 
carri<'d the lowest minimum weight. · · · .. 

'\Vhen carload exceptions carried two .. or more ratings .subject to 
varying minimum weights the rating was used which carried: the 
minimum weight most nearly approximating the minimum weight in 
the classification. In the case of "all-freight" rates published as ex
ceptions to \Vestem Classification which apply in straight as well as 
mixed carloads, the lowest rating was used which applies on straight 
carloads. · · 

In the analysis of classification exceptions it was necessary to con
vert the numerous suffixed classes in Official and Southern Classifica
tion exceptions to percentages of the present .fi.rst.,.class rates .. These 
suffixed classes occurred largely as the result of the increases in rates 
authorized in Ex Parte 123.• A 10-percent increase was authorized 
generally in that proceeding. On some commodities1 however1 no .in
crease was permitted, on others a 5-percent increase was authorized, 
and on others increases were subject to certain maxima. - On the~e 
latter commodities, therefore.t the increases upset the established re
lations of rates to the new nrst-class rates. The publishing agents 
created. the suffixed classes to take -care. of these. situ,atiom~. · · Fruits~ 
for instance, which carried exceptions ratings of 70 percent of first 
class in the South, were among the commodities on which a 5-percent 
increase in rates was authorized instead of a 10-percent increase. The 
carriers published this rating as 70V, which means that the rates· were 
70 percent of the first-class rates in effect on March 27, 1938, the day 
before the Ex Parte 123 increases became eiiective, plm~ 5 percent .. 
For the purpose of this analysis of exceptions ratings it was necessarv 
to convert these ratings to a percent of the present first-class rates .. 

In Sout~western Territory some of the. classificfl,tion e~ceptions 
are rated m terms of a percent of the first":'class rates which were 
originally prescribed in the Consolidated Southwestern Oases, and not 
of the present first-class rates which resulted from the Commission's 
decision in the twenty-first supplemental report. For the purpose of 
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our analysis it was necessary to convert these percentages· into per-
centages of the present first-class rates. , · . 

The results of the analysis of the classification exceptions . are 
shown for each territory in a series of tables. Each table shows the 
number of commodity descriptions not changed by exceptions, the 
number changed, and the extent of the reductions in ratings made by 
the exceptions. 

The extent of the changes made by exceptions in Official Classi
fication Territory as represented by Trunk-Lfue Tenitory are shown 

-in tables 17, 18,. and 19i showing carload,less-carloadrand any-quan
tity exceptions separate y. The same information concerning excep
tions in Southern Territory is shown in tables 20, 21, and 22. For 
Western Trunk-Line Territory the changes made by the classification 
exceptions are shown in tables 23, 24, and 25, and for Southwestern 
Territory in tables 26, 27, and 28. . · . 
· .As noted above, the classification exceptions in' Mountain:-Pacific· 
Territory have not been analyzed in the same manner as those applying 
in the other territories. The reason· for this is that there are no 
.exceptions published which have application throughout the territory. 
There are numerous agency and individual-line tariffs which contain ' 
exceptions to the Western Classification; but they cover limited areas 
in Mountain-Pacific Territory or individual rail lines. Furthermore, · 
many of the exceptions published in these tariffs are very_ restricted 

· in their application to the territory covered by the tariff in which · 
, they a:re found. 

: .. 
TABLE 17.-0jficiaZ Olaisification carload ratings modified by generally applicable 

· exceptions to the classification 1 

Distribution of 
ratings changed b:y 

·· Percentof 
Number Number Percent ,6XC!!PtioDB 

Number not changed changed omc1a1 Classification rating first-class changed 
A rate of ratings byexccp- b;r excep- by excep· Rating 

i tlons tions tiona (percent Num-
' of first ber 

class) 

-
l>l ••••••• ·-··---------~--••• -. ~ .• - 200 li 5 

__ .,. _______ ---------- ........................ ---·---
~~-------------.... ···-·······-- 150 3 3 ---------- ...................... ....................... ................ 
1 ............................... 125 10 10 ......................... ................. .. .......................... ------·-I M~ .. 2 

. 7/i . 1. 

1---·-··-'···········-------·------- " 
' ~ 

2' 100 212 '·166 46 22 7 • 20 
1 

. . IU 9 
- 75 1 

/ 72 13 
70 38 
65 122 

1----·------.... ·-~-----·--·----· 85 766 661 204 27 60 1 
67?1 1 
/iii 2 .. 
48 1 

' .. 40 • 35 11 
22}i 1 

. 7L ............. --··-'!"• .. ·-··-----· 75 2 1 1 liO 66 1 

J Ratings in Consolidated Classification No. 13, effective Mar. 17, 1942, as modified by exoeption~ of 
general applicability shown in Agent W. S. Curlett's Tariff, I. C. c. No. A-714, as of Mar.l7, 1942. · 



INTERTERRITORIAL FREIGHT RATES 31 ' 

TABLE 17.-0fficial ClCUJsificatio'n carload ratings modified by generally applicable · 
exceptions to the cla8sificationt-Continued · · . .~- . , 

. . .. ·,.· . 

Distribution of 

Number 
ratings changed by 

Number Percent exceptions 
Percent of Number not changed changed Otnclal Classification rating first-class changed 

rate of ratings by excep- by exoep- by excep- Rating 
tions tions tiona (percent Num· or first ber 

class) 

-
67 12 
65 4 • 60 . 41 

' 59 1 
56 13 

' liO 23 
I 48 3 

47~ 2 - 45 1 
3 •••••• ------ •••••••••••• ······-·· 70 1,422 1,146 717 19 42J1 4 

40 163 
3731 6 
35 4 
84- 1 
32~ li - 30,J.i 2 . .30 1 
28 1 
2272 1 

66 ••••••••••• - ----·-·- •••• --- •• --- ' 66 6 1 6 83 48 6 
60 •••••• --------------- ·-- ••••• - -- 60 3 3 ---- .. ---·- -------·-- -·--··oo·· --------1 

li2~ 1 
50 92 
48 1 
473-S 1 
45 3 

- 42~ 13 
' 

41 2 
R26 •••••••••• -··-·· •• ·--· --·-···· M 1,266 1,021 2% 19 40 103 

' 37~ 4 
37 7 
36~ . 10 
35 1 
34 1 
3072 3 .. 80 1 

.. 71~ 1 
48 26 

\ 
4772 4 
45}-i 13 
45 1 
44 1 

' 43 li 
42~ 6 
40 176 
3972 4 
3772 21 

4-----·--------------------------- ro 1,167 870 297 25 37 1 
3672 4 .. 
36 2 
35 17 

'" 32~ 3 .... 30}-i 2 
30 1 • 2972 l 
28 1 
71~ 7 
25 1 
40 34 

45. ________ ----------------------- 4li 323 283 40 
37~ 1 

12 30 2 
25 1 
2272· 2 
52 1 
37~ 1 
37 2 

40 ••• ------------····-----···· •••• 40 1,089 1,076 14 1 35 1 
30 1 
7172 6 
25 1 
22~ 1 
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TAU.a17.-0Jin.l ClastiftealiMI eerloocl roli"f• Medifttd tr ff1WI'GUII appUcabl1 
• . «tet7C1om 'o CA. d~io-.._Co.nUnued - .. 

.. 
DllltrlbuUon of 

Nambet 
rattna• obanPd bJ 

Penllntol DOl Numbft J'ereent e.&Qilpf.Jau 

OJilolal ~alloll ra&Jnt llrskolul Namber ehanaecl obanpd obanred 
ra&e olratinp b:r e1eep- bJ ncep- bJ hcep- Rat1n1 ,, U0111 &.lol~ . aJoq (Jlel'l!tlll& Num-

of llrNl. bet 
olua) 

. ' u I 
34 .., 
ll:l~i l 

' 31~ I 

17~~----·····-~·-·········· J 17)1 747 678 11 u 311h 13 
30 2 

' ' 27~ • . 2A I 

' ' 2'~~ t 
40 13 
37 • 
=a 2 

64 
3~ 17 
3~ 10 

I 31 • 30H 83 
30 36 

' 
29~ ao 
29 • 

IL ................................ u 2,143 2,044 .91 1~ 
lilt 2 

~~ 119 
7 

2ft ' 2~, a 
:13 110 
:M • 2.1~ a 
2:1 29 

2'J~ 33 
21~ 3 . JIJ 2 

\ 
17 3 

12~ ............................. l2).i ., • 2 29 

1 

27~ 1 
22~i I 
27~ • 

10 .. ~~-----------------···-······· 30 .. 17 17 20 
211~ I 
25 a 
23 1 

·. :~ I 
ftO 

26 73 
2. I 
23~ I 
2:f 71 
22~ u• 

' 
n I 

~---·-----····--·-----·-·······-· 27~ 660 361 IJI 48 21~ 8 
21 1 
20~ I 
:10 Jt 
Jt I 
)It 1 
17~ I 
13 1 

25 ........... ~----·---······--···- ~ II '¥1 • 13 ~~ • { ' l 

~----------------------------- 22~ 11 .. • 22 18 I 
17~ :1 

---------··---------···-··· 20 1 1 ................ .............. J•••···-·- . .......... -
~Otal---·····--·····--·•••• ········- lO,:w.J 1,338 :1,054 :10 ........... . ······• . 
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TABLE lB.-Official Classification less-carload ratings modified by generaUy applicable 
exceptions to the classification l , 

OfJiclal Classlllcatlon rating 

Distribution ~r 
ratings changed by 

Numoor Number Percent exceptlona 
Percent or Number not chllill!ed changed , ___ ....,_ __ 
first-class of ratings chan~ed by excep- by excep-

rate by excep- tiona tiona 
tiona 

Rating 
(percent ~um- , 
of first ber . 
class). 

--------------------1------~-----l-----~------l-----~~----~·----
• t !. ..•.•..••.•••.......•••.••.•. 
3 t !. ........................•.... 
2~ 2- ------------------ •••••••••••• 

Dl. .. -····•••·• .•..•••....•..•.•. 

1 J,_ ... ----... -...... -........... . 
1~---- -- ••• -- ••••••••• ··········

H4 ••••••••••••••••••••••••••••••• 
110 ••••••••••••••••••••••••••••••• 

! ..... : .........................•. 

2 ..•.•.•••.•.••.•.•••••••••••••••• 

3 ........•....•••••••••••••••••••• 

60.- ••••••• -·······--··-···-·-···· 
67 •• ·---- --·- --··--······---······ 

R26 •••••••••••••••••••••••••••••• 

·-............................... . 
40 .••••••••••••••••••••••••••••••• 

400 
300 
250 

200 

173 

150 

125 

110 

100 

70 

60 
67 

65 

60 

40 

2 
16 
20 

854 

11 

95 

l 

2,093 

2, 6110 

2, 703 

13 
1 

610 

993 

33 

Total...................... •••• •• • • • • 10, 067 

2 ·········- ---······· _________ , --------
16 .: -----··:· ······;;·· f""l" ~ 
3 ' 8 73 100 8 

{ 

100 32 
37 12 70 13 

65 6 
40 6 

415 

M 100 ... 86 
85 6 

1 •••••••••· •••••••••• ······ss·· ···-··ea 
80 1 
73!-i 3 
72 10 
70 187 
6ll 4 
64 1 308 l,'TM lll 
60 11 
67 3 
65 11 
30 ' 2 
40 8 
81 1 
77!-i 4 
711 3 
73~ ~ 2 
72 20 
70 831 
67 2 
6ll • 17 
63 3 

480 18 2,170 

60' 21 
67 111 
M 43 
62 2 
60 2 
40 H 
67 8 
6ll 1 
63 1 
60 66 
37!-i 8 
117 16 2,474 
M 118 
32 1 
60 8 
40 20 
33!-i 2 

13 ····-···-- •••••••••• -········- •••••••• 

: -~---;- -----~--~---··r .~ 
35 1 

33 ---------- ---·--·-- ---------- --------
8,676 14 --------··-1=== 

I Rntln~s In C'onsolidnted Classification No. 15, efft'lrtlve Mar. 17, 1942, as modified by exceptfon~ of 
genl.'rol applicability shown in Agent W. S. Curlett's Tarl1J, I. C. C. No.·A-714, as of Mar. ~7, 1942. 

90454-43-4 
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-T••u 10.-0,0icical Clauificaliot& anH-uonlil1J ratina• modi.fi•d 611 ttntrAllll 
. applicobl• e:rctpti~m~ lo ''" claal'i,ficatiOJ& a 

Dllltrlhutlon ot 

Number 
raUnp ehllllnd bt 

Number Pereent Wl~P&kaoa 
l'erwntot Namhr uo& ehanpd obanpd omaJaJ Cluwt"ca'too ratJDr An&elua oln&Jnca ebannd bJ hc:ep- bJ ••c:epo nte bJ 01c:ep- Ratlnlf • UOIII uooa UOIII (~~ereent Num-. of ""' blr 

elul) -•• L-................ ___ .. _________ 
300 • • .. .......... ............ .....•.... .......... ~~ .............................. 2.'10 I ' ........... ........... ........... ............ 

1>1 ............................... M • • . .......... ·········· .....•.... ......... I H. ........................... lliO I I . ......... ............ ·····vftij ....... i . 
1 ................................. 100 M 'It ' 21 M J 

110 • .. " I 
~ ................................ N 11 10 • 13 tl7 I 

110 I . 67 I 
M l 

L....-••• .._... ................ 70 II • 10 87 110 • 67 I 

!0 I 
I.'IK l ........... _ .. _. ................ ······•·•· I 100 41 I -~otll ...................... ··-······ 10 aa 28 II .......... ....•..• 

r.Jtatmn.ID Co1110lldated ClaMIIII'atlod No. JS, eltecUn Mar. 17, tg.t2, u modlftAtf by nMptlous otpa 
.-.Japp.Llcabillt7 a!lowa J:D .lpll& W. 8. CarleU'a TarU!. J. 0. 0, No. A-7lt, u of Mar. 17, IIIU. · 

T: .... u 20.-So-WAma C'l411i.flcati0f& carload rating• modifi•d b71 g1n11'all11 applicabl• 
· e:rceptioM Co 11&1 cla11ijicatitm • 

DlltrlbutloD nf 
ra&.lnlrl oh•npd b7 

Number Number Peroen& uoep&loDI 
Pereen&ol Number DO& ohanpd cbantred 1---..,---
llra& elua of ratiDp chan pel b7 oxoepo b)' exoep-

n&e b7 Olloepo tloDI Uooa 
&lou 

Ratlnr 
,(,..,c:eo& Nom
of nna tier .... ) 

-----------------~------+-----~----1'----+-----~-------l-----
J)t.. ............................. 
! ................................. 

1~.---------------------····---
!. ................................ 

~...-............................. . 

'I'T'H-----------------
75.... • -------·-·---

~ 
1~ 
125 

100 

77).i 
75 

I 
2 

1a 

~~ 

• 2 
11 

1110 

1 
1 

·······::· ·-··-=· r-1· ······:1 

23 
I 

II 

M 
75 

81 I 
70 35 
115 I 
110 • 
M I 
1!0 1 
4IJ I 
t7 l 
t5 • 
40 l 
35 u 
30 1 
110 23 
70 I 

a Based oa Collll011dated ClaasUieatlou No. 15 u of Mar. 17 1947, u modl.t'letf by exoeptlona of reneral 
appllcatlou iD e1flle& OD &hal date u abowalD Acen& J:. H. DuhtneJ'I TarU'l,I. 0. 0. No. 86, u of Mar. 17, 
l~ 
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TABLE 20.-Southern Classification carload ratings modified by generally applicable ' 
· exceptions to the classification J-Continued _ 

-- - . ~ . 

Distribution or· 

Number 
ratings changed b7 

Number Percent exceptions. . 
Percent or Number not changed changed Southern Classl1lcatlon rating first-class changed 

rate or ratings b7 eicep- b7 excep- b7 excep- Rating 
tlons tfons • tlons (percent Nom· 

of first ber 
' 

class) ' -
67 1 
65 1 

- 62 1 
60 8 
6'7Ji 1 
67 -. .. 
M' 250 
62~ 1 
60 89 

I ................................. ro 1,1Sll 1,050 461 81 48 • 1 
45 131 
44 1 -- 41 ·9 
40 IS 
37 4 
35 4 
30 8 
-27~ 1 

25 2 65.----------------------·-------- 65 11 ········r 11 !00 60 11 
60.---•••••••••• •••••••••••••• •••. 60 6 IS 83 48' IS 

ISO 13 
48 1 

' 46~ 2 
I 

, ,,~ 81 
&5 .209 

' " .2 
43 1 

' 42 4 

" .u 
'--······· ... -------.-.-------.--. 55 2,109 1,707 402 19 40~ 2 

40 43 
39~ - 4 

. 39 1 
88 ' 1 

. 87~ 9 
87. 7 
35 a 
30 lO 
~ a 

I - 26 4 
45 -1 
41 -48 

110 •••••••••• -···--------.-----.--. ISO 111 47 64 ll8 40 'IS 
38 2 
3f~ 8 

' 35 2 
41 a 
40~ 1 
40 6 
38 . I 
37~ .14 
37 a 

' 35 13 

L-·····-············-·-·-······-
32~ .6 

45 1,107 1,018 89 8 31~ ' • ' 30 15 
28~ a 
27 2 

~ 26 II 
~ 22~ 1 

'21~ 2 
17~ 1 

' 13~ 1 
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I Dllltrlhutlon ot 
Number 

rathrpchallled br 

PII'Miltor llOl Number Peraenl ucepUoul 

louthma Cl .. lftoatloll htbll AnH.tw Nwnber ebanfed obaDPd oban•ed 
rue olraUup bf IActiP- br exaepo br exeep- Rat1n1 

&loDI &loo8 Uon• (Jl~ll· NuiDo 
ot lint bet . elul) 

119 • Sit IS 
87H 1l 
37 1!13 
33 10 
3.'1~i ' • u•, I 
8th • 

' ' 

31 I 
80 eo 
29 J 
liKJ~ • 

~ ................................ to 1,047 I.ICIO 1111 13 ll'lh 17 

' 
'17 • ' 2nH a 
28 I 
24 • M I 
2'J~~ • 2:1 I 
21.!-i 7 
19 • 18 I .. m~ 
13 I 

' 13H I 

Ill 

37 a 
33 • 

~--·-·····--·~·····-······· 17~ ·~ l23 71 H 13 
82}i a 
29 I 
24 I 

17 

. 119 M 

~~ I . I 
30 10 
29 I 

1. ···········-----·--···----······· 24 141 244 13 2& :rr~ • '17 I 

" 
26H I 

' ·24n lt . 18 I 
17~ • 81 I 

12J.i 142 ua 'r7 lt 30 19 
_____ _. _______ ._ ______________ 

"~ • J71 I 
' 29 2 

211 • :rr • . 'l7 I 
23 62 
:H,l.i I 
M I 
23 I 

~ 2'J~ 12 
21 H 
21 I ._ ............................... ao 12& t32 194 31 20).i I 
20 lt 
lt 7 

l 18 I 
Wi • 1 
16.!-i • 11) • • 15 ~ 2 . 13.!-i 2 
13 1 
t:l I 

"{ 
21l).i a 

., 
27}i 

23 II 

~----·------................... t2 21 It 22.!-i 1 
20 a 
It I 
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TABLE 20.-Southcrn 1Cla8Bification carload'ratings modified by. generaUy applicable 
. exceptions to 1M classification t-Continued , , , 

----
' Distribution of 

Number 
ratings changed b)' 

Number Percent · exceptions 
Percent of Number not changed changed 

Southern ClaasUlcaUou rating drst-dass changed ' 

rate of ratings by excep. by excep. by excep. Rating '• 
tiona tiona 

' tiona (percerit Nmn• 
of first ber' 
class) . . .. 

-
, 24 .1 

23 2 
22~ 2 

•---------....... ----------------- 25' " M i 12 ~ 20 8 
19 2 
17~ 

-· 1 
17 1 

I 
20~ 1 
20 6 

10 ••••••••.•.•• -------.---.------- 22~ 175 12G '8 26 18 20 
17~ 15 

' '17 1 
18 - 8 

' 

f-

17~ 1 

11 ••••••••••• --------------------- 20 311 81 a '21 16 2 
15 1 

' 12~ ~ .. 
•· 

16 . . 2 
12.---••••••• -- •••••••• ----------- 17~ u ' 80 II IS 15 2 

' 12 1' 

Total •••••••••••••••••••••• --·--·-··- 10,392 8,405 1,887 111 ---------- f-······-
-

TABLE 21.-South.em Cla8B1'fication less-carload ratings modified by _ generaUy 
applica"bk exceptions to th6 classification 1 · 

Southern Classlftcatlon rating 

,. 
Distribution of 

ratings changed b)' 
Number Number Percent exceptions 

Peroent of Number not changed changed 1-.--....---
drst-class of ratings .changed b)' excep. by excep. 

rate by excep. tiona tlons 
tiona · · 

Rating " 
(percent Num· 
of tirst ber 
class} 

--------------------------~---------1--------l·-------l-------l------~----~-----
4 tl •••••••••••••••••••••••••••••• 400 2 2 3 t ). _____________________________ 

300 16 16 

-------~- -----;;-r·l-----~ 
11

: : l 1ft if 56 1 
M 58 ~~ - .,g 

--------- ---------· -------85- ··:··a29 
. 80 1 

2~--------····'-·------------- .... 260 20 20 

Dl. •••••••••••••••••••••••••••••• 200 3M SO& 

1 "------------------ -·---·--------- 175 u 8 

~~------------------------------- 150 ,72 856 

1 u ... ----.-.. -..... -------------- 125 115 40 

110 •••• ---.-- •••• ·-······· -------- 110 1 1 

. 70 11M 
60 1 
67 2 
66 43 
ro 11 1,048 1 ••••••••••••• -- ••.••••••• -.------ 100 2,076 1,029 
46 1 
42 1 
40 8 
86 1 
80 1 I 

I Based on Con.aoUdated Classlflcatlon No. 16 as 'or Mar. 17, 194.2, as ~odlfl.ed by exceptions of general 

M
appllcatlon in etJect on that date as shown in Agent E. H. Dulaney's Tari.ti, I. Q. o. No. 86, as of 

ar.l7 1942. · · 
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. 
~ouua .. eta.~Aca&tou nunc 

L ............................. 4 ...... 

. . 

L ................................ 

~ 

.. ................................ 
. 

·-
10 ................................ 

.. .. 
L 

................................ 

................................ 

----------·---------········-··· 
~oeaJ ...................... 

Penentot 
llnt-cl-
~ 

.. 

TO 

Ill 

ao 

41 

40 

30 

------··-

NI1Dlber 
no& Number ohannd otraUnp by Ol~p-

&lOili 

1.181 · Ta 

t.a a,m 

101 , .. 

1118 1118 

193 177 

235 ISS 

• I 

10,067 1,81. 

Dbttrtbutloo of 

Numbft Peroent 
ratlnnoban~ted bf 

e.xoepUOOI 
ebanllt!d ehan&ed 
bJ OXOflpo bf exoepo lbtlnr &1oDa &JODI (penlent NuiQo 

of ftn• ber 
elBM) -

TO LIM 
117 I 
11 17 
1111 1M 

1,123 n 110 40 
44 1 
43 • to t 
17 I 
as 4 
eo t 
117 14 
1111 893 
112~ I 
110 13 

130 14 411 11 
n 10 
40 10 
87 • 88 t 
27~ 1 
~~ I 
110 103 ., IS 
43 13 

158 17 to 13 
87 t 
85 1 
ao 1 

48 • 43 10 
40 71 
Ill 1 100 u 30 I 
:IIIJ,i • :16 I 
23 ·I 

18 • 40 111 

{ 88 • ao 21 :IIIJ,i 40 
211 1 

I 24 27J.i 1 -f,253 0 . •......•. ........ 

T J.BLJI 22.-Sout!wrn CZIU1ijkali01& any-quanlitv rating• modijUd 611 gerura.llv appli-
. ea.U. ezceptiom to 'A. claniftcalion • · 

loutherD ~catJon ntJnr 

DlstrlbutiOft of 
ratinnchan~red b7 

Number Number Percent t.&eepUona 
Percentot Number not ohanrred ehan~red 1---.,.---
lkst-ellllll ofratlnp ehantted by excepo bJ' excepo 

nte by excepo &fma &Jot11 
tiona 

Ratlnlt 
(Pf!I'Ctm& Num-
of tlr!& ber 

el11811) 

----------------·l-----+----1----+----·l----l-----l----
It ! ............................. . 
2~----------····---············-
1)1~~---·--·--·-----------------·
l>i----------------------------·-
L--····························-· 

m 
2liO 
200 
1.'!0 

100 

• 1 • 3 

31 

8 •••••••••• •••••••••• •••••••••• •••••••• 
I .................... ·········· ·······• . . ................... ·········· ········ 
~ ·······:· ··;·,···:· r·r ······i! 

' 1 Based on Consolidated Cl8881ftcatloa No. UJ u of Mar. 17, 1942, 11 modified by IIXCflptlona of reneral 
application In e:lleet on that date u abown in Agent E. H. I>ulaneJ'I TarUf, L 0. 0. No. 86, u ot Mar. 
17, 194l. 



INTERTERRITORIAL FREIGHT RATES - 39 
i 

TABLE 22.-Southern Classification any-quantity ratings modified by generally appli· 
cable exceptions to the classification 1-Continued · 

Distribution of 

Number 
ratings changed by 

Number Percent exceptions. 
Percent or Number not changed chan red ' 

Southern Classification rating first-class changed • 
rate of ratings by excep· by excep- by exccp- Rating 

,• . 
tlons tlons tlons' (percent Num· 

~. of first ber 
class) -

{ '10 l 
2. --··············-------------·-· 85 13 10 8 .23 00 1 

45 1 
a .•. -----·----·--.---------------- 70 6 2 4 67 56 4 

4. ·---- --. ·-- -- ·-----------. ·----- 55 ., 12 4 8 67 { 00 6 
45 2 

60.--:-------------------. -------· 00 4 a 1 33 38 1 
8.---•• ---------- ---.--·--.---.-•• - 40 1 1 ......................... ----·----- ............................. --------· -~otal •••••••••••••••••••••• ---------- 80 46 34 43 ----------
TABLE 23.-Western Trunk-Line Territmy carload ratings modified by generally . 

applicable exceptions to the classification I . · r 

Distribution of 
ratings changed by 

Number Number Percent exceptions · 
Percent or Number not changed changed Western Classification rating first-class changed 

rate or ratings by excep- by excep- by excep· Rating 
tlons tiona tiona (percent Num-

' . •· of first ber, . . class) 
I -'. 

D 1 ••••••••••••••••••••••••••••••• 200 a 1 2 ·67 75 '2 

1 ~- ··----····----~----···-------- 100 2 ---------- 2 100 75 2 
1}( ---- ------·-······--·-· ·------- 125 18 17 1 6 75 1 

\ 

{ 
75 165 

1 ...•.••...•••••.•.••••••••••••••• 100 203 8 195 96 60 8 
46 19 
35 3 
75 . 003 , 
70 15 
63, 1 
60 30 

2.----------------·-····---------· 85 596 18 . 578 97 55 1 
47 1 
46 '5 
45 ''2 
42 '1 
35 13 

77~.-- ------.-------·-·--·-····-- 77M 24 24 100 { 75 1 
---------- 60 ., 23 

75.--- --·------ ---· ------·-······- 75 2 2 --------~-- ----------
....................... .; .. --------67 1 

65 3 
62 1 

'60 1,222 
·57~ .1 
55 13 
60 41 

' 47M 2 
47 1 
46 123 
45 5 

8.----.--- ·--------------·--·····. t 
/ 42M 1 70 1,1155 71 \. 

1,484 95 42 1 
41 8 
40 15 
38~ / 1 

/ 37 .1 
36 '4 

3~}1 12 
32 21 

• •30 3 
27M \ 2 
25 1 

~:::::::::::::::::: :::::::::::::: 
17~ 1 

65 11 ---------- 11 100 50 11 
60 1 1 •••••••••• ................. ····---·r- ................ 

Footnote at end of tab:e. 
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lllalrlbutlon of 
' ratlnn ehanKilfl bJ 

Number Number Peroent tlceNJUlll 
Pwceutor not 

' 'WIItena ClMsllloaUoll n&mc llnt-clul Nambef ehan~rt~d ebanpd chanted 
ra&e ofraUnp bJ •~oep- b:r exoep- bJ excepo Ratlnl 

' &JOlla &Jont &iODt (pert"ent Num• 
of ftrRt be 

... clau) -
110 • .... I . . •7H 1 

' u 10 
~H 1 

·~~ 107 
45 lfJ 

\ 44 l 
• •:.H I 

4:1 • 4l 'lit 
tL ................................ u I. 2M 1,127 '-11 11 .!)1 u 

17 • 87 23 
IIJ I 
M ' 3:1).1 17 . 30 18 
27~ 1 
21t I 

' 
23 I 
23).1 I 
20 a . 

IGL ............................... 10 78 22 N n 41 60 
311~ 4 

I • •z} 80 

' . u 1 
41 a 

. . 40 ~~ 
311H 1 

,, 8A 1 

&1-----~~-----------·---------· 
36J.i 17 

41 1,11' J,Ga 17t 21 31t 05 
32J.i 7 
30 1 
27J.i 2 
23 2 
24J.i a 
20 1 
l7J.i I 

~------------..----··-·--·~-- 42~ I J ........... ............. . ............ . ........ 
H~ 2 .0 ............. _______________ .... 

40 II 11 • 14 2 
30 1 
37 8 
36J.i 21 
36 ~ 
3~ 113 

~~ • 178 
31 • 30 71 
29~ • 2M~ I 
28 31 .. ________________________________ 

17}i 2,114 2,201 a:n 10 ~~ 23 
a 

211 27 
24~ 20 
24 a 

1~ 
2 

22 10 
21 • : I 

14 
' 

10 a . 17}i 1 
12 1 

13 • 2 • 71 { 2M~ 2 ·······-----·····-······-······· 26~ 4 16 

· . J'ootllote a& eDd of Cable. 



'INTERTERRITORIAL FREIGHT RATES 41 
.. 

TABLE 23.- Western Trunk-Line Territory carload ratings modified by generally 
applicable exceptions to the classification 1-Continued 

Distribution of 

Number 
ratings changed by 

\ Number Percent · exceptions . 
Percent of not '. 

Western Classification rating first-class Number changed changed changed 
rate of ratings by excep- by excep- by excep- Rating 

tiona tiona tiona (percent Num-
of first ber 
. class) . ' -

{ 
30' 16 
26~ 2 

\ 23~ 1 

32~- ••• -•.•..•. -..••• -- •• -------- 32~ 295 264 31 11 23 2 
22~ 6 
21~ 2 . 
20 1 
15~ 1 
27~ 1 
26~ 1 
25 10 
23~ 1 
23 2 

30 .•••••.•.••••••••••••••• ~-----·· 30 .. 376 ·- 304 71 19 22~ 8 
21~ 7 
20 18 
17~ 20 
16 1 
16 2 

I 

j 
21~- 3 

'20. 18 
22~-i- ••• -•••.•• --- ••.•••••••••• ··- 22~ 170 135 35 21 18 9 

17~ 4 
16 • 1 

{ 
18 ' 1 

17}i .• ------- ·- •••• ------·-······· 17~ 123 117 6 II 16 1 
15 2 
12 2 ----

Total. ••••••••••••••••••••• --------- .. 10,392 6,649 3,843 37 

• BB..~d on Consolidated Freight Classification No. 16, effective Mar. 17, 1942, and generally applicable _ 
exceptions as published in Agent L. E. Kipp's Tariff, I. C. C. No. A-3333, - · 

I ' 

TABLE 24.-Western Trunk-Line Territory less-carload ratings modified by generally · 
applicable e:~,ceptions to the classification 1 . ·. : ..• .'' 

Western ClRSs!6.catlon rating 

Distribution of 
ratings changed by 

exceptions Number Number Percent 
Percentof Number not changed changed 1--~-:---
tlrst-clnss of ratings changed by excep- by excep-

rate · by excep- tlons tiona 
· -. tiona 

Rating 
(percent Num-
of first ber 
class) 

-----------------l-------l-----ll-----l----l-----1-----l------
4 t !. •...................•.•...... 
3 t 1------------------------------
2~. -··· ------------- ---······----

D 1 ••••••••••••••••••••••••••••••• 

1 %. -.-.- ·-----. -----. ···------.-. 

~~-. ---···· ··-· ·-----------------

1 u ....... ------------------------
110 •••••• ---· ---------------------

Footnote at end of table. 

400 
300 
250 

200 

1711 

150 

125 

110 

2 
16 
20 

354 

11 

472 

95 

1 

. 
2 ---------- ---------- ---------- --------16 

20 

-~-----=- -------::- r·-ft- ------~ 

a ~ a n · 100 8 

310 

110 4 
100 26 
85 2 
70 23 
55 3 
50 6 

100 38 
53 85 3 

6!1 1 
1 ---------- -·-------- :--------- ------·· 
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T .uu 24.-lftal4Jf"\ Trud-Lin• Territor11leaa-earload ratings m~difi••l bu gtntrallv 
. . applicabl1 nctpliotaa to lA• clau&ficati.o1&•'-Conttnucd 

Illlltrtbntlma of 
' ratlDRs ohllnp4 bJ 

Number Numbtlr J'l'l'tleDI ea~-eptJuu1 • . ' Percent or no& 
W eaten ClaMI1leaUoa rat.ln& Cl.nl-claal Nwnbtlt eban!l"d ebanaed chan red 

nte ofratJn&• b7 llftlJ)- b7 Uotlpo bJ l'lll.'eP- Ratlntr 
&!oDI Uoua fJillll (rll'rl't!na Nurq 

otfll'!lt bet 
olua) -. 

' ~~~ 81 
! 71 I 

70 p 
1111 I 

IOOl .............................. 100 l071 1.711 1117 J7 11.1 I 
110 I 
aT a 
M 11 
liO • 72 I 
TO 480 
63 • Ill) I 

~ ............................... .. , .. 1.031 m 22 aT 18 
,• aa M 

10 10 
41 l 
14 ' • I ,,, 63 • M 12 
aT • 

~ ............................... 70 ,.,., ... 22t • aa l1l 
ao • ., I 

·' ' 40 I 
I& I 

·' 

1 { 

10 lOCI 
Ill ............................... II 1.101 ... 123 t6 • 40 I 

u 12 

~·&~~. ..................... -····-·- lO,OG'T &I» 1.431 It .•.•.••... ........ 
t!lued on C01110Hdatecl ClaMlfteatloD No. 11 u of Mar. 17, 1142, u modltlfld b7 e:r~ptfoua of pueral 

appUeat.loa Ia t1feot oa lila& dace II aboWD ID Apol L. E. JCJpp'a Tarl.t!.l. C. C. No. A-a333. 

T .t.BLIJ 25.-w .. e.. TruM-LiM TerrilM11 Gn'/rq'IMJnlilJI. rating• modiflld &, g•t.
,.an, opplicabl• ~ZceptiOM to tu cla•aificatitm • 

Df8trtbatl011 of 

Number 
ratlnlll ohanK84 bf 

Number Percent. tlloeptJoua 
l'ereentof Number .ooa enanged cbantted w ~~tent Claaaltlclatfoa ratlt&l llrl&-claa chanced 

rate otraUnp b7 tlloepo b7 exoep. bJ exoepo ltatlnr 
Uo1Ja &Jona Ucma (percenl Nnm-

of ftm ber . . el1111) . -
I & 1--····-····-·············· 800 I • ·····-·-· ............ ·········· ........ 
2~------------------------------ 2ro I J .......... .•........ ............. ........ 
1>1.----------------------------- ~ • • ........... ···-····· ............ ......... ~~ .............................. 160 a 2 --······· ..•..•.... ............. ........ 

70 I 
MJ.i l 

1-.------------------------····-·· 100 aa 21 • M 63 • aT I 
110 1 

" 84 15 13 I lt 63 a '------------------------------ 67 1 
...................................... 70 lJ • 11 '13 83 • 67 J 
4. ................... .-............. u I I ••••••• 22. . ......... .......... .. ....... 

Total ...................... ··-····--- 80 68 ·······-·· ·······• 
J Baaed oD Consolidated C1aastAcatfoo No. 15 of Mar. 17, 1042, u modlfted bf tllceptfonl ofaeueralappiJ. 

ea&JoDID e1feel OD tha& date aalhoWDID A&8DC L. &. ~PP'I TarUf,l. 0, C. No. A-a:l33. 
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TABLE 26.-Southwestern Territory carload ratings modified by generally applicable 
exceptions to the classification 1 ' 

Distribution of 

Number 
ratings chiiDged by 

Number Percent exceptions 
Perceatof Number not changed · changed 

Western Classillcatlon rating first-class of ratings chiUlged by excep- by excep-
rate by excep- tiona tiona Rating 

tiona (percent Num· 
of first ber 

' " class) ·' . -
D 1 •••••••••••••• -·---·--··--·· ••• ~ 3 1 ' 2 67 75 2 
I ~i .•••••••••••.•••••••••••••••••. 150 2 ..................... 2 100 . 75 2 
l.W. ••••• ·-··-··-·-··-----------•• - 125 18 1 17 94 75 17 

{ 
75 

'\ 
165 

60 7 
1 •••••••••••••• ~---···-········--- 100 203 8 195 96 57~ 19 

46 a 
37 1 

~ 75 501 
72 1 
70 - 15 
65 2 
63 1 

' 62 1 
2 ••••••••••••••••••••••••••••••••• M 596 25 . £71 96 60 30 

• •6/j 1 .. 47 ] 
46 1 
42 8 
37 11 . 
35 2 
31 1 
75 1 

77}i •••••••••••••••••••••••••••••• 77}t 24 ---------- 24 100 60 1 
67~ 22 

75 ••••••.••••••••••••••••••••••••. 75 2 2 -·-------- ................... •••••• 65 .• ······ra 
' 60 1,052 

57~ 116 
M 13 

< 50 7 
48 86 
47~ 1 
47 1 
46 199 
41i~ 1 
45 9 
43. 2 

···············-················-· 70 1,ili5 50 1,505 97 42n 1 
42 8 
41 

~~ 40 
- 39~ e 38 •1 37 

36 3 . 35 11 

~~ 
2 
1 
2 30 8 28 

17 1 

611-------------··············· 65 11 .---------- 11 100 48 11 

---------·---------------------- 60 1 1 100 46 1 ---------60 I 
Footnote at end of table. 
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' Dlatrlhutloo ot 
' iJ'aUnp changed bt 

Nom~ Nnmber Percena tsoeptloot 
Percent of llol 

Wes&era ClaMitloat.lola ra&hll Grat-elasa Number ebaoged tbanpd ohangad 

nte ofraUnp bJ uoep- b;r ncep- b;r noepo Ratln1r 
' t.loot t.loot t.lona (peroen& Num-

ol fmlt bet . • ' elau) -aa I 
eo 13 
4lt 10 
47H I 
47 I 
46 1.1.50 
411H I 

; 43 23 ... ~, I 
; ¥ 4 .. t 

•a :u 
~· 4~H I 

u 10 
41 1l 
40 17 

~ 

' 80~ n ~ ................................ 14 ,.~ lot 2,Ja4 Q 17 
87 t7 
36~ 1 

' 36 1 
83 • .. ' 33H • 8.1 1 
32~ H 
81~ I 
81 l 
80 11 
:w • 

f 28 I 
:nH a 
Zf I 

·"' 2'J~ t 
>' ~ • 4& I 

' 41 I 
10. ............ ·-·····-············--- ao 71 2l 14 72 au~ f6 . 

' 
83 • ,, 

' 42~ .80 
4:1 I 
41 I 
40 :klO 
30}i a 
38~ I 
38 2 
B7H l 
37 I 

611.-..... - .... ·•··--·····,.········ " 1.114 1,420 1M 22 BIIH I 

~;, 71J 
1 

30 I 
27~ • 26 I 
:l4 I 
23~ • 1 :.) I 
17 1 
111~ 2 

GH...--·--... ---------4···--·-····· ~ I ............. l 100 31J I 

Jt { 
a6H I 

40-----·-·····-··-·-------------- 40 a& 31 a 36 t 
30 1 

Footnote a& tnd ot table, 
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TABLE 26.-Southwestern Territory carload ratings mod,ijied by generally applicable • 
exceptions to the classification 1-Continued · · 

1 - Distribution of 
Number Number Percent ratings changed by 

Percent of Number not changed changed exceptions 
Western Classification rating first-class of ratings changed by excep- by excep- Rating rate by excep- tions tions (percent Num-. . tions· of first bet 

class) 
37 11 
363-2 - 12 
35 78 
3472 1 
3.:1~ 39 
32~. 124 
31 34 

'30 88 
'2&72 12 
~9 19 
2872 2 
28 3J. 
~772 29 
263-2 4 

6 •••• - --------------------.------- 37~ 2,814 2,186 628 22 26 4 . 
25 44 

- 24~ a 
24 6 
2372 18 
23 3 
22~ 10 
21~ 6 
20~' 1 
20 ·- 30 
19 4 
1772 2 .. 

'' 17 7 
16 4 
·13~ 1 

' 12 1 
35 ••••• - ------------ ••• ----------- 35 8 3 6 63 32 li 

30 ,12 
29 1 
28~. 1 

' 26~ 2 
23~ 3 
22~ 2 

32~---- -------------- -··- -------- 32~ 295 249 46 16 21}2 5 
20 ' 3 
17~ 1 
17 

I 
, 9 

1672 1 
15~ 1 
13 4 . 12 1 
2772 4 
25 10 
24 1 
23~ . 1 

' 2272 
' 

.11 
2() 26 
19 3 

30 •••••• -------------------------- 30 . 375 270 105 28 18 3 
' p}2 - 13 

17 20 
16 \. 3 
1572 2 
15 3 
14311 2 
13 2 
12 l 

·• 

I 
20 17 
18311 1 

So - 18 11 . 1.. 17}2 11 22}2. -------.--------------------- 22311 170 123 47 '28 16 1 
15 3 
14311 1 
12. 2 

I 
17 2 
16 . 7 
15}2 -- 18 

17}2 _______ ----------------------- 17311 123 89 34 28 14311 l 
14 1 
12 3 
11 1 , 
9 1 

TotaL._. _______ . __ .------- ---------- 10,392 4,588 5,804 -56 ---------- --------
1 B~d on Consolida~ Freight Classification No.1§_, effective Mar. 17, 11)42, and generally applicable 

exceptions as published m Agent 1. R. Peel's Tariff, I. v. c. No. 3475. . 
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• Dllltrlbutlon 111 

• Number 
raUnnohang81J b;r 

. , Pareln&ol 110& Num::J Percent tJ.CtpUuu 

w .. -. Clull4ca&km n&lnl &ln&-olllllt NumbQ obanll8d tbanp ohanll'ld 
ra&e oln&inp b:r ueepo b:r excep. b1 tllcep. Rat Inc 

Uona &JODI tiona (perct~u& Num• 
·' ol ftn& bet 

olaaa) . '······························· 400 I I ········r ......... 70" 
II L ................................ ·IIIli) 18 14 ·······ia· -·~-··· i 
~ ................................................ 2IIQ 30 17 I II { ,r: 3 

7 

))1 .•••••••••••• 4.:~ ............. ~ 
100 3 

200 1M 101 47 11 11'1 111 . 70 20 
• \ M 2 

J.M. ..................................... 171 u • • 73 I :~ • • 
1K. •.••. ~ ............................ ·~ 

. 100 23 
472 fA11 u If IJ~ a 

70 ll . M t 

1 .......... ~ ......... ~---········· 
too 37 

121 M M fl a IIA f 
110... ................................... 

M 
no I I .............. .............. 

r···M-
·•·•·· ai 

< 

- 7'1 ' 70 2113 
.................................. 100 2.071 J, 731 I« 17 113 ' 67 a 

M 13 
60 2 
7& 1 
72 l 
70 400 

' Ill I 
IL .............. : ................. u J,eol 2,018 all() 23 67 lit . 64 CIO 

w 1IJ 
t:J I 
34 2 

I f!a l 
flO • 67 • .......................... ~ 70 2.801 2, 378 231 • M 175 
1!0 av 
43 t 
M t 
ao 119 

M 1,1011 1,~7 130 • 45 2 _ _...._ ................... -- 40 • c. 
34 14 

Total.:. ................ _. -·-··-·· .. 10,067 1.107 1,470 15 .. ......... ·-·-···· 
I 

I Based oa CoMOJidated ClaMlftcat!oa No. 11 u of Mill. 17. IIH2 u modltll'd by neeptlon.t of aenfl1'al 
applleat.loa Ia elfm. oa tbaC da&e ulb-D Ia Apnl J. R. Peer• Tart it, I. C. 0, No. U76. u ol Mar. 17, 1(142, 
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TAnt-E 2Po.-Southwestcrn Territory any-quantity. ratings modified by gc'(terally 
applicable exceptions to the classification 1 

---·-·-----------.----.-----:-----:----~-_.... __ __ 
Distribution of 

ratings changed by , 
Number Numb!lr Percent .exceptions 

Percent of Number not changed changed 1---.,..---
Wl'l!tern Cla.<;.~lficatlon rating flrst-cla.'IR of ratings cnan!led by eXCfiP· by excep-

mte by excep- tiona tfons Rating , 
(percent Num· 
of first . ber · 

. class) 

tiona 

' I ' 
3t 1. •....•••••••.••....•.••.•.••• 300 6 6 
2)"J ••••••••••••••••••••••••••••••• 250 1 1 
1>1. •••••••••••••••••••••••••••••• 200 4 4 

... ............................. ·----·-··· .......... . 
u ................................. 160 2 2 

!. ................................ 100 33 22 

2 ................................. 86 l'Z 11 

3 ................................. 70 13 7 
4 ................................. M 2 2 

··-----~:· -----··::·!------~~ --~··:·~ 
63 1 . 

'331 ~~ ~ . 40 1 
63 60 6 

. 67 2 

6 

8 

l-----·1----·l-----·1----l-----l----1·-----
~otal •••••••••••••••••••••• ............. 80 66 23 81 ·-·--····· ••••••.•• 

1 Da.~ed on Consolldt.lted Classification No. IIi as pf Mar,l7, 1942,1U! modltled by exceptions of general applf"· 
cation In eiiect on that date as shown In Agent J. R. Peel's ~aritr, I. 0. 0, No. 847/i. · · · · 

Tho anal;rsis of the generally applicable exceptions in Official, 
Southern, '\\estern Trunk-Line, and Southwestern Territories brings, 
out a number of points concerning the extent to which exceptions to· 
tho classification have modified regular classification ratings .in the· 
different territories. This information is summarized in tables 29 
and 30. 

TABLE 29.-Percent of commodity descriptions in classification modiiie4 by excepti~n8 
of general applicability, Official, Southern, Western Trunk-Line, and,, South-. 
u•e,,tcrn Territories · · · 

Percent of commodity deScriptions In the 
classlflcatlon which have been modified 

~errltory 
by exceptions 

' 

Carload Lc!ss- Any-
-~otal carload quantity ,. 

0 llklal ......................................................... 20 14 31 17 
(-;outhern ....................................................... 19 42 43 81 
Western Trunk-Line ........................................... 87 14 28 26 
Southwestern .................................................. 66 13 31 3C . 

Table 29 shows that in Southwestern Territory 36 percent ~f the 
r.ommodity descriptions in the classification are modified by exceptions. 
In Southern Territory 31 percent are modified by exceptions; in 
\Vestcrn Trunk-Line Territory, 26 percent; and in Official Territory 
only 17 :percent. In Southern Territory the tendency to modify 
dassificatwn ratings by the publication of exceptions is most pro
nounced in connection with less-carload traffic as·1s shown by the fact 
that 42 percent of the commodity descriptions in the classification have 
lrss-cR.rload exceptions ratings, but only 19 percent have carload ex-

.. 
. • 
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eeptions ratings. ~fa.ny of the less-carload exceptions ratings in the 
South are the rcsul~ of e.:ttensive reductions in ratin~s made in this 
manner in' 1940, partly for the purpose of mectmg motortruck 
rompetition. , 

Table 30 shows the extent of the rate reductions mado in rach 
territory by classification e.~crptions having general applicability. 
The extent of the reductions was determined by first computing the 
&Terage relation of the exceptions ratings to first class and then 
eomputing _the avera~e relation to first class of tho classification 
ratings which would nave applied il there had been no exceptions 
ratings on these items. The difference between the two relationships 
to first class measures the average reduction made by the classifica· 
tion exceptions, in percent to frrst class. This figure was thrn rx· 
pressed as a percent of the average relation of flfSt class which would 
have {lrevailed il the regular classification ratings, instead of tho 
exceptions ratings, had applied. 

T.uu 30.-E.rte"' of ral1 redw.ctiona mad• b11 clauificalio~& e:ccepliona. by rat• 
Cerriloriea 

AY~rnge 
reh1tlon &o Ptoroenl 

' Numher of Anr"r• nrst cln~1 rllductloo 
Tll'rltOQ' uoeptlona ft'latlon &o It cln!!~lll· In "'h18 

ftrs& chll!ll eotlon ff\t• tnode bJ r&LIDKI (per.oent) ln11:11 h11d ellt't'l'llnntl 
applied ratUIIJII 
(Pt~roent) 

Omctal ••••••••••••••••••••••••••••••••••••••••••••••••• 3,471 4A.fl2 IH. 2lt 20.7 
ftouth..-¥ ....................... - ................................ 6,27t 67.24 711."" :1<\.& 
We~~tem Tmnk·Lin•··································· a. 304 611.7B 71.23 2l. 7 

lout.bw•t.D..·-·····································- 7,2\IIJ 63.27 00.64 2LI 

Although the number of classification ratings modified by exceptions 
ranges from only 17 ,Percrnt of the commodity descriptions m the 
classification in Officta.l Territory to 36 percent in Southwesten1 
Territory, the exceptions ratings move a considerably larger propor-

. tion of the traffic than do the regular classification ratings. A study 
made by the Bureau of Trans,Port Economics and Statistics of tho 
Interstate Commerce CommissiOn of the carload traffic originated on 
September 23, 1942, discloses that 10.7 percent of the carloads moved 

' on exceptions ratings while only 4.1 percent moved on regular classifi· 
cation ratings.• · 

The percent of the intra territorial traffic in each territory moving on 
regular classification ratings, exceptions ratings, and on commodity 
rates, is shown in table 31. 

T.uu 31.-Eatimated p1'0portion of inlraterrilorial carload traffic in each territorv, 
· originating 011. September 29, 1942, which m01Jed on regular clasaificali.on rating•, 

exception~ ratings, and 011. com'TM_ditv ratea • 

TerritorJ" 

Ol!lcfaL •••••••• - •••••••••••••••••••••••••••••••••••.•••••••••••• 
Southern ..•••.•...•..••••••••••••••• --•· •.••••.•••••••••••••••. 
Western Trunk-Line ••••••••.•••••••.•••...... -··· •••••••••...•••. 
Southwestera. __ -··········. --·-···· •••.••••••••••••••••••••••••• 
Mountain-Pacinc ••••••••••.••••••••••..•.••••••..••••••••.••••••• 

I From exhibit No. m, I. C. C. Thwket Nl). 21l.100. 
IJ::Ihibll No. 223.1. o. ·c. Docket .No. 28300, table 2. 

Clflllllltlca
tinn ratln~ 

(percent) 

3.8 
1. 8 
O.fl 
:1.4 
J. 7 

J!:x~ertlont C'nmmnd· 
rot.tnl!ll lty lRtAII 

(l)l'rcent) (percent) 

(') 

17.6 
IJ.O 
0.:1 
4.4 

7tU 
Ill. 2 
\~1. 2 
ll:t.2 
9!i.3 

1 Less than 0.06 percent. 
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D. APPLICABLE, RATINGS, CLASSIFICATION oR ExcEPTIONs, AND 
AVERAGE RELATION TO FIRST CLASS 

The preceding paragraphs have shown the extent ·to which classifi
cation ratings have been modified by generally applicable exceptions. 
It is now possible to compute the average relation of the going or 
applicable ratings (classification rating or exceptions rating) to the 
first-class rates in each territory. The method used is that previously 
used in determining the average relation of the ratings ~ the classi
fication proper to first class. This calculation makes it possible 
to determine to what extent classification exceptions have brought 
down the level of class rates as measured by the average relation to 
first class. · · · -

The computations of these average relations of applicable ratings· 
to first-class rates are shown in tables 32 to 35. · 

TABLE 32.-0jficial Classification ratings as modified by. exceptions of general: 
applicability, the number of commodity descriptions taking each rating, and· 
computation of average relation to first class 1 

Carloads 

Ratings (percent of Number 
first class) of items Column 

taking 1 X 
this column 2 

rating 

1 2 3 

Less carloads Any quantity 

Number 
of items 
taking 

this 
rating 

Number 
Column of items 

1 X taking 
column f this 

rating 

li 6 

Column 
IX 

column& 

7 

Total 
number 
taking 

this 
rating 

8. 

400 __________________ ---------- ---------- 2 800 -------- ---------- / 2 
"22 

21 
320 

3 
420 
73 
2 

l 2,077 
3 

.2,814 
11 
1 
4 

19 

~~~:::::::::::::::::: :::~:::::: :::::::::: . ~ ::ggg t 1,~ 
200__________________ li 1,000 311 62,200 4 800 
175 __________________ ---------- ---------- 3 526 --------2-- ______ 3_00 __ _ ].5()__________________ 3 450. . 415 62,250 
125__________________ 19 2,376 . 64 6, 750 --"------- ----------

~~:::::::::::::::::: ------ioo· ---iti;ooo· 1,sJ 1ss.~ -------27- ----2:7oo-
95H----------------- 2 191 ---------- ·--------- 1 96 
M................... 661 47,685 2,243 190,655 10 850 
XI................... 9 729 1 81 1 81 
!<() ___________________ ---------- ---------- 1 80 ---------- ----------
77~----------------- ---------- ---------- 4 310 ---------- ----------
75.------------------ 16 1,200 3 225 ---------- ----------
'TlH----------------- ---------- --------·· 7 615 ---------- ----------72___________________ 15 1,080 30 2,160 --------6-- _______ 3_50 __ _ 
70 .• ----------------- 1,190 83,300 3, 015 211,050 
67___________________ 12 804 5 335 1• 67 
65___________________ 128 8,320 22 1,430 3 196 

M .••.....••••••.•.•• ---------- ---------· 1 64 ---------- ----------
6:L ••.•.•.•.•••.••••. ---------- ~--·~"-----·- 4 252' ---------- ----------
60................... 46 2, 700 101 &.OliO 12 720 
59.__________________ 1 59 ---------- ---------- --------------------
57H----------------- 1 68 3 173 ------~--- ----------
57 .••••• _____________ -------------------- 35 1,995 3 171 
55.__________________ 1,036 56,980 764 42,020 --------------------
52~i----------------- 1 53 
52___________________ \ 52 
50___________________ 985 49,250 
:~~----------------- 36 1, 728 

--------3- -----~i56" :::::::::: :::::::::: 
804 40,200 ---~------ --------~-

4 192 ~ 3 144 
---------- ---------- ----\.---- ----------.~~,----------------- 7 333 "/2----------------- 13 592 ----..----- ----------' 45.__________________ 288 12,960 --------2- -------00- ---------- ~---------

H___________________ 1 44 ---------- ---------- ---------- ----------
41___________________ 5 215 ---------- ---------- ---------- ----------
42~----------------- 23 978 ---------- ---------- ---------- ----------41.__________________ 2 82 - - - - ----------
40.------------------ 1, 578 62, 120 ------305" ---u,-200· :.:.:.:.:: ----------
39H----------------- 4 68 ---------- ---------- ---------- ·--·---.---
37~----------------- 708 26,550 ---------- ---------- ---------- ----------
37------------------- 14 618 ---------- ---------- ---------- ----------
36~----------------- 16 584 ---------- ---------- ---------- ----------

Footnote at end of table. 
90454-43--5 

7 
45 

4,210 
. ' 18 

153 
1 
4 

' 1119 
1 
4 

38 
. 1,800 

1 
4 

1, 789 
43 
7 

13 
290 

1 
5 

23 
2 

1,883 
4 

708 
14 
16 

Column · 1 X .. 
columnS · 

9 

800 
6,600 -
6,250 

64,000 
525 

63,000 
9,125 

220 
'207, 700 

' . 287-
239,190 

891 
80 

' 31(} 
. 1,425 

515 
3,240 

294,700 
1,206 
9,945 

64 
252 

9,640 
59 ' 

'231 
2,166 

99.000 
53 

208 
89,450 
2,064 

333 
592 

13,050 
44 

215 

9~~ :' 
74,320 

58 
26,650 

518 
584 
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T .taLil 32.--QJitial Clauijicatio11 rating• aa mOtlifted by tZc1plion1 of general 
applicalnlil11, CA• fttnnbff of commodity dtBcriptwr&a Caking eacA rating. and 
eompwatio• of avtrGgl rtlatio" to fird claaa '-Continued 

Carloada LMII carloadt ADJ quantlt7 
TotRI Column 

Jtatlnrs f~t ot Nnmber Number Number numhor 1)( 
Irs& l1iMIII,) of ltema Column· ofltema Column oflhtma Column &aklnl oolwnol 

&aktnc I)( &Ril:lnc I)( takln1 1)( &hll 
&hla eolUI11AI &hla toiUIIlA t &his IOiuwne rauua 

ra&.iq ratlna rattnc 

I I • t a • ' • t --
11 ....... ._ ........... t '72 ········i- ,. ......•. ............. ........... I T2 

~ 14 ................... ~087 73,048 ............ ........... I. OM 73, IJIII) 
.. ___________________ 

t7 1, 698 ........................... ............ .••..•.... 47 1,1111 
13~---.-..-·--· .. ·· II 1,843 I 117 l u 68 I, g44 
32 ................ 83 J.073 •·•······· .•••...•.. ........... ........... 83 1,073 

1 12.. ............. - ..... 11 113 ·-······· ... , ....... ........... .......... 11 611 
11~----.. ·-········· • IM ...................... ·········- .......... • 124 
an ................. 12 t, llfll ....................... ........... ........... 12 2. 80& 
~-----.--·······--·- lU 1,830 ....................... ........... .............. 1U a, 8:10 
~VH.. ...... - .... _ .. 17 1,092 ········-· ........... ............ ........... 17 1,0111 
21 ................... • Ill ...................... ........... ·········· t 116 
28 ................... • 113 ........................ 

~--······· 
............. • II :I 

27~··--············ en 13,008 ········-- ........... ........... ............ t71 13,008 
~ ................ Ill J.I02 ······-··· .............. ··•••4•••• .......... e8 l,aol 
18 ................... I lift ......................... ··-······ ............ I 2~ 
2l'H. ............... ~- • 77 ....................... ................ . .......... I 77 
2& .................... ~~ 4.224 ............ ······-··· ............... 4 ••••••••• 16~ t,2'J5 

,.~------··-------- I 120 ....................... ............ .. ............. a 1:.10 
23 ................ ]0 231 ........................ ................ ............... 10 2:15 
23_ .................. 67 1,311 .. ..................... ............ ........... 67 I, Ill 
22~----············ 181 t,073 .......... ........... ............. ............ Jil t,073 
22 ................... I 22 ..•................. ........ -... ............ l 22 
21)i. ••• --•• ~·--···· • 229 ........................ ............. ..... ____ 

I 129 
21~--------·-·····--- l 21 ·······-·· .......... ····-····· ........... I 2l 

30~---------········ I 108 .............. .......... ............... ............ I 10:1 

~--···------········ • 400 ·········· ····--···· ............ ............ 20 too 
11 .. ------.. --. • 0& -------- ... ~--- ·········- ............ a 0& 

··~----········--·· I 3ft ........................ ............ .. ........... 2 8ft 
17 ................ 7 123 .. ..................... ............. ............. 7 123 
17 .................... a II ·-······· --······· ........... ............. a II 
13.-------···· . I 13 .......................... ............. .. ........... I I <I 

'• 
\ 

TotaL •• ·-···· 10,392 400,eol 10,067 841,2110 10 1,6M 20, aaa 1.340. ..... 
' 

J. •erar• perem& of 
Atlt claal---·----· 47.21 83.17 101.01 14.21 

I 'BUild 0!1 COilliODdatecl rutgbt C181111l!catlon N~t. 15 u of M!U'. 17, JIH2. u modlfted b7 JllnMally IP'flJ.. 
eabla UC!!ptlonl ba e1fac& on tha& date, u pobJiabed 1ll Acen& W. 8. Curlet&'l Tari1f 1. 0. 0. No. A-71 ., 
el Mar. 17. 1~ 

TABU! 33.-SO'UtAern Cla11ijication rating• a1 modified by exception~ of general 
applicalnlity, tAl numbe?" of eommodit11 deacription~ taking eacA rating, and eom-
p'UiatiMI of auerag1 relatio1t to first cla11 • · 

Carloads Leu earloada Any qUIUI.tlty 
Total 

Jtatmgs (pereen& of Number Number Number number ColumD 
tall: Inc lX 1ln& elals) of ltema Column olltema Column ollteiM Column &hie eolumal lakin& IX &Bil:lniJ IX &BII:Inl IX ratlnl tbia eolumn2 tbla eolumn4 thla eolumnll 

ra&inl ratina ratlna 

I 2 ·a • I • 7 • • 
400 •••••• ------------ .............. ............... 2 800 ·····---,- ··--i;so.r 2 800 

300~--------~--·----- .................. .................. JS 4,800 22 ft,fkJO 
250 .................. ·-······r ···-·- ·~·-

20 5,000 1 21\0 21 a, 2110 
200 •••••••••••••••••• flOO 304 110, 81JO • 100 au 112. 21JO 175 __________________ 

••••• -300" a 525 ---·····r ·-····aoo· 3 6211 

~~----------··-··-·· 
······-·;· 3M 63,400 3110 114, OliO 

12~------------·-··-- 18 2,2ll0 40 1,000 .............. ····-····~ ll8 7, 2!'~) 

uo.•-···-·····--·-- ••.•••.... -········- l uo ................ ............... 1 110 

' 1 'Baaed ou Consolidalelf Frelghl Cl!llt'lil!catlon No. 15 u of Ma~. 17, 11M2, aa, modlft11d t>y ,1en~rally 
app.&ica.bJe uceptiolll w eJJecC on tba.& elate u put.liabed m A&ent £. U. Dulaney I TariJ:II. C. 0, No. ljtj. 
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TABLE 33.-Southern Classification ratings as modified by exceptions of general 

applicability, the number of commodity descriptions taking each rating, ana com-
putation of average relation to first class-Continued · 

Ratln~s (percent of 
first class) 

1 

100 •••••••••••••••••• 
85 ••••••••••••••••••• 
kl ••••••••••••••••••• 
M ................. .. 
77~S ............... .. 
711 ................. .. 
70 ••••••••••••••••••• 
67 .••••.•••••.••••••. 
65 ••••••••••••••••••• 
62 .................. . 
60 ................. .. 
li7~i ................ . 
67 ••••.•••••••••••••• 
65 .•••••••••••••••••• 
62~ •••••.••.•••.•••• 
60 ................. .. 
·~---················ 
47 ................. .. 
411.'2 ................ . 
4[>)·2 ............... .. 
45 .•...•••.•...•••••. 
44 .•••••••••••••••••• 
43 ••••••••••••••••••• 
42 ••••••••••••••••••• 
41 ..••••••••••••••••• 
40?2 ................ . 
40 ..••••••••••••••••• 
3UJ2 ••••••••••••••••• 
39 ..••••.•••.•••••••. 
3H ..•••..•••.•••••••. 
87!2---·············-
37 .•••••••••••••••••• 
35 ••••••••••••••••••• 
34 ................. .. 
33!2 ••••••••••••••••• 
3:.!'-1 ............... .. 
31}1 ••••••••••••••••• 
31 ..••••••••••••••••• 
311 ................. .. 
2U)i .••.••.•..•••••.. 
211 .•••••••••••••••••• 
~)2 ................ . 
27}2 ................ . 
27 ..•••.•......•••••. 
211)2 ................ . 
26 .•••••••••••••••••• 
2!'>. ................ .. 
2tH ............... .. 
24 ................. .. 
2:1 
2'2! i::: :::::::::::::: 
2'2 ................. . 
2Ui ............... .. 
21 ................. .. 
20]-i ................ . 
20 .................. . 
111 ................. .. 
IH .................. . 
17)-i ............... .. 
17 ................. .. 
lfiJ.i ................ . 

~~- :::::::::::::::::: 
13!-1 ............... .. 
J:i .................. . 
12~ ................ . 
12 ................. .. 

Carloads Less carloads Any quantity . · 

Number .Number Number 
of Items Column of Items Column of Items OolullUl 
taking IX taking IX taking IX 

this column2 this column4 this column6 
·rating rating rating 

2 8 

160 16,000 
612 . 43,1120 

4 

1,097 
1,217 

II 

109,700 
103,4411 

6 

13 
10 

7 

1,800 
850 

II 406 

....... T ....... 78' ~~~~~~~~~~ ~~~~~~~~~ :::::::::: :::::::::: 
I 711 

1, 102 77, 140 
1 67 

----3;8oo· ""2ii9;roo· ·----·-ir ··--i;i20. 
1 67 .................. .. 

4 260 .................... ···-·--·· ......... . 
1 62 

81 1, 860 ···--·--r ...... iso· :::::::::: :::::::::: 
1 68 
3 171 

1,1159 107, 7415 
1 63 

------·33· ... Tssi' :::::::::: :::::::::: 
1, 652 90,860 II 2711 

I 63 ---·-·--· ......... . 
117 II, 860 822 41, 100 16 • 800 

8 384 ....................................... . 
1 47 ....................................... . 
2 93 ................... , .................. .. 

81 1, 411 
1,382 62, 19o ...... 2o9· .... 9;4o5· ....... T ----··m· 

3 132 ....................................... . 
1 43 
4 168 ""'"'39' ""i;638· :::::::::: :::::::::: 

107 4, 387 ...................................... .. 
8 122 2, 728 1o9, 120 ...... 3i7- --·i2;68o· ......... T ....... ,o-
4 168 ....................................... . 
~ ~m , 
21 798 :::::::::: :::::::::: ....... T ....... 88. 

163 6,113 
169 6, 253 ....... '9' """"333" :::::::::: :::::::::: 
831 11,6815 18 630 ................... .. 
16 610 ........................................ . 
9 302 .............................. --~-------

129 4, 193 ....................................... . 
18 667 ....................................... . 
1 31 

65o 16, roo ........ & ....... i8o· :::::::::: :::::::::: 
2 59 ....................................... . 
4 116 .............................. ., ....... .. 

12 342 
64 1, 4815 ------'2" ""'""65" :::::::::: :::::::::: 
28 756 
6 159 
1 26 

··-----4,. -·--i;ioo· :::::::::: :::::::::: 
3 78 .................. .. 

133 3,325 ........................................ . 
20 490 ....................................... . 
7 168 
3 69 ....... T ....... 23. :::::::::: :::::::::: 

150 a, 3711 ...................................... .. 
3 66 ...................................... .. 

67 ~ 441 ....................................... . 
1 21 ....................................... . 
4 82 ...................................... .. 

62 ~ 240 .................... ···--·t"" ......... . 
19 361 .......................... ,._ .......... .. 
23 414 ....................................... . 

Jl2 1, 960 ...................................... .. 
3 61 ....................................... . 
6 99 ....................................... . 

10 160 ....................................... . 
6 00 ....................................... . 
4 54 ....................................... . 
1 13 .......................... , ............ . 
4 60 ....................................... . 
2 24 ............................... -----·-··· 

TotaL......... 10, 3!12 499,774 10, Ofi7 773, 189 80 7, 7118 
A vernge percent of l--.:...:.~l-.....:...;.;...;...l~.;;.;..:~;..l . ....:..:...:..:...;.;.;;..l·--....;;.;;;,.r._....;.;...;.;.:;;,. 

first class ......... . 48.09 76.83 97.47 

Total 
number 
taking 

this 
rating 

8 

1,270 
1, 739 

II 
1 
1 
1 

4,968 
2 
4 
1 

84 
1 

86 
8,616 

2 
9615 

8 
1 
2 

81 
1,696 

8 
1 

43 
107 

8 
8,046 

4 
43 
22 

163 
178 
349 

111 
9 

129 
18 
I 

11116 
2 
4 

12 
116 
28 
60 
4 

133 
20 
7 
4 

16(} 
8 

67 
1 
4 

62 
19 
23 

112 
3 
6 

10 
6 
4 

• 1 
4 
2 

·oolull1Jl· 
IX 

columnS 

127,000 
147,8115 

4()1) I 
·so 

7S 
711 

847,760· 
134 
260' 
62 

2,040 . 
68 

2,0112 
198, 88() 

106 
47,750 

384 
• 47 

' 93 
1,411 

71,820 
132 
43 

1,806 
4,387 

122 
121,840; 

158 " 
1,677. :. 

836 . 
6,113. 
6,1186 

12,2111 
.. , 1110 

802 
4,193 

1167 
. 81 

16,680 
. 69 

116 
342 

1,640 
7116 ,. 

1,8211 
104 . 

8,821> . 
490,.. 
168'. 
92 

8,876 
6& 

!,441 
2'1 
82 

1,240 
861 
414 

1,960 
61 
99 

160 
90 
64 
13 
6{) 
24 

20,639 I, ~1. 061 . 

62.37 
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TABL~ ~-1.:-ll"!slerJl Class-ificnl~OJl rnlin~s a.t modified by tzctpliona of general appli• 
nJbildu "' n Isler• Trunk-Ltn• TernlO'rJI. lAI numb~r of commodity c.leacriptaun• 
laA:"'I tac~ raling. and eompulalion of Gtl.rage relation to Jird dau l 

Carl08ll1 IMHarloads AnJ.quantltJ 
To till 

Jtatlnn rr.mon& ot Nom her Number Number numtmr Column 
Irs& elasa) of il.f'ml Column or 111'018 Column of ltl'ma Column taklna IX 

tall ina •x &aklua IX &aklna IX &his columna 
&his eol1111U12 &hil columnt this OOI1111U1 8 rauua 

ra&inl ratinl rat1n1 

I :a I • a I 7 • • 
a ..................... _ -········- ········•· 2 800 ............ - ····i:s•iil- 2 IIIlO 
300 ................... -········- ............ ,. ··t,llllO • 21 8,11110 
~~----···-···-·····- --······i- ------- ~ &,0110 • 2.'111 21 3, 2fl() 
,.JO •••••••••••••••••• 110 &l, OtJO • 800 813 8J,IMJO 
175 .................. -········· ............... :t 6:1& ........ i . • • •••• 800- a /1:.:& 
J~D-·--····•••••••••· .••••.. if .••• i:i25- 40it 81,2110 4111 It, filM} 
J:l..'l.. •• - ............... 6.1 .. 62/i ............. ......... ·- 70 8, 1/iO )to_ ________________ 

······--i~ ······~oo-
1:1 1,3- ........ 28~ .••. i,. i.liO- 1:1 I, 3:ZO 

ltMl. ................... 1, !lit 1"1,100 1,1144 JM,4UO 
~ll...---·-···········- lit 1,11.10 2,0M 1n,11110 13 1,104 2, 121\ 11'10,1\:18 
78. .................. e:-e 110.700 .............. ···-·4.ii ............. ............... 67ft 110. 7110 
n ...... - .... ·-·····- ···-···· •••• , ci20" • •••••••• i"" ····--ano· I 4:1~ 
70_ .................. I& 1,161 221,270 1,23:1 :tn,MO 
IR}i-•••••••••••••••· ............. .............. ········i· ······- -·- I 69 ' lilt 

. ea .•.•• - ••..•.•.•••. ·········- ••••••• 87" 136 ........... ............ 2 138 
17 ..................... l ...•...... ............ ............ .......... 1 17 
14 •••• ~-·-······--- I lllll ........ ii. ······i93" ·······ia· ........ i-ii . I 19& 
83 ••••••••••••••••••• 1 63 27 1, ;oa 
-~----·--·········-- 1 6:1 ........ ii" ·······---- ........... ........... J 11:1 eo ................... 1,28 .. 77,040 860 ............ ·········- 1,300 711,(00 
17~-----········--- l G8 ·······2.; .... i."428 ·········- ·······-·- 1 68 
17 ..................... •••• i..84i ...................... m 29 1, fttl 
M .......................... 101,2118 s,oa~ 106,21:0 I lM 1,77& 207,111-f) 
1() ...................... 10 t,OOO 160 I,OCO I au 241 n,oro 
~-··-·······-·····- 2 Oft ............... ............. ............ 2 lift 
47~-----·-------·-- I 143 ............. ·········· .............. .............. a 143 
47 ••••••••••••••••••• 1:1 684 ............. ·········- .............. . .......... u et~• 
4fl~ •••••••••••••••• I 47 .......... ........... ... .............. ............... 1 47 .s. ................... 144 14,8~ ········i ·······go ............. ............... 344 111,,24 . 
.a ••.........•••...•. 1,478 tl6, &10 ............. ........... I, 480 &&,eoo 
"·-·······-······-·· I .... ............. ............ ............. ............ I .... 
u "················· ... 1,&70 ...•.... i ......... ............... ·········- 114 1,1170 
d ............. _ ........ 17 714 ............ ............. 11 7tl) .1 .............. --··· 138 8,67& ....•...• ······ioo ............. -···--··- 1~6 l,llift 
40 ...................... 2111 10,200 . ............ .............. ~It 10,300 •"'-····-------·· :1 77 ........... ............ ............ ............. 2 77 
...................... 1 38 .......... ............ .. ........... I ·as 
87}i. ••••••••• - ••••• 2,2{7 16, 1311 .............. ............. ... ............ 2, 2ll7 16, 1ll8 
a7 ................... ~· 1,073 ........... . ............ ............... 21t 1,071 
36~---··--······ 4 .. 1,1106 ............ ............ ............... 44 1,1106 
36 ................... ~· 1,0+1 .•••••• i7 ·····-ioa ............ . ............. 21t 1,044 
83 ••••••••••••••••••• 1.'!7 1,4116 .......... ............ 174 e.o\10 
33~-·--····-······ 1J 31\lt ........... . ........... ............ ............ II 31\9 
82 -·······--····· 487 15,828 ........... . .......... ............. 

~-·······- 487 15,11211 
31 ................... .. 124 ............ .......... ............... 4 1'24 
ll ................... Ut 12,420 ····-···· ........... ................ 414 12,4~ 

~~~---······-······ • 238 ............. 
. ······-·- ............ I 2:!11 J; ___ .......... a II& ............. ............ a ., 

,,_ ···-··-···--···· 31 RIIIJ ............ ········- ............... 81 llfll 

2f~---····· .. ······ 21' 770 .•....... 
. ········- ............. 2H .TO •. 

~ ............. ---··- 10 2M ··-······· ·········- ........... -········· 10 2r& 
25~-----·---------··· 44 J, 125 ··-······· ........... .............. ............. 48 1,123 
24~------·····-- 23 11M .............. ·········- ............. .............. 23 11114 
24 ............................. a 120 -·-······· ............ ............. ............. • ~~ 
23~---···········-· 2 47 ............. ........... .................. .............. 2 47 
23 ................... • 207 .............. ............ .............. ............. • 201 
22t!:··-············· 1111 1,6~ ............. ............ .............. .. ........... 161 1,6~ 
21 ····--···---·-··- 18 344 .............. ............ . ............ ... ............. 18 ..... 
20 ·······--······· J 21 ................ ~ ............... ............. ... ........... I 21 
20--····-··--····-·· 68 1,120 ............... ........... 

~-········ 
................ 68 1,120 

19 ••••••••••••••••••• a 67 .. ............... ............ ............ .. ........... I 67 
18 .•••••••••••••••••• 10 1.111) ................... . ................ ................ .. ............. JO 1RO 
11~-----···--·--··· 144 2,1120 ............... .............. ................. ............... 144 2,&20 
18 .•••••••••••••••••• 2 32 .. .............. ................ ............. .. ............. 2 32 
1.'1~---··-··-··-····· l 18 ................ ............. ............. ................. 1 It 
L5 ••••• ------····~··· a 7.') ............... 

··-··---~ 
................ ............ a 78 

2 ................... a 38 . ...................... . .. ............... . ................... .. .................. a 38 
Total •••••••••• 10,392 483,027 10,067 841,41\6 80 11,5112 :li,M9 I, 33.1, ~~~ 

Yentp percent ., 
la.Ge InC daaa •••••••••• '4&61 107.03 lUI 

J:Bued on Consolidated Cla8slftcatlon No. IS u of Mar. lll042. u modl11ed bkpneraJJy applk:.ble 
eueptlolll ill dec& on tha& date u pllbllahed iD A&en& L. J:. pp'l TarUII. 0. 0. o. A-3333. 



INTERTERRITORIAL FREIGHT RATES. . 53 

'TABLE 35.-Western Classification ratifl.(ls as modified by exceptions of general-a-p
plicability in Southwestern Territory, the number of commodity descriptions taking 
each rating, and computation of average relation to first class J. . , • 

1 .. 

Carloads Less-carloads Any-quantity ·. . I 

Total 
Column'. Rating!! (percent of Number Number Number number 

first class) of iroms Column of items Column of items Column . taking IX 
taking IX taking IX taking IX this columns 

this column2 this colwnn4 this colwnn6 rating '• 
rating rating rating 

I 2 a ' 5 6 7 ' 8. '9 

400. ••••••••••••••••• •••••••••• •••••••••• 2 800 
300 •••••••••••••••••• -·-------- -········· 14 '· 200 
250 •••••••••••••••••• ······--·- •••••••••• I7 4,250 200--········-------· 1 200 307 61,400 
175 .••••••••••••••••• •••••••••• --------·· 3 525 
150-------------····· ····•····· ·········· 407 61,050 125.................. 1 125 ' 54 6, 750 ········-- •••••••••• 
no.................. .......... .......... 12 · 1,320 
100------------------ 8 800 1, 804 180,400 
85.------------------ 25 2,125 2,096 178,160 
75................... 690 17, 250 1 75 •••••••••• ·······r·· 
72 •• ----------------- 1 72 2 144 ---------- ----------

··,--····s· ···-i;soa· 
1 250 
' 800 ----·-··r ······aaa· 

-------22- ----2,·200-
12 1,020 

2 ' BOO 
15 6,000 
17 4,500 

808 62,400 
3 525· 

407 til, 350 
55 '6,875 
12 1,320 

1,813. 183,400 
2,122 181,305 .. 

691 17,825 
a 216 

70 .• ----------------- 65 4,550 3,185 222,950 11 770 
68!-i----------------- ------·-·· ••••••···• ---------- -----···-- 1 69 65;.................. 5 325 •••••••• 

8 
••••••• ~1•8•9 •••••••••• 

1 
••••••••• 

63 
.•• 63.------------------ 1 63 

~::::::::::::::::::: 1, o9~ 65, ~~ --·····-s- ··---~i8o· ::::::::: :::::::::: 
~~~:::::::::~::::::: ------~~~- .... ~:~~- ···:···ao· ····i;7io· -------T ------iii. 
65................... 125 6,875 1,924 105,~20 2 110 

~::::::::::::::::::: 4g z. ~ ······i7s· ····s;7oo· ·······if --·--·&a· 
48 .• ···········------ 57 2, 736 ········-- ·······---- ·····--··· ----------
47~----------------- 2 95 •••••••••• -----····· --------- .......... . 
47 ······------------- 8 376 ----"····· •••••••••• ---------- ••••• ...,.. •• 
46. •••••••••••••••••• 2, 064 94,944 ---------- •••••••••• ---------- •••••••••• 
!~~~::::::::::::::::: 1, 45~ · 65, M~ ········2· ·······oo· -------T ---····oo· 
44~i---·------------- 1 45 ---------- ---------- ---------- ........... . 
44.------------------ 2 88 ---------- ---------- ..................... ... 

3,305 228,270 
1 69 
5 325 •. '5 ~.· 815 
1 62 

1,093 65, 580 . 
157 9,028 
32 1,824 

2,051 . 112,805 
5 265 

228 11,400 
57 2, 736 
2 95 
8 376 

2,064 94,944 
8 . 137 

1,455 65,475 
1 ' 45 

':"- 2 ss· 
43 .• ••••••••••••••••• 23 989 •••••••••• ---------- -----····- ••• ,... ••••• 
!i~::::::::::::::::: u a. m -------·2· -------8,- :::::::::: ::::::::: 
:~::::::::::::::::::: J~ 11, ~g ·······-a- ------i20" ·······y -------40-
39~---·······-··-··· 120 4, 740 ---------- ---------· ---------- ----------
39................... 1 39 ---------- ······---- ---------· ----------

23 ' 989 
84 3,570 .. 19' .. 798 . 
18 738 

279 11,160 
.120 4, 740 

1 89 
38!-i----------------- 2 77 •••••••••• •••••••••• --·--····· ····'------
88.- ··--------------· 2 76 ---------- ----······ ---·-····- •.••••••••• 
37!-i----------------- 2, 199 82,463 •••••••••• ----······ ········-- ----------
37------------------- 56 2, 072 ---------- ---------- ---------- ---------
36~2----------------- 23 840 ---------- ---------- ---------- ----------
36................... 2 72 ·········- ---------- ---------- ----------

.. ll 77 
' 2 78 

2,199 82,463 
.. , ,56 2,072 
.23 840 

2 72' 
85................... 188 6,580 21 735 ·····----- ----------
34!-i--------·-------- 1 35 ---------- ---------- ---------- --------·-
83!-i----------------- 46 1, 541 ---------- --------·- ---------- ----------
33................... 1 33 •••••• t ••• ---------- ---------- -----------

32~2----------------- 390 12,675 ---------- ---------- ---------· ----------
.32................... 5 160 ---------- ~--------- ---------- .-·-·------
31H----------------- 1 32 •••••••••••••••••••••••••••••• ----···-·· 
81.------------------ 36 1,116 ---------- ---------- ........... ----------
30................... 891 11,730 --------·- ---------· ---------- -------·--
2\l~i----------------- 12 354 ---------- ---------- ------·--- ----------
2ll................... 24 696 ······---- ---------- --~----~- ~·---------

:~~::::::::::::::::: 3~ 9~ :::::::::: :::::::::: :::t;::::: :::::::::: 
27H---·············- 40 1,100 -----·-·-- .••••••••••••••••••••••••••••• 
2fl!li----------------- 6 159 ---------- -----·---- ---------- ----------
26................... 4 104 ---------- ---------- ---------· ----------

209 7,315 
1 35 

46 1,541 
1 33 

890 12,675 
.5 160 

1 32 
36 1,116 

891 11,730 
12 354 
24 696 
3 86 

33 924 
40 1,100 
6 159 
4 104 

25................... 55 1, 875 ·········.- ---------- ------·-·· ----------
24.\1----------------- 3 74 ---------- ---------- ---------- ----------

55 1,375' 
3 74 

24.------------------ 8 192 ---------- ---------- ---------- ----------
23.\1~--------------·· 25 588 ---------- ---------- ---------- ----------
23 ..• ---------------- 5 115 ---------- ··-------- -------··· .----------
22!·~----------------- 148 3,330 ---------- ---------- ---------- ----------
21~---"··----------- 11 237 ---------- ---------- ---------- ----------
20~1----------------- 1 21 ·······-·· ---------- ---------- ··"·····--

8 '192 
25 588 
5 115 

148 8,330 
11 237 

•' l . 21, 

Footnote at end of table. 
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TA•t.a 35.-lF'..,tm~ ClcuificfJtiO'f& ratings at modifitd &u ucepliona of general ap.. 
pliCAbililu ill.Soutlu1111l'"' Ttrrilort~. Cht ftumbtr of commodilJI descri(Jlion• laking 
•aeA rGli~tg. o,W comp""laticm ofGH1'age rllatlo1a to Ji.rll ela11 L-Contmued 

Jtatlnn fpllreen& of 
An& clul.) 

I 

to ••••••••••••••••••• 
lt~·················-18}j ................ . 
·~-----------········ 
17}'--······---····--17 .................. . 
18~----·····---···· 
18~----· .. ···--·····-
1~~'--··············· !& .................. . 
l4}i. ............... . 
14 .•••••••••••••••••• 
1JY6 ................ . 
13 .................. . 
12--~--------········ 1.& ••••• ____________ . 

..................... 

Total •• ·-···· 
J. •erar• J)el'OID& ol 

1ln& clale ........... . 

Carloada J.eu.arloada .lnJ-quantltJ 
Total 

Number Number Nnmber number Column 
ollte~ Coloma ollte~ Coloma olltema Column &all: Inc 1)( 
&aktnc I)( &akln1 1)( &aklna IX &bla OOIWDJll 

Chla oolWDJl2 &hla OOlWDJlt Chis columna ratwr 
raunc raUDt ratmr 

t I • • 'I • • 
aa 1, TOO ............. •••••••••• ........... ........... aa 1, TOO 
7 133 ·········- ........... •••••• ••• - ............ 7 13.:1 
I II ······-·· ··-······ ............ •••••••••. I 11 

t• 211~ --·······- ········-- •••••••••• •••••••••• 1.. 2.~~ 
118 2. oao •••••••••• •••••••••• •••••••••• •••••••••• 118 2, oao 
40 6HO ................................ - •• .. .. • ...... fO 8140 

• 17 ...................... ·········- ............ 1 17 
1a toto •••••••••• •••••••••• ........... •••••••••• 1s 240 
23 8117 •••••••••• ·········- •••••••••• ·········- 23 8117 
• 80 ...................... ········- ........... • 10 
t M ............ ............ •••••••••• ............ 4 68 
l 1.. •••••••••. •••••••••• •••••••••• •••••••••• I t• 
I 14 ........... ........... ........... ........... I lt 
I 7!t •••••••••• •••••••••• •••••••••• •••••••••• I . 78 
I M ........... •••••••••• ............ •••••••••• I M 
l 11 •••••••••• ········-- •••••••••• •••••••••• 1 11 I t .••••••••. ••••.•••.. .••.•..... ..•.•.••.. 1 t ... ... .,., ... ·~,.., .,. ... .. ""I ... ... ~ m.,. 
.. 1-31 83.-tl 103.45 112.10 . 

I B..t OD ConMllldated ClBIIIltlc:atlon No. 15 u of M&rcll17l194~, u mocUII"d bJ ~lll'flptlona of aeneral 
appUeatJoo ID IJ!ee& oo &ba& date. u lhowu bl.A1811& J. R.. PH '1 TarUI L c. c. No. 3476. 

Table 36 compares the average relation to first class of the applicable 
ratings, i. e., the classification ratings as modified by exceptions, with 
the averag~ relation to first class of the ratings in the classification 
proper, which was previously computed. It will be seen that the 
greatest reduction in average relation to first class is in Southwestern 
Territory, and that the second greatest reduction is in Southern 
Territory. The least reduction is made in Official Territory. 

TABU 36.-.A.rnagt relaticm to fird ela11, elaiBificalion rating• eompared tDith 
applicfJbl• rating• (claaaiji.cati01a 01' nception1) · 

Oft!cfal. ••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Southel'D- •••••• - ••• ····························-••••••••••••••• ·---· ••••• - --·- •• 
Westel'D Tmnii:-Llne •••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
SoutbwesterD.--···-··················-···---······--··-······················· 

Peroen& of ftn& clBII 

Cl111111lft.. 
eatlon 
ratings 

M.26 
fll!.l4 
119.1n 
6Q.O'J 

A. ppllcablt 
ratlDII 

f\&23 
Ill. 37 
M.94 
u.1a 

If the average relation of the apJ.>licable ratings in each te.rritory 
is multiplied_bl' ~e_perc.entage relation of the first-clas~ rates m th~t 
territory to Official Temtory first--class rates, the resultmg figure will 
be the averag~ relation of the applicable ratings in each territory to 
the Official Territory first-class rates. This process is shown in 
table 37. ·· 



INTERTERRITORIAL FREIGHT RATES 55 

TABLE 37.-Average relation of applicable ratings to first clas1 in each territory 
converted to average relation to Official Territory first-class rates ' . 

,- A vera!'(e relation of Average relation ol 
Average relation of 1lrst-class rate In applicable rat~s 

Territory applicable ratings each territory to. to 0 fllcial Te • 
to territorlal1lrst· 0 fficlal Territory tory flrst-clsss rates 

class rates (percent) 1lrst-class rates · (percent) 
(percent) 

(Column 2 X Col• 
(2) (3) (1) umn3) . 

Offici~----·-······························ 65.28 100 65.29 
Southern._. ______ -·-·--··-···············-· 62.37 139 86.69 

w ~=. }'~:~~: ....................... } { 
128 83.1. 
146 94.83 Zone II. .•••.••••••••••••••••••••••••••• 64.95 161 104.57 Zone 111 •••••••••••••••••••••••••••••••• 184 119.51 Zone IV •••••••••••••••••••••••••••••••• 

Southwestern.. •••••••••••••••••••••••••••••• 62.19 161 100.13 

If the figures from table 37, showing the average relation of appli
cable ratings to the Official Territory first-class rates1 are converted 
to relative numbers with the Official Territory relat10n as 100, the 
result measures the relative level of class rates in each territory, after 
differences in classification and exceptions ratings are taken. into 
consideration. This series of relatives is as follows: . 

Official_----·--_--------------------------------·-···· 100 
Southern---------------------------------··----·-··-· 133-Western Trunk-Line: 

Zone 1-----------------------------------~-------· 127 
Zone II------------------------------------------ 145 
Zone III-----------------------------~----·--~--- . 160 Zone IV.---------·----------··----------------~-- 183 . 

Southwestern---------------------·------------------- 153 
The nature and limitations of these averages should be made clear. 

As previously stated, they represent the average level of class rates 
in the different rate territories when differences in ratings, whether 
classifications or exceptions, are taken into consideration. Although 
the averages take into consideration rate reductions brought about by 
exceptions ratings of general applicability, they do not take into 
consideration commodity rates. To some extent commodity rates, 
apply in Southern and Western Territories on traffic which moves on 
classification or exceptions ratings in Official Territory. Comparative 
rate levels on a limited number of commodities which move on com
modity rates in all territories, or on class rates in some territories and 
commodity rates in others, are shown elsewhere in this report. The 
averages used in this chapter, however, are averages of class rates. 

The averages shown in this chapter, furthermore, do not take into 
consideration the volume of traffic movin~ under the various rates. 
In fact, the averages probably include ratmgs on many articles that 
do not move at all in certain rate territories.l For some purposes such 
an unweighted average is superior, and for other furposes, it is inferior, 
to an average that is weighted by the volume o traffic moving under 
the various rates and ratings. If one is interested in the average of 
rates on traffic that actually moves, the unweighted average is of no 
value. If one is interested in the average of the published rates the 
unweighted average is superior to one that is weighted by the volume 
of traffic moved at different rates and ratings. · · 
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For the purposes of this chaptrr the unwrightcu o.vrrngr, or tho 
avrrn!:o of rat<'s as publishrd, is more usdul than a wf.'ight(lll avl'rn, ... l.'. 
It. will be rrcalled that one of the criticisms of the prrsrnt rcgiom~h
zation of rates is that tho higher class rntrs in crrtain arras trnd to 
discourage industrial development. It is furthrr chnr~E'd that such 
mllnufacturing as is carried on in the South and 'V rst 1s confined to 
the earlier stages of processing, and that tho products shipprd aro 
rither scmima.nufncturrd articles, or mo.nu!ncturrtl articlrs of low 
grade. ll rate comparisons are to throw any light on whethrr ro.to 
diffrrt.'nces mo.y possibly have this ctrect, the compnrisons, if of indi
Tidua) rates, must be of rates on the samo artidrs, whrthrr tho article 
moves at all in one territory or not. If averngo rates are compared 
they must be averages of ratrs on the same articles and not avt'rngt'S 
of rates on different articles. An avt>rago wei~hted by the volume· of 
tra.ffic moving thcreundrr would eliminate rntircly from tho average 
the ratt>s on any articles that might be so high as to prevent movrm~nt. 
A wrighted average, furthermore, woultl give the ratt, on one article 
a different weight m the average of ono territory than it givrs it in tho 
average of another territory, and would mnke a compnrison of tho 
averagrs meaningless. In fact, the weighted avrrnge would diminish 
the influrnce of a rate in proportion to Its rrstrictivo effect. 
· For the reasons stated above, it i! apparent that the avcrng(•s o£ 

. published class ratrs in thf' difl'errnt territories hnYe significance. 
The analysis shows that although the average rnto levels on clns~ 
traffic m·the South and 'Vest aro not quite as hirrh in comparison with 
the Official Tenitory level as is indicated by the avcrago relation of 
the first-class rates, nevertheless, the differences in level are very . 
substantial. 

In table 38, the relative levels of first-class rates, and the relativo 
levels of class rates after classification and exceptions ratings are 
considered, are shown side by side for purposes of comparison. 

T.&BLJ: 38.-Relativc le'IJell of firat-clasl rates and of all cla111 rates, taking into eo~ 
eideralitffl tlassiji.cation o.nd uceptioo1 ratings in the 11ariou1 rate territoriea 

[omctal•lOOJ 

T errltoi'J' 

Of!'lclai.- •••••••••••••••••••••••••••••••••••• -••••••••••••••••••••••••••• 
Southern.--·-- ... - .••••••••••••••••••••••••••••••••••••••••• -••••••••••. 
We~~tem Trunk·LJne: 

Zone 1 ..•••••.••• ···-----·-······-···--· •••••••.•.•. ~· .••••••••••••. 
Zone 11 .••••••••••• ·---··--·-··-·-·· ••••••.•.•••••••••••••••••.••••• 
Zone III. ••.•••.••.••••••••••.••••••.••..•.••.•••.•.•.••• __ .•.••••••. 
Zone IV---··-· ••••••••.•••.• -.-·-·-· •••••• -••• -•••... _ ••.•.•• -·· •••• 

Southwestern. ••••••••••••••••••••••• ·····-- •••.••••• --_ •• _ ••.•.• -•••••.• 

RIIIBtlvelevel 
of all chilli ratu, 

Rel~ttlvelevel tRklnalnto 
of ftl'llt·olaat cnnlli<lflratlon 

rates eiiWiitleBtlon 

100 
139 

121l 
146 
II\ I 
1114 
161 

an•t erc11po 
tiona ratlnp 

too 
IJJ 

121 
HJI 
I flO 
IM.1 
I Cia 

II we refer back to tables 32-35, inclusive, it will be noted that there 
are interesting differences ~n t~e treatment of carload a.f!d lcss-car~oad 
traffic in the different temtor1cs. If the average r~latlons ~f ra.tmgs 
on carload and on less-carload traffic are converted mto relative num. 
bers separately in the same manner as was done for all traffic, the 
results are as shown in table 39. • 
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TABLE 39.-Relative level of carload and less-carload class -rates in the various terri
tories taking into consideration classification and exceptions ratings 

[Officlal•100) 

Carload Less-car· 
Territory class load class 

Offichtl ••••••••••••••••••••••••••••••••••••••••••••••••••••• ··-· •••••••••••••••• 
Southern __ •••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
\"i1:1~tern Trunk-Line: 

Zone I __ ••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Zone II ..................................................................... . 
Zone IlL •••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Zone IV ••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 

South western •••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 

rates 

100 
141 

126 
144 
159 
181 
141 

rates 

100 
128. 

128 
146 
161 
184 
161 

The table shows that in Southern Territory the level of less-carload 
class rates is closer to the Official level than the level of carload class 
rates. The table also brings out the fact that the Southern and · 
\V estern Trunk-Line zone I levels of less-carload class rates are on 
about the same level. Carload class rates show the same average 
level in Southwestern and Southern territories. 

E. COMPARISON O,F APPLICABLE RATINGS ON INDIVIDUAL 
CoMMODITY DEsCRIPTIONs 

In the preceding paragraphs applicable ratings, classification, or 
exceptions have 'been compared in the various rate territories to 
determine their effect on the general level of class rates. No attempt 
was made to note differences in levels on particular commodity 
descriptions. In this section the applicable ratings on commodity 
descriptions in one territory are matched with the applicable ratings 
on commodity descriptions in another territory. This information 
is presented in a series of tables showing separately for carload rat
ings, less-carload ratings, and any-quantity ratings, the number of 
commodity descriptions in one territory taking each rating, and the 
corresponding ratmgs apf>licable in another territory. Thus1 from 
tn.ble 40 it can be seen that there are 166 commodity descript10ns in 
the Official Classification or exceptions which carry a first-class rat
ing in carloads. Of these 152 also carry a first-class rating in South-" ; 
ern Territory, 9 carry: ar rating of 85 percent of first class in Southern 
Territory, 3 carry a rating of 70 percent of first class, and 2 a rating 
of 40 percent of first class. The·· tables showing these comparisons 
for the various territories are numbered as follows:· 

Tables 40, 41, and 42-Southern with Official. 
Tables 43, 44, and 45-Western Trunk-Line with Official. 
Tables 46, 47, and 48--Southwestern with Official. . 
Tables 49, 50, and 51-Western Trunk-Line wjth Southern. 
Tables 52, 53, and 54-Southwestern with Southern. 
Tables 55, 56, and 57-Southwestern with Western Trunk-Line. 

A summary statement showing the extent to which applicable 
ratings arc uniform in any two rate territories is given in table 58. 

' t 
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Tnu 40.-CoMpari.IO'Il o/ tarload ralinga '" O.D£cial and SoutAma ClGa~alio1ll a1 
. •odift•d &r ue~plio"' '""'''o a 

ConwpoDdlnr rat. Conwpondlnr rat-
Nnmber InC 1D 8outhera Number Jnf• Jn Bouther~a 

. A. ~Heable ratlq, oloom- C anltleaUoa A Pf.llcable ratlnc, Gloom. C auUioa&loll 
0 cial Clusifl~ modlt7 Twr1t017 Oil clal Cluslllc .. modlt7 Tmltoi"J 

aloD Territory d88CI'lp. liM Territory deacrtp. 
(percent flllrat Uon1tak· :Ratlnrt (perct!nl of Ira& &Ioiii tall• Ratlnp ' eluQ . Ina thla (penlllu& elall) tnr &bia (pei'CI!u& ratlnl o11raa Number nUo1 vfllrsl Number 

eiUI) ollll) 

200 • 82"'-... ·-·········~ 1 811 I .. ......... • 1ro I a..__ ................. I 44 l 
ltiO I 70 2 
1M I 64 676 

1& •• - I 100 I 60 43 
84 • 411~ 20 

JU, tt • 12&. 11 44 141 ... ..._ .... 84 I ... l 
100 162 I ' 41 104 

JOG.- tee ll5 
' • 40 60 .... 70 I 87}-i Jl 

40 J 80: ............... - ..... 08a Ill • ts}L_.,...~ ....... I 

' 
70 2 ~~ 1 . 88 .N I 
77l-t • ~~~ I 
70 12 80 17 
e4 I 21H I 

II.. • 1111 aa • 27 1 - - - 10 • :15 • ' 40 I 2'~H I 
14 I 17h I 
80 I 8l I 
27l-t 1 114 a 
84 ·I 60 I 

IL.-----~- • Ill I 48 • 70 I ,.., I 

' 
82~ I ........ -..... ~ .......... 18 fa I , ................... 18 1110 I 41>H I 
70 J1 Bit • •II 13 ~a I 7Z...------·-·· IS 70 I 1 
47 1 21 1 
88 4 70 I 
70 171 47)i.. •••• - .......... ., M • 84 I 41\ 1 
110 28 37~ 1 
68 , 1M .. 2 
110 2 44U,. ................ 13 40 I ,.,__ ____ ,..._ 

J.lgj) ... 17 Bit I .. I • 87}-i t 
40 2 M 8 
17 a 43 ' 2110 
Ill 4 ' ., 1 
ao 2 40 • 24 I 45..-·······-······· 288 liiJ I 

u{ 70 ' 
87}-i 7 

I 87 I 31\ I 
11--------------·-- 68 a 30 1 ... ~ 2 2~ . a 

.a{ sa I ....................... 

~~ 
... I 
M 2 75 I 43.--·-······-·-- 40~ J 

~----·-- 110 1 lilt 2 
64 124 7() a 10 I M 16 

·{ 70 2 4Z~--------.····-- 46 :J 
110 4 40 2 

tilL--•• ·---- M 2 tl ................... 2 M 2 
60 17 100 I 
41 I 70 10 .... _ .......... _ ............ 1 57J.S I 67 a 

l'llt-------·--·· I 70 I M 411 
M 2 110 I 
70 19 46 ft-14 
M 04& 4dL .......... ..----- 1,411 40 6112 
60 18 37}-i a 

1,036 46~ I 17. 167 
11----········· ... 34 31\ a 

42 1 32~ I 
40 II 31 7 
37~ 2 l 

30 • . 36 1 22 a -
t. Footllote at eD4 of table. 
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TABLE 40.-Comparison of carload ratings in Official and Southern ClassificationB aa ' 
modified by exceptions thereto !-.Continued · , . . ,, 

Corresponding rat- Corresponding rat-
Number ings in Southern Number infs in Southern 

Applicable rating, of com- Classification· Applicable rating, of com- c assification 
Official Classifies- modity ·Territory Official Classifies- modity : Territory. 

tion Territory descrip- tion Territory · descrip-
(percent of first tions tak· Ratings (percent of first tions tak· Ratings ; 

class) ing this class) ing this ' ; 

rating (percent Number rating. (percent Number of first or first 
class) class) 

• 39).i.. _______________ 
4 39~ 4 70 l. 

70 3 55 3 
55 14 .45. .. ~ :t 
45 98 40 1 
40 533 32~ •• : ____________ 33 373-2 1 
38 2 35 7 

37~------------- 707 37~ 44 I 323-2 4 
35 6 30 4 
34 1 273-2 1 30 3 25 ·1 
27 2 40 : 5 
12 1 35 ' ~ 1' 

{ 
55 4 32 .••••..••••••.••.. 16 30 2 

37------·--·-·----- 111 45 4 ) 273-2 2 
40 3 213-2 6 
37 4 26~ 1 

I 
46~ 2 31. ............ ·------ 4 ., 25 1 
45~ 8 19 2 

363-2---·-·····----- 16 45 1 70 1 
42 3 . 55 3 
35 1 45 1 
29~ 1 40 10 36... _______________ 

2 { 50 1 39 37 
28~ 1 

30~--------------- 82 373-2 2 
70 2 37 .2 
55 31' 

. 
35 16 

45 165 323-2 2 
40 1,255 30-. - 2 
39 4 29 - 2 
38 1 273-2 . 4 
373-2 39 i 55 2 
37 2 45 1 .. 35 232 40 . ,_28 
32~ 78 373-2 ·, 4 
31~ 7 30---------------- 111 35 .,, 4 30 171 30 55 
29~ 1 ,27 11 

&IS-•••••••••••••••• 2,087 29 2 22~ 1 
273-2 17 ... .213-2 ·' ,, . ' 1 

' - " 
.. 

27 5 19 2 
26~ 1 . ' 18 2 
25 20 

I 
45 a 

24~ 7 40 2 
24 3 293-2----------~ ... ---- 37 38 2 
22~ 21 35 13 
213-2 3 273-2 4 
'20 2 243-2 11 
19 9 29---------------~--- 4 40 4 
18 2 28----------------- 4 25 ' 4 . 17~ 6 .. 55 6 

{ 
13~ 1 45 3 
70 1 40 ,. sa 

34. ••••••••••••••••• 47 40 1 39 1 
37~ 31 37~ 2 
34 14 37 1 
40 16 I 35 24 
38 4 323-2 21 
373-2 1 ~ 

... 30 160 
33~ 5 273-2---------""'---·- 473 

. .. ~~ 10 
32~ 3 :8-
31 1 " 

• j . '. 3 
33~--------------- 55 30 3 25 34 

27~ 2 23 2 
26 1 22~ 47 
22~ 

~I ~~ l5 
21~ J2 
17 20 14 
133-2 19 ti 

Footnote at end of table. 
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T .uu 40.-CompGriHft of taT load rotirtga '" 0./ftriol aftd So'Utlttrft elauificaliont at 
. m.od'.ficcl &t nc1plion1 IACJ'ttll '-Continued 

Corn~~poodtnr ,. .. Correepoodlnr n&• 
NWilber tnys lo tluuthero NIUilber lnr• ~ ~outh.,ru 

ArJ!IIcabr. ratlnr, oliO- C uslhaUoa A retteabla rat!~, of eom- c au floallora 
01 ciaJ ClaaUloa- modiC7 Terrltof7 0 II olaJ C IIUIIIUloa- modltt Terri tort 

tJoa Territory deecripoo &Jon Terrltor7 dll8Crlp. 
(peraant ol An& tJolll td Ratlnrt (perwnt of t1la& &lone tat Ratlnrs 

claa) . tnrth~ alul) lna &bla 
ratiDt 

(percen& NWDber ra1J.n1 (percen& Number of Grs& or ftrs& 
olau) 

i 
elua) 

18 I M l 
17}-i •• 70 l 

2'1li m 18 • 44 • 15 1 40 II\ 
1~}-i • M 2 
40 a a~H II 

• u 2 30 07 
83\i I 21H • a:.n·: 2 12J.'--·············· 181 23 • 81~ I 22~i 211 

2BJC. ............... ea 30 • 21~: • 
~~ I :Ill~ 2 

t . a 20 17 
- 24 • m~ 20 . 22~~ a 16~ • 

~r 17 16 2 
2 13 I 

21l ................. I 87~ I 22' ................... I li'JH I 

25~ .............. ~ a 80 2 2l}i.-••••••••••••• I { 
80 2 

22H \ I 18 • 04 I D •• ·-············· I )6 I 
44 1 40 2 
40 )f) 

2C>H~·············· • 30 l .. 37)i a 21 I 
38 1 u 1 
82H .. 40 1 
30 40 a~H I 
27}-i a 80 1 

28...-............. - .... 160 'n I 2;~ a 
25 t7 ..................... 20 22 l 
24~ 2 20 2 
23 I ms 11 
22)i 24 - u 1 
20 t l2H 1 
18 11 80 1 
17Ji 8 li'JH 1 
14 • 11 .................... a 20 'I 
40 a 17~ I 

~---·------······- • 32H I 18 I 
30 1 

11 •• --············ 2 30 I 
40 2 20 I 
30 I 30 I 

23"'- ···--··----·- 10 2~ a 22H • 2'J}i I 17}'----············ 1 20 I 
20 2 18 l 
17 1 u I 
40 8 17 ... - .............. a ~~ • ao f 13----············· 1 a 
'n~ 2 
'n I 

23------------· 17 25 13 
22U 8 
20 13 
18 2 
l7U 2 
18 1 

• Ba..d 011 Cor110lldated Cllllllf&atlon No. 15 u of Mar. 17, 1947, u modUied by ncep!fona of pneral 
application In etrecc en tha& date u ahown lo Area& w. s. CurleU't Tarut. L C. C. No. A·71t and A1en& 
L IL DulalleJ'I Tarut L C. C. No. 86. 
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TABLE 41.-Comparison of less-carload· ratings in Official and Southern 
Classifications as modified by exceptions thereto 1 

Corresponding rat- .. Corresponding rat-

Number ings in Southern Number infs in Southern 

A ppllcahle rating, of com· Classification Applicable rating, of com· C assification 

Olllolal Classifica· modity Territory Official Classifica· modity Territory 

tlon Territory descrip· tion Territory descriP· 
(percent of first tions tak· Ratings · (percent of first· tions tak· Ratings 

class) ing this (percent class) ing this (percent 
rating of first Number rating of first Number 

class) class) . 
400 ••••••••••••••••• 2 400 :l 

67 ------------·----· 6 { 86 2 
300 .••.•••••.•.•..•. 16 300 16 70 3 
2W ••••••••••••••••• 20 250 20 65 ...••.••••.•. ~---- 22 70 '22 

l 
200 295 64------------------ 1 85 1 
100 11 63 .••••••••••••••••• 4 70 I 2 

200 ••••••••••••••••• 311 85 2 67 2 
70 2 100 6. 
liS 1 85 2 

176 ••••••••••••••••. 3 175 3 70 42 
150· 350 60 •••••••••••••••••• 101 67 1 

150 .•••••.•.•••••••. 416 100 40 65 38 
85 17 60 .. 11' 
70 ' 8 42 2 

125 39 
67~----···-···-··-- a 

! 
70 2 

126 ..•••••••.••.••.. M 100 6 61i 1 
85 9 70 7 

110 .••...•.••.•••••. 2 llO 1 67 .. 11 
100 1 67 . .;.,. ••••••••••••••• 85 ,liS 11 
125 1 40 3 
100 1,014 37 3 
85 351 85 'I 9 
80 1 70 ,· · .. 29 
70 474 \ 67 7 

100 ..•.••••.•••.•••• 1,884 liS 28 / 
66 1M9 

60 4 66 ••••••••••••• :. ..... 764 60 I 85 
45 3 45 41 
42 2 42 9 
40 4 40 30 
36 1 37 2 
30 1 30 1· 

200 2 '26~ 2 
100 2 .1~,' .. 2 . 
85 796 ' 2 
70 1,282 70 6 
67 1 .- 65 ,, 12 
67 2 60 • M6 

85-.----------------- 2, 243 li5 117 45 120 
60 24 60 •••••••••••••••••• 804 42 ' . 10 
45 6 40 84 
42 3 35 '' 2 
40 2 . 30 4 
35 6 '27~ 1 81 .. ________________ 

1 85 - 1 26~ 12 
80 ..•••.....••••••.• 1 70 1 26 2 

77~---------------- ' 4 

!-
70 1 8i 

23 1 
55 3 62----------------- ' 37 3 

75 ..•. ------------·- 3 70 2 
48------------------ 4'{ 60 3 

li5 1 40 1 

73~2---------------- 7 70 7-· "------------~--- 2 _65 2 

{ .JOO 1 200 6 
72 ....•.••.•.•.•.••. 30 70 26 150 6 

60 3 100 8 
200 1 I 85 6 
100 7 170' 8 
85 19 40 .••••••••••••••••. 305 65 25 
70 1,925 60 31 
67 10 45 8 
65 864 40 175 
62~ 1 -

~ ~~ 
3 

70 ..•...•.•.•....•.. 3, 015 60 117 29 
45 31 36--·--···----~---- 1 40 1 
42 .13 

33~----------~----- 2 { 70 1 
40 17 60 

, 1 
37 1 
85 6 
27~ 1 I 

2631 1 
26 1 . 

1 Based on Consolidated Classi1lcation No. 15 as of Mar. 17, 1942, as modified by exceptions of general 
application in effect on that date as shown in Agent W. s. Curlett's Tariff, I. C. C. No. A-714 and Agent 
E. ll. Dulaney's Tariff, I. C. C. No. ~6. ' . 

. ' 
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T••u 42.-C.-.pari.scm ofanrrtUtU&lity roliflglf '" Official and SoulAtr'll eza .... 
Jicatiolll •• modiflecJ 6uuceplioM ihBTdo • 

A ppllt"abft nttnr. 
()ttlclal Cla!lsiftctr 

tloo Territoi'J' 
(puwn& of Ani 

elaiQ 

Correspondlnr n&· 
Number tnfs lo Southern 
flleom- c aulfloaUoa .Appllcabltntlnl. 
moditJ' TenUorJ Ulllolal CIMsltlc ... 
deeeripoo 1---.,...---11 tloo Territoi'J' 
&Ions tak• Ratlnp (pereen& of Anll 
lnl &h.le olul) -••n• (pent~ol Number ....... ollln& 

olua) 

.xl .. ..._._....... ., 100 
:l'\0 
200 
1110 
100 

• J lft().........,. ......... .. 
lllO... .... ...._-.. .... 
1,00....,..._... ..... . 

fM 

84··--·-··-·-------. , ............ 

70 
64 
10 
41 

100 
85 
70 
40 
u 

70..-........ - •••• 
4 
I 17~ ............. . 

12 
10 
I 
I 
J 
J 
I 

I 
l 

~ ............ . 

~ ............ . 

·"·--············ ...................... 
~~~ ............ . 

Number 
olrom
modltJ' 

CorrNpondlnl na. 
lnr. In Southrro 
C autrloaUoa 
1'urltorr 

dlll!orlp. 1---.,...--
Ratlnl{l &lona t11k· 

ina thla 
nUnc ( llt!l't'tlll& N IUD bet 

ol lin& 

: { 
.: t 
• . { 
I 

oiUI) 

70 
35 
60 
85 
70 
60 
70 
as 
60 
45 
45 
60 
38 
70 

I 
I 
I a 
I 
I 
1 
I • I • I 
l 
I 

· 1 B..S oa Co11110l1dated ClUIU!catloa No. Ja u of Mar. 17. 1047, u modlftfld t11 nc:eptlo01 of Jeneral 
applicatloe Ia tlfec& on &hat date u ahowQ IQ APQ& W, I. Curletl'a Tari!I,J, 0. 0, No. A-Ut, an4 A1onl 
L. U.l>ullwel''l TIII'Uf, I. O. C. No.116. 

TABLIJ 43.-Compari•ma o/ earlood cla11iflcalion rating• in Official and W11ler1t 
' Tnnk-Linl T'"ilori11 a. modified b11 a:ceptiom thBTeto • 
' . ' 

' 

Number 
CorrtlpO!ldlnl ra&-

Number 
Corrupondlnr raa. 

lnp m w eetera lnga In W111tera 
·A SEUcahf• rattnr. eteoma ' Tmok·Lln• Tlfo AJreHcabte rat.tnr, of eom- Trunk-Line •r.,. 
() clal c lalll111ctr modlty ritorJ' 0 eial C&-lfto• modltf ritorr 
· &loa Territ01'7 diiiiCripo &Joo Territory dMCrlpo 

&Ions &lona . ~rc:ent of &'II &all: In I Ratlna (peroen & of lin I &all:lnl Ratlnp 
elul) &bt. (percent Number 

clul) &hll (pm'flll& Number ratlnl olflrst ratlnl of tin& 
• clau) olul) 

:! 200 I 76 • llO ·-·-··· 75 • 7~ .............. II 70 • 110 I 47 I 

150-------···--·----
75 2 85 2 
so I 75 • 

1e { 125 17 
. 70 lllil 

1.21..-~-------- 75 2 116 1,043 

w{ 100 I 115 25 
75 1116 110 11 

100.- -·-- 110 • 47 I 
61 I 4& I 
M 2 70 ................... I, 100 4/J 4 

42)-i I 
·~~~ ... 2 { . 70 J 4:1 I 11:1 I 40 a 

85 • 37H I 75 486 31\ J 70 I 3/J 1 
M I 32H 17 
110 48 30 I 

86- 161 M· a 27~ 2 
46 I 70 • 45 a 60 I 47 e 17~-....... ---- 12 11/J J 
35 2 41H I 
32~ I 36 2 . { M • 711 I 
71) J ea..... ........... - •• 121 60 llt 11------·--· .-- 47H l 11/J 4 
16 J 63 ' 1 

7A- 11{ 100 I eo..··-·· .. .... 4t eo • 75 11 110 II 
40 ' · • J'ootJlote ac end of table. 



Th""TERTERRITORIAL FREIGHT RATES 63 

TABLE 43.-Comparison of carload classification ratings in Official and We.stern 
Trunk-Line Territories as modified by exceptions thereto '--Continued · 

Corresponding rat- Col-resi!onding rat-
Number ings in Western Number ings in Western 

Appll('8ble rating, of com- Trunk-Line Ter- A ppllcable rating, of com-· Trunk-Line Ter-
modity ritory modity ritory' 

OJiicial Classifica- descrip- Official Classifica· descrip-tion Territory tions tion Territory tions (perct>nt of first taking Ratings (percent of firs~ . taking Ratings 
class) this (percent class) this (percen~ Number rating · of first Number rating. of first 

class) class) t 

,. 

59_----------------- 1 38~ 1 { 55 2. 
Iii~--------------- 1 47}2 1 43----------------- 6 35 1 

75 1 333-i 3 
60 24 { 60 8 
55 949 

42).i _______________ 
23 55 15 

liO 8 45 1 
47 4 423-i 1 
463-i 1 4J__ __________ : __ 

3 { 46 I 1 
46 7 30 ' 1 
45 18 70 3 

55. ______________ --- 1,036 423-i 1 60 10 
42 4 55 71 
41 6 liO 3 
40 1 46 297 
373-i 2 45 841 
37 2 42 3 
35 3 40.-------------~--- 1,678 40 227 
323-i 4 37~ -. 84 
30 2 36 3 

52~----··---------- 1 30 1 35 20 
62 ______ --·-------- 1 35 1 32).i 14 

60 4 ' 
30 2 

55 669 25 2 
liO 23 173-i 1 
46 23 39~-------------- 4 45 4 
45 75 70 1 44 1 60 a 
42 4 55 ' ,' 17 41 128 46 4 

985 40 1 " 45 99 -······----------- 373-i 23 • -40 '2 
37 f 37~------------- 708 373-i 610 
85 6 363-i 11 323-i 1 35 8 30 13 .- 32).i .. 

17 25 3 30 33 
23 2 25 1 223-i 2 -' 17}i 2 
20 3 

{ 47 6 67 1 
60 4 37.--------------- ' 14 40 2 
573-i 1 37).i 2 
55 14 35 4 
45 2 { 55 2 
423-i 1 36~-------:. .•••••• 16 40 ..11 

8. ··- -------------- 36 373-i 1 23 •3 
363-i 3 38--~------------- 2 { liO '1 
35 3 30 1 

50 

4 

333-i 1 70 2 
30 2 60 ·2 
28~ 2 55 33 
263-i 1 46 1· 

iH ...•. ····------- { 60 2 45 155 
7 55 2 42H 80 

45 3 40 4-

13 'l 
55 1 38H 1 
41 2 38 1 

5H--------------- . 36~~ 3 373-i 1,316 
35 6 - ~ 

37 23 
23 1 35.---------L~-- . . 2,087 363-i 18 
55 13 36 ' 4 

4 

4 

48 2 35 79 
46 2 32~ 256 
45 2M 30 65 
41 1 28 1 

........................................ 288 37~ 2 273-i 8 
36H 6 - 25 8 
35 3 243-i 2 

323-i/ 2 24 1 
373-i 1 223-i 20 

~-- ·---·-·---------
25 2 .. ·2tH 2 ': 

1 46 1 173-i 5 4 

Footnote at end of table. 

·.' 



0.,-ERTJ:RRITORIAL I'RJ:IGIIT RATES 

T Aal.& 43.-l'omparisO'Il o/ carload tlas3iftcalio" ratiRgs '" O.fvial and W utern 
7hl•l-li"' Tmlori111 aa modified •u uceptiona &lltrelo L-Continued 

COI"I't!SJI6Ddlnt ,.,. 
Number 

CorNitlpondlnfl rae. 
Number hllf! Ill w fl!tl"rG Inn In W tt~tt~rn 

.A~1tl'ftble nttnl. oleom- Trunii:-LJne T.,. A rr.tlrahla ratlnr, ofeom- Trunt-Llue 'l'er-
modltY ritOQ' mn~lltJ' , rltorJ' 0 etaiC~~ dt«flp. Ott elw CIBIII!itle~ dNtCriP-tioD Ttrrlt01'J' tiona tlon Tmltory tlnns (pvomt ollrsl lakin& 1\atln!rS (llefllflllt of tlrst taktna Ratbtl" elua) thla ~· 

olaBI) thla (Jl4'ret!11& 
ntlnl of tlrst Number ratJnr of tlrs& Namber 

elltll) class) 

M t Ill I ........................ .., B7H 2ft a:tti a 
86 11 a:.t» TS 

' 
21l 1 80 J;JI\ 
17H 18 2\l~i a 

; 1ft I rrJ,6.-............... •n 211 l 
12!-i I 23~~ l 
11 • 2'~~ 60 
80 I ., u 

13)-t_ ................ aa ~~ 1 m' 67 • l& l 
'24 • J2 l 

2tH I Bni ·~ 19 1 82» 30 
17~ 1 81) I 
1/lh l 2lt a 
70 • z~ .................. ea 71"' 2 
flO ) 24 1 
6& t 22~ • .., 1 21 • 12~---·········--- 13 40 ' I )7tt l 
87» 10 ... _ ................ I 87 I 
8& • ... 1 
ll2"' • 215~ .................. I ~~ 1 
80 I l 
37H 12 6& 1 

12. ...... - ••• ...:~ ••••• ll 80 2 ll7~ M 
2S 1 82 ' ~~ ' 30 .. 

31 .................. • 30 2 71~ 7 
21» 2 2S 6 
70 l ~----····--····-~ lilt Sf 1 ... • :t~ ~ 
4ft ' 1 
37"' u :M) •• M ) 1~ T 

10~'-----·-----~- 12 :~ • 17"' .I • 18 1 
28 27 

24.. ••••••••••••••••• I { 87~ I 
2& , 

32~ I 
24H 1 

10 { 
87H • 22H 1 23)i. •••••••••••••.. 30 I 

20 l 17H I eo 1 87H n 4IJ 1 
37H 39 80 11 
~~ • 71Ji a 
32"' to 23 7 

23 .•••••••••••••••• - 67 23 I . _ _..... _______ 
Ul 30 35 22H • 27H I lit a 

I 
2& 1l 17"' 1 
22~ 2 1& I 21 3 2 
l7H 8 88 I 

~II 
4a 1 70 l 
37H 't 45 a 
36 l a7H 13 

2!1~i------------~-- 27~ I 3& I 
2.& 1 3:lH 4:l 
24H :In 22~-{. ••••••••••••••• 181 30 41 
20 2 :.:~ I 

21--·····--········ :11 
3i!i • 29 
flO 1 :ro 1 

a------········· M 1 10 2 
4l) 2 17H ... 

( 
M t 12 2 
4l) 12 22 .••••••••••••••••• I 2'l!t<i 1 
40 l i 21~---····· ······- G.{ . 32~'1 I 
arHl 06 23hl 1 

Footnote at a4 of table. 
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TABLE 43.-Comparison of carload classification ratings in Official and Wester~ 
Trunk-line Territories as modified by exceptions thereto 1-Contin1,1edj 

Corresponding rat· Corresponding rat-
Number lngs In Western Number ings In Western 

Applicable rating, of com- T run k·Lin e Applicable rating, of com- Tr.unk·Line 
()llicial Classifica- modity Territory Official Classifica· modity Territory 

tion Territory descrip· tion Territory descrip-tions tak-(percent of first ing this Ratings (percent or first tions tak- Ratings class) rating (percent class) ing ~his (percent Number of first Number rating of first 
class) class) 

2} _____ ------------- 1 30 1 { 30 I 1 

{ 37~ 3 19 •• ~------- -------- 5 22~ 3 

20) 1---------------. 5 30 1 15 1 

l 
30 1 17~ 1 18 _____ --.---------- 2 
17~ 1 

~I! 
37~ 1 

17~---------------- 7 22~ ' 22~ 2 17~ 3 
20 _____ ------------- 20 3 17 •••••••••••••••••• 3 '32~ 2 

17~ 11 23 . 1 
15 3 13 __________ -------- 1 17~ J 

J Rased on Consolidated Classification No. 15 as of Mar. 17, 1942, as modified by exceptions of general 
application in effect on that date, as shown In Agent W. B. Curlett's Tarilf, I. C. 0. No. A-714, and Aeent 
L. E. Kipp's Taritl, I. C. 0. No. A-3333. • 

TABLE 44.-Comparison o.f less-carload classification ratings in Official and Western 
Trunk-Line Territories as modified by exceptions thereto I · . 

Number Corresponding rat-
of com- lngs In Western 

A ppllcable rating, modity Trunk-Line Ter-
Official Classiflca· ritory 

tion Territory descrlp· 
(percent of first tions Ratings 

class) taking (percent Number this of first rating class) 

400 ••••••••••••••••• 2 400 2 
300 .•••••••••••••••• 16 300 16 
25() ____ ------------- 20 250 20 

{ 
200 303 

200.~--------------- 311 110 6 
70 1 
55 1 

175 .•••••••••••••••• 3 175 3 

{ 150 ~2 

150 ••••••• ---------- 415 110 3 
70 8 
56 2 

125 _________________ 
54 { 125 53 

65 1 
110 .•••• ------------ 2 llO 2 

200 3 
150 3 
110 1 
100 1, 743 
85 12 }()() _________________ 

1,884 1 72 1 
70 .107 
68 2 
57 1 
55 10 
50 1 

~m~~ 
200 1 
100 20 
85 1, 951 

&5 ______ ------------ 70 222 
57 1 
55 47 
50 1 

8L ___ ••••••••••••• _ 
so _________ --------· 1 

1 

iiH ..••••••.••.•••• • 
Footnote at end of table. 

904!'i4-4~--R 

{ 
85 1 

100 1 
85 1 
70 1 
55 2 

Number Corresponding rat-
' of com- lugs In Western 

Applicable rating, modity Trunk-Line Ter-
01Iicial Classifica- ritory 

tion Territory desccipo 
(percent of first tions Ratings 

class) taking (percent this • of first Number 
rating class) 

• 
75 •••••••••••••••••• a { 85 2 

55 ' 1 

{ 100 3 
73~---------------- 7 85 j 1 

TO a 

l 
'100 6 

85 10 
72 •••••••••••••••••• 30 72 5 

70 9 
56 - 1 , 

200 ' 1 
100 21 
85 59 
70 . 2, 687 

70 •••••••••••••••••• 3,015 60 2 
57 1 
55 221 
50 16 
45 1 
35 'I 

67 -~-------------··· 5 { 85 2 
70 3 

{ 
100 • 65. ________________ 

22 85 14 
70 1 
65 3 

~~~~~::~::::~t~~ 
1 100 1 

4 {' 85 2 
65 2 

! 
100 5 
85 9 
70 34 

60 •••••• ------------- 101 63 11 
60 11 
55 30 . 50 ' 1 

5i ......... ;:t.. --"-- ~ 3 60 3 
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T.&BLJI -44.-Co,.pariaOt. o/lta~arload elauijicaliora ralingt ira O.flicial and lYnl•m 
· Tn&Rl-Lin4 Tl'l1'ilorifl aa modifi•cJ b11 nceplicma fA•r•to L.-:ConUnu~d 

Nnmber 
COfi'UJIOndlnC rat-

Number 
CllrrM{IOndlnr rat. 

lnp In W118tml ln11 In W lll!hii'Q 

A r-ptlcabt. nttnr. ofeom- Trunk-Lllle Ter- A lri:Uilllbl11 ret In I. OfOflrtl- 'l'runk-Llne 'l'er-
()tl\C'Ial CIR!Itlillc.. modlt:r rltorJ 0 clal Cln'llllfic .. modltr rltorJ' 

ttoa TerrltnrJ' de!ICI'Ipo &lon Ttrrltfll'y d4>1Wtpo 
tlun1 Uune (percent olllnl &aklnl RatlnltS (percen• of llrsl tall:lnr Ratlnn cJua) ellllll) thla ~n& Number &hla (pt>rt'tln& Numb.r ralJnl of lll'lll ra&inl or llr!'ll 

ollllll) chilli) 

u{ 100 1 

~j 
100 2 

85 II 70 I 
17-................... 70 I 80 ........... "' .......... 68 783 

67 110 I 
14 • as I 

CA. ••••••••••••••••• • M 4 

N{ 
ISO I .a.. ••••••••••••••••• I M I . 100 • w{ 

2tl0 I 
83 H 1110 I . 70 eo M II 11.--·······--··· 67 17 40 ................... 70 • M liM M 111" eo 10 110 121) 
14 2 40 • aa.. ••••••••••••••••. J 45 I 

~ ................. I { 70 I 13~ ............... I { 
70 I 

u 2 aa 1 

• BIN!d .. ConaoUdat8d Cl-u!catloo No. 15 u of Mar. 17, 1942, u mndlftt!t bJ .-.oeptlone oflllnMal 
appllcatloo ID ttft>et 011 that date, u 11h0W11 tD .Aaeo& W. 8. Curlet&'1 Tarilf, J. 0, 0. No. A-714. u Aaeol 
L. :a:.1tpp'1 Tarilf. J. O. C. No. .A-8333. . 

T.ABLII. 45.-Compori•ota of an'l/'"quanlil~ elaa~iftcaticna rating• in Offitial and Wealwn 
· • Trun.Lin• T•rritori11 aa modified bvezeeptionl 'hereto a 

NIUDber 
Correepondlnr rae. 

NIUDber 
001Tt11]lnftdlnf rat-

lnp tD W estero tn11 In Westftl'D 
.A Iif:Hcable rattnr. oleom- Tl'Uilt:·Llne Ter- J.~llcabte ratlnr, of com- Tnmk-LJne T• 
0 otal Cla181.ftQ. modlt:r rltor}" 0 ctal Chwlllc .. modltJ rltorJ 

tloo Tmttnr:r dMCrlp. tloo Territory deiiCI'Ipo 
&Jona &lone (perCIIIn& olin& &alllnl Ratlnp (pereen& of llrsl tlkinl Ratlnp clala) &hla (Jiereen& Number 

ol811) &hll (Jif!rnen& Number rat1n1 olllrl& raunr of lin& 
ollll) clau) 

300 ................. • 800 • 70 •••••••••••••••••. a { 70 a 
~0~--- ..... ··- ·-···-· 1 2.'10 J fl3 2 
20(t ................ 4 :J(JI) • 01 •••••••••••••••••. 

,: l 
86 I 

150 ••••••••••••••••• 2 1!10 2 614~ I .. 
27{ 

100 2J 114 .................. n I 
lOCL .................. _ 70 I 31) • 113 ' eo .••••••••••••••••. 100 2 

37 • 113 JO 
115~---····--·····- I 85 I 67 .................. I 67 I 
83 .••••••••••••••••. 10 85 10 ·~ ................. a M I .................... 1 14 1 33~ .••••••••••••••• I 70 I 

• Bued OD ConeoUdated ClBIIsltlcatiOD No. 15 u of Mar. 17, 1042, .. moolftfld by l!liCf!Pt!Olll of!flllflf&l 
appllc:atiOD Ia lltTel!t OD that date, u 1hoW11 ID Aaen& W. s. Cmlat&'l Tarlll I. 0, 0. No. A.-714. u Aaeol 
L. £, l'ipp'l Tarilf L C. C. No. A-aaaa. . 
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TABLE 46.-Comparison of carload class(fication ratings in Official. a~d South-

western Territories as modified by exceptions thereto 1 ·· . 

Number Corresponding rat· Corresponding rat-
of com· lngs In South· Number lngs In South· 

~ppllcable rntln~r, modlty westem Territo.ry .Applicable rating, of com· westem Tertltoey 
Official Classitl· descrlpo Official Cla.qsifi· modlty 
cation Territory tlons Ratings 

·Cation Territory descrlp· 
Rattng9 (percen& of first taking (percent of first tlons 

class) this rat· (percent Number class) taking (percent Number 
.. 

of first this rat· .or first 
lng class) lng class) . ' 

'' 
-

200 1 
69 _________________ . 

1 38~ - ' 'l 200--------------- II 76 a 67~------------··- 1 .28 
60 1 711 :1 

8 76 2 
150 ••••••••••••••••• 60 1 70 - 1 .. 125 1 - 60 'J 
1211 •••••••••••••••• - 19 76 18 57~ 1 

100 3 55. 88 
76 156 00 15 

100 ••••••••• ~------- 166 60 3 48. 13 
46 1 . 47 5 
37 2 .. 46 -. 018 
32~ 1 . 4& 17 

116).(.. •••••••••••••• 2 70 1 44~ I 
l 

47~ 1 155 ................... 1,036 43 t 
86 16 42~ I 
76 486 42 f 72 1 41 
70 1 40 4 
62 1 39~ ·1 
60 39 37 8 

1561 57~ 8 . 37 1' 
'113--·-··-·-·--···· 66 1 35 ' . 46 1 32~ '4 

45 1 31 2 
42 2 30. 1 
35 2 62).i .......... · •••••• 1 30 ' I 
32~ 1 62... ..................... 1 36 l 
31 1 00 86 6 ·• 

4 

111. ................. 0 
. 45~ 1 ., 55 . 66 

46 1 60 28 - 36 1 48 .· . 2 

75.------···-····· 16 100 6 47 I 
76 11 46 699· 
75 6 . 415 . 68 

12---·-·······---·· 16 70 8 44 ' 2 
- 47 1 43 19 

86 2 42 ., 4 
75 4 50 •••••••••••••••••• 086 41 13 
70 41 40 1 
65 II 39~ 117 
60 1,002 I 37 38 

- C7~ 19 37 ·9 
65 6 35 3 
50 2 33~ 2 
48 8 80 10 
47 1 ·28 1 

10---····---······ 1,100 46 66 23 2 
45 6 2231 3 
43 1 - 20 6. 
42~ 1 .. 
42 3 

. 67~ I 
40 6 55 1 
37)1 7 

46 21 
35 7 45~ I 
33~ 1 45 I 
32}13 9 

41 '1 

48 ••••••• ~--------~-
39 I 30 3 88 37~. 1 70 6 ( 6'7--·-··--------- 12 60 6 36 1' 

li5 2 35 .I 
76 2 - 32 

' ' 
a 

«16_ ............... 128 57)1 125 30 I 
43 1' I 29~ 1 
60 2 15)1 1 
67)1 3 

·{ 
60 I 

10--·--·-------- 46 65 2 48 l 
50 4 47}i. ••• ··········-- • 46 I 

.48 31 , ' 4g31 1 
- 46 4 - 36 'l 

· Footnote at end of table. 
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T .ULII 48.-Com _p•ri.901t of carload tla•l\ftcatitm rattng1 tit Offirial ancl SoutA· 
'"''""' Ttrrilori•• •• Modifi•d 611 uctptiona lAtrrto•-Continued 

.• 
Nnmbtlt CO\'ft8pondlnl nt- Number Comspondtnc nt-
oleum- trur!l In t1o ot b- of IOTD• lnr• In &otb· 

At~l'lll'able rattn~. mod ItT ,..terD Terrltorr Arrllrable ratlmt, modltJ weaterD TerrltorJ 
Oillclal Ca.ili- Oltlcl8l Cla.'ll'ill• 
M&loa ,-_nltory dt'!ll!l'lp- eatlon TerrltorJ di'I!IC!I'Ip- --
C~reenl of lnl 

tiona 'Rattnn =a• of lin& 
tiona 'Ratlnn 

taklnC taklnl 
t1aiQ &hill rat• (pt>rt"en& NQIDber &btl nt• (pl'rllt'n& Number of ftr!l& of ftna 

to& elua) 1111 •lui> - --
D{ 48 1 70 I 

• •• I flO I 
ta~ ............... ~~ I 6/) 4 

l6~i 1 48 1 
II • 48 1~ 

~ M 1 4& 147 
48 13 42~ 10 . 44 167 40 • 
40 I ~~~~~ I 

ell... ............. _ 181 lll}i 1 1111 2 
17H I 87}i 1.283 
I& 10 ~H 8~ 

27Ji 1 • 
2& • 8& 83 

~ ........ ~----··· I -48 1 :a 7 
129 

. ' . { ·~· I aL ................... 2.087 II I 

taL ................. .. ,h I II 11 
~H 2 lK) n 
aa J WH 4 

23{ 
eo • . 29 I .2,, ................ 48 1!1 :IM~ I 
4& 1 2M I 
~~j J faH 17 

J 

41..--·-··········- I { . 48 I 24 2 
30 I :a :r 
13 I . 11 
eo • 21 I 
6/) 2 20 11 
10 • 11 1 
48 1114 1sH I 
4& 131 17n 6 

1.171 ·~ I 17 1 ..................... 40 238 18 a 
87~ • 13 eo , 

, ·~ 28 "·-··············· 47 IS I 

··~~ I 37~ 43 
30 I 2& . 1 
29 1 19 I 
17 I 87~ II 

.~--. ............ • 44 • 87 4 
'36~ I 

70 2 3& 1 
eo I ~~ I 

., 6& l l 
48 24 33 2 
44 lit 31 • 40 2 30 , 
87~ 190 29 I 

701 37 I 

~~ 
I ·····---·-·--· M~i • 33}i. ••••••••••••••• 6!1 t 

31} 14 & 
~31 • 2& 2 
3l 17 23 I 

~~ 31 23 I 
1 21~ I 

23 • 19 1 
17H 2 J7a I 

u il 
"83 6 J/1 I 
48 J 13 I 
46 2 Ja 2 

.................. 40 2 70 I 

·~~ I f& 2 

• a 4~ • 
.. ,f 

48 I 
40 I 
37}i 10 

41 2 33}i.---············ 331 811 6 ----- =~ 
10 

I 
83}i • I 33}i 2 

2 !{ 48 I I 30 • ·------···--· w I 21H 1 H. 

' J'ootDote at eDd of table. 
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TABLE 46.-Comparison of carload classification ratings in Ojficial and South· 
western Territories as modified by exceptions thereto 1-Continued 

Number Corresponding rat· Number Corresponding rat· 

Applicable rating, or com- ings in South· Appli!'.Bble rating, or com· ings in South· 
modity western Territory modity • western Territory 

Official Classifi· dPSCrip-
Official Classifl· descrip-

f'ation Territory Ratings cation Territory Ratings 
(percent of first tions (J)I'rCent of first tiona 

class) 
taking (percent Number class) taking (pereent Number 

this rat• or first· . this rat· of first 
ing class) lng class) 

·: lj 
37~i 3 26 .••••••••••••••••• 1 37~ 1 

32. ••••••••••••••••• 
30 2 253-i------------- a 37~ 3 
2S 10 37~ 27 
20H 1 30 .-43 

31. ••••••••••••••••• 
30 3 29 . ! 1 
25 1 27~ 10 
70 1 2S 11 
46 6 25 •••••••••••••••••• 169 22~ 18 

~~ 
13 21~ 1 
26 20 39 

303'--------------- 82 29~ • 18 9 
28 27 17~ 8 
25 2 16 2 
24~ 1 24...---------------- 6 

f 
37~ 3 

23~ 1 32~ 2 
20 1 

23~-------------- 10 37~ • 
60 1 30 6 
46 2 37~ 5 
37H 31 30 - 8 
35 • 29 14 
33~ 1 25 8 
32}2 10 22}2 8 

30------------····· 111 30 36 23.--------------- 57 20 . 1 
25 10 19 z 
24 2 18 • 22}2. 3 17}2 • 
20 • 17 2 

1!~ 1 15 1 
17 6 85 1 

I 
45 1 70 2 
37~ 12 . 45 • 2 

211}'---············ 37 27M 3 373-i • 24}2 2 35 1 
24. 1 32}2 37 

~~ 18 30 81 
29 •••••••••••••••••• • • 22~------------- 181 23}2 2 

{ 60 1 22}2 20 

28-----------······ • 46 1 20 6 
45 2 1!~ 

. 1 
46 7 17 24 

' 45 12 17 . 29 
37}2 98 16 • 35 3 '15}2 16 
33~ 2 12 .1 
32M 60 22..---------------- 1 ' 22~ 1 
30 127 { 32}2 1 
29~ 8 21~-------------- 6 233-i ~1 
29 1 17}2 1 
27~ • 17 ' 3 
26}2 1 21.---------------- 1 30 1 

273-'--·······------- 473 25 1 203-'--------------- 5 { ~3-i • 24 2 1 
23~ 1 ~3-i 3 
223-i 58 20 3 
20 15 20.--------------- 20 1!3-i 10 
173-i 62 15 1 
17 4 14~ 2 
16 6 1:t 1 
153-i • 30 1 
15 3 19 ..• --------------- 15 22}2 3 
14}2 2 15 1 
12 6 

18.---·-······T···- 2 30 1 
11 1 ~~ 1 
373-i 15 "' 

5 
35 1 1~----------·--- 7 153-i 1 
323-S 28 9 1 
30 3 17 .•••••••.•••••.... ' 3 13 3 
28 3 13.----------------- 1 173-i - 1 

"' 

27}2 2 ·-
!!eH .••••••••••••••. 68 26 2 

24 1 
223-i 9 ~ 

213-i 1 : 
17~ 1 
163-i 1 ' 
13 1 

1 B_ased OX! Consolidated Classitl<&tion No. 16 as of Mar. 17, 1942, as modified by exceptions of general 
~pphcatwn m effect on that date as shown in Agent W. S. Curlett's TarlJI; I. C. C. No. A-714, and Agent· 

• R. Peel's TarlJI, I. C. C. No. 3475. 
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Nnmbet Corn~~pondlnl "''" Nnmbet Corrt~~pondlnr "''· 
olenm. Inn In outh- ofeom- Inn In South· 

.AJ'l)tlcable nttnl'. modltJ wutena Tmlt01'7 AppHratlle "'ttnl'. motlltJ weema Turrltorr 
Otftelal C'-ltl• OIHclal Cla'lllll\-
eatioD Terrttory deMTipoo eatloo Tt"ltory dt!IM1rlp. ·=n• e11rsa 

tiona · :Rat Inn· <t:.rcena 01 Jlrs& 
tiona :Rattnn takln• (J.I4'rn10& . ) taklnc (J.I4'n'fln& ) I . &bla ra&o of In& Number lbl!lrU• of lin& Numbfr 

lq tlaaa) In I olasa) 

~ ........ I . 400 t 07 ................... a I 
88 t 

I· 

ano 14 70 a .., ...-......... IS 70 2 83 11 

IIIQ -· 
m 2M 11 .................... 23 70 • -- ·70 J &a I 

b) 291} ~---·············· 

~I 
70 1 ------ 111 110 • 113 I 

70 • 13.. ................. M , 
M I 110 l 

17! ••• I .•. I 175 I ' II& 11 

f 

1M 404 70 63 
!all.-. .............. ca 110 I 10...-··············· e:t 3 

70 • M 2ft 
68 I &0 t 

1» .•• -..... ____ •• ua 13 17H--············· I flO I 
13 a 1111 • 110... ............... I 110 2 17-.................. .. u 70 21) 

I 1~0 I &7 I 
110 l M A 
100 1.734 115 JO 

1011.....--····-- l.IM 83 • 70 t7 
70 124 11. ••••••••••••••••. '76j 17 17 
17 I . M 8/18 
M 13 r.o 17 

, '5 17 3.'J • . 70 2,175 70 1 
~T ........ _ ... 2,243 67 I 12.---············· I 42 2 

6ft 45 85 2 
ao • 70 to 

.................... I M a a ................. IOf Ill '177 

~-------------···- I 70 1 ao 7 
till I u II nH-.... ..... ___ • 70 I ..,. __ ................ • M • M J 44 •••••••••••••••••• 

~1 
Ill 2 .,..__ ___ 

I ll3 2 811 • Ill I 7() 29 
73}t__. •• _ ., 811 2 40.. .................. 611 1~ 

70 • ao .108 
811 t 40 a 

72.----------- 10 72 1 14. ••••••••••••••••• I til 1 
70 18 

2 { 
70 I 

M f 13J.t. ••• ~ ••••••••••• 61 1 
83 M 
75 I 
70 2, '719 e1 6 

~--------·-···---- lOll 113 Jllf 
60 28 ... I 
40 I 
H • 

I "Bued on Con10Udated ~cation No. 15 u of Mar. 17, 11142. u mndlfted by nceptlona of rene,.. 
applieatloa 11:1 etred on that date u abcnrD lD Aaa.ol w. s. CmleU'a Tarl.JII. c. c. No. A-7lf, and Aaen& 
J. B. Ftel'l TarU! I. C. C. No. IW75. . 
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TABLE 48.-Comparison of any-quantity classification ratings in {)jfi cial and 
Southwestern Ter:itories as modified by exceptions thereto 1 

Number Coff".sponding rat- Number Corresponding rat-
of corn- ings in South- or com- ings in South• 

A.ppllrable ratlnJ:!, modity western Territory Applicable rating, modity wcs_tcrn Territory 
Official Classift- descrip- Official Classift- descrip-cation Territory tions cation Territory tions (percent of first taking Ratings (percent of first taking Ratings 
class) (percent class) (percent Number· this rat· or first Number this rat· of first ing class) ing Clll!IS) 

300 •••• - ·----------- 6 300 6 70 l 
2W ••••••••••••••••• 1 250 p 65------------------ a 68~ ' 1 
200 .•••••••••••••••• 4 200 4 57 1 
160 ••••••••••••••••• 2 160 2 100 - 1 

{ 100 22 70 3 
100 ••••••••••••••••• 27 70 2 60--·--------------- 12 63 1 

60 2 57 1 
40 1 50 6 

95~---------------- 1 100 1 
51 •• ------~--------- 3 60 1 

85 __________________ 
10 { 85 9 45 2 

70 1 
48 •• ----------------

8 70 1 81 __________________ 
1 85 1 55 2 

70 ••••••••••••• - ·--- 5 70 5 33}i·------~------- 1 70 1 
67 •••••••••••••••••• 1 85 1 

• Based on Consolidated ClassificatiOn No. 15 as of Mar. 17, 1942, as modified by exceptions of general 
application In effect on that date as shown' in Agent W. S. Curlett's Tariff, L C. C. No • .A-714, and A&ent 
1. R. Peel's Tarill, I. C. C. No. 3475. ' 

TABLE 49.-Comparison of carload classification· ratings in Southern aud Western. 
Trunk-Line Territories as modtfied by exceptions thereto 1 . . . 

Corresponding rat- Cohespon!llng rat• 
Number lngs In Western Number ings In Western 

Applicable rating, of com- Trunk-Line Ter- Applicable rating, of com- Trunk-Line Ter-
Southern Classifi- modity ritory Southern Classift- modity ritory 
cation Territory descrip- cation Territory descrip-

tions tions (percent of first taking Ratings (percent of first taking Ratings class) class) this (percent Number 
. this (percent Number rating of first rating of first 

class) class) 
-

{ '200 1 67 ----------------· 1 70 ' , I 1 :ID() ________________ 
8 I I 

75 2 .. 160 _______________ --
2 75 2 

65.~---------------- ' { 75 a. 125 ________________ 
18 l 

125 17 70 1 
• 75 1 

100 7 62---------------- 1 li7}i 1 
too ...•• : ••••• ----~- 160 75 146 

60 5 
60---------~--------

' 31 { 60 28-. 35 2 50 3 
100 1 
85 10 573i---------------- 1 '383i 1 
75 458 57------------------ 3 32~ 3 
70 8 

86 •••• --------- --·-- 612 60 23 75 1 
55 2 70 11 
46 6 65 3 
45 2 ,60 257 
35 2 55 '1 581 

81 ____ -------------- 5 85 5 50 . ' 
77}2.. __ ---· -------- 1 75 1 4731 . 1 
75 •••••••••• _, ••••••• 1 75 1 47 7 

85 3 46 12 
75 50 ~ ~~ a. 
70 58 55.-----------.":.-- ' 1,959 1 
62 1 41 2& 
60 940 40 4 
55 1 373i 7 
50 5 37 21 70 __________________ 

1102 47~ 2 36~ 2 
46 5 35 1 

i 42~ 1 323i ' ~ 5 . 30 1 
40 8 273i 1 
35 5 25 1 
32~ 17 • 20 1 
27~ 1 62~--------------- 1 36 1 

Footnote at end of table. ·I 

' 
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T.t.•t.a 49.-Compari.sota o/ tarload tlauificaliota rating• irt. South~rra and Wul«~r" 
Tnu•l~Li .. Tnrilorifa cal modifi•d 1>11 I"ZCtpeio-M thndo '-Continued 

Cormpondlnt rat-
Number 

Coi'Mipondlnr rat· 
Number Inn ln W el'tl'rQ lnu In W •~'"ro 

A ppllcable l'!lttng; of com- Trunk·Une Ter- Appltcable ratlntf. or com• Trunk-Line 'l'er-
mod tty ri&oi'J' modlt1 rltorr 

iou&berft C"l-1 d~lpoo 
Southern CI~W~Ill· dt'IICrlpoo 

n&loo TI1Tit:f eatloo Terrllorr 
(llemont ef an \Ions (pttet'nt or nn tl1>nl 

&aklnt Ratln~r.~ taklnl R~tln~rt 
elua) &hll (Jlf'l'rtnt Number 

cla.u) this (per"""' 
ra&inC of ftrs& ntllll of nrs& Num~r 

,, 0111118) tiWIII) 

TS • .-a.. ................. _. 1,728 25 I 
70 I 3.1 4 
13 I 22~i t 
110 7 :n~~ I 

IGL ................. 111 liS 28 :II) 2 
ao n lt I 
46 4 17}~ 2 
43 a n I 
4l 2 IOJ..'-.-•••••••••••• • 4S 3 
2& 1 ttH I 

\ { 117 I 41\ I ........... _ ......... • 110 • 37~~ 10 
3& a •·················· 43 33~ I 

n ... - ............... I 47 I 2M 2M 
...,)-C.. ................. 2 40 2 2'l}i 2 

II& a 20 I 

·~'---············ •• 48 lt M I 
40 • . 87H 4 
70 4 36 I 
110 tl 8& I 
M 121 33H 2 
10 • aa. .................. 21 81 2 
48 I 30 I 
41l}i 1 :;~ 2 
46 2D4 I 
4S 821 2fl» 2 
42 2 23 I 
41 I 21H I 

~-------~--- 1.382 
41) • I& 7 

:~ t 46 I a 48 I 
36 2 41 2 
3S M :n l 
32~ t 17H,. ••••••••••••••. 183 104 
30 ]4 30 
27~ 4 3fl t 
28 • as 2 

~a 
a 30 1 
1 21 I a 

{' 
M I 

110 I 47 4 ""--------------- a 44 1 48 2 
40 • 17 •••••••••••••••••• 1110 42 l 

4--·-·-··-····· I 37~ I 40 187 

~-------------· • as I 
~~ I 

40 I 
41 105 

2 
41L... .............. 107 30' 2 flO· 3 

42~ 1 M 7 

40~--------- a 36 1 41\ 1 

~~ I 4& 10 
a 40 I 

70 I 3J1 I 
I 110 1 ~~ 2'l7 

M 49 a 
ao I 15..--·············· 131 3ll 2 

46 12 38 11 
4& 675 33~ 2 
42~ 81 32~ 8 

30 7 4:1 t 28 t 4() 113 
37}i 1.870 24~ • 22 I 37 • ~~~ 2 
~ 1 

3 17 1 

40L .......... -----·· 2,721 3S 33 
15 { 

M I 
32~ 162 .......... ·-········· 37H a 
31 2 ,36 • 
30 15 . { M 2 

,a I 13~ ••••••••••••••• ~~ 2 
27' 3 2 
26 2 u a 

J'ootnote at end of table. 
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T .ABLE 49.-Comparison of carload class1jication ratings in Southern and Western 

Trunk-Line Territories a'J modified by exceptions thereto 1-Continued 

Number Co!Tt'sponditll!: rat- Number Corresponding rat• 
ings In Western 

of rom- ings in Western Applicahle ratinl!', or com- Trunk-Line Ter-Applicable ratln~t. modity Trunk-Line Ter- modity 
Southern Classill· descrip- ritory Southern Clnssifi· descrip. ritory 

cation Territory cation Territory tions (percent of first tionc; Ratings (pe!Tent or first taking Ratings taking 
class) t.hiq (percent Number 

class) thi'J (percent Number of first 
rating I)( flrsL rating class) class) 

3 

I 
45 6 24--------------- . 37~ 4 
37H 12 7 30 1 
32n 104 24 2' 

32!~------- ------·-. 129 
30 2 23---------------- 3 30 1 
25 2 22~ t 
21~ 1 45 2 
20 1 37M 8 
17~ 1 32~ 13 

I 
li5 3 30 21 
45 6 29M 1 

~~---·-··---·-···· 
37~ 2 22~---·····-------- 150 26~ 2 

18 82~ 4 23 1 
30 2 22~ 89 
26~ 1 21~ 6 

81 •••••••••••••••••• 1 30 1 20J.) 1 
75 1 18 . 1 

M 17 22 •••••••••••••••••• 17n 6 

46 6 8 37~ 8 
45 1 l 

37~ ,28 

B7H 92 213-i---------------
32)-i 28 

36n 1 67 30 . 4 

35 6 
23n 1 

.... ,. ............ 650 32~~ 131 21. •••••• ___________ 22J.i .6 
30 263 1 37J.i 1 
23H 1 203-i .•••. ·-··-------- 4 30 1 
223-2 9 

20 . 3 
37~ 6 21)-i 3 30 6 20 10 (• 
25 - 8 

17~ 10 
20 .••• ------·------- 23 t 

J~----··· --------- { 32~ 1 .. 62 
22~ 7 2 23 1 20 7 

30 

4 { 37M 3 17~ 28 
~ ................................... 30 1 15 1 

{ 33M 6 { 37}i 9 
~H---- .•. ----.-··· 12 30 2 19 .••• ·---··---··- -- 19 30 8 

22~ 6 ... 21n 1 
75 1 20 1 
55 4 

I 
. 37}i 1 

373-2 24 32~ ' 4 
36 1 18-----------------

30 1 
35 1 23 22~ 2 

d 2------. ·-·--·-·· 54 32}i 2 21~ 1 
30 7 18 9 
29H 7 ; 17~ 6 
2iH 6 65 6 
25 1 37~ 2 
22H 1 32~-i 6 

{ 
45 1 17J., ________________ 30 7 
37H 15 112 22M 14 

...................................... 28 35 2 17!-2 72 
25 10 ' 16 2 

{ 
45 1 16 2 
37,!1 1 12 2 

! l---- ------------ 6 17------------------ { 30 2• 
80 1 3 15~ 1 
28 3 16M---··------·---- 6 17Y:i 6 

.~ ................................... 1 213-2 1 

{ 
30 2 

60 3 16 •..• ----· --------· 10 22~ 4 
55 5 17,!1 £ 
45 12 15 1 
3"1' 43 J 

l 
37,!1 1 1,2 

82hj 1 " 30 1 
........................................ 133 30 15 15 .• _. ------------- 6 20 1 

27H 12 17H 2 
25 5 15 1 
2272 8 13.),2 ________________ 

' 
45 1 

2IH 1 4 30 2 
20 28 

13 ...• -----------·--
22.72 1 

20 II 
37H 4 

12~-----·----------
1 177'.1 1 

4J ~--··-··-.·---···· 25 5 
. 4 17M 4 

2472 10 12 ..•• -----------· -- 2 { 30 1 
20 1 . 17M 1 

Z7 

2 

1 Ba.~ed on Consolidated Classification No. 15 as of Mar. 17, 1942, as modified by generally applicable 
rC<'ptwns In effect on that date as published In Agent E. H. Dulaney's Tari.tf I. C. 0. No. 86 and Agent 

• E. Kipp's Tari.tf I. C. C. No • .A.-3333. . ' 
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C~pondfnr "''- Col'l'Npondlmr na. 
Nmnber mrs In w t."tArtl Number lnl(l In Wtllt .. ru 

A Pl'l1tabr. "'tin~, otenm. 'l'runt·LJue T• A Pr>lfcabltl nttln_., of en""' 'l'runk·LJne Ttr-
SouUlei'D Cla•ltt- modlty rltclrJ Southent Ol~~~~tlft- modlty ritorJ 
tatma Terrtto:f di"!''Crlpo tatlon 1'tJTltorr d~rlpo 

(percent fll an tloM {penltlnt of an tiona 
tall:lnl Ratlnrs talllnl Ratlnrs llall) thla (pel'!!tln• . e!ua) thll (pttrt'tlu& 
raUDc t)f ftn' Namber ratlnl Ill""' Namber 

claaa) ela"W) 

.,.,, ................... t 400 t M !HI 
lfM) ... - •••••••••••••• 1ft 8110 1ft 70 ••• 
JGCl..-••••• --····- . .:{ 

2liO 20 8.1 I 
liOO 2llG Ill) I 

21)8. ......... - ...... II& I 11..-··············· 1,862 67 3 
80 • 11ft 8\ffl 

171... ••••••••••••••• :1 175 I &0 30 
1M 147 48 ll 

130. ................ 70 I 40 I 
80 • 88 II 

121.. ... _ .............. U& 31l a2H ................... l 6& 1 
100 I 113 18 

llCl-•••••••••••••• I 110 I 70 7'-1 
200 ., 

aG--·············- 122 113 7 . 180 37 II& IIRU 
U& • 60 23 
110 t1 38 10 

100. ................. 1.007 100 IRA 100 I 
88 • 70 8l 
70 17 "'--·············- 209 115 170 . 67 I . 110 a 
113 2 38 I 
80 a 1 M • '. • 200 I 41 ..................... 30 70 15 

180 J8 11/J 18 
123 • 100 2 
100 1!17 8/J 3 

~---·--··-·······- 1.217 8/J ll7 to ..................... 317 70 18 
70 11ft 115 m 
80 1 110 73 
6/J II 40 ll . 80 • 70 I 

ICL ................. I 100 ' 80 I 
~0 I 17.·-········-····· • 67 • , 1110 • 64 l 
lflO fl29 43 II 
85 !,030 11/J • 72 • 34 •••••••••••••••••• 18 70 I 

10---·····-·······- I. &GO 70 2,081t 11/J • 88 2 100 I 
113 I ao. ....................... 8 11/J I 
80 10 27'Ji.--·····-····- 2 70 I 
67 ' 113 I 
115 fl3 28~---··········· ~{ 

11/J •• 80 JO 21.. .................... . 70 I 
c ....................... 

~~ 
M I II& II 

---·-···----·-- 100 1 23' .................... I 61 I 
70 2 .., I 

17 •••••• ~----------
70 • 80 I 
67 111 
M 2 

•Bued on Conao.Hdatad CJ81111icatfoo No.U u of Mar.J7, 1042, u modlfted byneeptfoneofpneral 
Applicatloll In effect OD tbaS date .. lhOWJa ID Aieo& E. n. DulaneJ'I TarUf,l. cr. o. No.IIO and Apol 
.L. L JUpp'l Tatitl., L C. 0. No. A-aaaa. 
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'TABLE 51.-Comparison of any-quantity classification ratings in Southern and 
Western Trunk-Line Territories as modified by exceptions .thereto 1 

I -

Corresponding rat· Corresponding rat 
Number ings in Western Number ings in Western 

Applicable rating, of com- Trunk-Line Ter· Applicable rating, of com- Trunk-Line Ter• 
Southern Classifi· modity ritory Southern C!assifi· modity ritory . 
cation Territory descrlp- cation Territory descrip· 

tions tions (percent of first taking Ratings (percent or first taking Ratings class) this (percent Number 
class). . this ·(percent 

rating of first rating of first Nu~ber 
class) class) 

' , .. 

300 .••••..••.•.••.•. 6 300 6 { 100 ,ll 
250 ••••••••••••••••• 1 250 1 

lill. _________________ 
li 70 2 200 ________________ -

4 200 4 63 1 
150 ________ --------- 2 150 2 

{ 
100 _, 1 

100 •••••.... -------- 13 { 100 12 70 1 
70 1 50 ••••••• --------·-- 16 63 11 

85 .•••• ------------- 10 85 10 55 2 

{ 
100 10 50 1 
85 2 

45 •••• -------------- li { 63 '. 1 
70 ••••••••••.••••••. 16 70 1 ' 57 ' 68~ 1 40 _______________ ---

1 85 1 
63 2 38 __________ -------- 1 65 1 

\ 

I Based on Consolidated Classification No. 15 as of Mar. 17, 1942, as modllled by exceptions of general 
application In effect on that date as shown In Agent E. H. Dulaney's Tari1f, L 0. 0 .• No. 86 and Agent , , 
L. E. Kipp's Tari1f, I. 0. C. No. A-3333. ' 

·TABLE 52.-Comparison of carload classification ratings in Southern and South- .. 
western Territories as modified by exceptions thereto 1 .~ · · 

Corresponding rat- Corresponding rat-
Number ings in South· Number lugs In South· 

Applicable rating, of com· western Territory Applicable rating, of com· western Territory· 
Southern Classifi· modlty Southern Classill· modity 
cation Territory descrip· 

Ratings 
cation Territory descrlp-

(percent of first tions (percent of first tions ·Ratings 
' class) taking (percent Number class) taking (percent Number this rate of first this rate of first 

class) class) . 
200 _________________ 

3 { 200 1 
70 _________________ 

1,102 43 
I, 

1 
75 2 42~ ;. . .1 

150----------------- 2 75 2 42 1 125 ________________ -
18 l 

125 1 40 4 
75 17 37' '1 

100 7 35 5 
' 75 147 . 32~ 5 too _____ -----__ • ____ 160 60 4 28 1 

37 2 
67 __________________ 

1 60 ' 1 . 100 1 { 65 .2 
85 17 

65 _________________ -
4 62 '1 

75 458 
.. 

57~ 1 
72 1 62----------------- 1 . 57~ 1 
60 15 -

{ 
70 2 

85 ______________ ·--- 512 57~ 8 60 3 
55 3 60 •••• ~------------- 31 .·57~ 24 
53 2 48 1 
46 1 46 1 
42 3 51~---------------- 1 38~ 1 
35 2 li7 ------·----------- a 32 3 
31 1 75 1 

81. ______ ----------- 15 85 5 , ~g 2 
77~--------~------- 1 75 1 3 
75 •••• ------------ ·- 1 75 1 J 60 134 

85 3 I " . 57~ ·117 
75 50 55 106 
70 51 63 1 
60 915 50 9 
57~ 1 48 - 9 
50 ·4 47~ 1 
48 8 47 5 
47~ 1 46 1, 469' 
47 2 . 45~ 2 10 __________________ 

1,102 46 46 45 12 
45~ 1 . 1,059 44 1 
45 1 155 •••• -------------- . 43 ,. 2 

Footnote at end of table. 
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TA•J.a 62.-CompariiOft o/ carload ela!•iftcalioft rating• in BoutAtm and Soutlt.· 
v••lnft Tcrrilori11 •• rnodiflcd 611 nceptio"'' tA~rclo '-Continued , 

Number 
Col'I"Mpondlnr nt• 

A. ppllcable ratlnf, 
· lnp In tloutb-

ofeom• Wetlt811l TII'TltOI'J 
8outbern CIMSiti- modit;r 
ea&loa Terrlt:f dl'l'!Cll'lpo 
(pween& of llra Uona Ratlnp 

olall) taklnt (percena 
Number UU.rate of 11rst 

e)QIII) 

...... 1.161 42).t I 
n I 
41 I 
40 • 3\1~, lt 
ani 9 
37 23 
M I 
831.i 4 
a:.~n 4 
81 2 
30 I 
27).t I 
!10 I 12)(. .... _ .. _....., ___ I 3tl I 
73 • 70 4 
113 ) 
110 I 
117)-i I 
113 • 110 20 10. ... - ............. 117 41\ 89 . 
46 30 . 4.1 2 
41 I . 
311~ 2 
34 1 
31 l 
46 I 

·-·············· .. • 44 I 
!II) • '7·--·--···--···· 

:1 
47 I 
41 I 

"~-·-····· ...... ·--- 40 I 
81) 2 
113 I 

~3-i.---··---·-···· 4ft II 
4.1 18 
40 • 70 I 
110 I 
M I 
110 4 
48 418 
43 820 
44h I 
42 2 
40 u 
87)-i • 37 I 
311J1 7 45---·····-·-······ 1,382 33 M 
33~ ) 

32h • 30 • 27~ • 25 3 
ZJ'1 • 22~ ) 

20 I 
17}i l 
17 2 
15J,i I 

a { 
110 I 

"····-············ +I 1 
40 I 

43..--···········-- 1 37H I 
46 3 41----·--·------··- • ll 40 ) 

1071 
41 u 

··-·-·············· 39H 10 
28 2 

J'ootnote a& end of table. 

Applicable mtln~, 
Southern Ch111sl • 
cation Terrlturr 
{pmltln a of l1rs 

. ol8111) 

40~'-····-·········· 

' 

. 

10--··············· 

89~} .••••••••••••••. 

30 •••••••••••••••••• 

38 •••••••••••••••••• 

• 
37}i. ••••••••••••••• 

37 •••••••••••••••••• 

Number 
CorrNpontllnl fl\t• 

illliill ln IIIIth• 
ofcnm· wet~tem TerrltorJ 
modltJ 
dflllcrlpo 

tiona Ratlnn 
tBklllll (ptm'ent 

&hla rate uf ftrsl 
ela~~~) 

I { 
8t 
33 
:MI 
78 
flO 
110 
46 
4.1 
42~-
43 
40 
37h 
87 
3flj.i 
34 
II·Hi a:n, 
3Zh 
31 

2,'72!1 30 
Mi 
~ 
21!~3 
2M 
27H 
211~) 
2:1 
2:4 . 
7.111 
21h 
20 
l!J 
17H 
17 
1ft 
u 

• 43 

I 
46 
an~ 

43 33}3 
2M 
24J1 
20 
41'1 
4.\ 
37~i 
3tlh 

21 u 
81 
30 
2ft 
21H 
113 
48 

·~ 311!~ 

~a 1M 
311 
M 
211H 
25 
20 

... I/ 
63 

·~ 42 
40 
3?!1 
83~j 
12}1 

Number 

I 
l 
I 
I 
I 
I 

·~ ISM 
til 

' llC 
l,M:t 

1l 
4 

88 
I 
a 

11 
23 
4a 
1 
t 
• ' 8 
I 
4 

I 
1 
a 
I 
4 
7 

l 

I 

2 

' 
I 
8 

2& 
l 
I 

I 
2 

• 4 • 2 
2 
1 
I 
a 
I 
I 

1 
107 

6 
2ll 
a 

13 

I 
1 
2 
6 
1 
6 
a 
1 
:& 
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'TABLE 52.-Compariscm of carload classification ratings in Southern and South· 
western Territories as modified by exceptiom thereto L-Continued 

Number C<_Jrresll<!nding rat· II Number Corresponding rat-
Applicable rating, of com- ln!!S m ~nth-~ Applicable rating, of com- ings in South• 
Southern Cla.<•sifi- modity western Temtory Southern Classift- modity western Territory 
cation Territory df'scrip- i cation Territory descrip-
(peroent of firs~ tions Ratings I (peroent of first tions Ratings 

class) taking (pt>reent N be class) taking (percent Number this rate of first um r this rate of first 
class) 1. class) 

60 21 29!-i----------------

~t 
. 32Ji 1 

55 2 39~ 1 
- 46 5 

29------------------
33!-i 2 

45 12 30 ·2 
38 2 333-i 1 
37~ 196 283-i-------------·-- 30 2 
37 16 223-i 6 
36~ 1 19 ' 35 31 75 1 
33}i 24 46 8 
32}i 4 3f31 .23 

35 ________ ---------- 331 30 7 35 1 
29 4 323-i . 2 
283-i 1 273-i--------------- M 30 ., 
2'i}i 1 29~ 7 
26}i .1 27~ 8 
25 4 25 2 
24~ 2 - 223-i 1 
24 3 17 2 
23~ . 7 

281 
45 1 

23 1 373-i ~ 10 
22~ 2 27---------------- 35 2 
19 2 25 14 
173-i 1 24 1 

1: l 60 1 { 373-i 1 

at. .•• -------------- 46 2 263-i---------------- 6 
26 2 

37~ 12 25 2 
46 1 16J.i 1 
36 1 26----------------- . 1 21J.i 1 

33~---------------- -- 35 4 60. 2 
32. 1 46 ... 1 
27J.i 2 ;~ 12 
45 6 31 
373-i G 35 1 
35 4 32J.i 1 
33H 2 30 11 
32}-2 ll9 25...---------------- 133 29 tO 

~}'------------- 129 30 2 273-i ' l 
29 1 25 6 
27J.i 1 24 2 
25 2 223-i 14 
213-i 1 20 34 
20 3 16 . 1 
17 2 15J.i 2 

I 
46 1 ' 37J.i '4 
45 7 24J.i----------~----- 20 29 \ 1 

31}-i ________________ 18 37}-2 2 25 5 
32}-21 II ~ 10 

~})I 1 37}i ' 2 ~---------------- 7 30 1 ;u ____________ ----- 1 273-i 1 . 24 2 
75 1 23.---------------- 3 30 - 1 
46 19 223-i 2 
45 2 37M· . ' 5 
37J.i 92 323-i 2 
36}i 2 30 17 
35 3 27J.i 1 
32}-i 102 26}i 4 
31 8 22}i 80 
30 257 

22J.i ______________ 
150 18}i 1 

29 5 18 3 
28}-i 1 l 17}i 18 
273-i G " 

17 9 
30 ___________ ------- 550 25 1 16 3 

23}i 1 13 5 
22}i 4 12 2 
2l}i 6 22..---·------------- 3 37}i 3 
20}i 1 45 1 
20 11 37}i 19 
17}-2 9 32}i 29 
17 12 . 30 2 
16 1 26 I 
15}-2 1 21l-'---------------

671 
25 6 

15 2 . 23}-2 3 
14}1 2 22!>i a 
13 1 ' 

17}-2 1 

Footnote at end of table. 
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T.uu ~2.-Comporison of tarloo4 elaasifieatio" ratiraga '" Sot.dh•m orad South
' wat•"' Tcrrilorifl 01 fftodifi•d bfl f'Zt:fp4io1U Chff'tto '-Continued 

Number 
Com111pon4lnl na. Ooi'I'Mponcllnl, ,. .. 
~ ln outb• Number lnRI ln utba 

A pplfcable f'\&fn!f, olemn- wwtena TmitOQ" Applicable ratlnl• olcnm• weatena Terrltorr: 
8ontbwft CIM!IIll- modit7 Southern CIM!I! • m~lt,. 
ntloa TIITI::f dt>ll411'1po oatloll Territo~ d orlpo 
(perol!na ol tiona RaUnn (perctln& ollln tiona Ratl.nn 

e1allal takint (pereena Namber elUII) tutnr (percent Number W.rate of fln& Ul.la rate of 111'!1& 
elua) elUII) 

U)t. ···-· 17 l 17 I ''-··············· • 10 t 
' ~~~ I 13~ I 

~ ................. l 87 I I8)C.. ............... • 17} I 
~ ............... c 30 I 80 • 1 20 I 80 l 80 • 32~~ 29 I 1'---·······-······ 10 17} 1 ,. 77H I l~h I ' . 23 • I& I . :13 I 13 I 

:r.J)i I 17H I .................. _ a 20 11 10 I . 17H a 20 I 
l1 I IL .................. • 17H I . 18 • 1& I 
1-'H •• 14 • 14)-j I 

13~'··············· c ~~ • 
1!H 

I I 
17 I 11. ••• - •••••••••••• 

: 1 
J 

11.. .............. _ It 80 • 17 l 
. ' 20 n ·~---··········· Ill~ ~ 

87~ I 11 1 
82a I 12.-••••••••••••••• 10 1 
22~ I I ' 11....--~-...... 21 21 1 

1rH 
u 

17 I 
. 

17 2 
18 J 
48 7 
37~ • 82 I 
80 7 

17}C... .................. IU 22H JA 
1!~ ee 
~;~ • 14 I 
1l • 

tBIIHd oa Conaolldated ClueU!catJcm No. 11 u of Mar. 17, 1942. u modlftecl b7 aeneral17 appllcabl• 
U«leptlonaln a.tfeea oq &ha& data u publlahecliD ~11en& E. B. Dulane)''l Tarllf, J, C. C .No.IG, ancl .l&IDI 
.J.&.I'eel'a TaritU. 0. C. No. WL . • 
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TABLE 53.-Comparison of less-carload classification ratings in ·southern arid ' 

Southwestern Territories as modified by exceptions thereto t -

Corresponding rat-
Number 

Correspondicg.rat-
Number ings in South· ings in , South-

Applicable rating, of com- western Territory Applicable rating, of com- western Territory 
Southern Classifl- modity Southern Classi.fi· modity 
cation Territory descripo 

Ratings 
cation Territory descrip-

Ratings (percent of first tions - (percent of first tions . ' 

class) taking (percent Number class) . taking ·(percent Number this rating of first this rating of first · 
class) class) _ 

~· ,. 400 ________________ 
2 400 2 ' 100 18 

300---------------- 16 300 16 . 85 94 

2li()_. ••••••••••••••• 20 { 250 18 70 796 
70 2 63 • 2 

{ 
' 200 300 60 1· 20() ________________ 

304 85 1 55------------------ 1,652 67 2 
70 2 55 -692 
55 1 50 39 171i ________________ 

3 1711 3 f5 2 

{ 150 851 ' 40 1 
150---------------- 856 70 ~ . 35 ·5 

55 1 52J.i ···············-
> 1 55 - 1 

125 ..••••••••••••••. 40 126 ~0 

{, 
100 2 

110 ••••••••••••••••• 1 110 1 85' 19 
200 6 

I 
70 89 

150 38 50-------·---------- 822 63 ·1 
125 7 .. 55 669 
110 11 . ' 50 .· •• 28· 

100.... •••••••••••••• 1,097 100 995 35 ~u 
85 3 

{ 
100 1 

70 30 70 . ' .. 2() 

67 1 f5. ··---·--·----- 209 .55 177 
55 ' 5(J '" 9 •. 60 2 35 2 

. 200 ' {"·. 
100 1 

150 19 f2 .••••.•••••.•••••. 39 85 ·3 
125 8 ' 70 10 
100 327 ' ·, 65 25 

85 •••••••••••••••••• 1,217 85 770 -· . . ' . 

1: 
100 - - ,,_:a 

70 69 8Bt ", "·1: 67 1 '' 
,, '70 

J 40 ... ----=---·~:-- .. -- 81~ 55 15 r' 55 ' J '223 
50 4 " 50 73 

80 •••••••••••••••••• 1 100 1 40 ' 1 
200 3 

{ 70 !• - ' ~·· 2 
150 9 

37 ....••.••••••• ~-- ·. ~ 9 57 a 
100 ~9 

' 55 3 
85 I 118f •ft ; 

•. i~. 
2 . 75 1 

{ 
100 '· 1 

72 2 ,•, . ' 
70--·····-·--·-···· 3, 850 85 .. 6 

70 2123 85 •• .:..~----~---~--- 18 70 '· 7 60 2 ., ; 
55 2 

57 3 50 ' 3 . 55 M 
30--~--------------- {' 70 1 50 17 ' 6 

fO 1 65 5 67 ________________ 
1 85 1 27J.i---------·····- 2 { 70 ' 1 

60 •••••••••••••••••• 3 100 3 55 1 

{ 
85 1 26li--------'--···-

. 
~ 55 ~ 117 ________________ 

33 70 9 26----------.. ------- !.f 70 1 
57 21 55 2 
55 2 23---~---------·-·-- 55 1 

l Based on Consolidated Classification No. 15 as of Mar. 17, 19ft, as modified by nceptiona of general 
application In effect on that date as shown in Agent E. ll. Dulaney's Taritf, I. c; 0. No. 86, and Agent· 
J, R. Peel's Ta.ritf, I. 0. 0. No. 3475. . " ·. ' 
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TAaLII 54.-Compari.toJt of G1'&'!f-fl14ta1ttit!l cla.tsificatio11 ratings ;,. Soulherta and 
· Soutln:utem 'trrrittn'ltl oa modifi•d b11 tzctpliona thereto a 

Number C'OI'I't'!pontllnll rat· Numhtlr f!orno8ponlllnll rat• 

A Pl'flt'able ratln f, ofeom• lnp ID SoutbweaC• Appllcabl11 ratln11, of oom• lullS In l'lout hwe~l• 

Soutbnn CIMI'Ui• modity era 1'errltorJ Suutht•rn ClllSIIift..m- rnodity ern 'furrlLurJ 

catloD TerritOI'l' dt•M"r1P- Cion Terrltnry dl'!lcrlpo 
Clona Ration Utlllll Ratln~tt (pemm& of Jlrs& lall:lnf (V@ret'tnl of flrsl tRklnf clala) (pt>mlnl 

Number elllLI&) (Jll'fl'ltllt 
&hia of flr!t Chis of nna Number 

ratiDa Cla.'lll) ratinl obt.a,) 

m. ................... • liOO • 100 I 
:1."0...-•••••••••••••• I :MO I 70 3 
:o~uo.-•• ········-·- 4 :1100 t 110 ••••••••••••••••• 16 67 3 
131).. ••••••••••••••• I ~~ , 1!.1 I 

n{ 100 11 110 • lnoL •••••••••••••••. 70 I 40 I 
IJO I tl:J I 

~-----~-----·-···- 10 100 10 45. •.••••. ........... I 00 3 ,: I 100 II 44 3 
7GL. ................ 7B 7 40 .................. _ I 8<\ I 

~~i I 31l •••••••••••••••••• I 71) I 
100 ~ 

aa .................. . 70 I 
:10 1 . 

I B-t on Consolidated CJaasl.ftcatlon No. U aa of Mar. 17, 194:1. u modlftlld bJ exoeptlona ofJeneral 
application In etTIIC& on that data u abowo ln Aaen& J:, 1.1. Duhwey'a TariJf,J, 0. 0 • .No. lid, an Aaen& 
J. B. .l'eel'l Tarltf,J. 0. 0 • .No. 3474. 

T nus 65.-CompaTiacm of carload clauificatitm rating1 in W~St~rn Trunk-Lin• 
and SoutAwe~tem TtrTilortll oa modified h11 uceptitma thereto a 

Number Com8pondinl rat• Numher Oorrll!lpondlnll' rae. 

of com• lna• In Soutbw .. t- of eo~ mas In l'louthwo'll• 
A ~pllcable ratlna, modlty, em Territoi'J' A ppllcable ratlnf, modlty aro TerrUorJ · 

nterl'JI Tnmll: ... Western Trunk• 
Line Terrttory dlliiCfiP- Line TerrltorJ' d111crlpo 

&lona tiona RatlnKI (pereen& o Jlral lall:lnf Ratings · (perlll!n& of flnt &aklnl 
elua) &hie (percena Number olua) Chla 

(pt>rotm& Numbet 
ra&IDI of tlrs& ratlnl of lint 

elala) clau) 

200 ___ ••••••••••••• 1 200 1 M 118 
ll5.--·--·-·---·-- 17 123 I eo t 

73 18 411 13 
100.---···-····· 100 7 47 - 2 • 73 I 48 1,161 
15..---···-·····---· 11 83 17 411~ 2 

73 I 46 ' 100 1 H 1 
76 1169 43 2 
n I 4:l}j l 

74. •• ---·······--·· 170 ·f18 2 u 2 
412 I lltl. ••••••••••••••••• 1,&11 40 I 
117~ I 31l'H I 
31 I 37H 7 

·{ 
70 113 37 2 
eo 7 3lt I 
117~ I 38 I 

70.--·············- ~~ 
20 33!-i • 1 3:.1h • ..., I atH 1 

43 1 31 2 
40 2 30 I 

87 __ ••••••••••••••• 1 411 1 21H 2 

M.-··············· I 413 a :10 I 

113.--·······-····-· I 113 I { ftO 16 
·~--·············- 1 47}i l 30 .................. so 48 tl eo 1,079 46 I 

117,~ 1114 48 •• _ •••••••••••••• :J 40 2 
.fit I 

{ 47}i I 47 I 
46 40 47}i.. ............... a 4~ l 

60 .................... 1,2M. ..., 2 28 I 
·• 43 I 

': tl 

eo I 
42 I 47 .................. 

63 I 
311 ' 48 I 
323-i 2 47 I 

01~-----··--······ J 67}i 1 46~1-----········-- .. H 1 

.roomote at end of table. 
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TABLE 55.-Comparison of carload classification ratings in Western Tr1.ink-Line .. and 
Southwestern Territories as modified by exceptions thereto'--Continued 

Number 
of com-Applicable rating, modit.y Western Trunk- descrip-Line Territory tions (percent of first taking class) this 
rating 

46 •••• ------------ •. 344 

45 .••• -------------- 1, 478 

44 ..••• -------------- 1 

42r2----- ----------- 84 

i 
42 _____________ ----- 17 

41. ••• -------------- 136 

40 _______________ --- 255 ! 
38~~--------. ------- 2 
38 •••• -------------- 1 

. 

3772---------------- 2,297 

37-----------------· 29 { 
3672---------------- 44 { 

36 ••. ·---------~---· 29 l 
Footnote at end of table. 

90454-43--7 

Corresponding rat-
ings in Southwest-

Applicable rating, ern Territory 
Western Trunk-
'Line Territory 

Ratings (percent of first 
(percent 
of first Number class) 

class) 

85 4 • -· 

46 339 
29 1 
75 2 

35.~-- -----------"-· 55 1 
48 1 
46 2 ' 
45 1,423 
43 20 ) 

41 1 ( 

40 11 33~-------- ------ -~ 
38 1 
3772 1 
37 3 
3672 4 ' 
35 2 
32H 1 
2772 2 
25 1 
15~ 2 

3272------- -----.~·~--44 1 
42~ 83 ' 
39 1 
85 4 
42 13 , 
55 2 
41 15 
3972 119 
55 2 31 •••• ---- --------~-
45 4 
41 2 
40 246 
35 1 

; 

38% 2 
38 1 
37~ 2,121 
37 5 
36~ 1 
35 12 

30--·------ ~ ---------3472 1 
3372 32 
3272 13 
31 1 
30 17 
29~ 3 
29 18 
28}2 1 
28 3 
2772 11 
26Y:i 1 29711----------------
26 2 
25 18 

28~----- -----------24 1 
2372 1 -
2272 4 28--------- -------··.-
2172 1 
20 18 
19 1 
1772 2 2772------------- --~ 
17 6 
16 2 
137\l 1 4 
70 1 \. 

37 28 2672----------------
3672 11 
35 33 
60 2 
55 1 
46 2 25------------------
3772 19· 
3672 2 
36 1 -
337\l 1 

2472----------------29 1 

Number Corresponding rat-
of com- ings in Southwest-
modity ,ern Territory 
descrip-

tions 
taking Ratings 

this (percent 'Number 
rating of first 

class) 

{ 
60 1 
55 . '.1 

- 46 '· .. 1 

157 45 "2. 
37 .' 18 
35 131 
3372 I .. 2 
32 ''1 
3672 2 
33}B 4 11 33 1 
30 ·4 
70 h 
46 2 
45 7 

i 40, ·n 
. 3772 41 
3272 365 
31 28 

487 30 2 
29 1 
27~ 1 

•20 :2 
-.... 1772 . I .a 

17 9 
16~ 1 
13 3 

. ' 12 -~ .. ' 
1 

4 31 .4 
37~ ;r; 
3672 'r; 
35 1 
3272 3 

~ 
30 .365 
28 1 -
2772 2 
25 4 
24 ' 1 

414 22,72 
. • ! '. ~ 

. 3 
20 7, 
19 i . 1 
18 2 
1772 4 
17 9 

. 16 1 
1572 - 1 
1472 2 
13 2 

i 

12 1 
8 2972. 7 

2272 1 

3 32 2 

- 2872 i 
28 23 

31 26 2 
16 1 

! 
60 2 
3772 2 

28 30 1 
29 3 
2772 20 

. 

{ 35 2 
32 2 

10 2772 1 
2672 5, 

l 
55 2 
46 3 

. 45 ' 1 
45 33 1 

30 2 . 25 3?. 
24 4 

23 { ' 
2472 3 
23~1 20 
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Tuu s.s.-co~nponama of tMload elaasificalitm rati"l' ira lruttm Tr-ud-Lillf aftd 
8.-..tlwalmt 7·•rr-Uori•a aa Modijird b11 uupta01\a CA~rdot-Contiuued 

Number COI'ffi'pouttlnl nt• Numbet Corft\llpontllnl rat-
ol rom- lnga ln Seu t h wea&• 

A~pllcahle raUnr, of rom- lngsln ~outhwest• 
.A.Jplfcable ratlnr. modit7 VD Terrltor7 modlt1 erm Territory 

esteraTnmk• de~~Crl P" · · eetern Trunk• dt'!ICI'Ipo IJne Ttrrltot7 IJne Territory 
(perem& ot ana tiona RaUnp (peretont or Ana tiona Ratlnu aattna tattnr 

claal) < this (J)t'rt'enl NWDber eiala) thla (pt>rcen& Number ol ftrs& of firs& n&J.n& elaa) rat1n1 cllllll) 

"---· . { M I 20).C-................. I 2fH~ 1 ........ 23 a ·{ 17» I 
~-·-...... ·-· I 2:1~ I 39 1 

37~ 1 ........................ 2'J~ I 

~~ 
l 30 ~ 
l 17~ 1 

A-.. ....... _ ...... • ) 11 .................. I 19 a 
23 I 11..-·-··········· 10 18 0 
19 I 

~~ 1 
1:1 I 1 
37~ a 17 ll7 

~~ 
I 17 111 
t 10 0 
2 17"'--············· Ut 13~ lY 

22YI 133 14 I 
~---~ ........ 161 ~ I 14 1 

1K}i I 11 1 
18 t t 1 
17}i • 11-.................. t Jll t 
J& I 16,.. ••••••••••••••• I 16~ 1 
12 a 15.. ••••••••••••••••• • { u • 
~a 

I H'-' 1 

~~~--------- 11 • 12 •••••••••••••••••• I 12 I 
10 . 

116 J 

I Baaed eo CoDl!OJidated J'relrht Cl88111tlcatlon No. 1!- etfet'tlve Mar. 17, 1942, and arnerally afpllrahle 
eJet'ptlons u publlabed Ill .A.pa& L. :E. l'lpp'a TarU!, .&. c. C. No • .A.-8333, awl Arent 1, .K. I'~ ·a TarU!, 
I. c. c. No.ll47&. " 
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TABLE 56.-CompariaOB of leu-<arload cllugiji.calitm ratinga in Wemrn Trunk-Lina 
and Soulhwutern Territories as modified by eueptima.s theTelo • , ... 

Number Corresponding rat- Number Corresponding ra~ 
oleom- iDgs in Southwest- ofeom- ings in Southwest-

Applicable rating, modity em Tenitol'7 A~licable rating. modity em Territory, 
w es&erD Trunk- ~p- estern Trunk· ~p-
Line Territory twos Line Territory .. tions 
(penent or Jlrst taking Ratings (percent o( 1irs& i &akinc Ratings 

class) this (percent Number 
class) . this (percem Number nting of firsC rating of firsC 

class) class) ' 

6!L._ ______ _,_ ·' 400 ___________ 
2 400 2 2 ·ro 2 

100------------ 16 

{ 
D) 14 { 100 1 
70 2 63 --- u 63 . ·a 250 18 .. ·so 7 250---------- 3) 
70 2 - 100 1 

3X) 305 85 
' 3 

200-------------- 110 70 4 aJ 16 70 . ·. 7 
65 1 60 .I 175_ ___________ 

I 175 3 67 % 

lSO----------- a { 150 407 lil----- '25 70 ,J 
65 1 51 ' . 2f 125 ______________ 

S3 125 S3 100 •• ' % 110 _______ ,. ______ 
12 uo 12 85 2 

if,·"'· 

I 
3)0 2 - 70 - ... 

., 125 1 S5-.- - 1.932 57 . 2 too ________ ~ _ _: ___ 
1.811 100 1,762 . 65 2_858 

85 7 so - 21 
70 35 35 - 3 

·65 4 

{ 
3)0 

' ._ ~ : .. 
3)0 1 " 150 • 100 2 ... 100 • 85 2.02t 

ro _________ 
laJ 85 4 a:; _________________ 

2.09t 75 1 .. 
' 70 i 

70 68 65 6 
51 1 , ... flO '130 
65 1 

45_ ____ 
2 45 2 

50 • 42------- 2 42 2 

{ 100 2 40 _______ 

' { 40 I rz____ _____________ 

• 72 2 65 ·ti 65 2 35----~-- 17 35 
200 1 
150 3 . . . 
100 1e .. 
85 45 '10..--------- 1,161 70 1,039 ' 

. 
'. 

67 1 .. ' 
65 41 ' . 
50 11 . ~ I ' 35 1 

• B~d OD Consolidated Classification No. 15, as o1 Mar. 17. UN!, as modified by exceptionS ol general 
application in etiect on that dace as shown in A.,oen& L. E. Kipp's Tari11, L 0. C. No. A.-3333. and A&em. 
I. R. .Peel's Taritl', L C. C. No. 3476. 
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TABLa 57.-Comean'lt>lt of Gh![•quantily tlauiflrati&n ,alinga in w ... e,rn Ti'ud
LiM and ~ot.&tAwe•t•rtt Tr"itori•• aa modified by e:rrtptiona thereto a 

Number Corre~~pondlnr rat· Numh4't co ..... ~rn>nlllllll rat• 
etemn• lnll!lln ~outhwee&- oteom- InK~ n l'louthWt>lll• 

.A ~pHcabt. ratlniL moilitJ' tro l'errltorJ A ~pllt!llbll• ratlnr, IDfltlltJ ern TerrlturJ 
· Mwm Trunk· '""tt~rn Tnmll• 

Line T1rritory dMCrlpo Line Territory dPROripo 
lione Umtl (peroena of~& tat ina Ratlnp (percent nf ftn& taklna Ratln118 

·clull> (Pf'm>n& elasa} (pt>rl'tlnl able of ftn& Number ttlola of ftl"'t Num~r 
faWll eltwa) ratlnr el8118) 

... 
300 ••••••••••••••••• I 100 I 70 3 
2.~0 ••••••••••••••••• I :1.'10 ' 63 1 
1110 .•••••••••••••••• • :1110 • 83 •••••••••.••••.•.• ta 67 2 
1-'0 ••••••••••••••••• 2 130 2 . 110 8 

1 
I Of) 22 40 1 

1M ................... 2ft 70 2 117 •••••••••••••••••. •• llfl 2 
60 2 411 2 

8&..·-············· 1:1 M 11 115 .••••••••••••••••• a 70 I 
70 I 11/l 2 

70 .••••••••••••••••• s 70 II 110 •••••••••••.•••• -. I 110 I 
~--············· ' 61!1~ I 

' IJ!-d dn ConsolldatPd CIRM111catloll No. 111, u ot Mat. 17, 1947, 111 modiftl'd by nflf'p~lonl of llllruoral 
appUcatlon In tl'fPrt en &hat datt 11111bowo lo Agent L. &. Klpp'l 'farll!, 1. C. C. No. A-aaaa, and Agl'nl 
J. R. J>Ml"' Tarut. I. (l. t:l. No. 347~ ' 

TAIL1158.-Summary eompari11o·ra of applitable rating• in IAe ~arioua rate ltrriloriu I 

Numbfrr of rat1n11 

Carload 
Lf.q. Any• Total carload quantity -- --

Southern eomptVf'd wltb Oftlclal: 
1-lame In both territorif'a .•.. ___ .•••.••..••.••••••.• ~ •••••••. 4,034 II, 7·12 3f 9,810 
llh.rher In Southl'rn than Official .••.••••••••••••••••••••••. •• 31.5 2116 9 4,619 
Lowtr In Southern &ban OtnclaL ••••••••• - •••••••••••... _ 2,043 4,030 37 11,110 

Total •••••••••••••••••••••••••••••••.•••••••••••••••••.•. 10,392 10,067 10 20,11:J9 

We11tflm Tmnll-tJne eompared with Ol'flclal: 
Sllme In both terrltorif!B ... __ •••. _ •... _ .. _. _ •••••••••••••••• 2.m 7,8114 112 10. 14& 
lli~ther In Western Trunk· Line than OfficiaL •••••••.•.••• •• 717 1, ..... ~ 19 6,1141 
LoweriD Weatern Trunk· Line than O!ftclal .•••••••••••.••. 3, 446 7M t f,213 

Total •••••••••••••••••••••••••••••••••••••••••••••••••••• 10,392 10,0117 80 20,&39 

Soutl'lwMtern eompafflt wltb Olftclal: 
Sameln both IPrrltorln ··-····- ........................... 1,2114 11,9110 I 49 7,29!1 
Higher In 8outhwe11tern than Offtclal.. •••••.•••••..••..•••. 3,941) 1,372 14 6,3:111 
.Lower ln 8ouU1western &ban Otnclal ••••••••••••••••••••••. II! 149 2, 74& 17 7,911 

Total ••••••••••••••••••••••••••• : ••••••••••••••••••.••••. 10,392 10, or.7 80 20,&39 

Western Trunk-Line tompared with Southern: 
3, 4119 Same ln both territor lei _. __ ..... _ •••.•• _ •••••••••••••••••. 11,4117 37 "·m lllttber In Western Trunk-Line than Southt'!rn ••••••••••••• 2. 74!1 4,320 3'1 7,11!2 

.Lowflf In Western TI'UIUI:·Line &baa Southl'fll •••••••••••••. 4, 1!!0 ~ • 4,464 

-J'otal •••••••••••••••••••••••••••••••••••••••••••••••••••. 10, 392' 10,067 80 20,1!.19 

Southweatem eomparl!ft with Southern: 
1,818 11,3111 41 7,211 Same In botb tt>rritorlett .• ~-- •..•••.•••••••••••••••••••••••• 

Higher In Soutbwe11tern than Sout.hi'I'D ..................... 2. f>72 4,422 34 7,1m 
Lower in llouthwestffrn &ban Southern .••••.•••••••••••••• - 6,004 3IW ll 8,2113 

Total •••••••••••••••••••••••••••••••••••••••••••••••••••• 10,392 10,0117 80 20,1!39 

Southwestern eompared wltb We~~tern Trunk-Line: 
7,5118 0,11()3 116 17,MT Same in both tt>rritori1>8 ..... -. -.- ...... -.-- ................. 

Higher In Southwestern than \\ l'!lttom Trunk· Line .•.••••.• :lll 1112 4 377 
.Lower 1a Sunthwestern than ln Western Trunk-Line .•••••. 2,1123 :lll 20 2,8116 

Total ••••••• -: ••••••••••••••••• -·· •• •••••••• •••• ···-··· •. 10,392 10,067 801 20,1!.19 

a C!mnnarlsonl are In termll ot percent of fttst-clallll. 
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Table 58 shows. the extent to which applicable ratings are tilliforiD;, 
in any two rate territories. It is noticeable that the ij.umber of com-, 
modity descriptions having the same ratings in any two territories- is· 
large. The table brings out the fact that there is a larga number of· 
l<'ss-carload ratings in the South which are lower than the Official 
Territory ratings. Of the carload ratings that are not. uniform in· 
Southern and Official Territories, more are higher in Southern than in 
Official Territory. In Western Trunk-Line Territo,y-,- there are more 
carload r~tings and also more less-carload ratings higheJ; than the 
Official Territory rating than there are lower than the Official Terri
tory rating. In Southwestern Territory, there are more carload rat
ings and also more less-carload ratings lower than the Official Territory 
rating than there are higher than the Official Territp,ry rating. 

Tables 40 to 57 above showed the number of applicable ratings in 
percent of first-class in each territocy, and the ratings for the corre
sponding items in another territ0ry. __ F:r-o~ t);te_ q_aJ~. iJ! t;hes_~ tables 
the various combinations of applicable ratings in one territory· as 
compared with another, and the nu:fnber of commodity descriptions 
for whicl:i this combination applies, ~an be determined. Thus, from 
table 40; which compares applicable carload ratings in Official and 
Southern classifications, it can be seen that 152 of the 166 commodity. 
descriptions rated first-class in Official Territory are also rated fi±st
class in Southern Territory. Therefore, there are 152 commodity de
scriptions carrying the combination of 10Q-100.- There are 9 com
modity descriptions carrying a rating of first-class in Official Territory 
and 85 percent of first-class in Southern Territory, so there· are 9 
commodity descriptions carrying the combination of 10Q-85. From
these tables all_ existing combinations of applicable 'ratings in any 
two territories can be determined, with the number of times that the 
combination appears. If the percent of first-class applicable for 
Southern Territory in each of these combinations is multiplied by 
1.39, the applicable Southern rating is converted into a percent of the · 
Official Territory first.-class rates. This percent can then be expressed . 
as a percent of the corresponding rating in Official Classification, 
Territory. The result is to translate differences in ratings ·in two; 
territories into differences in average rate levels. In the computa_
tions which follow, the ratings in Official Territory are • takeri as the 
base, and the corresponding applicable ratings in the othel' territories
are finally expressed as a percent of the Official Territocy_rates. The, 
procedure followed is set forth in table 59, in which a few o{ the 
combinations of less-carload ratings in Official and Southern classi--
fications are shown. - - - - - · · 

The applicable ratings in Sol}thern, Western Trunk .;Line zones I, 
II, III, and IV, and Southwestern Territories have been paired with 
the cor:r:esponding rating' in Official Classification and expressed as 
a percent of the Official Territory level acpording to the metho.d 
shown in table 59. The various percents of- tlie Official Territory 
level are grou,ped and shown ill tables 60- to 65. In interpreting these 
tables it should be remember·-~<! that when 100 is taken as a base, lower 
rates must be expressed by a p ~rcent which is between 1 and 100, while 
the rates which are higher than the' base rate may be several hundre~ 
percent of the base rate. In table 60, for example, there is one item 
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on which the Southern level is about 30 percent of the Official Terri· 
tory level. If the Southern rate were ta.ken as a base, tho Official 
Territory level on this commodity would be over 333 percent of tho 
Sou them level. 

f 

T.u.LII ~G.-Md.\od of ttml1frli11g di.f!rr111tll i11 appl&cabl• rating1 '" Ojficial cand 
.SoucAtm Ttrrilori~t lo di.ffntnCtl i" lc11tl1 oJ th• ratc1 

J. ppllftlhle rallnp Number of J.ppllcable ""tl::.!t (JM~"' P.rcent 
(pereen& ol Ara&-clual eommodlty et>t~& ol Ollie Terri- ~out hero d-rtptlor.l tor7 JlrsC-clua) TMrltory 

takln~ eom· ratelnella 
blnat oa ot of omclal Otnclaland 

Olllclal Terrttoi'J' flouthl!fll rat- Southero • le•tl OIDclal loathena 1111! showD lQ (.!IIUile aa (evl. 1 
(~!:JXl<JO) eolurnoel tol. 1) Xl.311) 

and2 col. 4 

(l) (2) (3) (4) (5) (tl) 

400 400 I 400 &1111.00 1:1Q 
100 123 I )flO 173. 75 174 
1fl0 100 1,014 100 139.00 1311 
100 110 • 100 69.110 70 
sa 100 2 8S 139.00 164 
83 18 'nlft. 85 lliJ. 15 13~ 
83 70 1.~3 83 87.30 114 
15 40 2 u &5.110 113 

.T.uLil 60.-Ratio o/Bouthcna rat•lefld to OJ!i.cial Terrilot"lllnd on 10,639 
eommoditv d11cripti01&1 gi11en cla11ijicallon or exception• rating• 

Number ol raUnp Number of ratlna• 
Percent hth- Pere~mt Sooth-
VD Jev~l II of Le.• Any.. ern lflvfl)la ol JAM. Any. Otnclal Car- OtnaJal Car· Total load ear• quan- Total load elll'• qnan-

load Uty load &Itt - - - - - - -
eoo or OTf!f •••••• I ....... i. • -······· 00 to GO.·-······ 011 93 80ft 12 
IIIlO tom .••••••• 7 • .......... M to 89 •••••••••• 22ft IM 72 ·······• 400 co 4119 _______ 

I I ···-ii" ·····-· 70 to 711 .......... 1114 '" JOlt 
JOO CO 3119 .••••••• 14 a .•••••. j 110 to lilt ••••••••• 30 t )~ '3 
2liO co 2119 •••• -·· 88 2ft • 30 co 119 •••••••••• 23 • 17 . ........ 200 co 2411 _______ 

219 194 2.5 ·-·····; 40 to 4lt ••••••••• • ' 4 ········ 175 &o 1119 _____ 
&40 4118 73 30 co 39·-······- I ............... 1 ......... 

1.'10 co 114--·-·· I, 168 1,012 Jill a - - -12.5 co 149.-••••• 11,313 1,223 11,0111 39 Total ••••. 20,831 10.392 10. OG7 80 
100 to 126.. ••••••• 1,882 I,IM 2, 7JO IS 

T..a.llLJI 61.-Ratio of We~tern Trunk-Lin1 zon1 I rate leflello Official Tcrril07'1Jlevel 
D1l 10,599 eommoditv deacription1 given clauijication or exception• rating• 

NWDber of ratlnp Number of raUnp 
l'ercent Western 

ILet!e-
Percmc Western 

Trunk-Line Trwlfr:-Line 
tone llenl AllY· Total zone I mvel Lf'!lloo Any. 
bot Otnclal CU'Ioad carload quao- II of Otnclal CU'Ioad carload qnao- Total 

tity tlty 

- - - -
1100 or o"'er •••••• -------- 2 ............ 2 90 to GO .••••••••• 3.11) JM 2 470 
000 co 1!00 ·-····· -···r ............ ····--·i 110 co 119 •••••••••• 130 &a 2 1J15 
400 co 400 •••••••• ........ ... ......... 70 &o 71J .••••••••• 47 )~ I 118 aoo to aw _______ 

I --····j" 7 110 to 6lt ••••••••• 37 IS ........ 113 
250 co 2119 .... ---- 23 u 811 110 co 69 •••••••••• ~~ J ......... 87 
200 C."' 249 ---· ••• 11~ l-" 2 1311 40 co 49 .••••••••• 8 a .. .......... t 175 co 199 _______ 322 233 ·---·r Mll ao to 311---······ 1 I ............ 3 
150 to 174... •••••• 719 313 I. ()3.1 - - - -12.5 to 141J. _____ I, 780 1,726 87 14,1!73 TotaL •••• 10,3112 10,067 80 20,831 
100 &o 126..---- 2,840 1128 4 3,373 
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TABLE 62.-Ratio of Western Trunk-Line zone II rate level to Official Territory level 
on 20,539 commodity description& given classification or exceptions ratings 

Percent Western 
Number of ratings 

Percent Western 
Number or ratings 

Trunk-Line 'I runk-Line 
' zone II level Is Less- Any- zone II le'l"el is Less- .AJJ.y-

of Official Carload carload quan· Total ol Official Carload carload quan- Total 
tity tity 

-
'/'00 or over •••••• -------- 2 -------- 2 100 to 124__. _____ 837 600 3 L-440 600 to 699 ________ -------- -------- --------- 00 to {)9 _________ 

126 .sa 2 181 6110 to wg _______ 
1 -------- 1 80 to 89 ••• .: •••••• 45 18 1 M .f(IO to 499 ________ 1 1 -------- 2 

70 to 79 __________ . 35 8 -------- 43 300 to 399 ________ 'l 11 1 19 
60 to 69 __________ 

32 9 -------- 41 
250 to 299 .••••••• 37 16 -------- 53 

60 to 59 __________ 
12 3 -------- 15 :nJ to 249 ________ 320 240 2 562 

40 to 49 __________ 
1 1 -------- 2 175 to 199 ________ 729 283 1 1,013 

150 to 174 .•.••••• 3,619 892 15 4,526 TotaL •••• 1.0,392 10,067 80 20,539 125 to 149 ________ 4.590 7,930 M 12,575 .. 

TABLE 63.-Ratio of Western Trunk-Line zone III rate level to Official Territory level 
on 20,539 commodity descriptiom given Classification or txceptiom ratings ~ 

Percent Western 
Number of ratings 

Percent Western 
Number of ratings 

Trunk-Line r;one Trunk-Line zone 
lllll•'"ells of Car- Le.c;s- .AJJ.y- ill level is of. Car- Less- .AJJ.y-

Official load car- quan- Total Official load car- quan- Total 
load tity load tity 

• ----------
800 or ovt>r •••••. -------- 2 -------- 2 121i to 149 ______ 2,385 507 3 2,895 700 tQ 799 ________ -------- -------- --------- 100 to 12'-------- 460 191 4 . ,655 600 to 699 ________ 

1 
.. 

1 
00 to 99 _________ 

41 2 1 « -------- --------fA)() to 699 ________ 1 -------- 1 
80 to 89 _________ 

41 24 ------""'- 65 4(JO to 499 ________ -------- li ------- . 5 
70 to 79 _________ 

~ 9 ------- 36 3tl0 to 399 ________ 'Z1 12 1 40 60 to 69 __________ 15 --~--- -------- 15 2.'J(l tom ________ 116 18 2 136 
50 to 59 _________ 

2 3 ------ 5 21l0 to 249 ________ 625 446 1 1,072 40 to 49 _________ 
1 1 --------· 2 175 to 199 ________ 2,504 926 3 3.433 

150 to 17L •••••• 4,146 7,921 65 12,132 TotaL •••• 10,392 10,967 80 20,539 
,• 

TABLE 64.-Ratio of Western Trunk-Line zone IV rate level to Official Territory 
level on 20,639 commodity descriptions given classification or exceptions ratings 

Number of ratings Number ofrating<J ' Percent Western Percent Western 
Trunk-Line zone Trunk-Line rone • IV levt>l is of Less- .AJJ.y- IV level is of Less- Any-

Official Carload carload quan· Total Official Carload carload quan- Total 
tity tity 

--- ---------
000 or over ______ -------- 2 -------- 2 125 to 149 _______ SIS 363 2 883 800 to 899 ________ -------- -------- --------- 100 to 124. ••• ---- 170 69 3 . 242 iOO tom ________ -------- -------- -------- --------- 00 to 99 --------- 34 8 -------- 4!01 600 to 699 _______ 1 -------- 1 80 to 89 __________ 

~- 9 -------- 36 500 to 599 ________ 1 4 -------- 5 70 to 79 __________ 
12 -------- -------- 1!01 400 to 499 ________ 2 2 ---·-·a- 4 60 to 69 __________ 6 3 -------- 8 300 to ~119 ________ 90 28 121 50 to 59 __________ 1 1 -------- 2 2'i0 to 299 ________ 367 237 1 604 40 to 49.. ________ ------- -------- --------200 to 249 ________ 2, 813 1,136 4 3,953 ---------

175 to 199---~---- 3,709 7,921 65 11,695 Total ••••• 10,392 10,067 80 120,539 150 to 174 ______ . 2,642 ~ 3 2,929 i - .. 
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T AaLt: 63.-Rati• of ScmiAnalVft rat• lncl lo O.Df.rial T•rritoru leHl on 10,839 
totJe-.odity d~tat:riptift.l ,;,,, tlamjicatiott or t:tteplion• raiing3 

NWDbt>r ol ratlnas Numbelr uf ratlna, 
:r.,....,t @loutbo P-• ~utb-
w.!!Ct>m lnt>l II . An,- wNt~>rn h>nl Ia AnJ-ol Otllclal (" .... 'k• ol omclal c ... 'L4>tlllo 

ad ear load qum.. Telal loW <'arloa d quan- Total 
litJ' UtJ - - - - -

Pot ewr •••••. 1 .. ........ ........ -.. l 110 to 119" ......... 87 ' 0 ... 
llllfltoM.-••••. 2 ···--ill" 2 80 to !Ill .••••••••• 40 27 2 8\l 
31Mt •• ~--····· 10 1 21 70 to 79 .••••••••• 3:1 a 0 37 
2118 •• 3119.-••••• M 32 I 91 6'l to 119 •••••••••• 22 1 1 2-i 211ft to 249 ______ 11'.16 lW\ 2 111141 110 to 89 .••••••••. a 7 0 lll 178 •• 1119 _______ 

J,II'JII 9'..!9 a 2,11.'\ll 40 to 49 .••••••••• 1 4 0 a 
tr.tl lo 17"-••••••• l,l:tQ 11.01'19 M "2tl3 30 &o 39 •••••••••. 0 2 0 2 
12/lto H9 .••••••• 1,9A9 2.444 11 1,414 - ---- -101 to I :H.-•• - Oil: m I IUl Total •••••. 10,3112 10.067 10 20. &:HI 

Tables 66 to 71 further summarize the comparison of levels on 
particular commodities given classification or exceptions ratings. 

T .ULJ: 66.-Number o/ commodity dt>acription• on whir A opplicabl1 ratings, tlauifi· 
talion tw nrtptionl, i~a Southtrn Tcrrilot"ll inflicatt Aigl&tT 01' lo'!Dtr rate lt11ela lhall 
ill O.fficial Terril01'1J . -

Carfoad l.c-1111 tar- Any Total 
' load quantity 

- . 
Numbfor &f eommodlty dt~~scrlptlons OD whk-b ilouthern level 

•lii"Hdl Nort.hPm lt!vPl by mortt than 39 ~-~~• a_ •••••• __ ••.. t.315 ... 294 • t,6lll 
Numlwor oa wllida llout~rn lnelexet"eds orthtlrn level bJ31J 

J>PI'f't'nl. .••••.•• - -···-. -··-···· ••••••. ······- -· .••• ·--···· •• - t.034 a, 742 34 8,810 
N umbtor on which Sou them level ncnda Northern level by )flss 

&baD 39 perc:.oeu& •••••••••••••••••••••••• 
··-~·-··-~---·-······· 

t,n7 I, OM 19 .. 741 -Total aombn ee wbleb Southern levelneeeds Northern 
level ............••. -•••••....•..•..•.•••....•....••..•.. - li),OM 9, 0-12 112 18, 170 

Numh4-r on whl<'h Southf'lm lrnllla the 1!8me.,. Northtlrn ltlvP.t 14 ....... ___ ·- ·······is 14 
Num~r oa wbicb 8outht>rn Jevellllle!ll thiUI Northl'rn level.. 313 1, 0211 1,8M -

Total.-.................................................. 10,302 lO,Ilf\7 80 ~.639 
• 

I 39 ~rcen& reprP!!fntl the amount. by wblcb the tll'!lt-rJa.q ratP'Iln the South nlll'eff thOM In the North 
oa the avt~1'81(f!, and nprPII.'M>I the dltftorence ID rat1lenll on eommodltlfl! whlcb are rated the 1arne,lo per
et'Dt o1 llra& e.WU, iD botb territories. 

T.un 61.-Number o/ rom.modity deacription• on which applicablt~ ratings, cla,.ifi· 
talion , e:zeeptiD11.8, in lVe11tern Trunk-LiM Terril01'11~ zone I, indicat1 l&ighn 01' 
lower rate level• than in Official Ttrrilor1J 

Carload LPIIII rv· Any Total load quantity 
---------------------------------------------1------------l-------·l--------

4, 717 1,...., 

2,229 7,864 

2.80& 1128 ---
0, 7111 0,~7 

M .................... 
1187 :m· 

10, 31n 10,067 

Jt 

62 

.. -
76 

................... 

a 
80 

8,181 

10.145 

3,337 

1 28 perl'f'nt J?pfl"!f'1lt5 the amount by wbicb the ftnt-rlaY rtu>~ In Wtll!tnn Tmnlr-Lin4!1 10n111 r nl'f'Prll 
lbO!!P ID OffiCial Territory on the &VI'fa.l(f!, and ••pr~s the dlllerence In rate lenl11 on eommodltlet whlcb 
are rated the ..me, ID ptorCl'Dt of lrst e~, 1n boU1 territorlea. 
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TABLE 68.-Number of commodity descriptiona on which applil'able ratings, clasaifi

ralion or exuptions, in JVestern Trunk-Line Territory, zone I I, indicate higher or 
lotcer rate levela than in Official Territory 

Carload LPss ear· Any Total load quautity 

-
Number of commodity drscriptlons on which Western Trunk· 

( 

Lin• zone lllcvel exec>eds Olllciallevel by more than f6 per-
4,717 1,44.1 19 6, 181, "'"' '················----·-·································· ' Number on which We!!l~rn Trunk-Line &one II level exCI'eds 

Olllclallevl'l by 411 JWJ'(l('Dt."·························-······· 2,229 7,116, S2 10.145 
NumbPr on which \\ f'llPrn Trunk-Line zone II level exceeds 

OIJirial level by le!lll thM 46 percent ••••..••••••••••••••••••. 3, 1112 666 6 3,81\4 
Total number on which We~t.ern Trunk-Lint' 1one II '! .... 

level ex<'et'ds Olflcial IPvel.. •. , _ ••• _ .•••....•..•.•. 
Number on which WeslPrn Trunk-Line 10ne II level Is ihe· 

10.138 9,975 77 20,1110 

!lliTll' as Offirinllev~>l. ... _ ..........•.•....•.•...•....•.•••• 3 ---------- -·----·--- 3 
Number on which Western Trunk-Line zone II level Is less 

346 than Official level. ••••••.••••.••.••.••.•••••••••••••••••••••• 251 92 3 
Total. .................................................... 10,392 10,01!7 80 20, 5a9 

• 411 pert'f'nt rrpm"l'nts the Rmount by whlrb the flrst-cl&SS ratt>S In ""'slPrn Trunk-Line zone U exeel'd 
tho!le In Otllclal Territory on the nera:::t>, and expreSSt's tho diJJerence In rate levels on commodities wblcb · 
are rated the same, in percent or first class, 1D both territories. . , · 

TABLE 69.-Number of commodity descriptions on which applicable ratings, cla8sifi
cation or exceptions, in Western Trunk-Line-Territory, zone III, indicate high~ 
or lower rate levela than in Official Territory · , . . · 

Carload Less car· Any TDtal load. quantity 

Number or commodity drscrlptlons on which WeslPrn Trunk• < 

Line zone III level uceeds OUicial level by more than 61 ' prrt'f'nt • .......•....................•..••........•.••.•••••.• 4,n7 1,445 19 6,181 
Numbe.r on which Western Trunk-Line zone Ill level exceeds ; 

Ofllrlallevel by 61 percent ..•••...•.•••••••...•.•••••••••.••• 2,229 7,8M' 52 . lO,HS 
Number on •·bleb WrslPrn Trunk-Line zone III level exceeds . ,, { 

Otnclallevel by less than 61 percent •••••••••••••••••••••• ~--- 3.319 719 8 4.046 
Total number on wbicb Western Trunk-Line zone III < 

level I'XC('f>dS OITicmlii'V"L .••..•..•.•••......•..•.•.... 10,265 10,028 79 20,372 
Number on which Western Trunk-Line zone Ill level is the ' ' . .; ' . ' 

sam!' as OWclallevrl. ..•. ~ ................................. ~. ---·-·---- .. ................ --------- ---------· Number on which Western Trunk-Line zone III level Is less 
than OUiclallevel. ........................................... 127 39 1 '· 167 

Total. .•••••.••••••••••••••••••••••••••••••.•••.•••••••••. 10,3112 10. 01!7 80 20,5311 

• 61 Jll'roPnt rrpreS4'nts the amount by \\"bleb the first-class rates In Western Trunk-Line !One III exceed 
those m Olliclal Territory on the avl'rage, and expresse..~ the dilferencc In rate level~ on commodities wbicla 
are rated the same, in percent or first class, 1D both territories. · . - ',' ~ ~ 

TABLE 70.-Number of commodity descriptions on which applicable ratings, classi
fication or exceptions, in Western Trunk-Line Territory, zone IV, indicate higher 
or lower rate levels than in Official Territory 

. 
Carload Le.'!S car- .&.ny Total load quantity . --

Number or commodity dcscr~tions on which Western Trunk· 
I.ine ~:one lV level exceeds fficiw level by more than 84 per· 

19 6,181 cent • ......................................................... 4,717 1,«5 
Number on which Western Trunk-Line zone IV level exceeds 

P'29 Official level by 84 percent ..•..•.....••••••.•.•..•••••••••••• 7,864 . 52 10,145 
Number on which \\estern Trunk-Lino zone IV level exceeds 

taM OWciallevel by less than 84 percent .••••••••••••••••••••••••• 737 9 4,110 
Total number on which Western Trunk-Line zone IV 

level e.~ceN.Is Official leveL. ............................ 10,310 10,046 80 20,436 
Number on which Western Trunk-Line zone IV level is the 

same as Official leveL •.••.•....•...••.•••.•••...•••••...•••.• 3 -·-·------ ---------- 3 
Number on \\'hicb Western Trunk-LiDe zone IV level is less 

less than Official level ........................................ 79 "21 ..................... 100 
Total .................................................... 10,39:1 10,067 80 20,~9 

I 84 percent represents the amount by which the first-class rates In Western Trunk-LIDe ~:one IV exceed 
those In Official Territory on the average, and expresses the ditlerence In rate leveis on commodl.tillS wblcb 
are rated the same, In percent or first class, In both territories. · 
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T.nL.II 71.-Nu&b,. of commodity ducriptio-na o1t which applicable rating1, claad· 
JicatiQft w cz~ptwM, i" SouthwfBllrft Tlr'Titor11 indicate Mghw or lowtr rate 
utcl.a c.\a1t i1t O.Jfu:ial TfTTilorll . 

Carload Ll''lll mr- Any Total lo&l.l qUIUit.l&J 

Number of commodltt dt~~~erlptona on wblch BouthwuterD 
lenlexCIIds Otnclal enl bJ more tbao 61 pt'tl't'n& '·········· 1,841 1,372 It 8,335 

Numb4tr on wbicb tlouLI:Iwuwm lneluceeda Otllclallevll by 
11 pt'rc.>DI •••••••••••••••••••••••••••••••••••••••••••••••••••• 1,294 8,0M 41J T,2113 

NumtM!r on wblcb Southw18&em level exe~~lls Otnclallevll by 
lese &han 8.1 peroeu&·-····~·································· t,Vtll 2,GIJ3 14 T,IIM 

Tot!\1 Dumber OD which Soutbwutem level txCIIdl 
Otllclo.l wvel .••••••.•••••••••.••••••••••••••••••...•••• 10,~:1 10,014 71 20, :ro3 

Number OD whiob tlouthw•tem hvalla the •am• u Oalclu .............................................................. 8 ·······6r -·-····i'" 8 
Nlllllber OD wbicb Sou&hw•terullvella less than OalWallevvl •• 180 241 

' 
~otll~ ................................................ 10, 31J:I 10,067 80 :10, 6311 

I 81 perl't'nl rl'prtl8elltl the amount by which the ft~t-eiR'Itl ratu In Southwe~tero Torrltorr exoofld th0111 
1D Otllclal TerritorJ on the avera!le, and expre111181 the dltlerencel.D ratelenll on commod1Uill which lUI 
rated WI 18111., 1D perceoa of Jlrs& elasl. 1D both territor lei. • 

In interpreting tables 60 to 71 it must be kept in mind that the 
tables compare applicable ratings, that is, classification or exceptions 
ratings, whichever apply. The coml>arisons do not take into con· 
aideratlon commodity rates that eXlst on various articles. Com
modity rates which may be in effect on some of the articles in one or 
more territories will modify the rate relationships shown to tho extent 
that tht>y apply. · 

In comparmg levels of class rates in the various territories, it should 
· be kept in mind that class rates in Official Territory have been do-
signed to move much mox·e trn.ffic than in the other territories.• In 
Southern and 'Vestern Territories, commodity rates are more freely 
given on commodities that move in substantial volume. · 

F. SUMMARY 

The more important lac~ brought out in this chapter may now be 
summarized to advantage. :First1 there are substantial differences in 
the levels of first-class rates in tne various rate territories. If tho 

· Official Territory- level is taken as 100, the levels in the other territories 
are as follows; Southemj139; \Vestern Trunk-Line, 128, 146, 161, and 
184, in zone I, II, II , and IV, respectively; Southwestern, 161; 
·).fountain-Pacific, 166. 

Second, the above relationships measure the relationship of rates on 
particular descriptions of traffic when the ratings in percent ol first 
class are the same in the different territories. H the ratings on an 
article are different, the relationship in rates in two territories may be 
greater or less than the differences in first-class rates. 

Third, more than hall the classification ratings in any two of the 
freight classifications are the same, in percent of first class. The , 
average relation of the ratings to first class is nearly the same in all 
territories except in 1\Iountain-Pacific Territoryc where the average 
relation to first class is slightly higher than elsewnere. 

• See S{)'IJ,tfler1& CltJAt Rat1 l11tJeRtfqati01&. 100 I. C. C. 300, 303 (1!126); Ea~ter11 Clnu Rat1 l11rtwtlgatlo11• 164 
L C. C. 31~ 391 (1930); /:JtaU of Alaba71'UJ "· NWJ Yorll C:enlr1d R. R. (.'o., 2:141. C. C. 2M,~ (lllaiiJ, 
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Fourth, with the exception of Mountain-Pacific Territory, excep.:.. ' 
tions to the classification which have more or less general application 
throughout the territory are found in large numbers. In Officiru 
Territory approximately 17 percent of the commodity descriptions in 
the classification have been given lower ratings by the exceptions. 
In Southern Territory, 31 percent; in Westezn Trunk-Line Territory,_ 
26 percent; and in Southwestern Territory, 36 percent of the regular, 
classification ratings have been thus modified; ' . · ' ·. ' . ·· . 

Fifth, on articles given exceptions ratings the resulting reduction in : 
rates below the rates which would otherwise have applied averaged 
20.7 percent i!l Official Territory, ~4.5 perc.ent in Southern Territory; 
21.7 percent m Western Trunk-Lme Territory; and. 21.5 percent· m· 
Southwestern Territory. · . · · ·· · · · . · · · 

Sixth, it is estimated that more tha~ two and a half times as much 
traffic moves on exceptions ratings as moves on the regular classifica-· 
tion ratings. ·· . . · · . ' · .. -. '. · 

Seventh, the effect of exceptions ratings is to reduce to some extent, 
but not greatly, the regional differences in class-rate levels·. . The' 
relative levels of class rates, after differences in classification · a.nd 
exceptions ratings are taken into consideration, are as follows: Official ·_ 
Territory, 100; Southern Territory, 133; Western Trunk-Line,· 127; . ( 
145, 160, and 183, in zones I, II, III, and IV, respectively; South- . , 
western Territory, 153. · : · · · . . • , .· 

Eighth, on large numbers of commodity descriptions the applicable . ; 
ratings in percent of first class are the same in two or more territories~ 
'Vhere the ratings are the same, the relative rate levels in the com·· · 
modity descriptions involved are measured by the relation of the 
first-class rates. . . , · . .. · ·. ·. · · · 

Ninth, there is a very wide range in the territorial levels of rates on , ·. 
particular articles, which is caused by differences in applicable ratings · 
and differences in the levels of first-class rates. · In all territories · 
included in the analysis there are numerous commodity descriptions 
on which the regional differences in rate levels exceed the differences 
in first-class rates. There are also many conimodity descriptions on 
which the differences in rate levels are less than the differences in · 
first-class rates, and there are, in Southern, vVestern Trunk.:.Line, and .. 
Southwestern Territories, numerous commodity descriptions on which ··. · 
the rate levels are below the Official Territory level. _ . ; . 

Tenth, in comparing levels of class rates it must be kept in mind 
that in all territories there are commodity rates which modify the' 
comparative levels, as indicated by classification and ·exceptions-
ratings, to the extent that the commodity rates apply. · · 



CHAIYfER IV 

INTRATERRITORIAL COl\ll\IODITY RATES 

The preceding chaptrr dralt with the levels of class ratrs. This 
<'hapter is concerned with the levrls of ratrs on commoditil'S which 
move wholly or partly on commodity ratrs. 

Commodity ratrs are of three types. First, there are conunodity 
rates which are tied to the class rates, usually by bt'ing modo a crrt.ain 
percent of first-t'lass rates or of some class other than first. "'hen 
published as a percent of first class these rat{'S are commonly known as 
column rates. A second kind of commodity ratrs is compost'd of 
those which are built upon some systematic basis not nlatrd to the 
class rates but constitutin~ a rate structure by themsrlves. Thrse 
may be constructed accordmg to a distance scale, on n group basis or 
on some other basis. Such rate structurrs are commonly rharactrr
ized by one or more base rates and n. system of diffrrentials. The 
third type of commodity rate consists of special point-to-point ratr!il 
built upon no systematic basis but adjusted to mrrt the nf'rds of 
some particular shippers or communities or to mret some competitive 
condition. 

Because commodity rates are constructt'd on so many difTerrnt bosrs 
and levels and are of varying importance, it is virtually impossiblo to 
generalize about their levels. Comparisons of regional diffrrrnces in 
commodity-rate levels, however, can be made on particular com
modities . 

. In this chaptrr the rate structures applying on a limitNl number of 
-commoditirs which move wholly or partly on commodity ratrs are 
described briefly, and a companson is made of the rate lev£>1s in the 
different territories. Two objects have been krpt in mind: first, to 
obtain a picture of the general basis of ratrs on the commodity in 
each territory; and, second, to measure the difTerencrs in their levels. 

In choosing the commodities on which the rates wt•re to be studied 
an effort was made to selt>ct those on which the rates W£•re to soml' rx
tent systematic and would lend themselves to comparisons on a 
-regional basis. Since th£>re has been some argument ns to whethrr 
certain low-p-ade commodities are given lower rates in the South and 
'Vest than m the North a number of low-grade commodities were 
selected. It would not be proper to attempt to average the com
modity-rate levf'1'1 shown herein, or to draw nny conclusion ahout 
average commodity rate-levels in the different territories from the 
limited number of comparisons shown. It is believed, however, that 
the studies do provide a measure of the comparative levels o( the 
rates on each commodity taken by itscll, so Car as the gen~rnl basis 
applicable in each territory is concerned. From the stwJy b~mg made 
by the Board of the waybills on carload traffic terrm~atmg on 12 
sample days in 1939 additiona~ informa~ion can be obtamed ro!lcez:n
ing relative levels of commodity rates m the several rate tcmtoncs 

. ·on traffic which actually moved. 
' 
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A. BRICK AND OTHER CLAy PRODUCTS 

Brir.k, tile, and other clay products move on relativ~ly low com ... 
modity rates. The so-called Uniform Brick List,· prescribed 1by the 
Interstate Commerce Commission in National Pab-ing Brick M~n.u
jacturers Association v. Alabamq and l- icksburg Railway Company1 68 I. C. C. 213 (1922), for general application throughout the Unit~q. t. 

States cast of the Rocky :Mountains, lists the various kinds of briclc . 
and clay products which move under the brick :rates. The list includes 
COJl1mon brick, building or facing brick (except enameled), fire brick, 
paving brick, ground clay, ground shale, groun.d fire clay, hollow 
building tile, silo blocks, clay or shale conduits, and fire-proofip.g tile,-
and other clay products. · · ·· 

OFFICIAL TERRITORY . ' ' 

'Vith relatively few exceptions, the rates on brick a.nd other clay 
products in Eastern or Official Territory were prescribed by the Inter
state' Commerce Commission in the National Paving Brick case, 
mentioned above. :Mileage rates for distances up_ to 150 miles were 
prescribed for application in ·Central and Trunk-Line Territories. 
The seal~ in Trunk-Line Territory .averaged a littl~ more ~han 15. 
percent higher than the Central Territory scale.. For longer distance!:!· 
the rates were put on a group and differential basis. The Commi~sio:q / 
required rates on common brick on the basis of 80 percent of the. rates· 
applying on the Uniform Brick List. In a later case, Eastern Brick 
Rates, 218 I. C. C~ 59 {1936), the latter requirement was.removed, aml 
common brick was given the same rates as applied on, the Unifor~ · 
Brick List, but paving brick was put on an 80-percent b~sis, with f!. 
minimum weight of 80,000 pounds as compared with 60,000 pounds 
on other brick. Although, the Central and Trunk-Line scales w~r~ 
only prescribed for distances up to 150 miles, these fi!Cales. ha"\Te been 
voluntarily extended by the carriers up to 1,0l4 miles in Trunk-Line. 
Territory and 1,029 miles in Central Freight Association Territory~·. 

The scale prescribed by the Commission in the Natwnal B.rf,ck ~as~ 
for Central Territory was about 14.~ percent of the first'-cla~~. rates;. 
that prescribed for Trunk-Line Territory was about 16.2 percept of the, 
first-class rates {218 I. c. c. 59, 79). ' . . 

The group-rate adjustment on brick ip. Eastern Territory can be: 
summarized as follows: · · · 

~1) From produ~ing poi?ts in Illinois and India~a, to Chicago and 
l\1Ilwaukee and pomts takmg the same rates, Danville, Ill., is the base 
group, with rates from other origins in those States made differentials 
over or under the Danville group. The rate to Milwaukee was made' · 
40 cents per ton higher than to Chicago under this adjustment. . 

(2) !rom Ohio and western Pennsylyania to Chicago, Canton, 
OhiO, IS the base !froup" with rate~ frO!Jl oth~r origins differeptj,~lly 
related thereto.. '1 o other destmat10ns· m Central Territory the rates 
are made with relation to the Canton-Chicago rate. 

(3) On west-bound traffic from points east of the Susquehanna 
River, the New Y ark-Chicago rate is used as a bBtse, with rates from 
Phila.delphia and Baltimore made fixed differentials 'thereunder. 
Rate~ from other points in the eastern portion of Trunk-Line Territory 
are either the same as from New York, Philadelphia, or Baltimore, or 
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are fued percentages of tho New York-Chicago rate. Rates from 
Doston1 ~I ass., and from intermediate points in N cw England to 
Central Territory are on tho N cw York basis. 

(4) East-bound from western Pennsylvania, the Pittsburgh-New 
York rate is the baset with rates from other ori~n groups in that part of 
the State made differentials under the Pittstmrgh rates. Tho rates 
from Pittsburgh to the Daltimore and Philadelphia groups are fixed 
differentials under New York, and to other destinations in Trunk-Line 
Territory the rates are made percentages ol tho Pittsburgh-Now York 
rate. ~ 

' The rates prescribed for the longer distances under tho group 
adjustments tend to be hi~er than would be produced by the scales 
prescribed in Central and ·.1·runk-Line Territor1es, il extended. Tho 
relatively higher rates for the lon~er distances seem to be based, in part 
at least, on the fact that it is tne higher-grade product that moves 
the longer distances, while the lower-grade products tend to move 
relatively short distances. Seo Oushwa and Sons v. Arcade and Att·ica 
Railroad Corporation, 185 I. C. C. 280, 288 (1932); · 

SOUTHERN TERRITORY 

Drick rates in the South are on a distance basis, with grouping on tho 
srune pattern as class rates. These rates resulted from the decision 
of the. Commission in Brick and Clay Products from, to, and between 
Points in Southern Territory, 88 I. C. C. 543 (1924) modified, some· 
what in Brick and Clay Products in Southern Territory, 245 I. C. C. 103 
(1941). Arbitraries on short and weak.lines, and for distances in tho 
Florida Peninsula were permitted. On common brick tho Commission 
prescribed rates on the basis of 80 percent of the basic scale. 

The railroads in the South now publish a competitive scale of milrago 
rates on brick which is lower than tho nonnal basis. These rates aro 
substantially the same as prescribed .by the Commission without tho 
increases authorized in E:e Parte 123.1 Specific point-to-point rates 
on a lower basis than prescribed by the Commiss10n also exist in the 
South on various descriptions of brick. These lower point-to-point 
rates are usually subject to minimum weights higher than tho normal 
minimum of 60,000 pounds. 

WESTERN TRUNK·LINE TE:RRITORY . 
In Western Trunk-Line Territory rates on brick are on the basis 

of a. distance scale. This scale was prescribed in ~fasm City Brick 
.and Tile Co. v. Directo1' General, 101 I. C. C. 702 (1926), for somewhat 
limited areas. The territorial application of this scale was broadened, 
in Brick from Nebraska to Kansas and ~Jissouri, 213 I. C. C. 754 
(1936), and in Brick in Iowa, Nebraska and ~finnesota, 238 I. C. C •. 

. IPubllahed ID .la:ed V. D.l\.tnler'll.C.C. No. 684, Supplement No.1. 
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621 (1940). The Southwestern basis, which is substantially the same· 
as the Western Trunk-Line. sea~ except as noted below, has· been 
prescribed in other portions of \'V estern Trunk-Line Territory. See 
Brick from Nebraska to Kansas and Missouri, supra, and Fairchild 
Clay Products Go. v. Atchison, Topeka and Santa Fe Railway Go., 
194 I. C. C. 401 (1933). . . . . 

SOUTHWESTERN TERRITORY 

For the Southwest a scale of rates on brick was prescribed by the 
Commission in Southwestern Brick Gases, 107 I. C .. C. 681 (1926), 157 
I. C. C. 467 (1929), 156 I. C. C.' 191, (1929), 173 I. C. 0. 570 (1931). 
The Southwestern brick scale, on other than common brick,· is similar , 
to the 'V estern Trunk-Line scale, except that both a single-line and a 
joint-line scale up to 500 miles was· prescribed for application within 
the Southwest. From certain Arkansas points t.d. the lower Missis
sippi River crossings group rates are authorized based on the applica
tion of the scale for average distances from points. in the groups. 
Rates on common brick in the Southwest, like those in the South, are 
made 80 percent of the basic scale for all distances. Accordfug to ; 
the Commission, the prescribed basis on brick in the Southwest 
averages a little less than 12 percent of· the :(irst-class rates. See 
205 I. c. c. 282, 287 (1934). ' . ' 

• \" I 

MOUNTAIN-PACIFIC TERRITORY 

A distance scale of limited application was prescribed on brick in , 
:Mountain-Pacific Territory in Dent)er Fire Clay Go. v. Apache Railway' 
Go., 192 I. C. C. 543 (1933). This scale is higher than the South
western scale. Grouping was permitted for distances in excess of 
150 miles. It should be noted that the Uniform Brick List prescribed· 
by the Commission in the National Paving Brick case was not pre
scribed for application in Mountain-Pacific Territory, but the carriers: 
generally are observing substantially the same list. · ' , 

,. ' 
SUMMARY 

The levels of· the various scales which have· beeri prescribed for 
application on articles in the Uniform Brick List are shown in table 72. 
The scales compared include Ex Parte 115 and Ex Parte 123 increases,
except in Southern Territory, where such increases were voluntarily 
removed by the carriers. A similar comparison of scales applicable 
on common brick is shown in table 73. It will be seen that on com-' 
mon brick, and on articles in the Uniform Brick List, the rates in . 
Southern Territory are lower than in Central Freight Association 
Territory or any of the other territories. On common brick the rates 
in Southwestern Territory are also lower than the Central Territory 
rates and are lower than in any of the other terii.tories except Southern. 
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T .uu n.-RtlatiOMAi,. of i~&lrat•rrilmal Jnileag• aral11 applirabl• on II•• urujtWn• 
brick li1l, i" carloada a 

Pli.Dimum welabt 10,000 pounds except unplalned 1o Dolt 4) 

IC'tratral rmaht A!IOCiaUou TtrrltorJICillt•lOOl 

Ctntral Frtip;h' A!soc:iation •--··············-·········-············· 100 
Trunk-Une 1....................................................................... 122 
Southern 1................................................................ 04 
&uthwt8tem: • 

Sin~~:le·line ................................ ·- _ •••• __ ••• _.. ••• • •• 101 
Join&lin•--·-····--·-·-···------·---·--·······---···-········· 104 Wntern Tn1nk-Une • ....................................... _ •• _.. ... • .. 102 

a BIIH4 eo the sum of &M rat!'~; tnrludlnR 1:.1 p,,,, Ill and Er pg,, "' b:acrew,nlll'pt 8outhtl1'a TerrJ. 
tory, (-note1l, at eadl 211-mlle lntPnal up to 1.000 miles. 

I Prellcr1ht!d lu MI.('. C. 213 (19'.!2) (-note 2). 
I I'Te8crlbed In Sill. C..~, C. M3 (lg:.!4) (set Dote 1), 
t Pnotlmhed In tfl7 I. c C.IIMl (111'~'6), 
• J>I'\IIMlrlbtd 1a 107 J. c. C. M (lll'.l6) (see note 3). 

- NOTa L Io onk>• to mff'l hl~rhwaJ eompetltloo tbe aoutht>m rtJJ rarrlers, 11 authori!Pclln 241 1. r. C. 
4.'10. ~oluntiU'IIy eltminatl'd all authorized lnl'rP-lllllim•e the Comml~lon'l dt>cl~lnn In fQI I. 0, C. 5-l:t, for 
tlilltllll'f'l up ao and &ncha<Un~ 3-tl~ milt•. 1'he:t~ rates beyond 810 mlll"ll up tn I,!Ul mll11!1 r11R1•<'t the 8cllle 
trlllln&IIJ' prP!t'rlb&od In !QIJ. V. C. MJ, lncludinll the lncri'Mil!l authnrb11d In Ji:.Z i'MII Ill and }t,;, l'o•t• /If. 

NOT• 2. Thellt'ale pre!'t'rihfld llll\8 I. C. C. 213 for application within Trunk-Line an•i t~entral Fn•lllhl 
A!!flnl'latloft TIRTitori..a ended at 11!0 milu, but bu IInce been ~oluntarllyut11nded by the earrlurs to end 
a& 1,014 and 1,0:.!9 mllt'llo re.~JWctlnly. 

Non a. Thls~eaie u pre!ICI'ibed, endf'd ac 800 miiM, but for the J!UI'JIO!II! ot thl!t eomparl110n bas btlea 
txtPndPd a& the rate GJ H cent for each 211-mlll! block up to and lnchl<limr I,OUO mlil'll, 

No'f• •· While the mfnlmum Wl'igbt of 611,000 pounds appllN lft•oerally In conoert.lon with the 1calee 
nftPI'tf'd ID tbla tahle Lhrouaooul the H't'eral terrll.orlea, the prMtmt tnriiTs J>rovlt..lt for 1'arylna minimum 
w•i11hts ID eonnPCtlon wltb !l~~ciftc point-to-point ratP.tt. A furthPr urt•ptlon 11 found In both the rut"~ an•l 
minimum weil(hl on jlavlmr brick. In Ea/lt~,.,. Rrlcll Rottt.,, 218 I. l~. (\ 611, (IY:Itl), the ratNI on pavinlt 
brtcll within i:utPra Territor)' were made 80 perceal of the uniform brick llst ratet and &bt mluilnulo 
weiab& pi'Nel'lbed waa 80,000 poundl. 

T .. ou: 73,-RelationaAip• of inlraterritorial mileage acalu on common brick, in 
carload•• 

l:\Unlmnm welqht 60,000 pound11 euepC u txplaliM!ll 111 note 4J 
, lC'eotral Jrelabt Auoclatloo Territor)' ICille•IOO) 

Central Freight .<\ssociat.ion '··- •· •••••• _ ••••••• _ ·--~. _ ••• ---......... 100 
Trunk· Line a ••• -.- •• - ••••••••••••••••••• - •• - ••••••• - •.•••• ~ •••• _.. 122 
Southern'-················~-----·---·-·····--···········-········ 75 
Southwestern: • 

Sinp;Je line .•••••.•. __ .•..•• ----······---....................... 8-1 
Joint line~~--~------------········--················----·-···· 83 

lVe~ternTrunk-Llne• .•.••.....•• ~·-·-·----···-·-··-----------····· 101 
1 8Mect on theaum of the ratt!'l, lucludlnr Ez Part• 116 and Ez Part• 113 lncrell8ts, ellcept Southern Terri

tory (!1418 note 1), at rach 211-mile lntRnl up to 1.000 miles. 
• l'rellertbed ht MI. C. (', 213 (IWJ2) (~re note 2). · 
• Prr!ICribt'!d In ttlil I. C. C. 14:1 (lll:l4l, and JM J. C. C. 7:l0 (1979). 

· • Pre~~crlbed In 107 I. r. C. Ml (11121\), anti 1731. C. C. 670 (!1131). 
• J>rllllel'ibeti in 101 J. C. C. 70'..1 (lll:.lli) <-note 3). 

Non t. In nrdn te ml't'!C hip;bway competition tb8 south.-m mll carriers, &I! authorlz11d In 2411. C. C. 4M. 
1'oluntarfiJ eliminated aU authorizetiln!'I'I"BIIes since the CommiAAion'll decl~lon In !QII. C. C. 64.1, for dis• 
laJ}{u up te alld melmlin8' 340 mllflll. Tht'!!e ratf'!l bfoyond 3-40 mll1111 up lu l,OIJU mil~ rPftect thfl tcl\le flrlr· 
inally prl'llcritwrt ID 1!!11. C. C. 643 ana 1541. C. C. 750, lncluc1lol the lncreasl!ll authorized In A'.l Part1 116 
anrt E.s Prlrtr Its. · 

Non 2. The IK'alr., pre~crlbe(lln 118 I. C. C. 21.1 tJr appllcatlon wtthln Tmnk-J.Ine anrt CentrAl Frelp;M 
Association Tl"rTitorif'll, emled at 1.'10 miles. but baa since been •oluntarlly extended by the carriflrll to end 
lit 1,014 and Ul'-'D milea, fi"!'JM'Ctively. 

NoT& 3. This lll'&ll', aa prP,Scribed, enu111l at !100 mile~, but tor the purpoMe of thl" comparll!on baa b.len 
l!lft.I'Jlnl'd at the rate of one-halt III"Dt for t'!ach 2.~mlle blnck up to and tncludlnr I,IJIJO mii~>ll. 

!loioT'& 4. While the minimum weip;ht of II ,000 pounWI applillll roDPtaily In ennnflctlon wltb the ~ala11 
ref!ectf!d in this table throna:hout the ~I"VMal tt>rritorit'!l, the present tarllTa provide fur Yarylna minimum 
weight! in eon.aection wlLh spectne point-to-point ratea. 

B. CEMENT 

The cement industry is charactcri2 .. ed by the existence of plants in 
all rate territories with many of the larger companies owning plants 
in various parts of the country. As a result of this situation the 

. preponderance of the traffic in cement moves comparatively short 
distances and the competition between different cement plants is 
very keen. 
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EASTERN TERRITORY 

The rate structure on cement is not uniform throughout Eastern 
Territory, and it is necessary to consider separately the situation in 
Central Territory Trunk-Line Territory, and New England. ! 

The rates in 6entral Territory are based on a scale originally 
prescribed in Atlas Portland Cement Go. v. Chicago, "Burlington., & 
Quincy Railroad Go., 81 I. C. C. 1 {1923), 'modifi~d by subsequent~ 
general increases in rates. This is the lowest of the intraterritoriaJ 
scales on cement. This scale also applies from Trunk-Line points in · 
:Maryland, Virginia, Pennsylvania, and New Jersey 'to Trunk-Line-· 
Central Border Territory. . · . 

\Vi thin Trunk-Line Territory rates on cement are-based on a .scale 
commonly known as the ·114 percent scale,' since it was constructed 
on the basis of 114 percent of the Central Territory scale:,·. This scale 
was approved in Cement in- Trunk-Line Territory, 174 I. C. C; 224 
(1931), and later approved for application from Trunk-Line to Central 
Territory in Cement to Central Territory, 216 I .. C. C; __ 776 (1936), and 
from Central to Trunk-Line Territory in Cement to Trunk-Line 
Territory, 216 I. C. C. 757 {1936). This scale also 'applies from 
Trunk-Line Territory to the Trunk-Line-New England- Border' · 
Territory. . _ : . · · · · · ·· 

Between points in Trunk-Line Territory which are in the border 
States of 11aryland, Virginia, and West Virginia, tne Southern basis. 
of rates applies. · This basi~ also applies. from Central Territory t~ .-
destinations in this border area. · · . · . · 

'Vi thin New England the rates are constructed on the basis of a scale 
prescribed in New England Cement Rates, 155 I. C. ·C.· 601 {1929),' 
which i1s higher than the Trunk-Line scale. This' basis j;s also used 
from mills in the Hudson (N. Y.) and Lehigh (Pa.-N. J.) "districts to 
all of New England, with differentials to northern Mai:r~.e. · · -

SOUTHERN TERRITORY 

The Southern cement scale was prescribed by the Commission. in 
Southern Cement Rates, 132 I. C. C. 427 {1927). Arpitraries:were 
permitted to and from points in the Florida Peninsula, and.' ilso for 
short and weak lines. The Southern scale is higher than the Trunk-. 
Line scale. . · · · 

WESTERN TERRlTORY 

The term "Western Territory'' is used here to denote the general 
area included in Western Trunk-Line Territory, but .not having the 
same boundaries. In-this area the Commission has set up three scales 
of cement rates, each applicable within a subdivision of the territory .. 
These subareas are known as scale II, scale III, and scale IV terri
tories. ·The general location of these territots is shown in figure 3. 
Originally, Illinois and a strip of Wisconsin fr Milwaukee south was 
in the scale I territory. Illinois was later taken out of the Western 
Cement adjustment and a scale prescribed which became the Central 
Territory scale. Scale I rates were. originally on substantially the 
level that prevailed in Central Territory. Scale II rates were 20 
percent higher than scale I; scale III and scale• IV. rates were still 
higher, but not fixed percentages over the scale 1 rates. , 'fhe higher 
rates in scale III and scale IV territories reflected ditferences in traffic 
density and other conditions. · · · · · · 

90454~43-8 
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The use of three ccm~nt scales for uHTercnt pn.rts of \Vcstcm Terri· 
tory made necessary somo ba.~is for constl'ucting rates between 
points in different. scale ter:ritorics. Dctwccn scale II nnd scale III 

•.. , ........ , ................ . 
.,_....,.,.__..,-

WESTERN •scALE TERRITORY• 
IN 

CEMENT RATE ADJUSTMENT 

J'IGUU 3 

territories, s~ale III is U3ed. Between points in scale II and points 
in scale IV territories another scale was prescribed, which is approxi

. mately the averug~ of the two; and between scale Ill and scale IV 



IKTERTERRITORIAL FREIGHT RATES 99 

territories a scale is used which is approximately the average of scale 
III and scale IV. Key-point rates were prescribed to1 certain desti
nations in scale II territory which vary somewhat from the rates \. 
which would result from a strict application of the scales. . · 

SOUTHWESTERN TERRITORY 
. l 

~ ' ., 

In the Southwest rates are in harmony with theW estern adjustment, 
as most of the Southwest is either in scale III or scale IV territory. 
'\Vithin Texas there is a truck-compelled scale, up to distances of 75 
miles. 

MOUNTAIN-PACIFIC TERRITORY .. 
I. 

In this area there is no Commission-made rate structur~ on c~ment 
comparable to that in so-called scale terr~tory described above. In. a 
number of cases the Commission has refused to extend scale IV into ~ 
:Mountain-Pacific Territory, but. has permitted -higher rates. See . ·, 
Oklahoma Portland Cement Go. v. llt/issouri-Kansas-Texas. Railroad 
Oo. of Texas, 160 I. C. C. 449, 454 (1929); Colorado Portland Cement ' 
Oo. v. Atchison, Topeka & Santa Fe Railway Co., 182 I. C. C .. 483 -
{1932). . 

Production points on the Pacific coast supply cement to much of. 
the ~fountain-Pacific area. For the most part these rates are on a 
group basis, with both origin and destination groups. The rates are 
largely on a voluntary basis, i. e., they have not been prescribed by 
the Commission. · Rates in a north and south direction from Pacific / 
coast producing points are influenced by water competition. 

SUMMA.RY 
' . 

'\Vith the exception of the rates in Mountain-Pacific Te:iritory, 
cement rates are built largely on a distance basis./ The prescribed . 
scales are closely adhered to with the exception of a certain amount 
of grouping, and the existence of key-point rates not based exactly. on 
distance scales, and with the further exception of some truck com
petitive rates for short distances. · Comparative· levels of ·cement 
rates in the various territories are shown in table 74. · · · 

TABLE 14.-Relationships of intraterritorial mileage sca_les on cement, in carloads~ 

[Minimum weight 50,000 pounds] 

[Central Freight Association Territory scale=lOO] 

Central Freight Association, ___________ ;_ __ ;. ______________ .!:. ______ ~-- 100 
Trunk-Line a ____________________________ ---- _ _: ___ ;... ____________ .. ___ 114 

New England •-- _______ -------------------------------------;----~- 125 
Southern

6
-------------------------------------------------------- 117 Western Territory: • 

Scaleii-----------------------------------------------------~ 106
4 

Scale III'. __________ • ____ --- _____ :_ ______ -~---------- ----•- • .:. .121 
Scale IV---- ____________________________ ;. _____ ---------_,______ 146 

Between- · . . . 
Scale II and scale IV territorY--------------------------~----·--- . 124 
Scale III and scale IV territory _ _. ____ --~-------------"'"-:.. _______ . · 134 

I Based on the sum of the rates, not including Ex Parte 116 or Ez Parte tBSincreases, at each 25-mlleinterval 
~~~~~ . . . . . ' . 

I Prescribed In 81 I. 0. 0. 1. 
I Approved In 216 I. 0. C. 757. 
• Prescribed in 155 I. C. C. 601. 
• Prescribed in 132 I. C. C. 427. 
• Prescribed In 69 I. C. 0. 644, and 128 I. C. 0. 63. 
' Also applies between scale II and scale III territories. 
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C. Co.K£ 

OJ'J'lC14L TERRITORY 

There are tlm~e prescribed scalt•s of rates on coko that apply in 
various parts of Official Territory. Tho lowest of thrso scalrs was 
pre3cribed for application in Central and Illinois Territorirs 1 in Col..·e 
Bdv.vt1l Puin.ts in Ctnlral and lllin.oi1 Ttrrito·rit~J 194 I. C. C. 640, 
689, 600 (1933). }~rom points in Central and Illinois Tt•rritorics to 
zone C in Michi~an and to points in extended zone C in Wi~consin, a 
scale was prescnbetl in thl\ same case whirh averages between 9 and 
10 _percent higher tluw the Cl'I1trnl Territory sco.lo. 

1'he third of the prescribed 'coke scales was prescribed from St•a· 
board (Kearney), N. J., to points in New England in Seaboard By .. 
Product Coke Co. v. Dirtdor Gtntral, 62 I. V. C. 317 (1921). In 

... 1/u&on l"allty Cok1 and Products Corp. v. Ntw rork, New 1/at•tn and 
llartjord R. R. Co., 129 I. C. C. 472 (1027), the same scale was prtl .. 
scribed from Troy, N. Y., to various destinations in New England. 

SOUTUERN TERRITORY 

There has brrn no scale of rates on coke prrsrribrd by the Com· 
mission for application in Southern Territory. In Coke from Alabama 
and Ttnntsste to Central Territory, 215 I. C. C. 384, 385 (1036), the 
Commission pointed out that the ratrs from Chattanooga1 Tt'nn., 
Birmingham, Ala., and 'Vise County, Va., to Southern drstmations, 
were in some instances slightly lower, and in others slightly higlu.'rj 
than they would be if made on the scale that applies in Centra 
Territory, and that from ChaUanooga and Birmingham combined 
to all destinations having a population of 5,000 or more they averaged 
the some as if they were made on the Central Territory basis. 

WESTERN TRUNK·LlNJ: TERRITORY 

In Indiana Coke · ch Gas Oo. v . .Alma pte & lJ"estern Ry. Co., 155 
I. C. C. 70 (1929), the Commission prescribed a scale of rates for 
application from certain points in India.na and IWnois to points in 
zone I of 'Vestcrn Trunk-Line Territory. Althou~h the origins in 
this case were points in Central and Illinois Tcmtories, rates are 
constructed on this scale from border points such ns St. Louis, 1\Io., 
Granite City, and East St. LouisJ III. This scale, known as the 'Vest-

. ern Trunk-Line scaleJ averages about 9 percent higher than the 
Central Territory scale. To points beyond zone I a scale or arbi· 
traries was prescribed in the lndiana cast. 

SUMMARY 

Three different levels of coke rat<'s have been prescribed for appli
cation in various parts of Official Territory. The Central Tcmtory 
basis is the lowest. No scales have been prescribed for application 
within Southern Territory, but it is generally recofrnized that the 
coke rates in the South are on about the same levc as the Central 

. Territoey ratc8. Comparative rate levels are shown in table 75. 
1 Illinoi, Ter;itory1nrlude!l•the AtBtc> or Illlnoll!, the southern portiOn of Wisconsin, and weAt·bRnll Mlssls• 

ajppl Ril'er er0118ings in Iowa and Mi~souri. 
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TABLE 75.-Relation&hips of rate levels on coke, in carloads 1 

[Central Territory scsle=lOO] 
central2_________________________________________________________ 100 
central, zone c, and extended zone, c ~---~--------------------------- 109 
Trunk-Line--New England~---------------------------------------- 119 
Southern'---------~---------------------------------------------- 100 · Western Trunk-Line •- ___________________ ----- ____ --- _ ---- _ -------- 109 

' • Ba<wtl on relationshio of rates for each 2.>-mile inwrval no to 500 Illlles; except comparison of Southern 
level whkh is based on statement or Interstate Commerce Commission in 215 I. C. C. 384. 385. Do not 
include E'r Parlt 1 tf incree.<es. 

I Prescribed in 194 I. <'. C. 6411. 
J Prescribed In 62 I. C. C. 317, from Seaboard, N. 1., to New England points, and in 129 I. C. C • .(72, 

from Troy, N. Y. Minimum weight 40,000 pounds or actual weight whe-n ears are loaded to cubic er l"isible 
C8j>IIC it y. 

Based on Commission's st'!tement in 215 I. C. C. 384. 385. 
t Basis prescribed in 155 I. C. C. 70. 

D. CoTTON TEXTILES 

Cotton textiles are of many kinds and grades but for nite-making 
purposes have been commonly grouped into three different groups. 
These are dry goods, finished cotton piece 'goods, and unfinished 
cotton piece goods or "grey goods." Rates on cotton textiles, are, 
for the most part, any-quantity rates. Within Official Territory · 
cotton taxtiles have ,long been on a classification or exceptions basis, . 
but in the South on a commodity-rate basis. . 
. In I. & S. Docket No. 3636, Cotton, ll"oolen and Knitting Factory 
Products, 211 I. C. C. 692 (1935}, 220 I. C. C. 189 (1937), 220 I. C. C. 
745 (1937), referred to herein as the Cotton Textiles case, the Com-
mission prescribed reasonable maximum bases for rates on cotton 
textile products throughout the United States east <>f the Rocky 
~fountains. Rates lower than the prescribed bases have in many· 
instances been published by the carriers. This case has been reopened 
and is now pending. 

OFFICIAL TERRITORY 
• 

In the Cotton Textiles case the Co:rmnission prescribed" maximum · 
reasonable rates of first class on dry goods, 63 percent of first class 
on finished goods, and 90 percent of the finished goods rates, or 57 
percent of first class, on unfinished goods, in Official Territory. The 
carriers published rates on these bases except that "60 percent instead 
. of 63 percent was published to apply on finished goods, between 
points in Trunk-Line and New England Territories. Special treat
_ment has also been accorded certain articles included in the dry 
goods list and known as flat goods, in order to meet the competition 
of other transportation agencies. _Flat goods include such articles 
as towels, sheets, pillowcases, bedspreads, and cotton blankets. 
Rates on these articles were made 5 cents over those on finished piece 
~&. -

SOUTHERN TERRITORYt 

"' In the Cotton Textiles case the Commission prescribed first class on 
dry goods, 50 percent of first class on finished cotton piece goods, 
and 45 percent of first class on unfinished goods as maximum reason
able rates within the South. The carriers, however, chose to· publish 
third class, or 70 percent of first class on dry goods, and also to give 
special treatment to flat goods by making the rates 5 cents over the 
finished goods rate. · , ' 
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WESTERN TRUNE·LlN& T.ERRlTORT 

Dry goods in Western Trunk-Line Territory a.ro Riven a rating of 
'70 ~rcen~ of first da.ss bv Cl:ceptions to tho classification. In tb~ 
Cotton Tt:tfilt! cas1 the tomm1ssion prescribed rates on finished , 
cotton piece goods not exceeding 90 percent of third class, aml on 
unfinished goods the rates were not to e:~ceed 00 petc('nt of the rates 
on finished goods. The carriers have voluntarily established class 60 
on finished goods, and class 45 on unfinished good~. by moans of 
uceptions to tho classification. 

SOt1TDWEST.ERN TERRITOR T 

In Southwestern Territory, exceptions to tho classification carry 
two ratings on dry goods, class 70 and class 78. Tho class 78 bas a 
somewhat. different tenitorial application but carries a note to tho 
effect that it does not appl.r to traffic on which a class 70 ratin~ is 
provided. This makes the class 70 rating of more general applicat1on. 

The rates on finished cotton piece goods and on \lnfinished cotton 
p_iece goods in the Southwest were covered by the finding in the Cotton 
Ttxt,ilel case, that the rates on finished goods should not el:ceed 90 
percent of third class, and on unfinished goods should not exceed 90 
percent of the finished goods rates. By el:ceptions to tho classifica
tion the carriers have voluntarily established class 50 and clas~ 45 
on finished goods, and unfinished goods, respectively. 

SUMMARY 

Rates on dry goods are on a classification basis or exceptions basis 
in all territories. Rates on finished cotton piece goods and on unfin .. 
ished cotton piece goods are tied to the class rates in all territories, 
although published as commodity rates or classification e:tccption.~. 

The relative levels of the rates on dry goods, finished cotton piece 
goods, and unfinished cotton piece goods are shown in table 76. 

T.t.:BL:m 76.-Relation•hipa of intraterritorial ratea on cotton te:dile~, anv Quantitu 
[Central Terrttorylevel•lOO] 

Terrttorr 

CentraL .•••••••••••.••••.••••••••••••••••••••••••••••••.••••••••••• 
Trunii:-Line and New EAgland ••••••••••••••••••••••••••••••••••••• 
Snuth~rD _ •••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
We.~tern Trunk-Line: , 

Zone!_ ••••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Zone II, .••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Zone III .•••••••••••••••••••••••••••••.•••.•.••••••••••••••••••. 
Zone IV .••••••••••••••••••••••••••••••••••••••••••••••••••••••• 

, SouthwestenL ••••••••••••••••••••••••••••••••••••••• -····•·· •••••• 

E. CoTTONSEED OtL 

Cotton piece aooda 
Dry aooda 1---r----

Flnlahed Vntlnlahed 

100 100 tOO 
100 9& 100 

117 110 110 

90 10'l 101 
lO'l 118 II& ' 
113 1211 121 
129 146 l,U 
113 128 1:17 

Cottonseed oil is used principally in the manufacture of lard sub. 
stitutes, Jart.l compounds, and oleomargarine. Cottonseed oil is 
shipped to refineries in tank cars, but from 30 to 40 percent of that 
.shipped {rom refineries is shipped in containers in box cars. 
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Cottonseed-~il rates were made the subject of a generai rate. in- · 
vestigation under the Hoch-Smith resolution, as. Docket 17000, part · · 
8, Cottonseed, Its Products and Related Artvcles, 188 I. C;. p .. 605 
{1932). . . ' ' ': ' ' . 

Maximum reasonable rates on cottonseed oil were prescribed in th~,' 
above proceeding as follows: , 

Official Territory, 30 percent of first class. . . . .. 
Southern, Southwestern, Western Trunk-Line,.25 percent of first 

I ' . c ass. . . . ... , . . . 
Mountain-Pacific, 115 percent of the basis prescribed for South ... ~ 

western Territory. . . . . · 
'Vestern Trunk-Line Territory, as the term, is used above, :corre

sponds generally to the boundaries of that territory in the . Western· 
Glass Rates case, and not to the boundaries shown in our map of 
class-rate territories. The Southwestern basis of 25 percent of first 
class applies to the originally prescribed class-rate scale, not to ~he 
scale now in effect. Reasonable grouping was permitted· in apply-· 
ing these rates, and permission was granted to short or weak lines tQ 
add arbitraries.. . ' . . ' r 

The relative levels of these scales. are show:n in table 77 .. 
. . ' . . . \ ; 

TABLE 77.-Relationships of intraterritorial cottonseed oil scales l, 

[Minimum weight, 30,000 pounds in box cars; 60,000 pounds in tank cars '.1. 

[Eastern Territoiy scal!l•lOO] 

E a · ' · · ! 'too astern _____ --------- __ ------------------------------------·-------
Southern•-------------------------------------------------------~-~ 117 
Southwestern & __ ------ ---------------------·----------~-------------- 129 
Western Trunk-Line: 1 · : l ' . · , 

Zone~-----------------------------~---~-----~----------------- 107 Zone II ___________ ---- ___________ ,.._----------;.. ..... ------:..--.--.--- 122 
Zone III _______ ----_--------_----:..-----.:-.-----------..;. ___ -------- 134 

Mountain-Pacific 7 ____ ------ ____ -------- _____ . _____ .. _.:..:..' ••• .:. •• ~- ___ .:.::. _ 148 
I Based on the sum of the rates, not Including Ez Parte 116 or Ez Parte JtS increases, at each25-mlle interval 

up to 900 miles. Rate bases prescribed in Docket 17000, pt. 8, Cottonseed, Ita ProductB and Related Articler,. 
1881. c. c. 605 {1932). ' 
. 'In tank cars, actual weight if loaded to 98 percent of shell capacity. • 

I Based on 30 percent of the Eastern first-class rates. . . . 
• Based on 25 percent of the Southern first-class rates. 
• Based on 25 percent of the first-class rates originally prescribed in Consolidated Southwertern. Caler. 
' Based on 25 percent of the first-class rates. · 
r Based on 115 percent of the rates prescribed within Southwestern Territory. " ' 

. F. FERTILIZER AND FERTILIZER MA~ERIALS 

, Commercial fertilizer and the various ingredients which go into its 
manufacture generally move at the same rates" Of the 1937 con:.. 
sumption of commercial fertilizer over 60 percent was in the South 
and approximately 30 percent in Official Territory, leaving a con
sumptiOn of less than 10 percent for the remainder of the United 
States (232 I. C. C. 301, 304). Fertilizer an~ fertilizer materials are 
considered low-grade traffic and are given veey, favorable rates. . 

OFFICIAL TERRITORY' , . I 

In Central Territory rates on fertilizer and materials resulted from 
the decision of the Commission in Fertilizer in Central Territory, 237 
I. C. C. 399 (1940). The carriers were authorized to put the rates 
on the basis of a scale prescribed earlier in Ohio Farm Bureau Federa-
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lion T • .. Unapt• arullrtsttm Railroad Co .• 146 I. C. C. 419 (1928), 
plus 10 pt'rct'nt. The ca.rload minimum weight undl'r this scale is 
40,000 pounds. 

In Trunk-Line Territory and in New England the ratrs are on the 
basis of22.5 pucent of first class subject to a minimum earload wt'i~ht 
of 40.000 pound~. This basis was prrsrribed in ~it."'ttrn }"trtiltztr 
Cast!, 198 I. C. C. 483 (193.J)i 203 I. C. C. 787 (1934). for applica• 
tion betwctn points in Trunk- .inc Trrritory bt'tween points in N cw 
England,. and bttwcrn the territoril's. It is also appli('d bt'tWN'n 
points in Trunk-l.ino and New };ngland Trrritorit's, on the one hand, 
and points in Central Territory, on the other. Some lowt'r ratrs 

. have ht'tn rstablisht>d in Official Territory to meet motortruck rom
petition. 

SOUTHERN TERRITORY 

A scale of carload rates on fertilizer and fertilizt'r matt'rials was 
prrscribt>d by the Commission in Ftrtiliztr and }"trtilizer 1\laterial~ 
6tlwttn Southern Point!, 113 I. C. C. 389 (1926), 123 I. C. C. 193 
(1927), 129 I. C. C. 215 (1927). A significant ft'ature of tlais case 
was that no arbitraries were authoriz('(l for the hauls in the Florida 
~ninsula. Arbitrari~ were authorized, however, for certain wenk 
and short line!, but many of these have been given up volunfarily 
in order to meet motortruck competition. Groups of moderate 
extent were authorized. 

In 1939 the carriers put into effect a reduced carload scale of ratrs 
lor the purpose of meeting motortruck competition. The minimum 
carload weight under this scale was 60,000 pounds, while undt'r thf' 
normal scale it was 40,000 pounds. .For distances of 380 milf's and 
less these rates are lower than were prcscribt>d by the Commission; 

' for distances beyond 380 miles they are the same as prescribed by the 
Commission without Ex Parte 123 increases. 

WESTERN TRUNK-LINE TERRITORY 
• 

In this area the general basis of rates on mi~ed fertilizers and mnto .. 
rials, in carloads, is 17~ percent of first class, minimum wcirht 30,000 
pounds. These rates seem to have been voluntarily cstnolished by 
the carriers. 

80UTUWESTERN TERRITORY 

In the Southwest rates on fertilizer and fertilizer materials are related 
to the class rates but to those prescribed in the original decision in 
Consolidated Southwestern Cases, 123 I. C. C. 203 (1927), and not to the 
present class rates. ·· 

The rates on fertilizer are 16 percent of first-class, minimum wriA"ht 
30,000 pounds. The same basis is found on numerous low-~~ade fer
tilizer materials, subject to minimum weights ranging from 30,000 to 
50,000 pounds. On nitrate of Aoda the rates are 17}i percent of first 
class, minimum weight 30,000 pounds. The same basts is applied to 
numerous high-grade ft'rtilizer matt'rials, subject to various mmimum 
weights. 
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SUMMARY .. 
Carload ra tcs on fertilizer and fertilizer materials. move intra terri- · · 

torially on rates which conform closely .to. distance scales prescribed 
by the Commission, or, in Southern Territory, to a voluntarily'estab ... 
lished scale. The comparative levels of the. rates tinder the various 
scales are shown in table 78. It will be observed that the Southern 
prescribed scale is higher than the Central Territory scale, but that 
.the voluntary scale published in the South is lower. than the Central 
Territory scale. . I 0 

.• 

TABLE 78.-Relationships of intralerritorial mileage 'Scales on fertilizer and fertilizer 
materials, in carloads I 

[Central Territory scale-100] 

Central 2 --------------------~--------~---~-~---J-~----------~------Trunk-Line a ____ .. _____________________ ---,..-~--"- ______________ .: _____ _ 
Southern (prescribed) • ______ _ ..: _________ - ___ ~ ~ _ ~ ___ :. ,_ __ .,: ____________ _ 
Southern (voluntary) a __________________ -------~--- ______ ------- ____ _ 
Southwestern: e , . 

Fertilizer and low-grade materials 7 ____ . __ :..·. _____ , ___ .·..: __ ___________ _ 

Nitrate of soda and high-grade materials~------------'--------·------
Western Trunk-Line: 1 . , , .· . . • · . 

Zone 1---------------·---------~-~-~--------------------~---~--Zone 11 __________________________________________ ~-------------
Zone III _____ ---- _____ ._: _____ ------ ________________ .. _____ ~ ______ _ 

I Based on the Rum of the rate.~. including Ez Parle IB' !~creases, for each 25 miles up to 900 miles. 
~ P~scribed in 2:l7 I. C. C. 311!1; minimum weight 40,000 pounds. · 
I PrE>scribt'd in 198 I. C. C. 483, as 22.5 percent of first class; minimum weight, 40,000 pounds. 
• PrtJscribed in 113 I. C. C. 389; minimum weight, 40,000 pounds. -

100-
110 
109: 
93 

121 
132 

109 
124 
137 -. ,, 

' Made by carriers to meet motortruck competition; minimum weight, 60,000 pounds. 
e P~scribt'd in 123 I. C. C. 203, 464, 477; minimum weights, 30,000 to 50,000 pounds depending on material. 
7 Basis is 16 percent of first class. , · , · · ' ' 
• Basis Is 17.5 p('rCt'nt of first class. · · ' 
t Carriers' basis, 17.5 percent of first class; minimum weights, 30,000 pounds. ' ' , 

G. FREsH :MEATs AND PAcKING-HousE PRonucTs 

Fresh meats and packing-house prod~~ts a~e generic terms used in , 
tariff parlance to denote two different, groups of commodities. The-, 
term" fresh meats," in addition to the products ordinarily covered by, 
that term, includes leaf lard (not rendered) and a number of other. 
products. The term "packing-house products" includes a long list of · 
articles such as sausage casings; grease;. lard and lard compounds; 
cooked, cured, or preserved meats; cooked, cured, or preserved sau-, 
su.gc; stearine; and tallow. These commodity descriptions are not 
uniform in all tariffs. The packing-house products 'list, furthermore, 
Joes not usually include canned meats; nor does it include fertilizer, 
hides, pelts, and certain other commodities which are shipped from 
packing plants. .. - , · 

1Iore than 80 percent of the tonnage of fresh meats and packing
house products originated by the railroads in \941 had their origin in 
'V estern Trunk-Line. and Southwestern Territbries and in the State 
of Illinois. 1 

OFFICIAL TERRITORY 

On fresh meats, carload rates from Central Territory producing ' 
points to destinations in Trunk-Line and New England Territories 
are built around the Chicago-New York rate prescribed in Morrell & 
Co. v. New York Central R. R .. Co., 104 I. C. C. 104 (1925). The .fate 
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·originally prrscribrd \\'19 79 ccn ts. E.: Part1 115 incrcnsr9 mado tho 
, rate 83 crnts, which is the present rate. I)ercentngcs of the Chicago

New York rate wrre fixed in the Mo"tll cas~ for making rates from 
other shippin~ points in Central Territory to New York. }l .. rom the 
~lississipp1 Rnert rates were made 8 cents over the Chicago rate in 
the second Mo"tlt ca~t, 120 I. C. C. 537 (1927). From :Madison, \Vis., 
to points in Trunk-Line and New England Territories tl1e rates are 
5 cents higher than from Chicago. To Trunk-Line destinations other 
than New York, and to points in New En~land, tho rates from Central· 
Trrritory are differrntials over or under tne rate to New York. 

\Yithfu Central Territory the rates on fresh meats to the larger con
suming points were established by the carriers. These rates brar no 
direct relationship to first-class rates. It was etatcd, however, in 
Mtat!l and Packing-llouse Product1 from Ch·icago to 0. F. A. Ttrritorv, 
237 I. C. C. 525 (UHO). that the rates on fresh meats from Chicago to 
Central TerritorT points averaged 46.6 percent of the first-class rates. 
From ~fadison, W1s., to the principal destinations in Central Territory 
specific rates were prescribed in Oscar Mayer .&1 Co. v. Baltimore w 
Ohio R. R. Co., 235 I. C. C. 451 (1939). 

From Chicago to Central Freight Association Territory points 0.9 far 
east as Cleveland, Akron, and Canton, Ohio, the carriers established 
truek-compcped rates, av~ro.~in('J' abo.u~ 2~ percent of the [trst-class 
rates, followmg the Commtsston~ deC1s1on m ltleat1 do Packlng-llouse 
Product1jrom Chicago to 0. F. ·A. Te"itory, supra. These rates, how-

., ever, have a limited application on articles in the fresh-mentslist and 
do not apply on carcass beef, or on whole or part animals, shipped 
suspended from hooks or racks in refrigerator cars. The truck-com
pi'lled rates are subject to a carload minimum weight of 30,000 pounds 
mstead of tho customary 21,000 pounds. . . 

Commodity rates on fresh meats are published within Trunk-Line 
and New England Territories from producing points in those areas, 
and also from points in Trunk-Line Tenitory to New Eftgland. 

Class 7o-K is the basis provided by exceptions to the Official 
Classification for application on fresh meats, in carloads, between 
points where no commodity rates are published. Class 7o-K is 70 
percent of the first-class rates in effect prior to the Ez Parte 123 in
creases, i. e., March 27;1938, plus 5 percent. 

'I'able I of appendix K shows 142 commodity rates on freRh meats 
within Official Territory for various distances and their relation to 
first-class rates for the sumc distances under the Eastern scale of 
first-class rates .. The average relation of these rates to first class is 
50 percent. This figure-50 percent of the first-class rates under the 

·· Eastern scale-will be taken as the measure or the level of commodity 
rates on fresh meats in Official Territory for the purpose of comparing 
intraterritorial rate levels. 

On packing-house products the usual basis within Official Terri
to!Y, prior to & Parte 123, was fifth class, or 35 percent of first-class. 
This basis was held not unreasonable in the first AforreU case. As a 
result of Er. Parte 123 tho basis became class 37.5-L.1 

1 Class 37.~L Is cia~ 35ln·t1Tect ~rlor to the Ez Part1 11~ lncre~~~~M, I. e., March '17, 11138, Increased I Pf'f
cent obaenlng clasl :ru 1n et!ect prior \0 the E:6 Purl• Jz:J lncreMet aa 11 minimum. 



INTERTERRITORIAL FREIGHT RATE'S 107 .. ' 

SOUTHERN TERRITORY 

In Fresh Meats and Packing-House Products to, from~ and between 
Points in Southern Territory, 191 I. C. C. 257 (1933), the Commission .. 
found class 47.5 a reasonable basis of rates within the South on fresh·~ · 
meats, and class 35 on packing-house products, except to or from the· 
Florida Peninsula where _special arbitraries were provided. The · 
present rating of class 50-M 4 reflects the ·general .rate ·increases ap-: 
proved in Ex Parte 115. P..acking-house products within-the South "-. 
are class 37.5-:M:,a and reflect increases authorized iii Ex Parte 115. · · ·. 

Within Southern Territory, commodity rates on both fresh meats, 
and packing-house products are published quite extensively from the 
principal producing points, but except where these ;rates are truck
compelled they generally reflect the general basis. · On packing-house~ 
products, even the truck-compelled rates are frequently on the generar 
basis, but on fres4 meats the truck-compelled rates are lower than 
the exceptions basis since they are usually equalized with the packing
house products rates. The truck-compelled rates, however,. are sub- > 

ject to lower minimum weights. ? 

WESTERN TRUNK-LINE TERRITORY 
' < < • • 

Class 67 is the present classification: exceptions· basis. on fresh 
meats, carload minimum weight 21,000 pounds, in Western Trunk- . 
Line Territ~~· Class. 36 is the exceptions rating on packing-hovse " 
products, nummum WeiO'ht, 30,000 pounds. . ··. . . . . ·. · · 

'Vhere there is a car1oad movement from packing-4ouse centers,.-·:· 
lower commodity rates on both fresh meats and packing-house . · 
products are published which reflect competitive adjustments from_the 
different producing points. Table II of appendix K ·compares 103 
commodity rates on fresh meats between points in Western Trunk .... · 
Line Territory and rates for the same distances on. the basis of 50 ' 

- percent of the Eastern scale of first-class rates-the average level ·ot 
commodity rates on fresh meats in Official Territory. The average 
relation of the 103 commodity rates to 50 percent of the Eastern 
first-class rates is 99 percent. The rates for the •shorter distances, 
however, tend to be substantially lower 1than the ·Eastern, basis. _ 
Thus the average relation of the rates shown in table II of appendix· 
K for distances up to 500 miles is 84 percent of the Eas~ern level. '· 
For distances of from 501 to 674 miles the rates shown in table II 
average 133 percent of the Eastern basis. These averages may not 
give a true picture of the average rate levels in Western Trunk-Line 
rrerritory since the wide range in rates for hauls ,of similar lengths 
weakens the significance of the average of even a large number of 
r~M. . 

On packing-house p:roducts, 74 commodity ·,ates between Western 
Trunk-Line points are shown in table III of appendix K. These 
rates average 131 percent of the Official Territory level. "' 

• Class 50-M is class 50 in effect prior to the Ex Parte US increases, i.e., March 27, 1938, These mtes are· 
approximately 45,5 percent of the present first-class rates. · 

• Class 37.5-M is class 37.5 in effect on March 27, 1938, or approximately 34 percent or tho present first-
class mtes, • · . · · .. 
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SOUTHWESTERN TERRITORY 

Carload rates on both fresh meats and packing-house products 
within tho Southwrst. are made on scales found. reasonable by tho 

·Commission in Meats antl J>acking-Ilow~t Products to, from, and be
tu.•ttn Sovthu.·tsln'n and U"estern Trunk-Line l'o·i1~ls1 136 I. C. C. 651 
(1928), 156 I. C. C. 209 ~1020). Doth sin~le-hno and joint-lino 
tlcalt'S were ·provided. Arb1traries wero established for hauls in 
Te.xas-Ncw 1\.(e.xico differential territory, but thcso have subsequently 
been removed. By a number of supplemental reports in that pro
rt>cding dcparture from tho scale rates has been approved. from 
Kansas City and St.. Louis to specific destinations in tho Southwest 
bccause of truck competition. The Southwestern lovcb on both 
fresh meats and packmg-bou'So products are substantially higher 
than the Official Trrritory levels .. 

MOUNTAJN·PACIFIC TERRITORY 

Tht>re is n() g('n('ral prescribed basis of rates on fresh meats and 
· packing-house products in 1\.lountain-Pacific Territory. Tho rates in 
· that tt-rritory are on no consistent basis, and tho range in rates for 
similar distances is very great. 1\.lany of tho rates reflect motor

, carrier competition, or adjustments from competing producing points 
to common markets. 

ln the southern portion of ~fountain-Pacific Territory a scale or 
rates on frPBh meats and packing-house products was prescribed from 
,Cactus, Ariz., to Arizona, New 1\.lexico, and Texas pomts, in Arizona 
Packing' Co. v. Arizona Eastern R. R. Co., 81 I. C. C. 115 (1923). 
This scale, commonly known as the Cactus scale, was later revised 
and prescribed from El Paso, Tex., to Arizona and Now 1\.fcxico. 
S('e Peyton Packing Co. v. Arizona Ea.'ltern R. R. Co., 100 I. C. C. 4 
(1925), 1181. C. C. 452 (1926), 132 I. C. C. 149 (1927). Prior to tho 
genrral increa~es in 1937-38, the Cactus scale averaged approxi
mately 25 percent higher than the Southwestern approved scale on. 
frrsh meats, and 26 percent on packing-house products. 

Rates in the southern part of 1\-lountain-Pacific Territory are, for 
the most part, lower than rates under tho Cactus scale. Tho orders 
of the Commission in the cases which prescribed the Cactus scalo were 
vacated in 1938. 

Table IV in appcndi"< K shows commodity rates in 1\.lountain-Pacific 
Territory on fresh meats. The fresh-meats rates are compared with 
rates on the basis of 50 percent of first class under the Eastern scale, 
which is the average relation to first class or the 142 commodity rates 
in that territory shown in table I of appendix K. In a few instances 
the 1\.Iountain-Pacific rates are lower than rates under the Eastern 
basis. ln most cases, however, they are higher than rates under the 
Eastern level, and the range in relatiOnships is very great. Tho aver
age relationship of the 57 rat('s shown in table IV of appendix K is 
137 percent of the Eastern level. 

Table V of appendi"< K shows 58 commodity rates on packing-house 
products between points in 1\fountain-Pacific Territory and compares 
the rates for the same distances on the basis of class 37.5-L under the 
Eastern scale. The average relation of the commodity rates to rates 

"" on the Eastern basis is 162 percent. The range in the relationship of 
individual rates to the Eastern basis is great, and weakens tho signifl
ca.nce of the average. 
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SUMMARY 

Comparison of intraterritorial rate levels on fresh meats is difficult 
because of the existence of commodity rates within Official, Western 
Trunk-Line, and :Mountain-Pacific Territories which are not con
structed on any scale nor consistently related to first-class rates. The 
'V estern Trunk-Line level, however, for hauls of less than 500 miles,' 
is the lowest, and the ?\fountain-Pacific level is the hig_hest. The 
Southern and Southwestern levels are higher than the Official Terri
tory- level but in both of the former there are truck-compelled rates 
whiCh are lower than the general basis. · 

The lowest basis of carload rates on packing..:house products is in 
Official Territory. The Western Trunk-Line level is about 31 percent 
higher than the Official Territory level, but the levels in the other 
territories range from 138 percent of the Official Territory level in the 
South to 162 percent in Mountain-Pacific Territory. · .. ' 

Comparative levels are shown in more detail in tables 79 and 80. 

TABLE 79.-Relationships of intraterritQrial ra!e levels on fresh meats, in carloads 

(Minimum weight 21,000 pounds) 

[Official Territory=-100) 

Official 1 ______ -- ____ - .. -. _---- ___ --- -·- -------------------- _- --- _ ---- 100 
Southern'-----------------------------------------------------:__ 126 
Western Trunk-Line: a 

Distances from 51 to 500 miles---------------------------------- 84 
Distances from 501 to 674 miles_________________________________ 133 
Distances from st·to 674 mi1es-----------------------w---------- 99 · 

Southwestern: • , 
Si~gle}ine ____________________________________ ~-------:----!-~ 127 
Jotnt hne _________ --- ___ -- _____ :_ ---- __ ---- __ -- ___ :.. ____ .:. ______ _. 129 

1\Iountain-Pacific a;: _____ -- _________________ - ___________ --. _________ . 137. 

1 50 rW,rcent of appt>ndlx E first-class tatt>s, which Is the avprage relation or the commodity rates shown in 
tabiP I ol apprndix K. . , , 

2 Clai'S 50-M, originally class 47.5, approved In 191 I. 0. C. 257, 302 and subsequently increased as a 
rr~u It of J(l'neral increa.<:es of 1937-38, compared with 50 percent .of appendix E 11.rst-elass rates for each 25 
mile~ up to 1,000 mil~. ._ 

• A vt•rage relation or rates shown in table II of appendix K to 50 percent of appendix E fitst-class rates for 
same distanlX's. Becausl' or the wide range In the relationships or individual rates the average may not be 
an accurate measure of the rate levels. _ 

4 S('lllr·s approved in 1~6 I. C. C. 651, 1177, plus subsequent general increa..coes, compared with 50 percent of 
ap(W,ndix E first-cla.~s rates for each 25 miles up to J ,000 miles. · · -

1 A wrage relation or ratE's shown In table IV of appt>ndix K to 50 percent or appendix E flrst-clBS$ rates Cor 
same distancrs. Due to the widt> ranfe in the relationships or Individual rates the average may Bot be au 
accurate measure of the rate levels. . · • . 

TABLE SO.-Relationships of intraterritorial rate levels on packing-house products, in 
· . carloads I . . . , . . • , 

[Minimum weight 30,000 poilnds] 

[Otflcial,Territory=IOO) · 

Official 2 __________________ -- _____ ---- ___ ---- ____ ----- ___ --------- __ . 100 Southern
3 
_______________________________________ :________________ 138 

Western Trunk-Line •----------------------------J------------------ 131 
Southwestern: 5 " . 

Singleline ____________ ~-----------~------------------~-------- 159 
Joint line.---------------------------------------------------~ 161 

Mountain-Pacific e ______________________ ----------, _________ ---- __ __ 162 
1 HaS<'d on the sum of tht> rate~, excl'pt as noted, at each 21)-mile Interval, up to and lncludln!! 1,000 miles. ' 
'Class 3i.5-L. Classification exceptions basis. 
a Approved in f're~~h :Mfall and Packing-l!oUIIe Producta to, from, and betwen Pninta in Southern Terriloru, 

191 J. C. C. 257, 302 (1933), and su~equently increased under F~ Parte 1 u; 
4 Ha~d on the average or 7f point-to-point. commodity rates as shown in table III or appendix K. 
a Approved in 1</eaU and Packing-HoUIIe Prodv.da to, from, and between Southwutern and »-estern Trunk· 

I.ine Pnint•, 1M I. C. C. 651, 677 (1928), plu.~ suhsequt>nt general increllSCS. 
• BBS('d on the avt>rage or 58 point-to-point commodity rates as shown in table V or appendix K. 
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II. LIME 

Carload rate!t on lime are,. for tho mos~ part, based on scales pre
scribed by tho Commission. 

OJ'J'lClAL TERRITORY 

·No uniform basis applies over the whole of Official Territory. 
Four different scales have bet'n prescribed-a Central Territory scale, 
a Trunk-Line scale, a New England scale, and an Illinois Territory , 
~al~ . 

The Central Territory scale was prescribed in Docket 16170, 
Easttm Lime Manufacturtr! Traffic Bureau v. AkrCM c(: Barberton 
Btlt Railroad Oo., 112 l. C. C. 7 (1926), for somewhat limited terri-

, torial application. In this case specific group rates were prescribed 
from certain eastern origins to Central Territory which were closo to 
rates which would have resulted from app1ication of the scale. This 
scale, known as the "Eastern" or "16170' scale now applies within Cen· 
tral Territory, and from points in Trunk-Line Tcrr1tor,v to Central 
Territory. .kate~ under this scale are subject to a mimmum wei~;ht 
of 30,000 pounds, but rates made 80 percent of t.he scale apply w1th 
. a minimum of 50,000 pounds. The SO-percent basis with the higher 
minimum now characterizes the rates in all territories. 

1\"'ithin Trunk-Line Territory rates are based on a scale known as 
the 110 P!rcrnt scale since it was made 10 percent higher than the 
Central Territory scale. For distances up to 65 mlles, however, 
lower tntck competitive rates are in effect. The 110-percent scale 
was approved in Ohio Lime },fanujacturtrs v. Pennsylvania Railroad 
Co., 214 I. C. C. 417 (1936). This scale also applies from Central 
Territog to Trunk-Line Territory, and from New England to New 
York Ctty ·and intermediate points, and from Central Territory to 
border territory between New England and Trunk-Line Territory. 
· In New England the lime rates are based on a scale which was made 

120 percent of the 16170 scale. These rates were approved by the 
Commission in Lime .from and to New England, 2221. C. C. 665 (1937). 
They apply within New England, and between New'· Eng! and and 
Trunk-Line Territory (except from New England to New York City 

·and intermediate points) and between New England and Central 
Territory. 'Vithin New England a truck competitive scale some· 
what lower than the regular scale applies up to distances of 55 miles. 

'Vithin Illinois }'reight Association Territory, a basis was approved 
by the Commission in Lime in the lVe.crt, 222 I. C. C. 653 (1937), 
which is slightly lower than the Central Territory scale for the shorter 
distances. 

SOUTHERN TERRITORY 

Lime rates in Southern Territory on the basis of a distance scale 
were approved in Lime between Southern Points, 129 I. C. C. 635 
(1927). In a later case, Dan-Gerow Oo. v. Atlantic Coast Line Rail· 

"road Oo., 172 I. C. C. 482 (1931), the scale was rxtendcd from 800 to 
1 400 miles and arbitraries prescribed for hauls in the :Florida Penin
s:Ua. The Southern lime scale averages approximately 14 percent of 
the Southern (K-2) scale of first-class rates (196 l. C. C. 537, 538). 
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WESTERN TRUNK-LINE. TERRITORY 

Two scales of rates on lime apply within Western Trunk-Line 
Territo~ kno'Yn. as s~ale ~ an~ scale B. These s~ales were approved ' 
by the liommtsswn m Lime tn the West, . 222 I. C.,. C. 653 _(1937).· · 
'Ihe lower of these scales, scale A1 applies within zone, 1; and from the 
remainder of Western Trunk-Lme . Territory to ·zone ,1. _Scale B 
applies outside of zone I and from zone I to points in the other,zones.6 · 

To destinations in 'Yyoming, except the southeast ~orner which is -
in scale-D territory, the rates are made 125 percent o!,scale.B .. ·.·_ ·:· ... 

• • ) • • . 'y ~' ' 

SOUTHWESTERN TERRITORY !. ., : ' : > . ; 

The basis of rates in Southwestern ·Territocy .is 
1a.' sc~li p~escrlb~d : 

in Lime from, to, and between Points in the Southwest, ,205 L C .. C. 282-
(1934). This scale is the same as scale B in Western Trunk-Line 
Territory. . Rates lower than the Southwestern· scale apply··. from·· 
Texas, Arkansas, Missouri, and other Southwestern shipping points: 
to 1Iississippi River crossings, 1-Iemphis, and south.. . See. Lime from. 
Southwest to the South, 248 I. C. C. 777 (1942) ... · _ , ., , ; , , · . :· , . · . ;' , .· .. · 

MOUNTAIN-PACIFIC TERRITORY' ' ' ' 

Rates on lime in this area are on no 'single basis; ·and no structure ,_:· 
has been prescribed for general application througho:ut· the area. · A 
scale of very limited territorial application, i. .e.,· from Dolomite, 
Utah, to points on the Union Pacific System in Jdaho/Oregon; and. 
Montana, was prescribed in Utah Lime and 1 Stone 'Co.: v. Atcnison, ' 
Topeka and Santa Fe Railway Co., 87 I. C. C •. 170 (1924).; .. ·. · : · 

'I ' ,. '- , : ; • ' . 

SUMMARY , , , . ; I ' ' ' ' ••. ' ! ) ·. . .: • , 

• '• • J • • J • " " 

The use of Commission-made or Commission-approved distance·. 
scales characterizes the rates on lime throughout' all ~erritories ex((ept 
Mountain-Pacific. The relationships of these· scales. are shown in 
Table 81. The Southern and Illinois scales are' slightly ·-below:- the 
Central Territory scale. The other scales ·ar~ on a level higher ~han 
the Central Territory scale. · · · ' · · · ' 

-I·,\ 

TABLE 81.-Relationships of intraterritorial mileage 'scales on ·lime, in carloada i, 
(Minimum weight 30,000 poUnds, ~xcept as shown In Note 9, beto\v], •- ' .. · . , 

(C. F • .A. Territory sca!e..i 100] , ; ' · ' ' · ·· · · ' · 

C. F. A'-----~----------------------------------~-------~-1--.--~ 100 Trunk-Line 3 _____ .;. __________________________ .. ___________ ... ____ .:, _______ . , 110-
New England 4------ _________________ ---- _ -~ _______ .. -·-- ---- _;____ ___ , 120 
Southern a ____________________ ~~----~----~:..~--------~------~----~- · .99 
Illinois o ______________ ------- __ -----~~------·------•----·----"' •• ; ___ · 99 · 
Western Trunk-Line: 7 · . . -. . . 

Within and to zone L------------------------------------------ 111 • 
Within and to zones II and IlL __________ ..; ____ _._~-------- .. ------. 126 Southwestern s ____________________________________ ~- _____ ,.; _ __ __ _ _ _ 126 

Mountain-Pacific '---- ______________ _ :. --~- !....: __ -: --\,-- ______ -.- ___ ._ __ _ 149 
1 Based on the sum or the rates, not including Ez Parte 116 or Ez Parte US increases, for each '25 miles up to 

700 miles. . , . - , · - -, 
a Prescribed In 112 I. C. C. 7, and 203 I. C. C. 407. - ' '·' · · 
• Approved in 214 I. C. C. 417. · • 
• Approved In 222 I. C. C. 665. 
• Approved in 129 I. C. C. 635, and 172 I. C. C.'482, 
1 Approved In 222 I. C. C. 653. 
'Approved in 222 I. C. C. 653. 
I Prescribed In 205 I. C. C. 282. . , . 
• Prescribed In limited scope in 87 I. C. C. 17G-mlnimum weight, 60,000 pounds. , 

• The area embraced within Western Trunk-Line Territory In this proceeding was less extensive than the 
area shown on the map of class-rate territorie!!, but corre9ponded to the area embraced within Western 
Trunk·Llue 'l'erritory In the original Western nunk·Line Claaa-Rate1 case, 164 I. C. C. 1. · , 

' ' . 
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J. LIVESTOCK . 
RatE's on livl'stock, in carloo.d3, have bt•en pn·scribt•d by thE' Inter

state Commt>rcc Commission for application within th" major rato 
tl'rritories. Livrstock ratrs bear no ti:ud rt'lationship to class rate~. 

Dt'fore describing tho intratrrritorial rate structures on livt'stock1 mention should be made of crrtain charnctrristics of tho tra.flic ami 
spt'dal facilitirs and srrvices which it rt•quirrs. 

Cat tiP traffic originates mostly in 'V estrrn Trunk-I~inr, South· 
Wt'Stl'rn, and ~fountain-Pacific Territorirs, and in the State of Illinois. 
Tho largl'r livestock markrts to whi<'h thl' cattle movt' arc locatt'd at 
Chicago, East St. Louis, Kansas City, St. Josrph Oklnhomn City, 
'fichita, Omaha, Drnver, Siou.,; City, South St. Paui, and :Fort. 'Vorth. 
There is a largo movement of stocker cattle from tho range country in 
tho 'Vrst which are pastured and fattened at intermediate points and 
then movrd to the markets and packing-house centrrs. Hogs usually 
move from farms directly to market. , 

Livrstock tro.ffic requires sprdalizcd equipml'nt and mor~ e~prn· 
sive transportation services than ordinary frrtght. The special r7uiP.
mrnt trq_uirrd consists of stock cars and loading and unloading nell· 
itit>s, such as pens and chutes. Sprcinl scn·it·es include loadin~ and 
unloading livrgtock at public stockyards, unloading and rrloadmg in 
transit for ferd, water, and rrst as rcquirrd by law,,clrnnin~ an'l dis· 
infrcting cars, and expedited train schPdnlcs. The Commtssion has 
recognizrd the forr~oing facts and conditions in connrction with the 
rate levels which 1t has prescribed, but the Commission bas also 
rrcognized that livestock is traffic that can be expertrd to do no mort' 
than pay its own way, since the traffic will not stand a high lev"l of 
ratrs. See Lit'tstock-ll"estern District Ratt8, 176 I. C. C. 1, 83 (1931). 

'There livestock rates are prescribed by the Commission the cattle 
ratrs are made to apply on calvt's, hogs, and shrrp, in doublc-drck cars. 
Calves and hogs in smgle-deck cars take 115 percent, and sherp in 
single-deck cars take 125 percent, of tho cattle rates. In the "\Vest 
and the East a large proportion of thE.' sheep and hogs move in double· 
deck cars. 

On stocker and feeder livestock within tho 'V estern District the 
ratE'S arc .usually 85 prrcrnt of the fat-stock ratl's. This basis was 
found reasonable by the Commission in Livestock-lrestern District 
Rates, 176 I. C. C. 1 (1031), 238 I. C. C. 425, 467 (1940). "\Vithin the 
South, rates on stocker and freder livestock on the basis of 90 pl'rccnt 
of the fat-stock rates were recently prescribed in Livestock tn and from 
th6 South, 253 I. C. C. 241 (19·12), although the Commission recog
nized the desifability of a single level on all livestock. Stocker and 
feeder rates on a basis lower than the fat-stock ratf's were denird for 
application within Official Territory in 1928. See American Farm 
Bureau Federation. v. Akron & Barberton Belt R. R. Co., 147 I. C. C. 
295,299 (1928). . 

Various transit privileges are accorded on livestock. Stopping in 
transit for a period not e~ceeuing 1 year for grazing and feeding 
is commonly authorized by the carriers' tariffs. In LireRtock to and 
rom the South, 253 I. C. C. 241 (1942), the Commission found that a 
necessity had been shown for the establishment of grazing and feeding 
in-trans1t privileges in the South. Although o.rrangrmrnts for fceu
.iQ~ and grazing were not required by the Commission in the cast's 
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mvolving livestock rates in the East, such arrangements are provided 
by some of the lines in Central Territory. 

Stopping in transit to "try the market" has been required by the 
Commission. See Lirestock-lr"estern District Rates, 176 I. C .. C. 1, 
112 (1931). ·The Commission has not required that sale in transit 
be established, in effect holding that in the event of a sale in transit 
the combination on the market was not an unreasonable basis of 
rates. See St. Louis Live Stock Exchange v. Alton R. R. Oo., 198 
I. C. C. 73, 111 (1933). Sale in transit of stocker and feeder cattle, 
as well as of fat cattle, has been commonly established by the carriers •. 
It was practically required on stocker and feeder cattle as a result 
of a Section 3 finding in Livestock-lVestern District Rates, 238 I. C. C. · 
425 (1940), that granting the privilege at country markets but denymg it at public markets constituted undue preference and prejudice, 
and the further finding in Transit Livestock at Feed Yards in lVestern 
District, 245 I. C. C. 321 (1941), that the privilege should not be 
withdra·wn from the country markets. 

A pick-up service on livestock has been provided by a number of 
railroads in Iowa, Illinois, and 'Visconsin. This service applies 
within a radius of 10 miles from designated stations on livestock 
shipped to Chicago and other markets. It applies at stations within 
approximately a radius of 250 miles from Chicago. The purpose of 
tlus service was to meet truck competition.- An allowance of 3 cents 
per hundred pounds is paid to the shipper if he elects to bring his 
livestock to the station instead of accepting the pick-up service 
offered by the railroad. For decisions relating to this service see 
Pick-Up. of Lirestock in fllinois, Iowa, and lVisconsin, 238 I. C. C.· 
671 (1940), 248 I. C. C. 385 (1942), 251 I. C. C. 549 (1942). . 

OFFICIAL TERRITORY 

No single scale of rates has been prescribed to apply on livestock 
in carloads uniformly throughout Official Territory. The lowest
basis applies in Central Territory. This scale was prescribed in the 
Eastern Liz:estock Gases, 165 I. C. C. 277, 313 (1930). ' 

In the Eastern Livestock Gases no rates were provided within Trunk
Line Territory. In the Virginia Livestock Gases, 183 I. C. C. 575 
(1932), a scale was prescribed from certain origins in Virginia and 
'Vest Virginia to Jersey City, N. J., Philadelphia, Pa., Baltimore, 
}old., Washington, D. C., and some other pomts. This scale has . 
been used by the carriers as a basis of making rates within Trunk
Line Territory, although rates so constructed are held down at some 
points by the lower basis applying from Central Territory to Trunk
Line Territory. Prior to the Ex Parte 123 increases, the Virginia 
scale was made uniformly 2 cents over the Eastern scale. 

From Central Territory to Trunk-Line Territory the rate adjust
ment is built upon a rate of 53 cents 7 from Chicago to New York 
prescribed in the Eastern Livestock Gases, 165 I. C. C. 277, 312 (1930). 

· }"'rom other origins in Central Territory the rates are percentages of 
the Chicago-New York rate. These rates apply from rate groups. of 
varying size. The Commission held in the Eastern Livestock Gases 
that the rates from St. Louis and East St. Louis should not exceed 

'Subsequently Increased undor Fs Partt II$. 

90!54-43-9 
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the Chica,PO-New York rate by more than 5 cents, and that tho rates 
from the upper llississippi Uivrr ~rossings, Louisiana, .Mo., to Du
bn(jue, Iowa, inclusive, should not be more than 6 rents over the 
Clucago-New York rate. To other destinations in Trunk-I.dnc and 
New England Territories the rates are made on the New York rate 
plus or minus d.Uferentials. The 53-cent Chicago-New York rate is 
the rate that would be produced at 920 miles by extending the Central 
Freight Association livestock scale at the rate of progression used at 
the t'nd of the scale. The distance from Chicago to New York is 
about 900 miles. 

SOUTHER~ TERRITORY 

Jn Lire~tock lo and Jrom lit• South, 253 I. C. C. 241 (1042), tho 
Commission prescribed rates within the South on a basis somewhat 
hi~her tl1an tho Central Territory~ scale. These rates became cfTrctivo 
on Fl'bruary 1 1043. Prior to February 1, 1943, the rates in South· 
fm Trrritory had been on the basis ol a scale known as the "com
promise scale" which was about 15 percent higher than the Eastern 
scale. This scale was established by the carriers follo.wing the Com· 
mission's decision in Lit:estock to, from, and 6ttwttn Points in th1 
Sootheast, 74 I. C. C. 419 {1922). The resulting rates were found not 
unr~asonable in Lit•estoclc, Southern Territory Rates, 171 I. C. C. 721, 
(1930). . 

WESTON TRtrNE•LlN& AND 801J'Tl1WESTERN TERRITORIES 

· A single scale oflivrstock rates applies in both 'Vl'stern Trunk
Line and Southwestern Territories. This scale covers the entire area 
·rrom the 1\lississippi River and Chicago to the Rocky :Mountains. 
The scale was prescribed in Lil'estock-lr'estern District Rates, 176 

. I. C. C. 1 (1931). . . 
:UOUNTAIN•PACJJ'IC TERRITORY 

The 1\fountain-Pacific scale was also prescribed in Livestock_;_ 
U"estem District Rates,, and is on a basis somewhat higher than that 
applied in '\Vestem Trunk-Line and Southwestern Territories. 

81J':UM.ART I 

· The differences in the intraterritorial levels of livestock rates are 
not great, and are less than exist in tbo rates on most commodities. 
The comparative leveb of the ratrs are sbown in table 82. An unus'ua1 
ff'ature of the livestock rates is the uniform level in the area west of 
the :Mississippi River and Chicago to the Rocky 1\fountains. It 
should be pointed out, however, that to meet truck competition, rates 
have been published quite e:ttensively from country points to live
stock markets on a lower basis than that prcscribt'd by the Commis
sion. Such rates are not on any uniform basis, and they apply only 
for shorter distances. · 
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TABLE 82.-Relationships of intraterritorial mileage scales on livestock, in. carloads 1 

[CestralTerritoryscale-100) 1'~·: ',:.1 1 '· ;~' 
. , .. ! 100,' 

Central'.--------------------------------------------~-----~-----
Southern: ' i 

Old basis~----------------------------------------·-·---------- 115· 
New basis'--------------------------------·------~---·-------- 106 

Virginia.'-----------------------------------------'"-------.- ... ------·' · 106 · 
v.-c~tcm Trunk-Line and Southwestern. _______ .; _____________________ ._ I. 109 
Mounta.in-l'a.cific •--- ______________ ----- _-. ------------ ----··--:-·--· .. 120 

t Based on sum or the rates at 25-mlle Intervals, Increased under E.r Part• ItS, except the new Soutbem 
acale which was prPscribed after Jlz Parte lt:J. • · 

• Prescribed In 165 I. C. C. 277, 313. 
• Authorized In 74 I. C. C. 4111. 
• Prt'scribed In 2f>3 I. C. C. 241. 
IJ•rescribed In 183 I. C. C. 675, 587. 
• I'rescribcd In 176 I. C. C. 1, 188, 189. 

Carload minimum weights 

Cattle, Ringle deck •••••••••••••••••••••••••••••••••••••• 
Calves: 

Sinrle deck .•••••••••••••••••••••••••••••••••••••••• 
l>ou ble deck .•••••.•••••.••••••••••••••••••••••••••• 

South 

Poundl . 
20,000 

16,000 
22,000 

omcial 

'. 16,000 
. -24,000 

; 

~· , . 
Westem Trunk• 

Line and 
Southwestem 
• Territories .. ·., 

,, 
Pound1 

22,000 

16,000 
23,000 

llogs: 
Single deck •••••••••••••••••••••• ~.................. · 16,000 17,000 16,500 
Double deck........................................ .22,000 23,000 24,000 

Goat!, single deck •••••••••••••••••••••••••••••••••••••••••••••••.••..•••••••••••••••••••••••••••••••••• · · 
Sheep, single deck •••••••••••••••••••••••• .-............. · 12,000 12,000 , · · 12,000 
Kldsbdouble deck...................................... 18,000 18,000 · . 20,000 
Lam s, double deck •••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• ···-···-······· . 

' .. 

K. Loas '·• 

Logs move in large volume in many sections of the United States, 
generally on rates which are extremely low. The low levels of. the 
rates are due to a number of different circumstances. Origirially 
many of the rates on logs were established on a low basis to encourage 
the clearing of land and the development of agricult~e. . Low rates,' 
particularly single-line rates, have been commonly established to. 
encourage the manufacture of lumber and other forest 'products at· 
mill points served by the originating carriers, thereby giving the· 
carrier an outbound movement of forest products. Low rates on logs 
have also been established to meet river competition, i. e., the floating 
of logs down the rivers to mills. In the last 10 or 15 years many low· 
rates have been made to meet motortruck competition. · · 

Unlike the rates on other commodities which move in large volume, 
log rates have not been the subject of comprehensive investigations by
the Interstate Commerce Commission with the exception of the rates 
in Central Territory where a general basis has 1been prescribed. -~ 

Logs do not normally move very long distan'ces, with the exception 
of walnut logs and certain other hardwood logs which are used prin
cipally for the manufacture of furniture or for other special uses. 

There is a wide variation in rate lev-els on logs, even within· the 
various rate territories. The comparatively short hauls make intraJ 
state rates of major importance. Such rates, prescribed by State 
commissions, also account for the wide variation m rate levels. · .... 
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One unusual feature of lo('P rates in many parts of the country is the 
maintenance of special sc;!cs of net trans1t rates. These rates are 
lower than the usua.l basis, and apply on togs to mill points \Vhcn the 
outbound products are reshipped via the same railroad that handled 
the inbound logs. Sometimes the normal or gross rates are paid on 
the logs, and later, upon evidence of the reshipment of the outbound 
products, a refund is made of the difference between the ~ross rate and 
the net transit rate. In some instances, howevcr1 the carriers have a 
bond arrangement. Under this arro.nrremcnt tne shipper gives a 
surety bond to guarantee the payment oi the gross rates on such ship
ments as may not be entitled to net transit ratcs1 and then pays the 
net transit rates, instead of the gross rates, on tne shipment to mill 
points. 

OJJ'ICIAL TERRITORY 

In PuUie Strti.ce Commission of Indiana v. Ann Arbor R. R. Co., 
85 I. C. C. 533 (1933), rates on logs in Central Territory were pre· 
scribed on the basis of 65 percent of sixth class. This basis is still 
applicable intrastate in the State of Indiana. Interstate this basis has 
been superseded by the general bMis of 18 percent of first class volun· 
tarily established by the carriers in 1939 for application throughout 
Official Territory. The general basis, 18 percent of first class, is 
approximately the same as 65 percent of sixth class. Numerous 
specific point-to-point rates, and distance rates, generally lower than 
the general basis, have been continued in Eastern Territory. 

SOUTHERN TEBBlTOBY 

1\ta.ny difierent levels of rates on logs are maintained in the South. 
The lowest interstate prescribed scale is the Pierpontscale..z prescribed 
in Pierpont :A1anu/acturinp Co. v. Southern. Ry. Co., 50 1. C. C. 81 

· (1918). This scafe is a smgle-line scale that has general appJication 
over standard lines operating between points in southern Virginia1 
North Carolina, South Carolina, Georgia, eastern Alabama, ane1 
northern Florida. Another basis important in the South consists of 

' the Farris sin~le-line and joint-line scales prescribed in FarTiB liard· 
wood Lumber Co. v. Louis?nlle and Nashville R. R. Co., 178 I. C. C. 671 

· (1931). These scales were designated for application on native 
hardwood logs moving in regions where operating conditions are not 
as favorable as those found in the coast8.1 areas. The scales were 
originally prescribed for a:pplication from various points in Southern 
Territory to mill points m Tennessee. The Farris joint-line scale 
has also been prescribed in other cases. See Chattanooga Ilandle Co. v. 
Atlanta and lVesl Point R. R. Co., 181 I. C. C. 435 (1932); American 
Cigar Box Lumber Co. v. Norfolk and lVestem Ry. Co., 182 I. C. C. 
619 (1932); Pulaski V'eneer Corp. v. Nashville, Chattanooga and St. Louis 
Ry., 182 I. C. C. 757 (1932); A. K. Foss v. Nashville, Chattanoooga and 
St. Louis Ry. Co., 186 I. C. C. 270 (1932); Tennessee Eastman Corp •. v. 
Louisville &: Nashville R. R. Co., 198 I. C. C. 639 (1934); Carol-rna 
V'eneer Co., Inc. v. Carolina, Clinchfield&: Ohio Ry., 213 I. C. C. 472 
(1935), Carolina V'eneer Co. v. Chesapeake&: Ohio Ry. Co., 226 I. C. C. 
170 (1938). . . 

Another prescribed. basi;J is the sou~hem venee~ ~mgle-lme an~ 
jo~t-line sc8le prescnbed m Southern l eneer Assoc1at1.on v. Atlanhc 
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Coast LineR. R. Co., 62 I. C. C. 669 (1921), for application on poplar ' 
an~ gwp logs from poiJ?-tS in South Carolina to furmture-~~~f~cturing 
pomts m North Carolma. · . . . . , . , . 

WESTERN TRUNK-LINE TERRITORY 

The production of logs in Western Trunk-Line T~rritory is princi
pally in the Lake States, i. e., 1finnesota, Michigan, 'and Wisconsin. 
The scales applicable in 'V estern Trunk-Line Territory ·are mostly 
c~er-made scales, or intrastate scales prescribed by State commis
sions. 

SOUTHWESTERN TERRITORY 

In the Southwest the use of net transit rates on logs is_ widespread, ' 
and most logs move on these rates instead of on the gross rates. Rates · 
on logs are not on a uniform level and have not been before ·the 
Commission for comprehensive treatment. · 

.. 1, 

MOUNTAIN-PACIFIC TERRITORY 

Rates on logs in the lumbering regions in the States of Washington 
and Idaho are generally on the basis of scales voluntarily established 
by the carriers .. Between points in California and Oregon only 
specific point-to-point rates are published on logs. These rates are . 
not on any consistent basis and, for the most part, were voluntarily 
established by the carriers. · 

SUMMARY 

The rate levels. on logs vary greatly on differEmt railroads or in
different parts of the various rate territories. The relationships of , 
some of the more important scales to the general basis ·in OffiCial 
Territory are shown in table 83. vVith .a few exceptions the rates on· 
logs are either carrier-made rates, or rates prescribed by State com._ 
missions. There are very few rates higher than the general basis 
which a:pplies in Official Territory. The lowest scales are truck 
competitive scales established in the South and Southwest, and the 
Texas intrastate local transit scales . . 

TABLE 83.-Relationships of intraterritoriaZ mileage scales on logs, in carloads 1 

[Eastern or Official Territory general basis=-100] 

EASTERN OR OFFICIAL TERRITORY SCALES 

General basis (single line and joint line)2_____________________________ 100 
Norfolk & We~tern Ry. Interstate (single line)a ________________________ · -82 
Norfolk & Western Ry. Virginia Intrastate (single line)• _______ ;.________ 78., 
Delaware & Hudson R. R. (single line)•-----------'1----------------·-- 78 
New York Central R. R. Michigan Intrastate (single'line)&_____________ 107 
Indiana Intrastate (single line and joint line)'--------------------.:.---- 100 

t Based on the sum ofthe rates, including Ex Parte tt!J increases, at each 25-mile interval up to 350 miles, 
exoopt as noted. 

• This is 18 percent of first class, which Is substantially the basis prescribed in Central Territory In 85 
I. C. C. 033. Minimum weight 36,000 pounds. . 

• Single·line scales of the Norfolk & Western Ry. which have general application to mill points In VIrginia;. 
Min mum weight 40,000 pounds. • · 
· • Single-line scale of the Delaware & Hudson R. R. Corporation, minimum weight depending upon type 
and size of car used. . . . . . : 

• Single-line scale of the New York Central R. R., applicable on intrastate traffic in the lower peninsula 
of Michigan. Minimum weight 40,000 pounds. (Extended from 300 to 350 miles.) 
· • Applies on Indiana intrastate traffic, minimum weight 40,000 pounds. · 
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T .\BLII 83.-Relatio•uAipa oJ il'&lraterrilorial mileage acale~ ora log~, i" carload,__ 
- Continued 

(!ast.na ot Ofnclal TtrrUorJ aaneral baal!•IOO) 

llASTJ:BN OB Ofi'ICIAL TllBBITOBT 8CA.LJ:I!I--C:Ontlnucd 

Boston & Maine R. R-Maine CentrtJ R. R.-minimum weight 70,000 
pounds (single line)' •••••••• _ ••••••••••••••••••••••• _ •••• _ •• _ • _ • • 4 7 

Maine CentnJ R. R. Intrastate-minimum weight. 40,000 pounds (single 
line)'-··········-----···---·-~----···········-----·-··········-· 81 

Maine Central R. R. Interstate-minimum weight 40,000 pound~ (single 
llne)

1 
.... ~----·-·······················-····-····-·-···--········ 83 

80t7TBJ:R.N TJ:.RBJTOR1' BCALJ:S 
Pierpont (single line)' ............................... _ ••••••••• __ •••••• 67 

· Farri~: 
Sin~tle line ••........................................................ 79 
Joinlline•o................................................... 09 

Southern veneer: 
f:ingle line u ... ..................................... _ ...... _....... .... . .. • .. '13 
Joint. line 11.. ...... ••• ........................ ••• .. • .. •• • • • • • .... ••• • • .. 94 

Alabama intrastate: 
Ringle line 11.... •• ........ •• •• ••• • .. ... •• • • • • • • • .. • • • .. ... • .. • • • • • • .. • .. .. 6l 
Joint line u.. ....... ... .. .. • . .. .. •• ... • ......... .... .. ••• ... ...... •• .. • • .... ... •• 71 

J1orida Intrastate {single line)tJ ..... ••• .. ............ ... • • • .. .. .. • • • .. • .. • .. • • .. .. .. .. 45 
Geor~;ia lntraatate (sinlde line)••......................................... 50 
North Carolina intrastate: 

~ingle line u ..... ..... ~ .... '. ..... ·-·· .............................. _.............. ll5 
JointlineY.~---···························-·····-··-········· 63 Net tra.~sit (single line): 

· Normal: 11 · 

Louisville & Nashville R. R ......... -............................ 67 
Illinois Centra.l· Yazoo & MisHissippl Valley R. R.·................ 65 
St. Louis-San Fra.ncisco Ry.. ...... ... ..... ... .. .. .. • .. • • .. .. ... .. • • ... • • .. .. • 60 

Truck Competitive: n · 
Atlantic Coa.."t LineR. R ...... .; ... _..................................... ta 33 
Louisville & Nashville n. R.. ............... --- ..... .... • • .. ........... 1s 43 
f!eaboard Air Line Ry.......................................... 18 26 
Various lines ................... · ................................... _.. •• 27 

WESTERN TRt1NB:•LINII TERRITORY !CALES 
. Michip;an-Wisconsin: 

Gross, eingle line •• _ .... __ •• __ ••• ----·-·· -------·------ .... -----· 64 
·Net transit, einp;le line ••---·-------------··-·-·----------------- 40 

Chiea.sr:o & North Western Ry. & Chicago, Milwaukee, St. Paul & Pacitio 
R. R,Minnesot&-Wisconsio (single line)2o •••••••••••••• ~------------ 91 

'Single-line scalet of the Boston • Maine R. R., and MRine Central R. R .• wblcb apply on both loter-
atate and Intrastate tramc. Minimum weight 70,000 pounds. . 

• 8ingle-llne s~IP! of the Maine Central k. R. suhlect to minimum wehtht of 40,000 pounds. 
• Pret~cribed In 60 L C. C. 81 (an(l other catwe) for 1 mlted appllratlon but I'XtP.nded hy carrter1 for Jrtmeral 

application between Carolina and Southeastern points, ellcludlna the }'lorida Peninsula. Minimum 
weight 40,000 pounrls. 

ae Prescribed ln 178 I. C. C. 871 for application frnrn nriout polnttln the South to dest!Datlonl In Ten• 
DeMI'e: Minimum weight Is II:Pnerafly 40,000 pounds. 

u Pret!cril>t!t11n 62 I. C. C. &19 for application from points In Booth Carolina to dt~~tlnBtlonl In North 
Carolina. Minimum weight 40,000 pounds. (Constructive acale for dlstanf'e under 100 mill'S.) 

t2 Prescribed by the Alabama Commission In Docket4136, Apr. 20, 192a. Minimum wehrht40,000 pound&., 
II SIDgle-Hne !ICBle of the Seabosrd Air Line Ry. which has application on short logs movlnl(lntrutateln 

J'lorida. Minimum weight 40,000 pounds. 
•• Slnttll~llne scale prtl!ICrlbed by the Georgia Comml~lon. Minimum weigh& 40,000 ponnds. 
u Prescribed by t.ha Nortb Carolina Commission ln Circular No. 251, .Aua. 6, 1923. Minimum welab& 

CO,OOO pounds. 
11 Single-line nnrmal net tran!ltt acalet of the Loulsvffie & N811hvllle R. R .• Jill noll ('entral R. R., Yazoo 

11 Mississippi Valley R. R. and St. Loui•SIUl J'ranclsco Ry. (Extendedlrom 300 to 350 mUet.) Minimum 
weight Is renerally 40.000 ponnd&. 

a1 Single-line truck eompetltlve Det transit scalee of the Atlantic Coa.~t Line R. R., Lonfsv111e & Nub
TilleR. R .. Seaboard Alr Line Ry.and other linH. The minimum weight 11180,000 pounds, PCI'Pt that It 
Is 60,000 pounds and GO,OOO pounds for the A.tliUltle Coaat LineR. R. ud Lou.ilvUie • NuhvUie R • .a .• 
ft!lpectively. 

•• BASed on the 10m of the rates, lncfud!Dg El p,.,, te lncreuel, at each 23-mlle Interval up to 125 mllea. 
"Single-line gr088 and net transit scales of the Chicago & Nortb Weetern R. R. and Cblcqo, MllwAUII:ee, 

J!t. Paul & Paeifte R. R., whlcb apply betwet~n po!Dts In Michl~ anct Wisconsin, OD nwlop, carloada, 
minomum weitJbl llO,Ono pounds. (Or088 IC&Ie e.ll&ended from aoo tD 3150 mill'lll.) 
. • BIDgle-Une tca1es of the Chicago & North Weetem R. R., and Chlcatto, Mlhrankee, Bt. Paul lc PRCtfte 
R- B., whJch appl7 trom pomsa La .M.Inneaota to destinattona In Wiacooain. Minimum 1felih& GO,OOO 
pouDda. 
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TABLE 83.-Relationships of intraterritorial mileage scales on logs, in carloads-:-
Continued · . 

[Eastern or Official Territory general baslS=lOOJ 

WESTERN TRUNK-LINE TERRITORY SCALES-continued 
Walnut logs to Missouri River points (single line)n____________________ 85 
Missouri intrastate: . l 

~ingle line 23 ___ ~ ______________________________ -- ______ ...; _____ .., _ 98 
Joint line 23 ____________ ...,. ___________________________ --: _ --- _.,. ... .., ~~~ 

SOUTHWESTERN TERRITORY SCALES ' 
* ' .. 

Normal Net Transit Scales: 
Chicago, Rock Island & Pacific R. R. (single line): 23 

(a>------------------------------------~-----~--~-~:---~
<~---------------------------------~----------~---~-..:----

1\IisRouri Pacific R. R. (single line)2'--------- ... -------------------.,.--~-
St. Louis Southwestern Ry. (single line): 26 

63 
75 
63 

~b~==::::::::::::::::::::::::::::::::::::::::::::::::·:::::::: ' ; ~~ 
<~-----------------------------------------~--------~-------. 77 (d)__________________________________________________________ 80 

St. Lo11is-San Francisco Ry. (single line) 26 ____________________________ ' 61 
Texa.<~ intrastate: 

Single line 27 _____________ _! ___ ___ ------------------------------

Joint line 27 _______ ---- ___ --- __ ----------------·- ___ .:.:. ----------
Texas local intrastate (single line): 28 

75 
'88 

(a) __________________ ------- _____ -_ _______________ ,. ... · __ ---·--·--, 2D 23 

(b)-----------------------------------------------------------. ' 29 28 
Truck competitive net. transit scales: ao 

Interstate except to Memphis, Tenn. (single line).,. ____ _: ____ ~--·----'- 18 27· 
To Memphis, Tenn., only (single line) _____________ ..; ____________ .,. __ 18 34 
Arkansas intrastate (single line) _______ -,-- ______ ~,. ___ ... -2.,.-i----- __ ,;_ . 18 26 
Oregon-Washington hardwood (single line)31~-------------'-------- 29 52 
ldaho-\Vashington (single line)S2_________________________________ 2D 32 
Washington intrastate (single line)S3 _ _ _ _ _ _ _ _ _ _ _ __ _ __ __ __ __ _ _ ____ _ · 29 26 
Idaho intrastate (single line)3'-----------'------------------------ 29 31 

. ' 
II Sin~le-llne truck competitive scale applicable only on walnut logs from points in Kansai, Missouri, 

Nebraska, and Iowa to Omaha, Nebr., Kansas City, Mo., and other Missouri River points. It was before 
the Commission in 241 I. C. C. 447. Minimum weight 60,000 pounds. • . 

u General intrastate scales applicable betwel'n points in Missouri. Minimum weight 30,000 pounds. · 
n ~in~le-line normal net transit scales of the Chicago, Rock Island & Pacific which apply to first transit 

point and where the out-bound products are 20 percent or more of the in-bound logs. (Higher scales appli· 
cable to ~!'cond transit point and where out-bound products are less than 20 percent of the in-bound logs.) 
(a) Applicable bl'tw!'en stations in Arkansas, Louisiana, Oklahoma, and Texas, except will not apply on 
T!'xas intrastate traffi(). (I>) Applicable between Memphis, Tenn., and stations in Arkansas. LoUisiana. 
Oklahoma, 11nd Texas. Minimum weight generally 40,000 pounds. . . . · . . . ' 

tt Single-line normal net transit scale of the Missouri Pacific R. R. Minimum weight 40,000 pounds. 
u ~in~le-line normal net transit. scales of the St. Louis Southwestern Ry ., which apply: (a) To all stations, 

excPpt 1\1 em phis, Tenn., where the out-bound products are 20 percent or more of the in-bound logs; (b) to all 
stations t>xcept Memphis, Tenn., where the out-bound products are less than 20 percent of the in-bound logs; 
(c) to r.f<>mphis, TPnn., only where the out-bound products are 20 percent or more of the in-bound logs; and 
(tl) to Memphis, Tenn., only where the out-bound products are less than 20 percent of the in-bound logs. · 
The minimum wei~ht is generally 40,000 pounds. · ' 

ae Sin~le-line normal net transit scale ofthe St. Louis-San Francisco Ry., except not applicable to M;emphis 
Tl'nn. Minimum wei~ht 40,000 pounds. 

• 37 Texas intrastate net transit scales. Minimum weight 30,000 pounds. 
18 Texas local intmstate single-line net transit scales. Rates on a per car basis subject to a maximum load · 

ilO,OOO pounds. Scalt'S (a) and (b) have different applications. · ' 
n Rased un the sum of the rates, including Ex Parte l!S increases, at each 25-mile interval up to 200 miles. 
ao Single-line truck competitive net transit scales which apply (a) bet:y.reen points in Arkansas, Louisiana, 

and Okh1homa on interstate traffic; (b) from points in these States to Memphis, Tenn.; and (c) on Arkansas· 
intrastate trallic. Minimum weight 30,000 pounds. ~ · . 

•• Sin~le-line scale applicable on hardwood logs interstate between floints in Oregon and Washington. 
Minimum wt>ight 50,000 pounds. · 

u Sin~ll'-line scalt•s of the Chir.ago, Milwaukee, St. Paul & Pacific R. R. and Northern Pacific R; R., 
which apply on interstate trallic between points in Idaho and Washington, east of the Cascade Mountains. 
Minimum 8,000 and 7,000 feet (board measure) on the Chicago, Milwaukee, St. Paul & Pacific R. R. and 
Northl'rn Pacific R. R., respectively. 

aa Single-linll srale gem•rally applicable on Washington intrastate traffic. This scale Is published in cents 
per rar not exceeding RO,OOO pounds. · 

" Single-line scale of the Chicago, Milwaukee, St. Paul & Pacific R. R. applicable on Idaho intrastate 
traffic. Minimum 8,000 feet (board measure) or approximately 80,000 pounds. ,. 
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L. LUMBER 

Lumber irs produced in all or the five rate territories with the 
preponderance of the production in ~tountain-Pacific and Southern 
Territories. Lumber moves chiefly on commodity rates, and the 
levels of these rates are afl'ectcd by competitive modes of transporta
tion and by the competition of prOducing areas. Lumber rates apply 
on man1. related art1cles specifically enumerated in the lumber list in 
the ta.ritl's. Amon~ the articles commonly included in the lumber 
list are wooden pavmq blocks; box or crate material; cooperage stock; 
flooring-; grain doors; lath; lumber with edges glued together forming 
a contmuous flat surface; mouldingf· pilingt telegraph and telephone 
poles; pole-line construction materia, induuing cross arms, cross arm 
braces, insulator brackets, insulator pins, and pole stcpsi posts; 
shin~les; and railroad tics. Some of the articles 10 the lumoer list, 
part1cula.rly cooperage stock and box or crate material are frequently 
given rat,es lower than apply on lumber. 

OJ'fiCl.AL TERRITORY 

Rates were prescribed on lumber between points in Official Terri
tory on the basis of 25 percent of the fust-class rates in Lumber 
6etu:em Points in Official Territo1jJ, 214 I. C. C. 493 (1936). Since 
that decision the carriers have voluntarily published 22.5 percent of 
first class but there are many point-to-point commodity rates designed 
to meet motor competition, and there are also several individual-line 
mileage scales in effect. 

SOUTHERN TERRITORY 

In .Adams-Bank Lumber Co. v . .Aberdeen & Rockfi~h R. R. Co., 157 
I. C. C. 280 (1929), the Commission approved a general revision of 
rates on lumber for application quite extensively throughout the 
South. In the construction of these rates a distance scale was used 
as a guide which has been recormized by the Commission as o. standard 
of reasonableness in numerous later cases, and which has also been the 
basis for voluntary adjustments of lumber rates in 'the Soutb. For 
distances up to 100 miles, both single-line and joint-line scales were 
used. Considerable grouping was pennitted. Differentials were 
authorized for the area south of Jacksonville and River Junction, Fla., 
and for certain weak and short lines. 

In 1940 the carriers readjusted lumber rates in Southern Territory, 
building them around a mileage scale, known as the compromise scale,' 
which is the same for both single-line and joint-line hauls, and is lower 
than the Adams-Bank scale. The compromise scale however did not 
entirely supersede the previously existing bases o/ rates. fn some 
instances group rates approved in the Adams-Bank case were con· 
tinued, while in others rates were reduced to a slightly lower basis. 
The group adjustment from the Southeast and from the .1\Iississippi 
Valley to the Ohio River was continued-an adjustment which had 
been maintained since 1915, and which was approved in Rates on 
Lumber from Southern Points, 34 I. C. C. 652 (1915), 36 I. C. C. 137 
(1915). 
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SOUTHWESTERN TERRITORY 

The rates on lumber i,n the Southwest are characterized by e~~t~nsiva 
grouping of origins and destinations. On. traffic to St. Lo~, Mo., 
Cairo, Ill., and Thebes, Ill., the area south of the Arkansas River to 
the Gulf constitutes an origin group known as the Southwestern 
Yellow Pine Blanket. The area north of the Arkansas· River 'iS
divided into several origin groups for traffic moving .to. the, same 
destinations. , . · . · · · · · · 

Other group adjustments. are those from the producing territory .in 
Arkansas, Louisiana and Oklahoma · to points in. Texas,' and from 
points in Arkansas, Louisiana, and Texas, and from Memphis,. Tenn.t 
Vicksburg, Miss., New Orleans, La., and other east· bank Mississipp1 
River crossings, to destinations in Oklahoma. , 
. In 1940 and 1942 the carriers voluntarily adopted. a truck-com~ 
petitive scale on lumbeJ.' for limited application between points'_ ill 
Arkansas, Louisiana, Oklahoma, and Texas. · This scale, where used, 
is not always applied for the continJ].ous distance froiD: origin to 
destination, but is used to construct through rates on a combination 
basis by applying the scale from point of origin .to a certain junction 
and from that junction to final destilnation. · Table 84 . compares 
point-to-point lumber rates in the Southwest with rates for the same 
distances under various other scales. It will. be observed that the 
rates shown average about the same as would result from applying the 
Official Territory prescribed basis. I . .. . . . " , · · · · , 

' ~ ' 

MOUNTAIN-PACIFIC TERRITORY 
' 

The present rates on lumber between points in Mountain-Pacific 
Territory are not on a consistent or uniform level. Generally,. these 
rates reflect extensive grouping of origins and destinations and it 
appears that, for the most part, both the rates and groupings· :were 
voluntarily adopted by the carriers. In some instances, . however~ 
certain origin or destination relationships and a few specific adjust-
ments have been prescribed by the Commission. . · . ' , . 

One of the most important movements in Mountain-Pacific Terri
tory consists of lumber, box material, and other. articles from points 
of production in California, Oregon, and Washington, to destinations 
in California. California consumes a large amount :of lumber and 
related products, the greatest consumption centering arourid Los 
Angeles, and San Francisco, and their environs. Water-borne 
lumber from Portland, Oreg., and other points largely supplies the' 
two great markets around Los Angeles and San Francisco Bay. The 
interior markets of California receive the bulk of their supplies all-rail 
from California and Oregon mills. The water-borne movement to 
Los Angeles Harbor and San Francisco Bay p~ts has had a decided 
influence on the rates from all shipping points to destinations in the 
State of California. Requirements of the Railroad Commission of 
California have also influenced the level of the interstate rates to Cali
fornia destinations, and have resulted in rates that are generally lower 
than those in effect to other points in Mountain-Pacific Territory.8 

The lower level of rates into California is shown by comparing the 
"' !' 

1 Loa Angelea Lumber Products Co. v. Southern Pacific Co.,104 I. C. C. 297 (1925). 
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rates shown in table 85 with those shown in table SG. Thrsc tablrs 
a13o compare reprt'sentative ratt's in 1\[ountain-I>acitic Tt'rritory with 
the milt>agtibases in Official and Southern Territori('s. The ratrs on 
lumber from Portland, Oreg., and from the '\'illa.mrtte Valley which 
is south of Portland, to San :.~rancisco and other California {lrstina· 
tions have been before the Commission on several occasions. Sro 
U'"tsltm Ortgon Lum6tr Afjr1. Ass•" v. Southtm Pacific Co., 14 I. C. C. 
61 p908); Ortgo'" dl' lrashingto"' Lumber A.fjrs • .ttss•n v. So-uthern 
Patifi,e Co., 211. C. C. 389 (1911); and lnman-Po·ulstn Lumber Co. v. 
So-uthern Pacific Co., 42 I. C. C. 275 (1916). The prrsrnt rates in 
manr instances are the r~sult of those decisions, modified by ,the gcn· 
eral mcreasrs and reductaons. · 

The rates shown in tables 85 and 86 are those on softwood lwnbrr. 
In certain instances the rates on hardwood lumber are on a higher 
level than the rates on softwoods. The hardwood movemen.t, how
ever, is comparatively small in this territory. 

SUMMARY 

· Prescribt>d or approval levels of ratrs on lumbrr in tho South and 
in Official Territor_l'_ have given way to lower rates adopted voluntarily 
by the carriers. The existence of numerous group adjustments, with 
some of the ~oups covering wide areas, makes comparisons of actual 
rate Jen•ls d1fficult. Comparison of the levels of tho vnrious scalrs, 
including also ·avenLges of representative rates in Southwrstem 
Territory and in ~lountain-Pac1fic Territory are shown in table 87. 

T.t.BLil 8-l.-Rate~ on lumber,'in earload1, between point1 in SouthweBltrn Terrilcn-1J 
compared with rate~ under rariou• lumber 1cale1 . 

[RatM !howalnelude the b Parll 11.1 Increases. Ratea ln ct~nta per hundred pounds] 

. Mlleaae 11C8lee• 

Short-
J'rom- To- line J>re.~ent Southern Official 

dlstancea ratea 
(lnlles) 

Ar!am~o Com· Cla~!l Cl~a 
Bank promise :l&K 2'.1.6 

Dulbt>rt. A.rll: ____ •••• Memphl~t, Tenn .. • 8.5 IU 4.6 8 I 
Van Buren, Ark .••• _ Spiro. Okla. ___ ••• 22 JJ lUI I!. I 9 ' J'ayPttevlllelArlt •••• W!'stvllle. Okla ••• 3:1 7 7.1 8.6 10.5 10 
De Ridder. a ••••••• BlmkwOOtiT Tr.x •• M l:l 7.6 8.6 10.6 10 
Madison. Ark .••••••• Memghts, eon .• ... IU ' 7 1:l 10 
tlhreverort, La ....... Mara all. Tes ...•• 4:1 14 ' 7 13 10 
Forrest City, Arll: •••• MPm~hi'l, Tenn_. .... 1'J ' 7 13 10 
A~hdown, Ark ....... ldahe • Okla. __ ••• 4& u • 7 13 10 
Deni~n. TelL ••••••• Btrlnl{town'r Okla. 118 24 10 7.6 13 11 
Jonesboro, Ark ••••••• M"mphie, enD._ 84 13 10,5 8 1:1 1:3 
Ashdown, Ark ...... - Jp,l!erson, Tn .•••. 71 2& 13 8.11 14 13 
Neoshf), Mo .•...••••• Pryor, Okla ....... 7,~ 20 13 II.& u 1:t 
Fort Smith, Ark ••••• Musk~Pe, Okla •• 77 14 13 8.6 H };l 

KiotiPr. La ........... Bt'ltumont. Tex .•. 83 9.4 12 t It 13 
Shrev"lu::• La __ •• , ••• Bi,. 8Rndy, Tn ••• 1!6 23 12 ' u 1l 
De ll.it der. La .•••••. Port Arthllf', Tes .. tl\ 9.5 t:l 1),6 1.5 14 
Crowley, La ......... Bf'llumonr, TPx ... Ill 12 H 10.6 18 u 
Shrenport. La ....... JaeksonviliP.. Te:a 117 2IS H 10.5 18 16 
Crowley, La ... ----·· Be!!.~mBy, Tes .•••• 12:1 22 H 11 17 15 
'Fort Smith, Ark ..... Tuba. Okla ...... 12!~ 114 J4 11 17 u 
Poplar Blulf. Mo ..•. Memphi'o Tenn._ 13:t 18 1.5 11. & 17 1& 
Sibley. L1t.. ..•.•••.•. lHontro ..... Ark .••• 1:!9 12 liJ II. 6 17 18 
Denton. Tn ····---•- Aria. Okla ......... 143 25 13 12 18 16 
Ashdown, Ark ....... Tyler, TP:t ........ 147 23 15 12 1" 16 
Fayetti'Vill~>. Arlr: •••. Tul"'t, Okla ....... 1/ift 19 1.~ 12.6 114 17 
Winfield, La ......... McOet!Pe, Arlt .... 1113 1~ 18 ' 13 Ill 17 
Alt>undria. La ...... Port Arthur, Tex. 1114 M 16 13 lit 17 
Poplar Bluff, Mo .••• IJttlt" Roell, ArlL 11!0 l.il 16 13.6 19 17 
8 utt rt,Ark ••••••• Poplar Bluff, Mo. • 11!2 19 17 14 19 18 ~ ga 

Footnotea at end of table. 
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TABLE 84.-Rates on lumber, in carloads, between points in Southwestern Territory· 
compared with rates under various lumber scales~Cont~n~~.~-i 1110 ). 1, (..· 

(Rates shown include the Ex Parte 1£3 increases. Rates in cents per hundred poundsl , . 
-

I 

Mileage scales 1 

Short-
From- To- line Present Southern Official 

distances rates 
(miles) 

Adams- Com.-. Class Class 
,Bank promise 25K. 22.5 

Lindale, Ark .....••.• Memphis, Tenn._ 183 18 17 14 19 ' 18 
llot Springs, Ark ____ _____ do ..... __ .• ____ 186 18 17 J4 19 18 
Tinsman, Ark ________ _____ do _____________ 191 18 17 14.5 .19 18 
Shreveport, La _______ I,ittle Rock, Ark .. 203 18 18 15 20 19 
Brinkley, Ark ________ Rock Island, Okla. 222 18 19 '16 21 I 19 
Alexandria, La.------ Houston. Tex .•.•• 228 - 15 19 17 21 19 
Little Rock, Ark ..••• Muskogee, Okla •• 231 24 19 17 21 20 

Do .•. __ . __ •• ____ . McAlester, Okla .. 233 24 19 17 21 20 
Do .•..•..• ------- Hugo, Okla .•••••. 234 24 19 l'l 21 20 

'Fordyce, Ark ...••••. Wister, Okla •••••• 243 119 '20 . 17 22 20 
De Q,ulncy, La _______ Tyler, Tex ...••••• 246 25 20 17 22 - •. 20 
l<'ort Smith, Ark .•.•• Waskom, Tex ..... 269 25 21 18 22 21 
Shreveport, La _______ Sallisaw, Okla .•.•. 269 20 21 18 22 21 Monroe, La __________ Hugo, Okla.------ 272 25 21 18 22 .. 

21 'Winfield, La _________ Houstonc Tex ... __ 275 . 18 21 18 22' 21 
Shreveport, La _______ Forrest ity, Ark. 277 21 21 19 22 21 

Do ........ ----- ••. Galveston, Tex .•.. 281 16 22 19 . 23 ' '22 
Tinsman, Ark .•..•.•. Wylie, Tex ........ 286 25 22 19 23 22 
Ruston d. La .... ------- Durant, Okla .. ___ 293 2.~ 22 19 '23 22 
Alexan ria, La ••••••. Buffo, Okla ••••••• 301 • 25 23 20· 23 22 Do __________ .•••• ])alas, Tex ....... 307 25 23 20 23 22 
J,ittle Rock, Ark ..... ..... do ............. 332 25 24 21 24 23 
Eu(lora, Ark ......... Huj;o, Okla: ...... 335 29 > 24 21 24 .. 23 
Little Rork, Ark ..... Ar more, Okla .... 3::16 25 24 21 24 23 
Alexandria, La ....... Fort Worth, Tex .. 338 25 24 .. 21 24 23 
WaskomLTex ........ Memphis, Tenn .. 342 22 25 21. 25 

' 
23 

Bunkie, a ... ------- Higginson, Ark .•. 350 22 25 21 \ 2.~ 23 
Little Rock, Ark ..... Oklahoma City, 353 25 25 22 25 -1. 23 

. Okla. - ,. ])o _______________ 
Fort Worth, Tex .. 362 25 25 22 '· 25 24 

Hugo, Okla .......... Memphis, Tenn._ 365 31 25 22 25 24 
Lake Charles, La.~-- Little Rock, Ark .• 370 22 2.5 22 25 24. 
Eudora, Ark ......... ·I> alias, Tex. ______ 271 27 25 22 25 24 

Do ............... McAlester, Okla .. 372 29 25 22 25 24 
Alexandria, La _______ Ardmore, Okla .... 385 28 .. 26 24 26 25 
Wheatley, Ark ....... Dallas ,Tex ....... 399 33 26 24 ' 26 [ I• ·--25 
Enid, Okla ........... Little Rock, Ark •• 405 26 27 25.·5' 26 ' 25 
Little Rock, Ark ..... Enid~kla ........ 405 30 27 I 25.5 26 ·25 
Crowley, La.-------- Fort orth, Tex .. 416 27 27 25.5 26 25 
Alexandria, La ....... McAlesterh Okla •• 420 26 27 - 25.5 '26 25 
Wheatley, Ark ....... Fort Wort , Tex .• 429 33 28 26.5' 27 26 
Alexandria, La ....... Ranger, Tex ...... 433 27 28 26.5 !}.7 26 
Eudora, Ark _________ Ardmore, Okla .... 437 31 - 28 26.5 27 ,. 26 
Alexandria, La _______ Muskogee, Okla ..• 441 28 29 27.5 28 26 
Little Rock, Ark ..... Ranger, Tex.----- 457 27 29 27 .. 5 :_ 28 I . ,26 
Crowley, La ......... Ardmore, Okla .... 462 31 29 28 28 27 
I> alias, Tex .. -------- Memphis, Tenn .. 463 24 29 28 .. 28 27 
Alexandria, La ....... Oklahoma City, 486 28 29 28 29, 27 

Okla. 
Eudora, Ark ......... ...•. do ..•.• -------- 492 31 29 28 29 27 
Fort Worth, Tex ..... Memphis, Tenn ••. 493 24 29 28 29 27 
Alexandria, La _______ Abilene; Tex ...... 499 29 29 28 29 27 
Little Rock, Ark ..... Altus, Okla ....... 499 31 29 28 29 27 
Crowley, La ......... Ranger, Tex .•..•• 511 29 29 28 29 28 
Franklin, La _________ Van Buren, Ark .• 518 29 29 28 29· 28 
Crowley, La ......... Muskogee, Okla .•. 519 31 29 28 29 28 
Little Rock, A.rk ..... Abilene, Tex ...... 523 29 30 29 30 29 
Alexandria, La ....... Altus, Okla ....... 524 31 'i8 

29 30 29 
Wheatley, Ark _______ Ranger, Tex. _____ 524 35 29 30 29 
Blytheville, Ark •• ___ Oklahoma City, 541 30 29 32 29 

Okla. 
Eudora, Ark _________ Enid, Okla ________ 544 35 30 29 32 '29 Do _______________ 

Abilene, Tex ...... 563 31 32 30 32 30 
Crowley, La .. ------- Oklahoma City, 563 31 32 30 32 . 30 

Okla. I>o _______________ 
Abilene, Tex ...... 568 31 32 30 32 30 

Tempi~ Tex _________ Memphis, Tenn .•. 569 26 32 • 30 32 30 
Alexan ria1 La ....... Enid, Okla ........ 573 32 32 30 32 30 
San Antomo, Tex .... Little Rock, Ark .. 575 24 32 30 32 30 
Eudora, Ark _________ Altus, Okla .•••••• 585 33 32 30 '33 30 
Wheatley LArk ....... Abilene, Tex ______ 590 35 32 30 33 30 
Crowley, a._------- Altus, Okla ........ 601 33 33 31 33 31 
Paragould, Ark ...... Graham, Tex •• ~-- 611 35 33 31 33 31 

Footnotes at end of j:able. 
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T.uus.&.-Rat~a 01\ launlm·, i" c:arl4)0dl, beliL'fl" point• ill SouChwealef'fl TtrrilOI'fl 
eomiGrtd wit.\ ratea undn parioua l~£mb•r ~ealea-Continued 

IRattt ahllwa Include lht J:J PvltiU lncreaatt. Ratttla eenb per buntlred pounds) 

; MllllRit toal811 

.. Short-
~'nat- To- lint r~nl Soutben. omoJal 

dlstanCH ratca 
(mUee) 

A,IUTI!Io Com• ClBM Cbu11 
Bank prom1st 23K 22.1 

McN•Il, Ttl .•••••••• Mttmphls, Tena •• 814 21 33 81 33 81 
[IVSI(Ou):!t Ark- ••••· llobart, OIIIL •••• 823 34 33 81 a. 81 

lttle Roe • Ark ••••• Amarillo, TtJL •••• e:n 81 33 81 a4 81 
Sbrnepnn, La. •••••• Dlllbart, Ttl •••••• 834 83 33 at 84 u 
A lt>llanllrtn. La.. •••••• AIYa, Okla.. ••••••• Ml ~~ 84 a~ 33 ~~ 
Crowt..y{, La ..••••••• .f.nld, Oil Ia.. •••••• 1110 34 84 ll:l 35 n 
J>arl\llOU tf, Arlt •••••• An11t1n~ TtiL ••••• 11113 33 84 3~ 3~ 3~ 
l111n MIU'rol, Te:t ••••• Memr, 18, Tttnn ••. 6/\14 21 a .a 3~ 113 3~ 
lllytbnlill'l, Ark ••••• Elk Clty

0 
Okla. ••• 61\4 3IJ a• 3~ 31\ 33 

J'rantlln, L&.···-··· llobart, kla ••••• 8117 3a 114 3~ 3~ 33 
Awxantlrla. La.. •••••• A mar ill:\ Tel ••••• flllg 31 34 81 35 33 
J>arallOUid, A.ll •••••• Abllenfl, •a •••••• 87g 34 34 3~ ~~ aa 
:l:intl•r, La- •••••••••• Al•a. Oltla. ••••••• lllO 85 M 33 36 3-t. 
W b .. atlt>); Art .•••••• AmRrUlo, Tell .•••• 6116 87 85 83 36 a.. 
Ntt08hob to .•••••• _. O!Vdt>ndale, Tel •• 703 34 34 3a 38 a• 
Lake C arlee, La •••• Woodward, Okla.. 714 87 33 33 36 84 
Xinrln, La. •••••••••• ••••• do -··········· J17 87 3a 3J 36 a.. 
JlhnliD!Inn. Arlr •••••• Allc•. Tell .••..•••• ... sa 31' 3:J 3ft J4 
J>ar81lould, Ark •••••• Sweetwater, Tu •• 720 37 81\ aa 36 34 
J:11dora, Ark ••••••••• Amarillo, Ttl. •••• 730 aa 36 84 37 8t 
Crowlell La.}; •••••• .' .••. do. •••••••••••• 747 33 3tl 34 37 35 
J>oplar lulf, lo •••• Baker, Okla. •••••• 748 47 36 34 37 38 
Greenwood, Ark ••••• Alpine. Tell ••••••• 7114 84 .38 84 37 35 
S&uttprt, Ark ••••••• Dalhart, TilL ••••• 7116 37 37 3/l 38 3& 
lloxle, Arll:·-········ Bolae Ci3' Oltla.. 770 4ft 37 as 38 3ll 
:Monroe, LL ......... Hooker, kla ••••• 770 ... 37 85 38 aa 
Gould, Ark •••••••••• E!fle PUll, Tea. •• 778 u 87 35 38 83 
Bunkie. LL •• ··-··· D bart

0 
Tea •••••• 781 aa 37 85 38 36 

1\lfonroe, La. ••••••••• KejJee• kla.·-··· 781) 46 87 3/l 88 36 
Xlnder, La..-••••••• Da bart, Tea •••••• 800 83 37 as 8/J 38 
W IDfteld. La ••••••••• Libbey, Okla. •• _. 801 .. 6 38 38 39 37 
1onesbo~ Art ••••••• Lubbocll:, TeL •••• 803 37 38 36 ag 37 
J>aragoul , Ark •••••• Allee, Tea.·-····· 81\) 33 38 36 39 37 
Lake Char lee, La •••• J>residlo, Tu •• - •• 823 37 38 38 3g 87 
AbbevUie, La. ••••••• J>ecoe, Tell •••••••• 821 36 88 36 40 37 
Bunkie, La ••••••..•• Alpine, Te.l ••••••• 821 84 38 38 40 37 
Cape Olrardeao. Mo. Snyder, Tell.-··· •• 144 4l 39 37 40 a7 
Campbell, Mo ••••••• Gardendale, Tell •• 111\0 41 3g 37 40 87 
OJ!tiOWlllll, LL-·-·· Boille Citf' Okla.. 8113 4/l 89 87 40 38 
A beville, La .••••••• Dalhart, e.x •••••• 864 83 3g 37 .-tO 88 
Campbell, Mo ••••••• MidJRnd, Tu ••••• 8114 46 39 37 40 88 
Malvern, Ark. ••••••• Presidio, Tea •••••• 8116 37 39 37 40 38 
Franklin. La. •••••••• Morse, Tea. _ ••••• 871 85 8g 87 40 38 
Truman. Arll: •••••••• Baymond dllt, 880 81) ag 38 41 aa 

Tex. 
Bot 8prlnlt!, Art •••• Presidio, Tex .••••• 887 87 40 38 41 38 
New Iberia. La •••••• Bolat Cit{: Okla •• 896 46 ..0 88 .. 1 38 
Baldwin, La ••••••••• Bater, 0 Ia ..••••• 110:1 .... 40 31) u 39 
Abbeville, La •••••••• Boise Cltf' Oltla •• ~ 46 ..0 3g 4:1 ' 89 
Camden, .Ark •••••••• El Puo, u •••••• 911 83 ..0 39 n 31) 
Winfield, La. •••••••. ••••• do·-·········· 921 ~~~ 41 3g u 40 
Monroe, La •••••••••• ••••• do ••••••••••••• 93~ 35 41 39 n 40 
Batesville, Ark·-···· Alpine, Tel .•••••• 940 46 41 39 4:1 40 
Piggot&, Arll: ••••••••• Harlingen, Te.x •••• H:J ..0 41 39 u ..0 
Neosho, Mo .••••••••• El Paso, Tell .••••• 941) .... 41 39 n 40 
Campbell. Mo ••••••• llarlingen, Te1 .••• 96:1 44 41 39 43 40 
Alellandrla, La_ •••••• El 1'11!!0, Tn .••••• 9/l:l 35 41 3g 43 40 
J>oplar Blutr, Mo •••• McAllen, Te.x ••••• 1161 .... 4~ 40 43 40 
Fayetteville, ..A.rll: •••• El PBIIo, Tn ..•••• 11116 31' 42 40 43 40 
Dexter, Ma.. ••.•••••• Harllngen, Te.x •••• 97:1 ... 42 40 43 ..0 
Little Roell:, Ark. •••• El Puo, Tea. ••••• 976 86 4:1 ..0 43 41 
Pine Blut!, Ark •.•••• .•••• do ••••••••••••• Dill 35 4:1 ..0 43 41 
JQnder. LL ••••••••••.•••• do ••••••••••••. 1186 35 42 40 43 " Average relation to present rates (pt>rceut)_ ·--··---- J(lO I IHI-8 89.:11 100.a 1 94.2 

t Tbe Adam&-Ban)[ and Southwestern ICales e:~tended beyond 800 mnes and 700 miles, respectively, at 
aame rate of progrewon appearinr~ln l1111t several mlleage blockt of theM scales. · 

• Rate on lumber, etc., other thl\ll yellow pine and cypress Is 18 cents. 
I Bate on lumber, ete., other than yellow pine and eyprese ls 22 cents. 

·Tariff, •ut/wrltlu.-Ag~nt 1. :R. J>eel's I. C. 9· No. 8283. A ~rent 1. B. Peel'al. C. C. No. 3473. Agent 1. 
B. Peel't J. C. C. No. 3.300. Agen& l. B. Peel 1 I. C. C. No. 34M. · 
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,, 

TABLE 85.-Role3 on lumber, in carloads, in Mountain-Pacific Territory to destina
tions i:n the State of California compared with rates under Official and Southern 
Territory lumber scales ' , , 

[Rates shown include the Ez Parte US increases. Rates In cents per hundred pounds] · 

From-

Klamath Falls, Oreg. 
Do •• -------------
DO.--------------
Do.--------------
Do .•• ------------
Do .• -------------Grants Pass, Oreg. ___ 

Klamath Falls, Oreg. 
Orants Pa.~s, Oreg ____ 
Klamath lt'alls, Oreg. 
Grants pass, Oreg. ___ 
Klamath Falls, Oreg. 
Grants Pa.c;s, Oreg .••• 
Klamath Falls, Oreg. 

Do •••• ----------· 
Do •••• -----------
Do .• -------------
Do.--- •••. --·----
Do .... -- .• --.----

Grants Pass, Oreg .••• 
Portland, Oreg .••..•• 
Klamath Falls, Oreg. 

Do._-.---·-------Porthwd, Oreg _______ 
Do._ •• --- .• -----· 

rants Pa."S, Oreg ..•. 
lamath Fall~, Oreg. 
rants Pass, Oreg ____ 
lamath Falls, Oreg. 
ortland, Oreg _______ 
lamath Falls, Oreg. 

G 
K 
G 
K 
p 
K 

l)o.--------------
p ortland, Oreg ------

Do .•... ----.----· 
Jamath Falls, Oreg. K 

G 
p 

rants Pa.~s Oreg •••• 
orland, Oreg ________ 
larnath Falls, Oreg. K 

eattle, Wash.-------
rants Pass, Oreg ____ 

. s 
0 
p ortland, Orcg _______ 

pokane, Wash ______ 
"lamath Falls, Oreg. 
eattle, Wash ________ 
"lamath Falls, Oreg. 

To-

Dorris, Calif ______ 
Jeromy_ Calif ______ 
Grass ake, Calif_ 
Up~ Calif. _____ 
Ore a, Calif ____ · 
Delta, Calif. •• ----
Mount Shasta, 

Calif. 
Matheson, CaUL. 
Sims, Calif.------· 
Cottonwood, Calif. 
Dorris, Cali f. _ . _-. 
Rud Bluff, CaliL. 
Redding, Calif__ •• 
Chico, Calif _______ 
Biggs, C-alif .. -----
Marysville, Calif •• 
Lincoln, CaUL----
Sacramento, Calif. 
Lodi, CaliL---·---
Polk, Calif ..••..•. 
Montague, Calif.-
Lyoth, Calif ______ 
Modesto, CaJif ____ 
Edgewood, Calif •• 
Likely, Calif-----· 
Placerville, Calif.. 
Merced, Calif .•••. 
Santa Rosa, Calif •. 
Madera, Calif _____ 
Coram, Calif. _____ 
Fresno, Calif. ••••• 
Selma, CaliL.----
Paxton, Calif ______ 
Tehama, Calif ____ 
Tulare, Clllif------
Willits, CaliL----
Chico, Calif.------
Delano, CaliL •••. 
Montague, Calif._ 
Visalia, Calif. _____ 
Oroville, Calif _____ 
Dorrisc Calif. _____ 
Saco, aJif. _______ 
Edgewood, Calif.. 
Bakersfield, Calif_ 

Short-
line Present 

distances rates 
(miles) 

22 4.25 
40 6.6 
61 7.6 
00 10 

110 1L5 
133 14 
138 12 

162 14 
166 17 
189 16 
192 19.5 
206 16 
217 17 
245 16 
268 16 
289 16 
313 16 
329 16 
365 18 
382 19 
393 25 
394 22 
403 23 
415 25 
431 25 
434 23 
439 26 
470 27 
472 28 
474 25 
494 2!S 
509 29 
523 25 
533 25 
538 31.5 
556 33 
561 25 
569 35 
574 33 
581 32.5 
585 25 
586 49 
594 35 
596 33 
601 35 
602 34.5 

Mileage scales 

Southern Official 

Adams- Com- Class Class 
Bankl promise 25K 22.5 

.. ~ ...... - '· 

7 5.5 9 9 
8 6.6 10.5 10 

10.5 8 13 ·, 12 
12 9 15 13 
13 10 16 .- ·1~ 

15 1L5 17 16 
15 - 11.5 17 16 

16 13 18 17 
16 13 18 11 
17 14 1Q 18 
17 14.5 19 18 
18 15 20 19 
18 16 20 19 
20 17 22 20 
21 18 22 21 
22 19 23 22 
23 20 23 22 
24 2i 24 23 
25 22 25 24 
26 24 26 25 
26 24 26 25 
26 24 26 25 
27 25.5 26 25 
27 25.5 26 25 
28 26.5 27 26 
28 \ 26.5 27 - 26 
28 26.5 27 26 
29 28 28 27 
29 28 28 27 
29 28 28 27 
29 213 29 27 
29 28 29 .28 
30 29 .30 - '• 

29 
30 29 30 ,, 29 
30 29 3U .29 

30 29 32 29 
32 30 32 30 
32 30 32 30 
32 30 32 30. 
32 30 33 ' 30 
32 30 33 30 
32 30 33 30 
32 30 33 30 
32 30 33 30 
33, 31 33 31 
33 31 33 -31 

i 

rants Pass, Oreg ____ 

s 
K 
s 
K 
G 
p ortland, Oreg _______ 

Strathmore, Calif_ 
Marysville, Calif __ 604 25 33 31 33 \ 31· 

eattle, Wash ________ 
pokane, Wash .. ·---

s 
s 
Kl 
8 
s 
p 

amath Falls, Oreg. eattle, Wash ________ 
pokan~ Wash •••••• ortlan , Oreg _______ 
rants Pass, Oreg ____ G 

p ortland, Oreg _______ 
s pokane, Wash ______ 

eattle, Wash ________ 
lamath Falls, Oreg. 

s 
K 
s 
Kl 
p 

eattle, Wash ________ 
amath Falls, Oreg. 

ortlanti, 0~------
pokane, \V ------eattle, Wash ________ 
rants Pass, Oreg ____ 

s 
s 
0 
Kl 

Likel~ Calif.-----
Leaf, alif .• ------
Bealville, Calif__ __ 
Delta, Calif.------Bolam, Calif ______ 
Sacramento, Calif_ 
Bakersfield, Calif. 
Polk, CaJiL ______ 
Mount 

Calif. 
Shasta, 

Redding, Calif ____ 
Mojave, Calif.~---
Cottonwood, Calif 
Lancaster, Calif ___ 
Clyde, Calif.. _____ 
Delta, Calif. ______ 
Paxton, Calif ______ 
Guadalupe, Calif .. 

amath Falls, Oreg. Rave.nna, C~lif ____ 
Portland, Oreg.______ Emp1re, Calif ____ _ 

Footnotes at end of table. 

612 
613 
628 
629 
636 
644 
647 
651 
657 

668 
669 
685 
693 
696 
697 
704 
707 
716 
721 

33 33 31 33 &1 
49 33 31 33 31 

137 33 31 34 32 
33 33 31 34 32 
49 33 31 34 32 
25 34 32 35 32· 
35 34 32 35 32 
25 34 32 35 32 
49 3i. 32 35 32 

" 33 34 32 '35 33 
I 37 34 32 35 33 

33 35 33 36 34" 
I 37 35 33 36 34 

30 35 33 36 34 
49 35 33 36 34 
33 35 33 36 34 

137 35 . 33 36 34 
137 35 33 36 34 

at 30 36 '34 37 

'' .. 
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T.uu 83.-Ralea o" lwmbff, ;,. tarload!, i" ~Vour&lai,...Padfic TtrrilorJI to Jeati,&tJoo 
lio'M '" tA• .Stall of CalijtWJ&ia eompartd wit.\ rate~ VJ&dtf' O.Jifdal and .Soutllerta 
T1rrilor11 lumbff Jcal•..-Contlnued 

• 

M llMII IIC!llet 

Shor"' 
J'rom- To- Uu J'nMn' Boutberu omclal 

\ dlstan~ rat• 
(miles) 

Adaru• Com- 1'- ClR~!I ClRII!I 
Banlll promise 26" 3'J,6 --

~otant WMb ••••• Canm. Caltt .••••• m 40 88 M 87 " Jamath faJJa. Ona. BtmCo'a Calli •••• 741 I 87 88 M 87 3.\ 
fleattie. W~~t~b .••••••• Cblco. alit •.•••• 743 33 36 34 87 '·U• 
Ppok=. W!Ulb •••••• Ande:'Lt CaiU ••• 746 4~ 38 ... 17 as 

l'derced, alii ••••• 7114 33 36 M 87 36 ~atb :::.-orii: Yermo, Callt ••••• 7M 43 86 34 37 38 
Uranu Pus. 01'81---· tlearll'l', Calif ••••• 71\.'J 44 87 83 811 33 
8eattl41. Wllllb •••••••• Oroville, Calif. •••. 7116 33 37 33 38• as 
flpOk!Ulfl .. r --_ .... l'uton. Calif ....•• 773 49 37 33 lilt llll 
lleattle, lltlb •••••••• MarysvUie, Calli.. '111.\ 33 87 as 38 86 
Portland, o:t-······ Madera, Calif ••••• 7147 all 37 3& 33 36 
t!~.,.w ...... Belden, Cllllt ••••• 7110 49 37 8& 38 36 

atb l'aUe. Ona. Cruct~r~ c .. &u.. •••• 71lft 61 37 3& lilt 86 
Do .......... ~······· lii!Ulda, 11111 .•••••• 80Q 61 38 36 81J 87 

llpobnj; Wlllb •••••• Cblco, CaUL .•••• Mit 49 38 86 30 37 
Orants 111M, Ona .••• Glendale, Calli .••• 811 137 38 36 39 37 
hattie. Wllllb •••••••• ROlllvUle, Calli __ .. 819 33 38 36 39 37 

Do. •••••••••••••• Sacramento. CaiU. 8:16 8.1 38 38 39 37 
~okan•. Wa~~b .••••• Oroville, Calli ••••• 8:!4 49 i 3lt 36 40 37 

lama tb I' all!~, Orea. DawM, Calif.. •••• 835 61 38 36 40 37 
Orants Pa.'llf. Orer •• - Marlboro, CaiU ••• 847 • 37 39 37 I 40 87 
84'1attle, Wlllh •••••••• CoUu, Calif •••••• 8M as 39 31 40 38 
JOamath J'alla. Orea. Brant, Calif .•••••• fl/15 61 39 37 40 38 
Beattie, Wa~~b .• ·-··· Clyde, Calli .•.•••• 877 38 30 38 41 38 
llpolr!Ull. w asb. ··-·- lilacramento, Calli. 81}3 49 40 38 41 all 

Do. ••••. ·•······· Truekee, Calif •••• 8118 8:1 40 38 41 38 
fleattle, W!Ulb •••••••• Emplr~ Calif .•••• 110:1 38 40 39 43 39 
)'l)rti!Ul'tv or .......... Bakers eld, CaW_ ~18 43 40 39 4:1 ao 
Seattle, 1111b .••••••• Merced, Calif .•••• 93& 41 . 41 39 4:1 40 
~okane, Wlllb •••••• fltockton, Callt.. •• ~38 49 41 39 43 40 

ranta .fasa. Orer •• - Nation.& City. 1)47 137 .. 39 4:1 40 
Calif. 

Do...: •••••• ~ ••••• Mortmat, CaiU ••• OM f48 43 .40 43 40 
Sflattle. Wa~~b •••••••• Madera. Calif ••••• 9118 43 43 40 43 40 
Portland., Oref;···· •. Eureka. Calif ••••• 975 49 43 40 43 40 
Spokan~ Willi •••••• Oakdale, Calif •••• 111\9 M 43 40 4J 40' 
l'ortl&n , Orell' .•••••• Korblex, Calif ••••• 91U 49 4:1 40 43 41 
Gran\a .f...,.. Orer •••• Niland, Callt. ••••• m 110 4:1 40 43 41 

Average relatJoa &o pr~~~enl ratel (percent).. .......... 100 M.l 80.9 98.1 1111 

I .\~Bank scale extended be)'oud 800 milelat SllDle rate of progreulon appeartnc In last several mlleap 
block!. 

1 MinJmum welp;ht, 110.000 pounds, 
lloflnlmum wel&h,, 40,000 pounda. Rate ol41 eenta also In t.lfecl subjed lo minimum welah& of 30,000 

J>Oilnda. ' 
• Minimum welrbl 40,000 pounda. Rat. oliiO eentl also In etfecleubjecl &o minimum welrbl ol 30,000 

poallda. 
GBUB.Q. e.&BLO~ JIJNUIVM WaJOBTI 

l'nYID Trnctee, Calif., Oranta 1'111111 and JCamath Ja11a Orfll(., 30,000 pounds. J'rom Sand Point Idaho. 
Portland, Orelr., Seattle, Spokant,anli Tacoma, Wasb.: in ciOMid cars 36 feet or lellslu Jen~ttb,lnlli<le me
nrement, 38,000 ponnds; for ears over 36 feet and not over 42 Cf!et ln lenl!tb, 44,000 ponnds; and Cor carl JITe&ter 
tna.o 42 fee& In length, M,IJOO pound1. Wbea earl are loaded &o Cull vl.sible eapacity, chargel are hued oil 
actual wf!l!lM of the shipment but no& leal &ban 34,000 pounda. In open-Cop equlpmen' 'b•reneral carload 
Jllinlmum weiibS Ja 57,000 pounds. 

'l..m AV'IBORJ'l'BI 

Rates: Agent W.J. BohoD'sl. C. C. No.II67;Apn&l. P. IIa)'III'IL C. C. No.1397; Agen&1. P. B&Jilt'l 
I. C. C. No. 1407. 

Distances: Agent 1. P. Bayne's I. C. C. No. 1261; Ore&C Northern Ry. I. C. 0. No. A-6710''-Northna 
J'acttle Ry.I. C. C. No. 11095; Spokane, Porti!Uld lc Seattle Ry.I. C. 0. No. 681; VAloD PacUlo .R • .K. I. C. 0. 
No. 970 (Oregou-Wasbin&toD Railroad lc Navt&atlon Co. 11rlee). 

I • 
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TABLE 86.-Rates on' lumber, in carloads, between points in Mountain-Pacific 
Territory, except to points in the State of California, compared with rates under 
various lumber scales , · "; ·" \: 1 \\ 11 , 1:; .•. \ ,"\ 

(Rates shown Include the Ez Parte 1£9 increases. Rates In cents per hundred pounds} 

From-

-
Portland, Oreg .•••••• 
Spokane, \\'a.~h •••••• 
Truckre, Calif ..••••• 
Sand Point, Idaho ••• 
Portland, Oreg ••••••• 

Spokane, Wash •••••• 

T ruckr•e, Callf ........ 
Sand Point, Idaho ••• 
Portland, Oreg ....... 
Sand Point, Idaho .•• 
Truckee, CaliL •••••• 
Spokane, Wash •••••• 
Portland, OrPg ....... 
TruckPe, Calif. ...... 

and Point, Idaho ••• 
pokane, Wash •••••• 

8 
8 
R 
T 

pokane, Wash .••••. 
ruekood Calif.._ •••• 

Portlan , OrE>g ....... 
and Point, Idaho ••• 8 

s 
T 

Truckfle, Calif ..••••. 
and Point, Idaho ••• 
J:UckP~ Calif.. •••••• Portlan , OrPg _______ 
and Point, Idaho ••• s 

8 

T 
8 

Truckee, Calif. .• --·-
and Point, Idaho ••• 

Portland, Oreg .•••••• 
ruck,.~. Calif ... ----
and Point, Idaho ••• 

Portland, OrPg ....... 
and Point, Idaho ••• 8 

T ruckee, Calif. •••••• 

Portland, OrPg ....... 
and Point, Idaho ••• B 

T 
'I 

acoma, Wa.qh _______ 
'ruckooi Calif ........ Portlam, Orrg _______ 
and Poi~ Idaho .•• 
acoma, ash .•••••• 

8 
T 
'I 'ruckee, Cali!. •••••. 

Portland, Ort-g .. ___ •• 
8 
8 
'pokanel Wa.~h ..•••• 
'and Pont, Idaho ..• 
Portland, Orpg _______ 
T 
T 
8 

ruckce, Calif .•••••• 
acoma, 'Va..~h .•••••• 
pokane, Wa.~h- ••••• 

Portland, Oreg _______ 
Sand Point, Idaho ••. . 

ruckee, CaliL. ___ •• 
'acorn~ Wash ....... 

Portlan , Oreg _______ 

T 
'I 

.and Point, Idaho ••• 8 
'I 
8 
'ruckee, Calif. •••••. 
'pokane, Wssh •••••. 

' !'acoma, ·wash .•••••. 
T ruckl'e, Calif __ .•••. 
Rand Point, Idaho ••• 
I'acomad Wash ..••••. 

ortlan , Ore~---·---r 
8 
l:l 

pokane, Wss •.•••• 
'and Point Idaho ••• 

To-
. 

FlshPr, Wash ••••. 
IIauscr Nldaho ••••• 
Verdi, ev ...•.••. 
Newportp Wa.qh ___ 
Mmmt leasant, 

Wash. 
Coeur d'Alene, 

Idaho. 
Reno\fev •••••••• 
Elk, ash ..•••••• 
CarsonwWash ••••• 
Dean, ash •••••• 
Fernley, Nev .•••• 
Sand Point, Idaho. 
Lyle, Wash ••••••. 
Hazen, Nev .•• ·----
J.,yons, Wash .••••• 
Denton, Idaho •••• 
Cabinet, Idaho •••• 
Churchill, Nev .••• 
Warwlc~ Wash .•• 
Canby, a.~h •.••• 
Wabuska, Nev ..•• 
Downs, Wash ..... 
Lovelock\fev •••• 
Sundalew ash •••• 
Odessa, a.~h ..... 
Rye Patch, Nev •• 
Marlin, Wa..~h ..... 
Alderdale, Wash •. 
Mill City, Nev .••• 
Adrian, Wash .•••• 
Barger, Wash .•••• 
Quincy, Wash •.•• 
Winnemucca, 

Nev. 
Hover, Wash ...••. 
Columbia River, 

Wash. 
Moody, Oreg ______ 
Iron Point, Nev ••. 
Levey\ Wash ..•••• 
Zena, ¥ash ••••••• 
Dike, Oreg .••••••• 
Battle Mountain, 

Nev. 
Farrington, Wash. 
Moody, Oreg ______ 
Chelan, Wa.~h _____ 
McAdam, Wash •• 
Shoshone, Nev •••. 
Nena, Oreg ....... 
Oakbrook, Oreg .•• 
Benge, Wash .••••• 
Monscf Wa.~h .•••. 
Pslisat e, Nev .•••• 
Gateway, Oreg ____ 
Lamont, Wa..~h .... 
Okanogan, Wash •• 
Moleen, Nev •••••• 
Nathan, Oreg ••••• 
Culver, Oreg ______ 
Oslno, Nev .••••••• 
Janis, Wssh ..••••• 
RedmondwOreg .•• 
Spokane, ash .•• 
Paxton, Oreg ______ 
Oroville Wash •••• 

Short-
line Present 

d!stanrRS rates 
(miles) 

~ . 
19 5.5 
20 5.5 
24 5.5 
29 7.5 
32 6.5 

'I 

33 ~.6 

35 7.5 
46 7.5 
58 9.5 
61 7.6 
6!1 15 
69 7.5 
78 9.5 
80 18 
81 14 
88 12 

101 16.5 
108 20 
116 13 
117 16 
120 23 
130 19 
136 23 
141 18 
145 21 
158 24 
161 24 
162 21 
181 26 
181 25 
1~9 22 
207 26.5 
209 28 

220 22 
'n7 '27.5 

234 26 
240 30 
245 23 
2.H - J 27.5 
255 32 
267 30 

269 28 
276 28 
2.'!2 '27.5 
285 28 
290 30 
292 33 
310 30 
311 30 
315 127.5 
317 30 
323 - 33 
335 30 
335 I 27.5 
336 30 
344 30 
344 33 
356 30 
359 33 
364 33 
370 30 
370 30 
380 33 

Mileage scales 

' Sotithem omolal -
Adams- Com- Class Chss 
Bank' promise 25K 22.5 - -----

6.5 4.5 9 
I 

8 
6.5 .. 4.5 g 8 
7.0 5.5 9 9 
7. 5. 5.5 9 9 
7.6 .6.5 10.6 10 

7.6 6.5 i0.5 10 

7.5 6.5 10.5 . 10. 
9 7 12 11 

10 7.5 13 11 
10.5 I 8 13 12 
10.6 8 13 12 
10.5 8 13 12 
12 8.5 14 13 
11 8.5 14 13 
12 9 - 14 13 
12 9 16 • 13 
13 10 16 14 
13 10 16 14 
14 10.5 16 15 
14 . 10.5 16. 15 
14 10.5 16 15 
14 11 17 15 
15 11.5 17 16 
15 12 18 I 16 
15 12 18. 16 
15 12.5 18 '17 
16 13 18 ' 

.. 17 
16 13 18 11 
17 . 14 19 18 
17 14 19 18 
17 14 19 18 
18 15 20 • 19 
18 15 . 20 

" 
19 . . 

18 18 20 19 
19 . 17 21 - 19 

19 17 21 20 
19 17 21 . 20 
20 17 22, ,. 20 
20 18 22 20 

·' 20 18' 22 ,20 
21 18 22 21 

- I 

21 ' 18 I 22 21 
21 19 22 ' 21 
22 19 23 I 

. 22 
22 19 23 22 
22 19 23 22 
22 19 23 22 
23 20 23 22 

' 23 20 23 22 
23 20 23 22 
23 20 23 ·22 
24 20 24 23 

~ 21 24. 23 
21 24 23 

24 21 24 23 
25 21 25 23 
25 21 25 23 
25 22 25 23 
25 22 25 23 
25 22 25 24 
25 22 25 24 
25 . 22 25 "' 24 
25 23 25 24 

._!:':o!.~--For carload minimum weights, tarl.f! authorities, and explanation or reference marks, see 
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T.utt.B 86..-Raltt 011 lutbtJ". i1t c:arloads, J>,twetft po-i1lll i" Mounlain-Paci/£c 
TnriJorrl, actpl Co poin.t1 i" CAt Stall of California, eompartd with ralet ""d"' 
tGrie.al•mbn •calc1-Continu~d 

(lla&el abOWll tncJude &he E:l ParttiiS lncnUM. ~atet In 11nts p.r hundred pounds) 

\. MDe&~eiiCBlea 

llhnrt-

J'JODt- To- line Pmen& lloothem omclal 
dlstftnCM ra&ea 

(miles) 
Adnms- Com• C'IM!t CIMtt 

' 
Da.n1ll promise :aut 2:U 

T.ooma. Wub·-···· '1\~n,.,, Or•l- •.•••. 3M . 33 2!1 23 t& ,. 
flpoltane, 1V lftb •••••• ~~City, em •.•• 311~ 30 2ft ,. 2ft 2/l 
'l'rnt'kee. Cnlif _ •••••• 1 ells, N I'll' .••••••. 3iliJ 30 28 ,. 211 25 
llpokane, W lift h •••••• Wtlsllr, Idaho ••••• 410 41.1 21 2n. a 2ft 2/l 
llpolrane, Wa~~b •••••• l\~m1, Or4>~ ••• ~- •• f:l~ 30 2" 2ft. II 21 lift 
flpoltane. Wa~~b •••••• I' alb, Ida o ...... 441 4t. a 2D 21.1 :lll 2B 
flpokane. Wub .••••• Namp11, Idaho •••. 470 . 41.1 :N :lll :lll 31 
Grants J>BM. 0re1 •••• Reno, Nel' .••••••. 411/l 

·' 
B:J 2Q :lll 2IJ 2T 

II rolf an~ W ub •••••• Dol...e, Idaho •••••• 4119 41.1 29 2!1 29 2T 
Portia , On!1r ••••••• ••••. flo .••...•.. · •••• • 4\1.1 .... 29 2ll 29 2T 
llpokane, Wlftb •••••• Orchard, Jriaho ••• 1103 411 29 2!1 29 2ll 
llrokanto, W111h •••••• Rto•~""· ld!Uio •••• 63/l 48 30 29 8B 29 
Orants r-. Ona •••• WabUBka. Nel' .••• &18 39 81) 29 32 29 
lpokane. l\' aab •••••• X:lamatb J'alle. OM ., 32 ao 32 30 

Ol'l'f, 
Orant1 PaM, Ore1 •••• Mlna;NttY.. .••••• ft3ll lift 33 31 34 3:l 
Grant.• J>Uit, Or~>rr •••• Iron oint, Nev .•• Mil f7 34 8:J 3/l 33 
Gran&l J'IBI, Ono1--- Battle Mountain. flll4 f7 34 33 38 34 

NeY, 
J'ortlan.-9, Onot •••• -. Mlna. NeY ..•••••. '138 87 311 M 37 ... 
Orant.lt l'lllllt, Orl'l •••• Fallsftll"f Nn ••••• 744 •r 311 34 37 a., 
Grante Pa~~11,. Orea •••• Jlob1e, l• ah~t .••••• 78/f 4t a 37 a a ~ 311 
PortlMrt, Ore~--····· Dt~weyNUtab ••••• tl!a ao 31' 311 30 37 
Grants fa1'11, rer •••• W111l11, •• ...•••. Ill~ I' 47 3 .. 3A 3'1 ~i' 
J'ortlan•t, Ore&. •••••• Jlrhrh~ Ctab .••. 8:29 ao 3/f 38 40 37 
J>ortlantt, Or•• --··•- Cobr.,, eY ••••••• 8110 II() 39 37 40 alt 
Grants l'a.~~. Orer •••• ..... do .............. !1113 47 31J 37 40 M 
f!pollan~t, W a~~ll •••••. Rftno, NeY .••••••. Ma .fl2 3D 37 40 3lt 
Grantl PaM, OrP•-··- flhafter, NeY •••••. 8711 67 3D M 41 3H 
l:lamatb Fl\11!1, Orea. Rnacb, NeY •••••. 11113 6.1.1 40 38 41 3M 
Spolrant~, Wa.~b •••••. Wahnska. Nel' .••. 8114 f\9 fO 3M 41 3M 
J'flrtlant1, O!'t'lr _ .•• __ Mldnll'l, Utab •••• • 897 1!0 40 31\ 41 lilt 
Xlamatb J'alls, Ore1. 8loan{ NeY ....•.•• 001 11.1 •• 40 39 42 3D 
Orante J>a11~, Ona •••• Wtnl ovP1', Vtab •• VIi' !17 40 3D f:J 3D 
fl,r.nkanto, WMb •••••• 8oht1r1, Nev._ •••• (122 74 •• 39 42 31J 
Klamath J'alla, Orea. Lu VegM, Ney ••. 0'.!11 63.1 4& iiiJ 42 40 
)>!)J"t.lantl, Or•• ••••••• Ironton, Utab ••••. 9:14 110 41 39 f:J 40 . 
Snokanfl, W1111b •••••. Oillisr.r .. -······- 938 74 41 39 42 40 
X:lamatb J'all!9, Ore1. rte, ... ·········- 9118 a:J.I 42 40 43 40 
~kane, WMb •.•••• 1\llna. Nn .••••••. DM 81 42 40 43 41 

amath J'aJJs, Orl!l. Roll, NeY •..•••••. 9{10 63.1 42 40 43 •• Seattle, Wash ••.•••••• Dewey, tJtall ••••. 997 1!0 4:J 40 43 tl 

.A Yefll&8 reratloD to preaenl rate1 (percent) ___ ................. 100 7f. 2 fl7 78.1 73.t 

NOT%.-lor earload minimum ••laht&. tarltf authorltlee, aDd esplanatlorl of refereDce marke, ue 
table 84. 
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TABLE 87.-Relationships of intraterritorial mileage scales and Southwestern and · 
:!fountai11rPacijic group rates on lumber, in carloads 1. · 

'' 
[Official Territory voluntary scale=IOO] ' 

Official: , 
Voluntary basis 1 

... ____ -----------------------------------------~ 100 
Prescribed basis a_---------·----------------------·-----·--'------- 107 Southern: - · ' 
Approved scale: • - · · · Single line ______________________________ ... ,.. ____ ---- __ ._______ 102 

Joint line __________ ---- __ ---:...------------------------~---- 103 Voluntary scales ____________ ;_ ______________ .,. _________________ .:._ 92 
Southwestern: 

Voluntary scale a--------_----- __ ---- _________ . ___ .,:_---------·- __ ... · · . 98 
Average of group rates 7------------------------------~---------- 106 

Mountain-Pacific: . · To California points s ____________________ :_ _ _. ________________ .,:_ _ 108 

To other than California points e-----------------.-----.,.--------- 136 
t Based on the sum of the rates, Including Ez Parte 113 Increases, at each 25-mlle Interval up to 700 innes, 

except as shown In footnotes 7, 8, and 9. · · 
a Class 22.5, voluntary basis adopted by the carriers In 1940 as a truck competitive ·measure: . Minimum 

weight 36,000 pounds. 
• Class 25 (later class 25 K under Ez Parte 113) prescribed In 214 I. C. C. 493, and 219 I. 0. C. 427 (1936). 

Minimum weight 36,000 pounds. · 
· • Commodity scale approved In 157 I. C. C. 280 (1929). Minimum weight 34,000 pounds. . 

I Commodity scale voluntarily adopted by the carriers In 1940. Minimum weight 34,000 pounds. ·No· 
attempt is made here to compare levels of the group rates which may vary from the scale. · ~ 

• Commodity scale voluntarily adopted by the carriers in 1940 (amended in 1942) as a truck competitive 
measure. Minimum weight 34,000 pounds. · 

7 Average relation of rates shown m table 84 to rates for corresponding distances under column 22.5 under 
the Eastern scale. · 

• Average relation of rates shown In table 85 to rates for corresponding distances under column 22.5 under 
the Eastern scale. · · ., · 

• Average relation of rates shown In table 86 to rates for corresponding distances under column 22.l under · 
the Eastern scale. · 

. 11. PLASTER AND PLASTERBOARD . . ' .. 
. . 

Plaster and plasterboard are generally treated' together ln. rate .. 
adjustments and rate cases because they are manufactured usually in 
the same plants, although not all plants producing plaster manufacture 
plasterboard. Plasterboard is manufactured by rolling· plaster be-· 
tween sheets of felt, fiberboard, strawboard, or similar material. :. It 
competes with other types of wallboard. · · · 

OFFICIAL TERRITORY 

"\Vi thin Central Territory plaster and plast~rboard ~ates ·are' on the 
basis of a single scale approved by the Commission in Docket No •. 
12704, Plaster and Gypsum Products, 122 L C. C. 747 (1927). Within 
Trunk-Line Territory specific rates on plaster are published from pro
ducing points, and, according to the Commission, "roughly approxi
mate the 12704 basic scale." (235 I. C. C. 399, 402). In Trunk-Line. 
Territory, however, plasterboard takes rates which are from 1 to 3 
cents over the plaster rates. . . , . 

From Central Territory to Trunk-Line and New England rates on . 
both plaster and plasterboard are on the basis pf 83 ~ percent of sixth 
class. " · · 

SOUTHERN TERRITORY 

Within the South specific rates on plaster are not generally pub
lished. The basis is twelfth class, 17.5 percent of first class, published 
as exceptions to Southern Classification. Plasterboard, in the South, 
moves on tenth class-22.5 percent of first class. 

90454-43--10 
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WESTJ:RN TJHJNlt•LINil TERRITORY 

\Yithin \\·estern Trunk-Line Territoq the. ratE's on plastrr are. grn· 
E-rally speaking, on the basis of the rcvJscd 12704 scale, approved by 
the Commission in Plaster, Plaster6oar<l, and Relattd .tlrticlt81 218 
l. C. C. 406 (1936). The revised 12704 scale is higher than the ortginal 
.scale by 25 percent, subject to a maximum increase of 5 cents. Nu· 
merous e..1:ceptions to this basis exist, however. On plasterboard the 
rates are on the basis prescribcd in Gypsum .tlssociation v. Atrhison, 
Topd:a and Santa F1 Railway Oo .• 2031. C. C. 429 (1034). This scale 
applies in zones I and II, with arbitro.rics for distances west of zone II. 

SOUTHWESTERN TERRITORY 

In this area plaster rates are on the same basis as applies in \Vestern 
Trunk-Line Territory-the revised 12704 basis. Plasterboard is on 
the basis of 20 percent of the origina.ll1 prescribed Southwestern first· 
dass rates •. This basis was approved m Plaster, Plaster6oard, andRe· 
latecl Arlicltt1 218 I. C. C. 406 (1936), although there are several ex· 
ceptions to tnis basis. • 

. MOUNTAIN•PACJriO TERRITORY 

No scale of general application on plaster or plasterboard applies 
throu~hou\ :Mountain-Pacific Territory. In Nephi Plaster and AJanu
jaetunng Oo. v. Denver & Rio Crand1 JJ"estern Railroad Oo., 87 I. C. C. 

· 159 (1924), a scalo on plaster of limited application in ~fountain-
. Pacific Territory was prescribed by ~e Commission. , 

SUMMARY 

The relationships of the various scales on plaster described above 
are shown in table 88. A similar co'llparison of the scales on plaster· 
board is shown in table 89. In both cases the Eastern Territory scales 
are the lowest. 

TABU 88.-Relation1hip1 of inlraterrilorial mileage 1cale1 on plaster, in carload• I 

[Mlnlmum wef&bt, 40,000 poUlldJ except u noted ID Note 4) 

· .-- [J:utem TerrftOQ' IC&Ie:-100) 

Eastern•--------------·---------·-·-·-----------·------------···· 100 Southern 1---- _ --------. _ -- __ ---- __ ---·-. __ • __ • __ •• _ .... __ • _. __ •• •• 126 
Western. (inclu.din~ Southwest) •---------------·-·----··-···--···-··- 124 
~lountaun-Pacific -·----------------------------------------------- 142 

1 BMed ou the mm of the ratM, lncladlnr Ez Pllrll t~ lncre8118, ac each 2ll-m11e lntenal up to 700 mnes. 
J Approved In 122 I. C. C. 741lor limited applicatloD iD Central Territory; at preaent tbeaeneral bur. 

within Central Territory. 
a 17 J.t percent of first eii.I8S. 
• Approved In 218 J. C. 0. 406. 
•l'reacribed ill 87 L C. C.J.SQ tor Umited terrltor)'. MlnJmam welih& 60,000 poundt. 
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TABLE 89.-Relationships of intraterritorial mileage scales on plasterbo~rd," In · 
carloads 1 

[Minimumweight,40,000pounds] · ·· .. ,.1/n:sl.'<·l, 
[Eastern Territory scale=IOO) - ; 

Eastern'-----------------------------~--------------------~------ 100 Southern 8 _________________________ --- __ - __ ----------- _ -- __ ..: ---- .. _·. 161 · 
Southwestern • _______ . ____ ---- __ - __ - ---- -'--------- --.---------- --·--., 159 
Western Trunk-Line zones I and II (including extended zone 0-Wiscon-
sin)'----------------------------------------~--------;--------~ ~51 

1 Based on the sum of the rates, including Er Parte 1!.! increases, for each25 miles up tO' 700 miles. 
1 A pprov11d in 122 I. C. C. 747 !or limited application in Central Territory; later voluntarily spread through• . 

out the territory. ' 
a Approved in 2181. C. C. 406, on basis of 22.5 percent of first·class.-" 

. • On basis of 20 percent of first-class rates originally prescribed in Con1olidated Soulh.wutern Ca1e1. Basis 
approved in 218 I. C. C. 406. . · ' · 

• Prescribed in 203 I. C. C. 429 (di11erentials not shown here !o11.hauls in Western Trunk-Line zones Ill 
and IV). • 

N. PuLPWOOD 

Pulpwood is produced in various parts of the country, principally,· 
from forest land that has been cut over for more valuable timber .. 
Pulpwood moves in large volume, and due to its low value and favor~ 
able transportation characteristics it moves .on extremely low com-: . 
modity rates. The low rates can be justified in many instances only · 
on the theory that there will be an out-bound movement of-woodpulp. 
or its products. The carriers are not anxious· to establish joint rates . 
that will result in the movement of pulpwood to mills nol. on their own .· 
lines, and when joint rates are established. they are generally higher 
than the single-line basis. - · · · . · 

OFFICIAL TERniTO:SY 

In New England the carriers maintain single-line mileage scales ·on · 
pulpwood, but apparently none of these scales has been prescribed by. 
the Interstate Commerce Commission. The New England scal~s 
used in our comparisons are those of the Maine Central and . the 
Boston and 1-iaine. _ . · · 

In Trunk-Line Territory the basis most widely used is that pre-· 
scribed by the Interstate Commerce Commission in W-est Virginia 
Pulp & Paper Co. v. Baltimore· & Ohio Railroad Co., 104. I. C. C. 495 
(1925). Both single-line and joint-line scales were prescribed in .this. 
·Case. ·Arbitraries were also authorized for hauls over several short · 
lines. Rates on these scales are generally in effect in the territory . 
involved, although rates on a lower basis have been voluntarily : 
.established by the carriers for hauls of moderate length. In addition . 
to the scale prescribed in the above case, there is a lower scale pub- -
lished by the Delaware & Hudson, shown in the rate level comparisons .. 
in table 90. The Chesapeake & Ohio and th~ Norfolk & Western . 
have adopted the scale widely used in the South which is known as the 
Roanoke Rapids scale. To points in Virgini~, on intrastate traffic, , 
there are also rates in effect based on two joint-line scales prescribed 
by the Virginia Commission in 1933. · . . . 
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SOUTHERN TERRITORY 

In Southern Territory there are numerous individual-line mileage 
scnles of pulpwood ratrs which, for the mos~ part, were ·voluntarily 
established. There are also join~ rates in the form of specific point .. 
to-point rates, which are not. constructed on any uniform basis. Tho 
basis of rates most widely us('d in the South for' single-line hauls is 
the Roanoke Rapids scale, which was first. established in 1909 by tho 
Seaboard Air Lirie Uailway. The Roanoke Rapids scale is also often 
used as a standard for proportional rates to junction v.oints for appli· 
eation on traffic destined to points on other lines. fhcre are somo 
rates, however, which are on the basis of the scale known as. tho Canton 

· scale, which was established by the Southern Railway and which is 
higher than the Roanoke Rapids scale. A still higher scale, known as 
the Kingsport scale, has been used by the Southern Uailway as & 
measure of normal joint-line rates from points on its line to Kingsport, 
Tenn. 
• Another joint-line scale which might be considered a Southern scale 
applies from the South to border terri to~ in Virginia. This scale was 
prescribed bl the Commission in lVtst l 1.rginia Pulp and Pap~r Co. v. 
SO'Uthem Ra1.lway Co., 96 I. C. C. 244 (1925). The scale apphes from 
points in Vir~inia, North Carolina, South Carolina, Georgia, and Ten
nessee to vanous points in Virginia. 
: In the past, the intrastate rates in the South on pulpwood havo 
generally been on the same basis as the interstate rates. In Ex Parte 
123 the lnterstate Commerce Commission authorized a tO-percent 
increase in the interstate rates on pulpwood as part of a general increaso 
in rates. The States of Alabama and Georgia .did not authorize a 
similar increase of the intrastate rates on pulpwood, and North Car(}oo 
lina and Tennessee only authorized an increase of 5 percent. In 
these States, therefore, the intrastate rates on pulpwood are on a lower 
basis than the interstate rates. 

WESTERN TRUNK-LINE TERRITORY 

lfost ofthe pulpwood produced in 'Vestern Trunk-Line Territory 
is produced in the States of Michigan, 'Visconsin, and Minnesota. 
1\fost of tho interstate rates in this area are on single-line mileago 
scales with combination rates applying on hauls over two or more 
railways. Three single-line scalc.s applying in this area are listed in 
table 90. Another scale, known as the 1\finncsota Proportional Scale 
was prescribed by the Interstate Commerce Commission in Pulp and 
Paper lt,Janujacturen' Traffic Association v. Chicago, Alilwaukee and 
St. Paul Ra1.lway Co., 21 I. C. C. 83 (1913), for the purpose of con
structing combination rates from points in Minnesota to destinations 
in 'Visconsin and the Upper Peninsula. of Michigan. 

SOUTHWESTERN TERRITORY 

Rates on pulpwood in Southwestern Territory have not been pre
scribed by the Commission. Some of these rates are published as 
sin~e-line mileage scales; others as specific rates with blanket appli

~ · cation from numerous origins; others as specific rates which are based 
~on mileage scales; and others as specific proportional rates to junction 
points for applicatio~ on traffic destined to points on other lines . . 
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MOUNTAIN-PACIFIC TERRITORY 

Several different scales of rates on pulpwood apply in the Pacific 
Northwest. 1\Iost of these were voluntarily· adopted, but in Wood 
Rates between }•lorth Pacific Coast Points, 61 I. C. C. 159 {1921), a. 
£ingle-li:rie mileage scale was prescribed o~ wood, including pulpwood .. 
for application between the States of Washington, Oregon, and. Idaho. 

SUMMARY 

Rates on pulpwood are constructed on no consistent plan or level 
within the various rate territories. Although there are· some pie- · 
·scribed scales of limited application, most of· the rates are carrier~ 
made. The more important scales are compared in table 90. · Rates 
()n pulpwood ·are low, with the lowest bases prevailing in the South
west. The Roanoke Rapids scale, widely used in the South, is als~ 
one of the lowest scales. A number of scales show rates on a· per 
cord basis. These rates were converted to rates in cents per hundred . 
pounds in order to compare them with other scales. The weights 
used to convert the rates were obtained from correspondence with the 
railroads concerned, or, in one instance, were obtained from infor .. , 
mation in a reported decision of the Commission.9 

TABLE 90.-Relationships of intraterritorial mileage scales on ~pulpwood, in· carO: 
loads 1 

[New England Territory scale=lOO] . 

,. EASTERN OR OFFICIAL TERRITORY SCALES. 

New England Territory: 
Minimum 70,000 pounds (single line) a __ --.------------------------- 100 
Minimum 40,000 pounds (single line) a ___ --~----.:. ______ ,... _________ .;._· 123 ' 

Trunk-Line Territory: . . , . 
· Docket 14883 single line •--------------·- _______ _: __ ~ ____ :_ ____ :_ _____ 172 

Docket 14883 joint line •- ___ ------------..:-- .. ·-----'-- ------ .. -""----. 191 
Delaware & Hudson R. R. (single line) 6--------------------------~.:. '163 
Chesapeake & Ohio and Norfolk & Western Ry.· (single line) •--------- 64 

Virginia intrastate: T · . 

Two-line hauls ___ -------------------------------------------,---- 139 Hauls over more than two lines _______________ :_ _______ :.; ___ ;.. _______ 149 

SOUTHERN TERRITORY SCALEs· 

Roanoke Rapids (single line) a __ ----- ____ ----------~:----------------- 64 
Canton, N. C.-Bristol, Va. (single line)"-------------------------·------- 107 
Kingsport, Tenn. (joint line) 10---------------------------------------- 142 
Docket 14358 (joint line) 11------------------------·-------------"'---- .167 

' Based on the sum of the rates, including E:& Parte Its increases, at each 25-mile interval up to 300 miles. 
I Single-line mileage scales of Maine Central R. R. and Boston & Maine R. R., which apply on both 

interstate and intrastate traffic, minimum weight 70,000 pounds. 
a Single-line mileage scales of Maine Central R. R. and Boston & Maine R. R. which apply on both 

Interstate and intrastate traffic, minimum weight 40,000 pounds. · · 
• Presrribed in 104 I. C. C. 495 for interstate application between.v~ious points in Trunk-Line Terrl· 

tory. Minimum weight 40,000 pounds. . • 
• Single-line scale of Delaware & Hudson R. R., minimum weight ddpending upon type and size of car 

user!. · . 
• Single-line scale of the Norft>lk & Western Ry., applicable on intrastate traffic to Bristol,Va., Buena, 

Vista, Va., and Hopewell, Va. Minimum 11 to 14 cords depending upon size of equipment used. ' 
I Joint-line scales prescribed by the Virginia commission in cases 5159 and 5162 (1933), for application on 

Intrastate traffic to Co>ington, Big Island, and Coleman, Va. Minimum weight 40,000 pounds. 
B Single-line scale that has general application in Southern Territory. Minimum 10 or more cords, 

depending upon the destination. 
'Single-line scale. Normal basis of Southern Ry to Canton, N.C. and BJ.'Istol, Va., minimum weight 

40,000 pounds. 
10 Joint-line scale. Normal basis of Southern Ry. to Kingsport, Tenn., minimum weight 40,000 pounds. 
n Prescribed in 96 I. C. C. 244 for joint-line application from points in Virginia, North Carolina, South 

Carolina, Georgia, and Tennessee to points in Virginia. Minimum weight 40,000 pounds. . · 

• Scales of Southern Pacific Ry. in Oregon. See 118 I. 0. 0. 95,97 (1926). 
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T .uu 90.-RilaliO'IlsAipt of inlrallf'tilorial mil1agt scal11 on pulpwood, in tar• 
. load.-Continued 

' ' 
(New J:nalaod Territory acale•lOO} 

WESTE.RN TRUNIC·Ll~J: TERRITOBT !CALES 

'' 

Michfgan-Wil'lt"On...~o (~inp:leline) "------------------------------------- 101 
1\linnel'lota (Chicago & Nortb Western-Chicago Milwaukee, St. Paul & 

Pacific) (sinJr;le line) 11
-------·--··-··------------------------------- 118 Minnesota (Chicago, Milwaukee. St. Paul & Pacific) (single line) a• ........ 121 

Minnesota proportio!lal (single line) "···....... •• • • • • •• • •• •• • • •• • • • • • • • 12~ 

IOtJTHWESTEBN TERBITORT !CALES· 

Missouri Pacitle-St. l.ouls Southwestern lntel'8tate (single line)"·····-····· 55 
Missouri Pacific-St. Loui• Southwestern intrastate (single line)''··········· ~4 

• 
MOtTNTAIN·P.I.CiriC TI:BRITORT !CALES 

Idaho-Oregon-Washington lntf1rstate (sitlgle line) 17 •••••••••••••••••••••• 

Washington intrutate (single line) '8 ·-····----·-----·-··········-----·-
0regon Intrastate (except Southern Pacific) (single line) "· •••• ----- •••••• 
Southern Pacific Oregon ecales, viJ. (single line): 10 · 

lntr~tate •••.••••••••••••••••••• ~----------·-···········--···-· 
In ten tate (softwood) •••••••••••••••••••••••••••• -- ••••••••••••••• 
lntel'tltate (hardwood) ••••••••••••••••••••••• _ •••••••••••••••••••• 

96 
01 

122 

102 
114 
12G 

II Slnlde-lfne~~eall'l 'tf Chl~o & North We~~tern Ry. and Cblca~ro, Mllwaukes. 8t. Panl & Pact noR. R. 
whlcb applJ oo lDCraatate and lDterstate &ratllo wltbio and between polota lo Ule Statea of Mlcbi~ran an!l 
Wletlorudn. 

'111>41DJde-Une !K'tde!l of CbJMallO & North Western Ry. (Interstate and lntrMtate) and Cblm~oro, Milwaukee, 
lit. Paul & PacUlo R. R. (Jntraatate only), applicable between pointa 1D Minneaota. Minimum wel~th& 
60,000 pound& , 

M atlngll"-llne ICale of Cblcaro~,. }\'fflwaukee, St. Paul & Paclfto R. R., appUcablt on Interstate &ratna 
betwt~en pnlata ID Minnesota. .Minimum weigh& 80,000 pounds. 

II Pre!l('rlbed la 711. C. C. 83. 81n!lle-llne tcalewhlr.h bM application from points In MIDDAI!Ota to Min· 
• Dll80ta TraMrf"r, Minn., and ether ptewayt on tramo destined to polota 1n Wlsoomln and the upper 

penin11ula of Mlchhrao. Minimum wt~lght 40,000 pounda . 
.. Sio~rle-line !!Call'• of M11180w1 Pactno R. R. and sc. Loolt Soutbweetern Ry., applicable on traffic to 

BMtrop, La., Camden, Ark., eto. Mlolmwu wei~tb& 13 to 17 cordi dependlna upoa 1111 and type of cer 
lll!fld. Scala edendl'ld from :l/!0 to 300 miltlll. 

If Prii!Crihed In 61 J. C. C. 169. Minimum depends npoo size and type of eqnlpment IUIIld. 
tt Stn~rle-lineiCale appllcable on Waa.l'lin~tton Intrastate 'ratllc, mlnlmwu dependlni upon alze and type 

ot ear IUied. 
,. Slmrle-line !!Calt applicable on Oretoo intrutate tratnc (excep• Southern PacUlc), mloJmom depeodlna 

apn11 11iz11 and type o1 ear IUied. 
• SlnJrle-llna ICillee oflhe ioutbern Pacido Rr. In Oreaon, minimum dependlnl apoo ''"' and trP• of 

equipment used. 

0. RoAD AoonEOATEs oa RoAn-BuiLDING MATERIALs 

Road aggregates or road-building materials fall into four different 
groups so far as their-treatment for rate-making purposes is concerned. 
These are: (1) Sand, gravel, crushed stone and slag; (2) asphalt 

· rock, asphaltic sandstone and limestone; (3) crushed stone or slag 
mh:ed with asphaltum, oil, and lime; and (4) bituminous rock. The 
rates on the sand and gravel group are the lowest, and the rates on 
the other commodity groups are made relatively higher to reflect 
their higher value. Generally speaking, the movement of the group-I 
commodities is for short distances, whereas other commodities move 
for longer distances. ~finimum carload weights on road-building 

·materials, except in ~fountain-Pacific Territory, o.re generally 00 
percent of the marked capacity of the car, except that when the car 
JS loaded to full visible capacity the actual weight governs. 

OJ'J'ICIAL TERRITORY 

Six scales have bee-Q prescribed on sand, gravel, crushed stone and 
·slag for application .in Official Territory. Rates on sand and gravel 
from western Pennsylvania. to destinations in Ohio, New York, and 
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'Vest Virginia were prescribed· in Pennsylvania Sand and 6ravel 
Producers Association v. Baltimore and Ohio R. R .. Go~, 104 I. C. C. 
717 (1925). This scale, known as the Central Territory scale, was· 
later prescribed from points in Ohio and West Virginia to points ·in . 
Pennsylvania and 'Vest Virginia in Brilliant Sand 'Go. v. Baltimore 
and Ohio R. R. Go., 139 I. C. C. 339 (1928). Still later the scale was -, 
modified on crushed stone, from three points iii Pennsylvania, and .· 
on slag from :Midland and Sharpsville, Pa., and Weirton, W. Va.,. to 1 

· 

certain destinations in Ohio, and also on crushed.stone, gravel,' sand· 
and slag between points in Ohio. See Rates on-fJrushed Stone, 6ravel;· · 
Sand and Slag in Ohio, 191 I. C. C. 206 {1933). This modified scale-
averaged about 5 percent higher than the former scale;- In St. Joseph .. 
Lead Go. v. Baltimore and Ohio R. R. Co., 209 I. C. C. 623 (1935), 
a lower level was prescribed from Missouri, Indiana, and Illinois . 
to Illinois which averaged about 10 percent less than the Central· . 
Territory level. Two scales were. approved for application between 
stations on the Boston and Maine. Railroad in New England, New 
York, and Canada, one scale on run-of-bank gravel, common build
ing sand, and on coal ashes and cinders, and another, 10 cents per 
ton higher, on stone dust, screened or crushed gravel,. slag, and 
crushed or broken stone. See Road Building Afaterials,· Gravel,· 
Slag, Stone, etc., between New England, New York, . and Canadian 
Points, 155 I. C. C. 407 {1929). The rates for run~f-bank gravel· 
averaged approximately the same as the Central Territory single-line. 
scale. The highest level of rates on road materials in Official Terri- · 
tory was prescribed for application in Trunk-Line Territory in Buck- , 
land v. Boston and Albany R. R. Go., 139 I. C. C. 88 (1928), and other' 
cases. This ~cale averaged about 10 percent higher than .the CeritfaL · 
Territory level. · ~. 

No rates have been prescribed on asphalt rock, asphaltic sandstone 
or asphaltic limestone in Official Territory. · · · ·· -

A scale was prescribed on crushed stone or slag,, coat~d, with oil, . 
asphaltum, or tar, from Shaw Junction 1 Pa;, and: Youngstown; Ohio, t<>. 
certain destinations in New York, Ohio, Pennsylvania, and West Vir- · 
ginia in Interstate Amiesite Go. v. Akron, Canton and Youngs( own· Ry. 
Go., 173 I. C. C. 456 {1931). This was the lowest scale prescribed on 
this material in any territory. · . · · · · : 

No ra.tes have been prescribed on bituminous rock within Official··· 
Territory. 

SOUTHERN. T~RRITORY 

Single-line and joint-line scales of rates were prescribed on sand, 
gravel, crushed stone and slag throughout the South in Rates on Chert, 
Clay, Sand and Gravel within State of Georgia, 122 I. C. C. 133 (1927). 
The single-line scale approximated 98 percent of the Central Territory 
scale. The carriers have reduced these rates bt amounts greater than 
the increases authorized under Ex Parte115 and Ex Parte 123. 'This 
action resulted in a level approximating 95 percent of the Central 
Territory level. . · .... 

On asphaltic limestone, which originates only at three points in 
northern Alabama, rates were prescribed on a level approximating 120 
percent of the sand and gravel rates. See Colbert Limerock Asphalt Go. 
v. Alabama Central R. R. Go., 129 I. C. C. 177 (1927). ' 

A level of rates on asphaltic sandstone, higher than applicable on 
asphaltic limestone, but lower than applicable on CFUshed stone or 
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slag mb:cd and coated with asphaltum and lime, has been voluntarily 
established from certain producing points in Alabama and Kentucky. 

• Single-line and joint-line scales were prescribed on crushed stone or 
slag mh:ed and coated with asphaltum and limo in Interstate Amitsils 
Co • . T. Aberdeen&: Rockji8h R. R. Co., 172 I. C. C. 100 (1931), which 
averaged apP,ro..'timately 143 percent of tho single· and jomt-line 
scales prescnbed on· sand and gTavel. 

.Although no rates were prescribed on bituminous rock, tbe Southern 
carriers have voluntarily published single-line and joint-line rates. 
The single-line scale is 162 percent of the corresponding sand and 
gravel scales. The joint-line scale is 158 percent of the joint-line 
rates on sand and gravel. 

,WJ:STJ:RN TRUNE-LlNE TERRITORY 

' Three scales were prescribed on sand, gravel, etc., within 'Vestcm 
Trunk-Line Territory. A scale to apply from Quincy, Ill. to Iowa, 
was ~escribed in Keokuk Chamber of Commerce v. Chicago, Burlington 
and incy R. R. Co. 153 I. C. C. 382 (1929). This scale was approxi .. 
mate y 5 percent higher than the Central Territory level, and slightly 
higher than the Southern and Southwestern levels. Between Kansas 
and 1\lissouri..r. single-line and joint-line scales were prescribed in 
Clay County (/Tushed Rock Co. v . .Atchison, Topeka and Santa Fe Ry. 
Co., 144 I. C. C. 355 (1928). Rates under the single-line scale aver· 
aged approximately tho same as under tho Central Territory scale. 
Between 1\linnesota, North Dakota, and South Dakota, single-line 
and joint-line scales were prescribed in llopeman 1\laterial Co. v. 
Norlhem Pacijie Ry. Oo., 98 I. C. C. 361 (1925), and .American Sand 
and Gravel Co. v. Chicago & Norlh lVestern Ry. Co., 881. C. C. 1 (1924). 
The single-line scale averaged approximately 118 perctmt of the Cen· 
tral Territory scale. This was the highest scale prescribed within any 
terri tory. · . , 

No rates have been prescribed or published on asphalt Tock, asp hal· 
tic sandstone and limestone within 'Vestem Trunk-Line Territory. 

There are no prescribed rates on crushed stone or slag, mi~ed with 
asphaltum, oil, and lime, although the carriers hav~ established 
various point-to-point rates on a basis slightly higher than applicable 
<>n sand and gravel. · 

No rates have been prescribed and no commodity rates are published 
on bitumonous rock within 'Vestem Trunk-Line Territory. 

SOUTHWESTERN TERRITORY 

One single-line and one joint-line scale was prescribed on sand, 
·gravel, etc., in Docket No. 17000, Rate Structure Investigation, Parl11, 
Sand and Gra1:el, 155 I. C. C. 247 (1929), and Rate Structure Invesl'i· 
gation, Parl11-.A, Rates on Sand, Gravel and Crushed Stone, from and to 
Points in Kansas and 1\Jissouri, 177 I. C. C. 621 {1931). These rates 
were sliuhtly lower than the Central Territory level. The carriers 
:have voluntarily reduced these rates so that the single-line scnle is 
approximately 81 percent and the joint-line scale 78 percent of tho 
Central Territory level. · 

On asphalt rock and stone, partially asphalt-covered, single- and 
-J?int-line scales were prescribed in Alabama Rock Asphalt v. Abilene 



INTERTERRITORIAL FREIGHT RATES 137 

and Southern Ry. Go., 176 I. C. C. 555 {1931),-which result in rates ap· · 
proximately 120 percent of the prescribed rates on sand and gravel 
within the Southwest. ' , ' 

No rates have been prescribed on finished asphalt~coated stone and 
bituminous rock, but the carriers voluntarily published the same scale 
as prescribed in the Alabama Rock case, supra, which made theSe rates 
approximately 120 percent of the prescribed sa.i:l.d and gravel rates. 
However, these rates were reduced by the carriers from Oklahoma to· 
Texas to a level approximating 117 percent of the present or reduced_ 
sand and gravel rates. 

MOUNTAIN-PACIFIC TERRITORY 

No uniform basis or scale of rates has been prescribed or volun·· 
tarily established on road-building materials for general application 
throughout Mountain-Pacific Territory. In fact, there is no abso· 
lute uniformity in all instances in the rates applying· even over the· 
same railroad or within the same State. These commodities are 
usually found in close proximity to the points where they are .used 
and the movement is therefore either by truck or for comparativel,
short hauls by rail. Since this situation is more or less general in th1s 
territory the preponderance of movement is intrastate. While a 
considerable number of different distance scales are in effect in this .· 
territory, there are numerous point-to-point rates which are almost 
invariably lower than the scale rates and apparently move the larger 
volume of the tonnage. These poi,nt-to-point rates bear no definite . 
relationship to other rates or to each other. They ·wer-e established 
to meet existing competitive conditions in each instance. . . 

Table 91 shows numerous point-to-point rates in Mountain-Pacific
Territory on sand, gravel, and crushed stone, compared with rates for 
the same distances under the Central Territory level. It shows that 
some of the rates are lower and others are higher than the Central 
Territory level. · 

TABLE 91.-Statement comparing representative point-to-point rates on, sand, gravel~ 
and crushed stone in Mountain-Pacific ·Territory with the scale usually observecl 
within Central Freight Association Territory · • 

[Rates are in cents per ton or 2,000 pounds] 

From- To-

Pasco, Wash.------------------------ Athena, Oreg .•••••••••••••••••••• 
Do.- ___ ••.• ------·--------------- Pendleton, Oreg·-----·----"··----- . Umatilla, Orcg ..•••••.•••.••••••••••• Walla Walla, Wash _____________ _ 

Attalia, Oreg .••.• -------------------- Athena, Oreg _. _ -------------··• __ 
Do.-- .. -----------------......... Pendleton, Oreg .•••••.••.•.• ••• t,.. 

Ogden, Utah .••.•.••••••••••••••••••. Weston, Idaho .......•••.•••..•.•. 
Umatilla, Oreg ..•••.•••••••••••..•... Valley Grove, Wash .••••••••.•••• 
0!(den, Utah .••••.•••.••.•••••..•.••• Dayton, Idaho ••••••••••.••••••••• 
Umatilla, Oreg....................... Dayton, Wash .••••••••..••••••••• 
Ogdf'n, Utah .•••• ------------........ Virginia, Idaho .••••••...•.•••.•••• 

Do ....• ---------·---------······- Ink am, Idaho.-------------------
Do ....•.•••••.••••• -------------- T;~:hee, Idaho •.• -----------------
Do ..••••••••••.•• -------- __ ------ A1ken, Idaho ..•.••.•••••••••••••.• 
Do .•••••••••.•.•• -------------·-- Wapello, Idaho •• ___ --------------
Do............................... Sterling, Idaho .•••.••••••••••••••. 

Specific 
rate l 

60 
60 
70 

. 60 
60 

150 
90 

180 
120 
210 
240 
260 

• 280 
220 
300 

.. · '"' 

Central 
Freight 
Assocla• Distance., 

tion . miles 
levels I 

88 
88 
88 
88 
99· 
99 
99 
99 

110 
110 
.132 
132 
143 
143 
154 .. 

48; 
54 
5S 
60. 
65 
65· 
66· 

.71 
9T 

100• 
122' 
140· 
162" 
164· 
ISS. 

'W.'J. Bohon's I. 0. C. No. 660, andiUnion Pacllle Railroad Company, I. C. C. No. 4371, 
I Prescribed in 104 I. C. C. 717 (1925), including Ex Parte 115 and Ex Parte 1S3 increases. 
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Tablrs 02 and 93, wlueh compare intrntl'rritorial h~vl'lS or ratrs on . 
road-building matrrials, indicate that tho various scall'S obtll.ining 
within .Mountain-J>acifie Tt•rritory aro rl'lativrly high. It will be 
()bserTf'd that the dHiert'nt scalt'S on uncoatl't.l sand, grav••l, t'tc., 
range from 84 perct'nt to 269 pt'rcent of the basic Ct'nt.ro.l :Freight 
.Association Tt'rritoey lcvt'l. Table 93 rcvt'o..ls that the ratl'S on aspho..lt 
or tar-coated g~avel, sand, or stone in .Mountain-Pacific Tl1rritory are 
c:onsiderably higher than· apply on a similar drscription of tratlic 
within Central Ji,rei~ht .Association Territory, the former ranginF 
from 109 percent to 326 percent of tl1e latter. It should be obsurvl1ll, 
howevrr, that the much higher levels in 1\lountain-Pacifio Territory 
are subject to a minimum wei~ht of60 000 pounds as against a min
imum weight of90 percent of the marked capacity of the car in Cl'ntral 
Territory. · ! • 

The rates within .Arizona and Colorado are more nearly rl'lated to 
the Southwestrm adiustment than are the rates within or between 
()ther Statrs within 1\lountain-Pacific Territory. 'Vithin the State of 
Arizona the rates for distances from 10 to 100 miles range from 5 to 
10 cents per ton hifher than the level prescribed in Docket 17000, 
part 11; supra, but tor distances from 100 to 300 miles these rates are 
approximately the same as those .Prescribed for application withln 
the Southwest. Between stations m Colorado south of Denver and 
~ast of the mountains a mileage seale reflecting 110 percent of the 
prescribed Southwestern scale is in effect. · 

Considering the numerous point-to-point rates nnd the.sevcral dif
ferent scales applicable on the various descriptions and minimum 
weights the statement is warranted that the average level of the rates 
on road-building materials .within ~fountain-Pacific Territory is con· 
siderably hi~her, and less uniform, than within any other territory. 
It is particularly noticeable that no rates have been prescribed by the 
Interstate Commerce Commission to apply on these materials in this 
territory. 

SUMMARY 

Rates on road-building matE'rials are, for the most part, based on 
distance scales. The levels of the various scales on sand, gravel, 
crushed stone, and slag, arc shown in table 92. The lowest scales are 
the Southwestern volunt&ry' scales. The Southern prescribed scales 
are slightly lower than the Central Territory basic scale; and the 
voluntary Southern scales are still lower, but not as low as the Southwest· 
em voluntary scales, nor as low as the scale prescribed in Central Terri· 
tory to destinations in Illinois. The highest levels are in :Mountain
Pacific Territory, where many different levels of voluntarily estab
lished scales and of point-to-point rates are found. 

Rates on other road-building materials arc higher than on sand 
gravel,, crushed stone, and slag. Comparisons of intraterritori;l 
levels on such road materials are shown in tables 93 and 94. 
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TABLE 92.-Relationships of intraterritorial mileage scales applicable on sand,. 
• gravel, crushed stone, and slag, in carloads 1 

Central (basic): J 

Percent of 
Central 

Territory, 
single line 

Percent or 
Central 

·Territory,· 
joint line 

!lingle line ...........••....•.•...•... --------------------·----------------~--- 100 ----~-----1~00 Joint line ( 119 percent of single line} ••••••• _ .••..•••••••.•.••••..•. : •••••. ___ --------., _. ~. 

fifi~~~l, ~ ?.~~~)- ~:: :: ~:::: ::::::::::::::::::::::::: ::::::::::::::::::::'::; ::::.::::: 18g .~:. 
Trunk-Line: J • 

Ringle line_ .......................•...•.••.•.•..•.••••••••••..•••••••••••• -~- 109 -------~-----
Joint line (118 percent of single line} ..••••••.•••.••.••• ---- ••••••..••..•• ---- ••.•••. ----- ...... ----~-

New En11llmd: 
Run-of-hank sand and gravel e. ____ .. _______ ..•• ------ __ •••.•••••. ---~~-. __ _ 
Crushed stone, screened gravel, etc.7 ___ .•......•.•.•.••.••..••••. ___ ...•••••. 

Southern: 
PreRrrihed: e • 

100 
110 

8 in !"le line .......••...•....... _ ..... ____ ••••••.•.••.••..•.•.•• ·.....•••••. 98 .••• ---------
Joint line (113 percent of single line} ••••• _____ .•• __ ••..•.•..•.••••.•.•••. -----------. . . 93 

~ili~: . ' 
Voluntary: • . 

\ . ,, 

Single line .. _ ....... · ........ __ .... : •• _. _. _ -·--------- •••• __ .. _ ••• •. -··-- 95 --·- •••••••• 
Joint line (110 percent of single line}_--------··-------------------~------ ···------~-- 88 

Southwestf'rn: 
Prescribed: • D 

Single line ......... __ . ___ .••.•..•.. ___ .•• __ •••••••••.•••.•••••.•• ____ ..... 99 ••• -----•--- ' 
Jc,lnt line (I 14 prrcent of single line} •••• ___ •••••.••.•• _ .••.•••.••••• ___ •. .•• ••••. •• •. 94 

Southwestern: · 
Voluntary: u • , · , 

Sin glP line_ ....•••••....•..••... __ --------------------- •••••• ·............. . 81 . --·--------
Joint line (116 percent of single line} .•••. _ .•.• ------·-. _____ •. __ ..• __ ••••. -------- __ . _ 78 

Western Trunk-Line: Quincy, Ill.-Iowau....................................... · 105 ~· 88 
KansAs-Missouri: u 

Singll' line . _ .......•.. _. _ .•........•..•. ····-------------------------------- 99 -----------~ 
Joint line (120 percent of singleline} •.•.•..•.••..•••.•••.••• : •.•••••.•.•.•••• ----------- 99 

Minnesota-North Dakota: u 
biDJ:!leJine .......................••..•••......•..••••••• :................... I 118 •••••••·•••"' 
Joint line (116 percent of single line) •••........••••••••••.••••••••••••••.••••• :.~-~-=---- lUi 

Minnesota-North and South Dakota: u 
Single line----------------------------.--------··------------------······--- · . ·us ---A--~-----
.Toint linr (116 prrcent of single line)_ ............ ___ ... _______ .... _ •..•• --~-- ••• ---~----. • 115 

N ort.hrrn California: 16 . . 
Single linP ........................................................ ----------~ · 90 •••• ·....:·---~--
.Joint line (JJJ percent of sinl(le line) (minimum weight, 60,000 pounds) •••••. ·------·---- 84 

Southern California: 1; . . . , . . 

Single line (minimum weig-ht, 40,000 poundsL------~----------------------- · 101 -----~'_, _____ . 
Joint line (minimum weurht, 40,000 pounds) •......•...•...•....•..•..•..•••• ---·-------- 99 

Colorado (lntragtate): 18 Single line (minimum weight, 90 percent of marked 
tapacity of car .... ____ .... __ ... _ .... ___ .......... _._ ....... -----------······---

Colorado (intrrstAte): 18 Single line (minimum weight, 40,000 pounds} ....•••.•.•. 
Colorado-New Mexico: 18 Single line (minimum weight, 40,000 pounds).~------

109 ------------
179 -----------
'169 -------------

'Based on the sum of the rates, not includinl! Ex Parte 116 and Ex Parte tea increases, at each 10-mile 
interval up to and including 200 miles, except that the variou!l scales applyine: within Mountain-Pacffic 
Territory are current and arP therefore compared with the Central Territory basic scales increas!'d under 
Ex Parte 115 And E.r Parte J2S. 

• Pre~crihed In 104 I. C. C'. 717 (1925). . 
• Pres<'ribed in 191 I. C. C. 206 (1933), to Ohio. i 
• Prp.-;cribed in 209 I. C. C. 623 (1935),160 I. C. C. 507 (1930), 181 I. C. C. 373 (lo32), and 188 I. C. C. 393 .. 

(1932). ; ' 
6 Proscribed in 139 I. C. C. 88 (1928). 
a Approved in 155 I. C. C. 407 (1929). 
7 Apr•roved in 155 I. C. C. 40i (1~29) 
s Prescribed in 122 I. C. C. 133 (1927). 
• Level voluntarily established by carriers. 

1o Prescribed in 155 I. C. C. 247 (l!i29), 177 I. C. C. 621 (1931). 
n J,evel voluntarily est'lblished by carriers. 
12 Prescribt'd In 153 I. C. C. 382 (1929), from Quincy. Ill., to points in Iowa. Scale started at 4() miles 

and !'nded at 185 miles. For purposes of comparison it has been graded pack to 10 miles, and also .extended 
to 200 milrs. . " 

13 Prescribed in 144 I. C. C. 355 (1928). . · 
"Pre~cribed In 98 I. C. C. 361 (1925). 
u Prescribed in 881. C. C. I (1924), and 98 I. C. C. 361 (1925). , · 
1a Western Pacific Tariff 36-F, I. C. C. No. 260, and Pacific Freight Tariff Bureau Taritf No. 16~F. 

J. P. Haynes, agent (intrastate). 
17 Scale not publishPd, but used f\S a measure in establishing commodity rates. 
u The Denver and Rio Grande Western Railroad Company's I. C. C. No. 732. 
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. TA.L.a 92..-R•lalitnuAipa o/ ir&tratf1'ritorial mil•aa• acalt~a opplicablt 011 eand, 
f"Gfltl, ~•A•d alo"''• a'ftd 1la,, iJt carload• '--Continued .. 

PPrctmt ot 
Cencml 

Terrltury, 
IWilltllnt 

rcrt'tlnt ot 
l~tmtrul 

Terrltui'J • 
Join' lint 

IJaho-1\lon&au-Onoron-Wyomlnr: II (miDlmum wel&h'- llllllked capacity ol 
eld', bua no& h>9a than 80.000 pounds). ••...•.•••.....•••.•••..• ······-········ 112 

ldabe-OntJtoa-Washlnl[toa • (miDimum wtllb'- 100,000 pounda) •••••• -........ 1~ 
04 
lU 

On!r:.t~i=~'.'!.=.~---. .. . . . . . ... ... .......................................... 133 •••••••••••• 
Joint line (114 Pf'rt'eDI of single line). ........................................... ·•••••..•. 177 

Utab (Inter-and lntrastllte): "Sinrlellne (minimum wehlht, 46,000 pound!!)..... 1611 
Wa~~hlmtton-Brltisb Columbia. and Waahina&oQ lDtentatt Uuou&D .Brlt.lsb 

Columbia • .... , .......................... _ ................................................. ~ 2ftD 224 

• BatM'tl oa &he aum of the ratu. noUncludlnl ~ Parn Ill and E.r Pari• 11! lnoreues at tacb l().mlle 
lntenal ap to and lncludiDir 200 mllM. except tbat tbt yarloua acale11 applylnll •ltbln Mountain-Paoitlo 
Territor, are mrren& and are Ulerefon compared wltll Ult Culral Turuorr buia acalealnoreued under 
~ Part• 116 and •~ hrtt liJ. 

,. VlliOD l'aei.Cie Rallraed Comp&DJ'II. o. c. No. mJ. 
• W. J. Bobon'al. C. C. No. lltlO. 
• The DeD•er and :Rio Grandt W 11tem :Railroad CompiDJ'II. C. C. No. 187. 
Nou.-Ia moat ln!ltanrea thfl ra~s In Mountaln-Paclllo Territory appllcahle on 111\Jld, rranl, eru1!lu••l 

fOCI! and rtpmp, minimum weLtht, 100,000 pounds, also apply on etu~hl'<l roclr and aRnrt1 ooatfWJ with oil, 
tar or uphaltum, strahibl or mlllert earload!l, minimum well!ht, 100,000 pountls. lll~eoer ratea In eon·· 
MotloD wltb 1 minimum wtll(h& of 60,000 pounds UIU&UJ apply ou &be abon·descrlbed ooated materiGl 
when sblpped In atraiaha carloads. 

TABLJ: 03.-Relatimahip• o/ intratemlorial mileav• 1calea on CTuahed atont O'f •lag, 
mir:ed and coated with oil, aaphaltum~ O'f la1', O'f 1D1lh asphaltum and lime; and land, 
f'TGrtl, and cherl mized and coated with aaphaltum, oil, O'f tar, in carload• • 

Central: • 

PPrcent of Perc11nt of 
c .. ntrat Ct~ntl"'l 

Territory Terrltnry 
alnale liD• Join& line 

Singlellne ......................................... ~......................... 100 .••••••••••• 
JQin& line (110 perce.nt ol Central aln&le line) ••.••••••••••••••••••••••••••••• ,. ............ 101)-

8outl'iem:• 
Single Une • • ••••••••• •. . . ••• ••••••••••••• ................................... 13:1 •••••••••••• 

• Joint line 004 percent of Southern slmde line)............................... • .... ••• . • •• 124 
.&dahe-Oregon-Washington • (minimum weight 100,000 pounds).................. 120 100· 
ldabo-Oregon-Washington • (minimum weight 601000 pounds)................... 166 13~ 
Wuhlngtoo-Brttisb Columbia and Wuhington mterstate tbrouab British Co-

lumbia• (minimum weight 100,000 pounds).................................... 261 
W111hingtoo-Brttlsb Columbia and Wuhin&ton lnteratatt &.brouib Brttlsb Co-

lumbia• (minimum weiall& 80,000 pounds) .................................... . 326 

• Based on &be mm or the ratea, not lncludinr b Parll 116 and Ez Partl '"Increase!!, at each l~mllt 
lntenal up to and includinl 2r.O mllett, except ihat the nrloua aeales applylng within Mountalo-Paclfto 
Territot'J' are curren& and are therefore compared wltb tbt Central Territory basic acalealnereued under 
Ez Part1 lliJ and Ez Parlt 113. 

• Preacribeci Jn 173 L C. C. 4.56 (1931), for application on crushed atone or alai, coated with oil, asphaltum, 
or tar. • 

• Prescribed In 172 J, C. C. too (1931), for application on eroshed •tone or lllllf mblld and coated with 
asphaltum and llme, also applicable on land, IJ'&VeJ, and chert, mllled and coated wltb asphaltum, oU, 
'"tar. 

• W .1. Bohon'al. C. C. No. 1160. Appllel also on •and. aravel, and crushed stone. 

T.tBLI1 94.-Relationahip• of intraterritorial mileag1 acalet m aaphallic limestom antl 
a1phalt rock, in carloads • 

Southern:• 

Percent of Percent of 
Southern 8onthem 
Territory Territory 
aingle lint Joint line 

Single line................................................................... 100 ••••••••••.• 
Joint line (103 pereen& of Southern linale line)............................... .•••••••••.. 100 

Southwestern: a , 
Sin~~:le line................................................................... 111 ........... . 
Joint line (102 percent of Southwestern lln&lellne} ............................... ~....... 110 

• Based on the 8um of the rates, not lncludinr b Parll 111 and Ez Parll liS increases, at each 2/S-mlle 
lnterTal UP. to 1,000 miles. 

• Prescnbed in 129 J. 0. C. 177 (1927), for application on limestone, broken, Gl'Uibed, or lfl'ound, CGn
talning 3.5 percent or more of 1111phait. 
• a Prescribed In 176 I. c. C. 665 (1932), for application on asphalt roclr, natural or coated with not to exet!fltl 

1 percent of road oil, Cl'llShiiJd or vound, and on stone, coated witll .oo& to exceed 6 percent of road oil, 
eruahed or IJI'OUnd, In atraiaht or mixed earload!J. 
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P. SALT 

Common salt (sodium chloride) is produced at a relatively small 
number of points in the States of California, Kansas, Louisiana, 
1fichigan, Nevada, New York, Ohio, Oklahoma, Texas, Utah, and 
'Vest Virginia. Salt is not competitive with other commodities, but 
there is keen competition between the producers in each producing 
area, with the result that all producing points in each field are usually : 
grouped and take the same rates, except for short hauls._· There is . 
also keen competition between the various producing fields and be
tween the carriers serving them. The relation of the rates from the 
various fields is therefore of much importance to both producers and . . 
earners. . , . 

Salt is used for human and animal consumption, and also as a raw 
material in the chemical industry, and as a preservative, The chem
ical industry is the largest user of salt; the packing industry the 
second. -

OFFICIAL TERRITORY 

In Docket 17000, Rate Structure Investigation, Part" 13, Salt, 197 
I. C. C. 115 (1933), the Commission prescribed 17.5 percent of the 
first-class rates o:q. bulk salt, minimum weight, 80,000 pounds,·for ap-.; 
plication in Official Territory. On package salt, minimum weight, 
45,000 pounds, the basis prescribed was 22.5 percent of. first-class. 
These rates are the lowest prescribed on ~alt in any of the. territories. 
'Vith few exceptions, the carriers have not deviated from the basis 
·originally prescribed except to take advantage of the general increases 
in rates authorized in Ex Parte 115 and Ex Parte 123~ · · '· 

SOUTHERN TERRITORY 

No salt is produced in Southern Territory. In Docket ·17000~ ... 
·part 13, the Commission prescribed .16 percent of firs~ class on bulk 
salt, and 20 percent on package salt for application in Southern Ter
ritory. The percentages of first class are lower than the corresponding 
·percentages in Official Territory, but the actual levels of the rates are 
.higher than were prescribed for Official Territory. The present rates 
are the same as originally prescribed, with the addition of general 
increases authorized in Ex Parte 115 and Ex Parte 123. 

WESTERN TRUNK-LINE TERRITORY 

Within zones I, II, and III of Western Trunk-Line Territory the 
.rates prescribed in Docket 17000, part 13, on bulk salt and on package 
salt were on the basis of 17.5 percent and 22.5 percent, respectively, 
of the then existing first-class rates. From prqducing points in Kan
sas, however, to destinations in zone I and exoonded zone C in Wis· 
-consin, the rates ·were to be on the basis of the above percentages of 
the zone I scale of first-class rates, and the resulting rates were to be 
held as maxima at intermediate points in £one II. · 

From points in Utah to zone-III destinations in Colorado, Wyoming, 
Nebraska, and South Dakota, the rates on bulk and package salt were_ 
prescribed on the basis of 17.5 percent and 22.5 percent, respectiv~ly, 

·.-of the zone-III first-class rates. 
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As a result of motor-earrier competition the prrscribeu basis Ita;~~. 
not been maintained throughout \\"estern Trunk-Line Territory. In 
Sall from Kansas and Utah to Colorado, lryoming, Kansas, ftlissouri 
and New.\le:rico, 251 1. C. C. 283 (1942), the Commission authorized 
rates on a somewhat 'lowrr basis, with the same ratrs applying on 
both bulk anti package salt. These rates apply r:densivrly throu~h-

. out Western Trunk-Line Territory from Kansas and Utah producmg 
points. Rates from Kansas producinp points to 'Vestrm Trunk-Lino 
and Southwestern Trrritories are now oeforc the Conunission in Docket 
28716, lllorlo·n &.ll Co. v. AllO'n Railroa£1 Co. 

·From Kansas producing points to Chicago the present rates aro 20 
cents on bulk salt, and 32 cents on package salt, whl'reas those orir· 
ina.lly prescribed, plus E.: Parte 115 and EJ: Parte 129 increases, woutd 
be 35 cents and 41 cents, rrspectively. The lower basis is maintained 
more nearly to t'qualize with lower rates from 1\lichigan and Ohio. 
The rates from Kansas points to destinations in 'V rstcru Trunk-Lino 

. Territory d~rectly intermediate to Chicago are held down by the low 
ra tcs to Chicago. 

SOUTBWJ:STJ:RN TJ:RlUTORY 

In Docke~ 1,7000J part 13, the Commissi?n presc1ibed 16 percent of 
· the then-eXtstmg nrst-class rates as ma~nmum reasonable rates on 

bulk salt, and 20 percent on package salt, in Southwestern Tt•rritory. 
The basis prescribed on bulk salt has been generally maintained. On 
package salt, however, the rates have been lowered by the carriers, 
and the spread reduced from about 9 cents per hundred pounds to 
about. 2 or 3 cents. · 

MOUNTA.JN·PA.CU1C TERRITORY 

The highest level of 11alt rates prescribed in Docket 17000, part 13, 
supra, was for application within 1\fountain-Pacific Territory. This 
basis was 20 percent of 'Vcstem Trunk-Line zone-III scale of first-class 

. rates on bulk salt, and 25 percent on package salt, subject, ~owever, 
-to the rates found reasonable from Utah to zono Ill of 'Vestem 
Trunk-Line Territory as maxima at intermediate points in 1\Iountain
Pacific Territory. This level approximates 174 percent of the Official 
Territory bulk-salt rates nod 170 percent of the package-salt rates. 
A check of the current tariffs revrals that for the most part the present. 
level within l\1ountain-Pacific Territory reflects the basis ortginally 
prescribed in Docket 17000, supra, including the general authorized. 
mcreases. The carriers, however, have voluntarily cstabli~hcd a 
considerable number of point-to-point rates which are Iowt·r than tho 
prescribed haais, and wh1ch are said to have been influenced primarily 
by motor-carrier competition. Tbe competitive ratf's in most in
stances are subject to minimum weights ranging from 30,000 to 60,000 
pounds as compared with the prescribed minima of 45,000 and 80,000 
pound~ on package and bulk salt, respectively. Other rates somewhat 
lower than the prescribed basis have been estal}lished from Pacific 
coast producing points to points in the States of Arizona, California, 
Oregon, 'Yashington, and border points within adjacent States. It 
appears thn.t these latter rates are primarily controlled by market 
competition, the rates from the more distant producing points having 
been reduced to narrow the spread in the rates from the less distant 



' 
INTERTERRITORIAL FREIGHT RATES ' 143 

producing points. There is no uniformity reflected in any of these 
lower competitive rates, thus indicating that in each instance the 
particular rate has been established to meet an individual situation. 
In any event, it is correct to say that the general level of rates on salt 
in 1v1ountain-Pacific Territory is considerably higher than within any 
other territory. • · . . ·. 

SUMMARY 

Although published as commodity rates, the rates on· salt in the .. 
various rate territories are related to actual or constructive first
class rates by definite percentages, insofar as they are on the basis::_ 
prescribed by the Commission as maximum reasonable rates. The • 
prescribed bases ha vc been generally maintained except in Western 
Trunk-Line Territory, and to some extent in Mountain-Pacific 
Territory, and, on package salt, in· Southwestern Territory. The 
lowest prescribed basis is found in Official Territory, and the highest 
in :Mountain-Pacific Territory. Relative levels are shown in Tables 
95 and 96. 

TABLE 95.-Relationships of intraterritorial prescribed rates on bulk 'salt, in car-
' loads 1 · . · 

[Minimum weight, 80,000 pounds] 

[Official Territory=IOO] Official 2 __________________________________________________________ • 

Southern•---------------------------------~----~--~------~------~ 
10o'· 
125 .. 

Western Trunk-Line: • · 1 • · . .. 

Zone 1------------------------------------------------------- · 
Zone 11-----------~-------------------------------~---------
Zone 111---------------------------------------~--------------

Southwestern6 _____ ~--------------~-----------------------·--~-~--l\Iountain-Pacific e _____________________________ --------- -::-----:.. ___ _ 

126 
142. 
153 

~~:· 
J Based on the sum of the rates, not including Ez Parte 116 or Ex Parte ItS increases, at each 25-mile in

terva.l up to 1,500 mHes. Rates were prescribed in 197 I. C. C. 115 (1933), 88 various percentages of then 
existing first-class rate:~. , 1 

a 17.5 percent of then existing (1933) first-class rates. . 
a 16 percent of then existing first-class rates. , . · · 
• 17.5 percent or then existing first-class rates. These rates have not been maintained throughout Western 

Trunk-Line Territory, hut have been voluntarily reduced. . -
1 Ill percent of thtln existing first-class rates. · 
• 20 percent of then existing first-class rates. 

TABLE 96.-Relalionships of 'inlraterritorial prescribed rates on package salt, in 
carloads 1 

[Minimum weight, 45,000 pounds] 

[Official Territory=IOO] Offirial
2 
_________________________________________________________ _ 

Southern 3 ______________________________________ ~------~----------

\Vestern Trunk-Lines: • 

~~~~ ~~i~-~~= == == == == ===~==== == ==============~=========~====== Southwestern 6 _____________ • __________ ----- _ ------ ________________ .: 
l\Iountain-Pacific& ________________________________________________ _ 

100 
122 

127 
142. 
153 
145 
170 

I naserl on the sum or the rates, not including Ex Parte 116 or ExP2rte te.~ increases, at each 25-mile interval 
up to l,f.(JO miles. Rates were prescribed in 197 I. C. C. 115 (1933), 88 various percentages of then existing 
fir5t-class rat(•s. . 

'22.5 percent of then existing first-class rates. 
• 20 pcrc.ent of then existing first-class rates. . • 
• 22.5 percent or then {'Xisting ftrst-class rates. This basis has not been maintained throughout the terri-

to•y hut has been voluntarily redu(e.l. · 
1 20 fll)rc•mt of then existing first-class rates. This basis has not been maintained as rates have been 

voluntarily reduced. · · 
• 25 percent of then existing Western Trunk-Line zone III first-class rate$. 

.. 
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Q. ScRAP IRoN 

OJ'fiCIAL TERRITORY 

In Ntu"Port Ntu•s Shipbuilding and Dry Dork Co. v. Baltimore <.fo 
OAio RaUroad Co., 1601. c~ C. 620 (1920), the Commission prescribed 
rates on scrap iron on the basis of 70 percent of the iron and steel 
scale prest'ribed in Docket No. 17000t part 6, Jro·n and Stttl Articlesl 
1551. C. C. 517 (1920). This basis lor scrap iron rat('s was limitcu 
to traffic moving from Newport News Norfolk, and Portsmouth to 
destinations in 1\fa.ryland, Delaware, New Jersey, and eastern Penn
sylvania. In subsequent proceedings this scale has served as a 
standard of reasonableness in Eastern Territory. Sec Continental 
Stetl Corp. v. AkTtrn, Canto"!z and Youngstou-n Railway Co., 168 
l. c. c. 371 (1930~, 226 l. c. \.i. 683 (1939). ' 

BOUTHifRN TERRITORY 

In a fourth-section case, Scrap Iron and Steel in Southern Territor~~, 
1821. C. C. 175 (1932), the Commission approved scales proposed by 
the carriers. Provision was made for short and weak Jines in the 
Florida pe!Unsula by the addition of a.rbitraries. 

SOUTHWESTERN TERRITORY 

ln the· Southwest scrap iron takes 15 percent of first elMs with 
a minimwn of 50,000 pounds, and 12.5 percent of first class with a 
minimwn of 75,000 pounds. See Consolidated Southwestern Cases, 
123 I. C. C. 203 (1927), 164 I. C. C. 587 (1930). This percent applies, 
however; to the scale of first-class rates ori~ally prescribed by the 
Commission for the Southwest, and not to tne present scale. 

' 

WESTERN TRUNK-LINE TERRITORY 

In this area the carriers have established the rates on the same basis 
as in Southwestern Territory. This does not give the same level of 
rates in zone III of 'Vestern Trunk-Line Territory as in the Southwest 
because the Southwestern percentage applies to the original first-class 
scale prescribed by the Commission in the Consolidated Southwestern 
Cases, which is different from the 'Vestem Trunk-Line s.cale. 

SUMMARY 

Table 97 shows the relationships of the intraterritorinl scales on 
scrap iron. The Southern basis with a minimum of 80,000 pounds is 
ayproximately 10 percent less than the Eastern basis with a minimum 
o 44,800 J>OUnds, but when the Southern minimum is 50,000 pounds, 
the 1evel IS approximately 12 percent above· the Eastern level. The 
lowest basis is in 'Vestem Trunk-Line zones I and II. 
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'TABLE 97.-Relationships of intraterritorial mileage scales on scrap iron, in carloads,

[Eastern Territory scale-100] 
Eastern: 2 I 

~linimum 44,800 pounds._ ------·--------·-·------·- .. P·-------·
Southern:• 

Minimum 80,000 pounds. ___ ---- __________ ..;: •. ---.---~----------
Minimum 50,000 pounds. __ . ______ --_.--- ..... ----------------. 

Southwestern:' · 
Minimum 75,000 pounds.----- ___ _: ______ ----_.--'-----------:.:--. 
Minimum 50,000 pounds. ____ .---------.-----.-------- •. ---- __ -

Western Trunk-Line: 1 · · 

Zone 1: , . 
Minimum 75,000 pounds. _______ .--.---- __ ----.---. ___ _:._.:. .. 
Minimum 50,000 pounds. __ .--_ ..•.. ---.---.------~.------- · 

Zone II: Minimum 75,000 pounds _______________________________ _. __ -_ 1 

Minimum 50,000 pounds .• _. __ -------- __ -------------.----
Zone III: 

Minimum 75,000 pounds .•• _______ -- ________ ------ __ -------
Minimum 50,000 pounds •• _____ • _______ .------ ____ .:. ________ . 

100 

. 90 
112 

90 
108, 

- 76 .. ' . 
91-' 

87 
104 

95 
114 

1 Based on the sum or the rates, not lncludin~ Ex Parle 116 or Ex Parle 1!3lncreases, at each 25-mile interval 
up to 1,200 miles, with rates adjusted to a per-ton basis of 2,240 pounds. 

1 l'rescribed In 168 I. C. C. 371 on basis or 70 percent of the basic iron and steel scale prescribed in 155 
I. C. C. 617. No minimum weight was prescribed but 44,800 pounds was voluntarily established by the. 
<>arrlers. 

• Authorized In 182 I. C. C. 176. 
• Prescribed In 164 I. C. C. 687 on basis or 15 percent or the first-class rates originally prescribed In the 

Con•olidaltd Southwtltern Ca8er, for minimum of 60,000 pounds, and 12J.i percent or fl.rst class for mlnl· 
mum of 75,000 pounds. . - · 

' Established by carriers on basis otiS percent of the contemporaneous fl.rst.class rates lor minimum ot 
~.000 pounds and 12J.i percent of first class for minimum of75,000 pounds. · 

R. SuGAR 

In rrcent vears carrier ·competition, as well as competition of 
diffrrent refining points for interior markets, has severely affected the 
rates on sugar. Normal bases prescribed by the Commission have 
been broken down by voluntary reductions, and it is difficult to com-· 
pare rate levels. ,-. 

OFFICIAL AND SOUTHERN TERRITORIES 

The present basis of rates on sugar within o:mciai and Southern 
Territories is approximately 22 percent of the Southern first-class scale. 
Although these rates were not prescribed as maximum reasonable 
rates within either Official or Southern Territories, relationships in. 
rates were required by the Commission under section 3 of the Inter
state Commerce Act in Sugar from Gulf Coast Ports to Northern Points, 
234 I. C. C. 247 (1939), which would result from the application of 
ratrs on the basis of 22 percent of the Southern first-class rates. · 
· Rates lower than the above basis, however, have been approved by 

the Commission to meet water and motor-carrier competition. For 
example, in Sugar from J.fobile, New Orleans, etc., to Alabama and 

, Georgia, 237 I. C. C. 221 (1940), the Commissior\_approved the follow
ing reduced rates to permit the rail carriers to meet water and motor
carrier competition. 

. 
First- Then Percent Approved Percent 

To Atlanta, Ga. class present of first of first 
rate rate class rate class 

From-
New Orleans, La ••• ·---------------------------- 173 39 22.5 30 17.5 
1\fobile, Ala.---------------------------------- __ 147 33 22.5 29 18.5 
Savannah, Ga ••••• ____ . _______ ••. --------------- 125 28 22.11 20 16.0 

90454-43-11 
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WESTER.~ TlUJNJ::•LINE TERRITORY 

· No level of maximum reasonable rates on sugar has been prescribe{ 
for Western Trunk-Line Territoq. Table 98 shows carload ratm 
from numerous refining and shippmg points in 'V t'stem Trunk-Lin4 
Territory to destinations in the same territory. Tbe table shows n< 
uniform rrlationship to the correspondin~ first-class rates although th4 
&Terage relationship of the rates shown m the table is about 24 per
cent of first class • . 
TAILB 98.-Slal•m11'1 o/ rates tmeuqar i" carloads, minimum weight, 60,000 pounds 

J.rowa rtflni~tt_ or •Aipping__poi_nls '" h~estn11 Trunk-Lin• T11rilor11 eo d1stanalionl 
'" lY Isle"' Trw,.k-IAn• T1mlor1J 

Relatloa 

• Jlnt- Com- of com- Tarttr 
hom- To- cllllll modltJ modlty author-rate to rat• nte 8nt-ol11111 n, 

(percent) - -
lloutJl TnrrlntrtouL.WJO ••••••••• 011hllo!lhh Ntthr •.••••••••••••••• 01 8& 37. , 
Orand lllllllld, Ne .•• --· •••••. Council Jutfl!l, Iowa •••••••••••• 98 8tH n.2 I 

llouUl Torrtn11tou, WJO. •••••••· Lemoyn .. , Nebr ••••••••••••••••• 107 4l 39.2 I 

R~lry J'ol'ff, Colo ••••••••••••••• f!cott Ci~, Kan1 •••••••••••••••• 124 36 2H.I I 

ltrhrhton, Colo ..•••••••••••••••• 00flf Jan , Kanl!l .••••••••••••••• 128 .3tt 28. J I 

· Roelryl'ord, Colo ............... Dod~11 Citt, :Kant ..•••••••••••• 130 89 80.0 
~tb Torrln~rtoa, WJO ••••••••• llrad II'J I~ and, Nebr ••••••••••• 1ao 47 36.2 
M itcbtt11, Nebr ..• •u•••••••••·•· CMPf'r, Wyo ..•••••••••••••••••• 13~ 43 3l.8 
Rocky l'ord, Colo •• _ •••••••••••• Xlnslf!y, Kans .................. 1311 4~ 30.4 
lloutb Torrln!!toa, WJo. •••••••• Lexinaton, Nebr •••••••••••••••• 1:18 89 30.4 
:Brtrhtoa. Colo •••••••••••••••••• Colby, Kant .••••• _ •••••••••••• 138 89 2H.8 

Do •••••••••••••••••••••••••• Oakii'Y, Kane .•••••••••••••••••• 143 89 27.3 
Torrln1rto11C WJo •••••••••••••••• Keame\J Nebr .. - ............... 147 6l 8-&.8 
ltrl11hton, olo .••••••••••••••••• Prairie iew.K Kana. • ••••••••••• 103 ..., 27.8 
Jf.ocky J'ord, Colo ••••••••••••••• HutchlaiOD, an11.. ••••••••••••••• 11\..1 Ill 31. a 

Do ............................ Mel'bt~ri!IOn, Kan1. •••••••••••••• 167 Ill 30.6 
Do .••. -.............. - ........ N ewto~ Kana .••••••••••••••••• 167 Ill 3(),.5 

llriJrhton, Colo .••••••••••••••••• Smith entflr, Kan1 ••••••••••••• 167 61 30.11 I 

Rocky J'ordc Colo ................ Wlchlt~ 1Can1 ................... 17~ Ill 29.7 I 

LoD11mont, 010 ••• •••••••••••••• 8mltb entt>r, ltant •••••••••••• 172 61 29.7 I 

OraDd Llland, Nebr ••••••••••••• fit. Loui11, Mo .• ~ •••••••••••••••• 178 4~ 2.1.t 3 

I win lr, Cole .•••••••••••••••••••• Wlnfteld, Kans ••••••••••••••••• 177 114 30.11 I 

Do ............................... WelllnJrtoniiCant ••• ·-········· 177 114 30.11 I 

Grand Island(, Nebr ••••••••••••• ChiCBKO, II ..••.•••••••.•••••••. 187 43 22.1 3 

:Brlabtoo, Coo .••••••••••••••••• St • .franclt, Klllll ••••••••••••••• 191 Ill 26.7 I 

Lonl(tDont, Colo ••••••••••••••••• ••• •. do ........................... 191 Ill 28.1 I 

Oneley, Colo ................... Omaha, Nebr ••••••••••••••••••• 197 61 26.0 I 

Torrlnatoo, Wyo •••••••••••••••. Anolra, Nt>hr .................... ?i: Ill 24.0 I 

Greeley, Colo ................... Wichita, Kana •••••••••••••••••• 61 23.4 I 

Oardeo City, Kana. ••••••••••••• 8t. Leu I~ 1\llo ..••••••••••••••••. 220 47 21.4 3 

Oreeley, Colo ••• ········-······ Kanaaa lty, Kana •••••••••••••• m Ill 23.0 I 

Do ••• --····················- Arlumsu CltL, ICIUII •••••••••••• 22ft M 24.3 I 

Do •••••••••••••••••••••••••• Dt>ll Molntll, OWL •••••••••••••• 2'..!9 112 22.6 I 

Do •••••••••••••••••••••••••• Pltt•burlll', :Kana. •••••••••••••••• 238 M 23.1 I 

Do •..••••.•••••••••••••••••• Joplio, 1\lfo .••••••••••••••••••••• 241 117 23.11 I 

Garden City, Kana •••••••••••••• Cbicqo, Ill .•••••••••••••••••••• 2411 47 19.~ ' Bwtnlr, Colo .••••• _ ••••••••••••. 8t. Loui11, ll![o_ .••••••••••••••••. 2.'111 47 18.4 3 

Oreeley, Colo ••••••••••••••••••• Mlnneapo~ Minn ............. 2.~11 6:1 20.1 I 

Do •.••••••••••••••••••••••. 8t. Louis, o .•••••••••••••••••• 2118 113 20.0 
flwtalr, Colo .•••••••••••••••••••• C hlcago. Ill. •••••••••••••••••••. 2Hl 47 ttl. 1 
Greeley/ Colo .••. _ ..••••••••••• _ ..••• tlo .. - ••••••••••••••••••••••. 294 47 lft.O 
Orand unction, Colo ••••••••••. S&. Loula, Mo ••••••••••••••••••• 391 112 ta. a I 

Ogden, Utah .. ·············-~··· .•••. do .•...•••••••••••••••••••••• 391 117 14.6 3 

Orand Junction. Colo .•••••••••• Chicago, ID ••••••••••••••••••••• 399 112 13.0 I 

Orden, Utab •••••••••••••••••••. ••••• do ••••••.•••••••••••••••••••• 399 67 14.3 - -.Averqe ••••••••••••••••••. ·------······--····-···········- ........... .......... 23.60 .. ......... 
1 C18111 rate, 1\lpp'll. C. C. No. A-31711, anti A-2!ilr.J; eommodity raUl, 1\lpp'll. C. C. No. A·:J.Wt. 
I Clast ratr, ICipp's 1. C. C. No. A-317ft, and A-26114; eomrnoditl rate, Klpp't I. C. C, No. A-3446 
1 Clasl rate. ~pp'1 J. C. C. No. A-3202; commodity rate, :Kipp tl. C. C. No. A-3446. • 
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SOUTHWESTERN TERRITORY 

Rates on sugar within the Southwest were prescribedlin,the•Don-
. solidated Southwestern Oases, 123 I. C. C. 203 (1927), on the basis of 
30 percent of the first-class rates. This relationship. applies to the
first-class rates originally prescribed in that case and not to the 
present first-class rates. If this scale is averaged with that applicable 
m Eastern and Southern territories by the method used in ·our other 
rate comparisons it shows the Southwestern scale to be approximately·. 
152 percent of that scale. These rates, however, ·have been vol
untarily reduced by the carriers, and average about 21~ percent of the 
present first-class rates as shown in table 99. 

SUMMAR'T 

The most prominent feature of the sugar rate structure is the com- .. · 
mon level of rates that prevails throughout the whole area east of the- ·. 
Mississippi River, except where lower bases have: been estabJished 
for competitive reasons. Higher levels of rates·prevail in the West. 
The relative levels in the different territories are shown in table 100. · 

TABLE 99.-Statement of rates on sugar, in carloads, minimum weight 60,000 pounds1 "" 

except as noted, from New Orleans, La., and Sugarland, Tex .• groups to destina~ '_ 
tions in Southwestern Territory . . - · - ' 

From----------;-···----------------------- New Orleans grou~ (New 
Orleans, La. . 

Sugarland group (Sugarland, 
·.Texas) · • : 

To- First· Com- Percent First- Com-· Percent 
class rate modity of first class rate modity of 11.rst 

rate class rate class 

Texarkana, Ark--------------------------- 163 29 17.8 158 
. 

33 20.9 
Ashdown, Ark---------------------------- 177 29 16.4 163 M .. 20.9 
El Doradok Ark--------------------------- 1M 29 18.8 168 M 20.2 
Little Roc , Ark.------------------------- 174 . 32 18.4 192 M 17.7 
Fort Smith, Ark------------------------- 210 .. 21.0 201 46 22.9 
Mena, Ark _________ -- __ ----- ___ ------- ____ 197 39 19.8 182 46 25.3 Norman, Ark _____________________________ 

183 32 17.5 182 41 . 22.5 Ardmore, Okla ___________________________ 210 06 26.7 206 47 22.8 Oklahoma Cii1, Okla _____________________ 2M 55 23.5 .192 61 26.6 
MuskogeE'! 0 a-------------------------- 226 lili 24.3 192 51 26.6 
Tulsa, Ok a------------------------------- 2M liS 23.5 211 lil '24.2 
Denison, Texas--------------------------- 200 45 22.5 163 36 22.1 
St. Louis, MO----------------------------- 209 144 21.1 266 50 18.8 

Do. _________ -------_______ ------.---._ 209 46 22.0 266 
' 

52 19.6 
1oplin, Mo·------------------------------- 249 69 23.7 224 59 26.3 
Memphis, Tenn.------------------------- 156 t 32 20.5 228 35 15.4 
Shreveport, La--------------------------- 149 125 16.8 139 25 18.0 Do. ____ ----_. ___ ._._----__ ._ ••• ____ • __ 149 31 20.8 139 29 . 20.9. 

Average ________ --- ___ : ______________ ---------- ----------1 2L 131----.---- ---------1 .2L72 

1 Minimum weight 80,000 pounds. 
t Minimum weight 40,000 pounds. J . . 

~· 

Tariff authority.-1. R. Peel's I. C. C. 2838, 2881, 2902~205, 3224, 3469; Emerson's I. 0. 0. 288; Dodge I. 0., 
0. 361; Dodge Tariff 3, not on file with I. c. C.; Dodge Tariff 60-C, not on file with L C. 0. · · 

'' 
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TABLE 100.-Relationships of intraterritorial rate let,els on sugar, in carloads t 

[Minimum 60,000 pounds] 

. (Eastern Territory level= 100] 

:~~:h~~~j============:=============::::::::::::::::::::::=::::::::: 
Western Trunk-Line: a 

-· ~~~: Ic: :::::::::::::::::::: =~ :::::::::::: :·: :::::::::::::::::: Zone III ______________________________________________________ _ 
· Zone IV ____ _.._-- ______ --;. ______________________________________ _ 

Southwestern: · . 
Prescribed basis •-- ______________ ---- ____ --~ _____________________ _ 
Voluntary basis • __________________________________ : _______ ·-----

100 
100 

110 
125 
137' 
157 

152 
110 

I Based on relationship or rates at 25-mlle Intervals up to 1,000 mila., on constructive scales determined 
- by the average percentage relation of sugar rates to first class. · . . -

• Basis of 22 percent of Southern K-2 first-class rates; required In 234 I. cl't:. 24i. 
1 Based on 26 percent of first class which is the average relation to first class of point-to·point voluntarily 

established rates, as shown in table 98. 
'Prescribed In 123 I. C. C. 203, as 30 percent of first-class. · 

'Based on 21 percent of first class which Is the average rela~on to first class or voluntarily established 
point-to-poipt rates, as shown in table 99. 

S. CoNcLUSIONS 

The foregoing _analysis of commodity rates on a limited number of 
commodities which move in whole or in part on commodity rates. 
shows that on most of the commodities there are substan~al regional 
differences in the levels, with higher rates in the South and West than 
in Eastern Territory. In most instances, but not in all, the relative 
differences in I'ate levels are less than the differences in the levels of 
first~clM!2_.ra.tes in the same territories. On coke and on sugar, the 
Southern ·-'\-nd Official Territory lev~]$ are approximately the same. 
On several commodities studied the rate levels are lower in Southern 
than in Official Territory. This was foUAd to be true of brick, fer
tilizer, lumber, and also of sand, gravel, and crushed stone. In a few 
instances "\Y estern Trunk-Line or Southwestern levels are lower than 
Official Territory levels. The Western Trunk-Line level on fresh 

.. meats is lower than the Offi~ial Territory level on hauls of_ less than 
500 miles. In zones I, II, and III, of ·western Trunk.:..Line Territory· 
~the rate level on scrap iron, minimum wei~ht, 75,000 pounds, is lower. 
than the Official Territory· level. Soutnwestein levels are below 
Official Territory levels on common brick, pulpwood, and on sand, 
gravel, and crushed stone. The Southwestern voluntary scale on 
lumber is slightly lower than the Official Territory level. Mountain
Pacific levels of rates are commonly the highest, although there are 
relatively low levels in this area on ~o5£, and on pulpwood. 

-- On many commodities there are · erences in levels within a major 
territory. On. logs, and on pulpwood, and on sand, gravel, and 
crushed stone, there are many levels in some territories, frequently 
with individual-line scales maintained by different railroads. . Moun
tain-Pacific· Territory shows the greatest diversity in levels. The· 
absence of any uniform basis throughout Mountain-Pacific Territory 
explains why, on many of the commodities studied, average levels 

· coUld not be readily determined and compared.with the levels in other 
territories. On several commodities there are different levels in 
two, or in all three, of the subdivisions of Official Territory-New 
England, Trunk-Line, and Central Territories. This is true of brick, 
cement, coke, fertilizer, and fertilizer materials, lime, and of sand, 
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gravel ·and crushed. stone: In the instances in which this situation 
was found to exist, the Central Territory level was the lowest except' 
that on pulpwood the lowest basis was in New England. 

On a few commodities, substantially uniform levels have been pre
scribed by the Commission in two or more ·territories. On livestock, 
for instance, the same basis was prescribed for vVestern .Trunk-Line 
and Southwestern Territories, and the Southern basis .is only about 
6 percent higher than the Central Territory, and slightly lower than 
the .Western level. On '.sugar, the Official and Southern 'l.'en:itory 
levels are the same, as a result of decisions of the Commission.- In _the 
.Cement adjustment scale-III territory and scale-IV territory cut across· 
both western Trunk-I.Jine and Southwestern Territories. · · 
· ·The lower bases of rates in the South than in Official Territory. 
on brick, fertilizer, and lumber were voluntarily established by the 
carriers. The same is. true in the Southwest on common brick, and 
on lumber~' 



'CHAPTER V 

AVERAGE RATE LEVELS 

... Preceding chapters have shown: (1) Tbat there are marked diller· 
ences in the levels of class-rate scales in the different territories:, 
(2) tha\ even when differences in classification and exreptions ratings 
art~ taken into consideration, the territorial differences in average 
class-rate levels are nearly as great as the differences in levels of 
class-rates scales; (3) that due to differences in classification ratings 
the levels of rates on particular articles vary greatly in tho dill'erent 
territories; (4) that the rate levels on many commoditit>s moving 
wholly or partly on commodity rates also show marked differences; 
(5) that on many of ~these commodities the territorial differences in 
rate levels are less than on traffic moving on class rates; and '(6) that 
pn some commodities the rate relationships in certain territories are 
reversed, with commodities charged lower rates in the territories 
having a hi('l'her class-rate level. , 

A natur;.:j question to raise is the extent to which t~Iero are differ
ences in the average rate levels. From the shippers' standpoint, the 
average level of rates has but little significance. The shipper is 
interested in the relative rate levels on the particular commodities 
which he sells or buys, and if his rates are higher than those charged 
in another territory he cannot be consoled by a showing that on the 
average the rates in his territory are no higher than the rates in 
another territory. 

An average of rates furthermore, in view of the wide differences 
in particular rates and differences in composition of the traffic, may 
obscure very real and important differences in rate levels on particular 
commodities and kinds of traffic. The average rate level in the 
Pocahontas Region,1 if weighted by tonnage or ton-miles, would be 
dominated by the influence of the rates on coal, since approximately 
85 percent of the traffic in that area consists of coal or other products 
of mines. Rates on merchandise, or on class traffic generally, coul~ 
be much higher in the Pocahontas Region than in any otlier part 
of the United States without affecting . appreciably the regional 
average level of rates. 

The usual measure of average rate levels is the average revenue 
per ton-mile, which is the average amount received by the carriers 
for trans~rting a ton of freight one mile. This figure 1s obtained by 
dividing total freight revenues of the railroads by the ton-miles of 
revenue freight transported. It shows what the railroads receive, on 
the average, for a unit of transportation service. 

Care must be observed in comparing figures showing average 
revenues per ton-mile. Average revenue per ton-mile is a weighted 
average in that the more tons carried of a given kind of traffic the 
_greater becomes the influence of the rates on that commodity on the 

• :ror an explanat1ou of Focahontu :Reilon lee p. 151, footnote 2. 
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average. For this reason average revenues. per ton-mile are affected 
by differences in the composition of traffic. The average revenue per 
ton-mile does not measure the average Jevel of the published rates, 
but the average level of the rates charged on the tonnage that actually, 
moved during a given period. The levels -of published rates might 
be identical in two territories, but the average revenues per ton-mile 
would be different if more tons of low-rat~d traffic were transported 
in one of the territories than in the other. . · ·· ·· 

Average revenue per ton-mile is also affected by the length of hauls.· 
Since rates are normally less per mile for long haUls than for shorter' 
ones, the average revenue per ton-mile is less for long hauls than for 
short ones. This characteristic of revenue-per-ton-mile figures· limits· 
their usefulness for purposes of comparison, since they must be 
accompanied by statements or differences in average hauls before · 
significant comparisons can be made, and even then it is difficult to 
know how much allowance should be made for these differences. 

Statistics showing average revenue per ton.:.mile in a particular rate 
territory reflect not only the levels of rates in that area, but also the 
divisions of rates on traffic which moves interterritorially. The·. 
average revenue per ton-mile, therefore, measures what the railroads 
in a given area receive for performing a unit of transpo~tation service, 
but does not always accurately measure the level of rates . charged 
within an area. This limitation should be kept in mind· when com-_ 
paring regional average revenues per ton-mile. . . · 

The average revenues per ton-mile received by the class I line-haul 
railroads in Eastern District, Pocahontas Region; Southern Regjon, 
and 'Western District, for the years 1930 to 1941, are shown in table 
101.2 The same data are shown in chart form in figure 4. · · - ~ · 

It was noted above that comparisons of average revenues per ton
mile must be made with differences in average hauls kept in mind. 
Unfortunately, statistics of average length· of haul by regions or 
districts are not obtained by the Interstate Commerce .Commission. 
In I. C. C. Docket No. 28300, the Bureau of Transport Economics 
·and Statistics of the Commission estimated the average length . of 
hauls in the various districts as follows: 3 · · · -. \ 

MRerl 
Eastern District _________ ---------_------------_~-----,. __ ~~-------_ 252 
Southern Region ________ --- ___ ---- ______ --- __ .:. __ --·--- ___ --------__ 282 
Western District ____ ------------------------·-----------------~---· 345 

• These figures include the portion or the haul on interterritorial shlpmPnts which takes placo in a given 
district or region except that "bridge traffic", i. e., traffic passing through a region or district is not included. 

' . 
It will be observed from table 101 and figure 4 that in the Poca-

hontas Region the average revenue per ton-mile has been consistently 
much lower than in the other areas. The average revenue per ton-mile 
in the Western District has been greater than iJ\. the other areas, with 
the exception that in 1940 and 1941 the Western railroads received 
slightly less than the Eastern roads. The average revenue per ton-

t Whero the words "region" or "district" are capitalized in thi'l rl'!port thP. regions or districts named are 
as defined hr the lnterstnte Commcroo Commission for st~ti~tical purpose~ in Statistics of Railways. For a 
detailed dt>scription of these regions and districts Sl't> Statistics of Railways for tht> yt>ar 1935, pp. S-2 and S-3. 
Ea~t!'rn District co\'ers roughly thE' same area a.~ Official or Eastern Territory exCf'pt that it docs not include 
portions of Virginia and West Virginia served by the Chesapeake & Ohio Ry., the Virginian Ry., and the 
Norfolk & West.ern Ry., which area is known as the Pocahontas Region. Southl'rn Region correspond~ In 
a general way to Southern Territory. Western District corresponds roughly to Western Classif!r.ation 
Territory. · · 

'Taken from Bureau of Transoort Economics and Statist.lcs. Unit Costs for the-Eastern 'l'erritory, etc •• 
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mile received by tho Southern railroads was higher than that of t.ho 
Eastern roads from 1930 to 1935. Since that timo the two have been 
very tlose together, and in the years 1936, 1937, 1939)1940, and 1941, 
t.he Southern railroads received alightlyless for a ton-mile ol freight 
eervice than did the Eastern railroads. 

T.uu: 101 • .....:..4.11trogt rffmut 1''" ton-mil•, dau I line-haul railroarls, bu rtgion1 or 
·· district•, J9JD-1941 1 

• Poena Poena 
Tear• :r."!'t~>rn hoota• Sc>uthl'm WP!!tern Year f:Mfi'Tla ltontu South•m Wl!!lll'rn 

District .R•aJoo Re&lon Dls,rlc& District Rl'lllOD .Rl•Jllon Dllltrll't 

- -- --·· . 
Mill• Milla Mill• Mill1 MUl• Mill• Mills Mil~ 

19.10_ ....... IO.M 1.40 11).83 11.41 1D.'I1 •••••••• •. 70 fl. It 11.110 II. 70 
1!1.'11 ••••• -. 10.113 6.3/t 11.04 11. 3d 1\1:1!1_ ••••••• 10. 0!1 8.4tt 10.1:1 10.40 
11101:1 .••••••• 11ltll fl. 3-' 10.81} 11. 4.'i 111:111 •••••••• 10.07 e. 4:1 10.01 10.31 
JQaa._ ••••• 10. Ul 1.:17 10. 7l 10. 77 1940 .••••••• II.IH e. 81 '·" IUI:J 

l\1:14. ••••••• 11.98 fl. IT UH:J 10. &0 1114L •••••• _ 11.89 e. 4-& 11.46 V.4!1 19:15 _______ 
10.22 IHI 10.29 10. 4l 

lll:l4! •••••••• 10.10 e.u 10.0!1 10.17 .Avera~re •• 10.19 II.~ 10.24 10. 4V 

I rrom I. c. c. Statlat!CI ol 'RaUway!l. 

· Since it appears that the hauls are longer in the South than in the 
East and the average revenues per ton-mile aro practically the same, 
the Southern average rate level is presumably higher than tho Eastern. 
This conclusion follows because il the average sum received for 
transporting a ton o( freight a given distance was tho tmme in both 
territorieS, th~ longer average haul in tho South would produce a 
lower average revenue per ton-mile, since rates do not increase in 
pr()portion to distance. · 

The hauls are stilllon·~er in the 'Vest, so if the average char~e for 
hauling a ton a given dtstance was the same in the 'Vest as m tho 
East, the average revenue per ton-mile would be lower in tho \Vest 

· than in the East. As a 'matter of fact, the average revenue per ton
mile has been higher in the \Vest than in the East except for the years 
1940 and 1941. It follows that the average rate level in the \Vestcm 
District has been, and probably is, higher than in tho East.· 
. Tho above conclusions may be accepted as correct, but we are 
atillleft with no adequate measure ol the differences in average rate 
levels. An attempt to measure those differences was made by l\fr. 
'Vm. F. Kennedy of the Louisville & Nashville Railroad in an exhibit 
filed in I. C. C. Docket No. 28300 as exhibit· 18, and modified and 
reworked by Dr. Ford K. Edwards of the Bureau of Transport 
Economics and Statistics of the Interstate Commerce Commission in' 
exhibit 195, Unit Costs fo·r the Eastern Territory, etc.• 

The method used in the exhibits referred to was to compare the 
actual freight revenues received in 1039 by the railroads in tho South
em Region and \Vestcm District with the revenues which they would 
have received if the Eastern level of rates had prevailed in tho South 
and West. The procedure1 in more detail, was to estimate the reve
nues per ton-mile for each of the commodity groups used by the 
Interstate Commerce Commission for compiling traffic statistics.t.. in 
each of the three areas, and also to estimate the average hauls. ·1·he 
Eastern revenue per ton-mile was then adjusted for each commodity 
group to what it would have been il the average hauls had been the 

• 
• See pp. 11>-ll of the e:rhlbl&.• 
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same as prevailed in the Southern. Region and 'Vestern District for 
that commocijty group.6 This process represents an attempt to apply 
the Eastern rate level to the Southern and Western average hauls. 
From these hypothetical revenues per ton-mile the ~'constructive 
revenues," were computed, that is, the total revenues which the . 
Southern and 'V estern roads would have received from each com-·, 
modity group under the Eastern rate level. The ratios of the actual ... 
revenues to the constructive revenues were then computed, and ' 
constitute a measure of the avera.ge rate level or average "revenue . 
level," with the Eastern level as 100. . The results of the computation .. 
are as follows: · · 
Eastern District •. --- ___ -----------------------------·-------·-·----- 100. 0 
Southern Region·---------------------------------------~--------- 10~ 5 Western District. ____________________ - _- ______ - _____ ... - _-- ____ - ___ ,;. 116. 6, . . 

Dr. Edwards has pointed out that the .actual revenues which are 
compared with the constructive revenues in his calculations are , . 
overstated by a small amount because the revenue figures used are· 
gross revenues before deductions for pick-up and delivery allowances,' I 

switching absorptions, and the like. He believes that the overstate- , . 
ment in the Southern Region is greater than in the other areas, and 
concludes that the average rate level in the South is between 3 and 5 
percent over the Eastern level.6 · · . : 

The calculations of Edwards and Kennedy involve certain assump- , · 
tions and methods that might be questioned, and also' the use of 
imperfect data. For these reasons the resulting figures cannot be 
taken as conclusive, but they represent a careful attempt to. obtain 
a measure of average rate levels, or revenue levels, from available 
statistics.7 ' · · . · · : 

The differences in average rate levels shown by the calculations of 
the Bureau of Transport Economics and Statistics are less than the 
differences in the levels of first-class rates, and less than 'the differ.:. 
enccs in the average levels of class rates after taking into consideration ·· 
differences in classification and exceptions ratings. The,y. suggest 
that the higher rate levels on many commodities in the South and 
'Vest may be partly offset by low rates on other commodities, and 
that the volume of traffic moving on favorable rates in the various 
territories weights the averages heavily. Although,· as pointed out . , 
above, the calculations of average rate levels made by the Bureau of·· 
Transport Economics and Statistics cannot be taken as conclusive, 
they suggest that any attempt to unify the rate structure as a whole 
on the basis of Eastern or Southern rate levels might create a revenue 
problem for the Western railroads. · 

I The adjustment of the Eastern revenues per ton-mile to Southern and W tstern average hauls was made 
hy inrreasing or reducing the Eastern revenue Ptr ton-mile accordin~ to the ratio that the revenue-per· 
ton-rnileJield of the Eastern first-class rates for the Eastern average,haw bears to the revenue-per-ton• 
mile y!el under the same scale for the Southern or Western average haw. · 

• See Statement of Ford K. Edwards In reply to the criticisms of exhibits Introduced by him, p. 51. 
r Data obtained by the Board from a way-bill analysis of carload traffic terminated on 12 sample days ln 

1939 will make possible the computation or average rate levels by other methods. • · , 



CHAPTER VI 

INTERTERRITORIAL CLASS RATES 

This chapter is concerned with interterritorial class rates. In 
the first. section of the chapter tho class-rate structures applying 
between the various rate territories are described. This is followed 
b;r &n analysis of the levels of tho interterritorial first·class rates in 
relation to intratcrritorial levels. }'inally, the classification exccp· 
tions which apply interterritorially are examined to determine tho 

· utcnt to which they diller from exceptions which apply intra
territorially. 

' ' 

A. Tum STBUCTVRil or lNTJ:RTERRITORIAL RATES 

l. SOVTHERN-OfJ'ICIAL 

Intertenitorial class rates between the South. and Official Terrj
tory are governed by the Southern Classification. Defore describing 
the methods of constructing rates between the South and Official 
Territory mention should be made of a certain amount ol overlapping 
of Southern and Official Territories.' Between that portion of Ofhcial 
Territor:y which lies on and south of the dotted line shown on the map 1 

(embracm" parts of the States of Virginia, 'Vest Virginia and Ken· 
tucky) and points in Southern Tenitory (excluding so-called border 
territory later described), the rc~ar Southern (K-2) basis of rates 
applies. The area embraced w1thin the dotted line on the map is 
therefore in Southern Territory so far as the rates to and from most 
of Southern Territory are concerned. · · 

For the purpose of describing the rate structure between the South 
and Official Territory it is necessary to divide Official Territory into 
two parts since the rates between the eastern portion of Official 
Territory and the South are not constructed on exactly the same basis 
as are those between the western part and the South. The Buffalo· 
Pittsburgh line demarks in a general way the two sections. 

Between Central Territory, i.e., the part of Official Territory lying 
west of the Buffalo-Pittsburgh line, and points in Southern Tenitory 
exclu':.iY"e of certain border territory more fully described later, class 
ratte are constructed according to a system set up by the Commission 
as a result of the SO'Uthern Class Rate lnvestigahon, 100 I. C. C. 513 
(1925); 109 I. C. C. 300 (1926); 113 I. C. C. 200 (1926); 128 I. C. C. 
567 (1927). Prior to this decision the interterritorial rates were gen· 
erally combinations of either local or proportional ratcs 3 to and from 
either the "Ohio River crossings" or the "Virginia. cities." 3 

As a result of the decision in the Southern Class Rate case the carriers 
wrre required to publish through rates lower than the combination 
basis between points in the South and points in Central Territory. 

I P.l. 
1 A "proportional rate" Ill a rate between two points which Ill limited In Its appUcatlon to tramc which came 

from or U. destined to a point beyond. 
• 'I he principal Virginia citi~>a pre Roanoke, Lynchburg, Norfollr, and .Rlchmond. 
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These rates are constructed on what has come to be known as the 1 

"K-2-Q-1" basis, i. e., a combination of two scales of rates pre.:. 
scribed in appendix K-2 and appendix Q-1 of the Commission's 
report, subject to certain maxima and minima .. Under this system 
of determining through rates the basic Southern scale, known as the 
K-2 scale, was used for the distance in Southern·Territoryto or from ' 
the gateways. To this rate was added a differential for the distance · . 
in Central Territory according to one of four distance scf;lles of first- · 
class differentials set forth in appendix Q-1 of the Commission's report. · 
The Q-1 scales are shown in appendix C, herein. The Q-1 scales, 
since they are in effect scales of proportional rates, are lower than the 
basic Eastern scale. The result of applying the K-2-Q-1 basis, 
therefore, is to make interterritorial rates lower than combinations 
of local rates to and from the gateways. · , . -

The Q-1 scales of differentials are four .in number, .and the scale 
used depends on the distance of the point of origin or destination in 
Southern Territory from the gateways. The highest differentials are 
applied if the origins or destinations in Southern Territory are 30 miles 
or less from the gateways. , The next lower differentials apply if the 
Southern origins or destinations are more than 30 miles from the gate
ways, but not more than 100 miles. ·The next lower scale of differen
tials applies on traffic to or from points more than 100 miles, b_ut not 
more than 340 miles, from the gateways. The lowest scale of differ- . 
entials applies if the Southern origins or destinations· are more than 
340 miles from the gateways. Thus for a distance of 200 miles 1n · 
Central Territory a first-class differential of 38 cents would be added ' 
if the Southern origin or destination was 30 miles or less from the 
gateway, 35 cents if it was over 30 and not over 100 miles from the 
_gateway, 32 cents if more than 100 miles but not over 340 miles,.. and . 
28 cents if over 340 miles from the gate;way. Thus, successively · 
smaller amounts are added for a given distance in Official Territory 
as the length of the haul in Southern Territory increases. · 

A slight modification of the K-2-Q-1 formula was made in the. 
construction of rates to points in South Carolina through the Virginia _ 
cities as gateways. The Q-1 differentials were applied for distances · 
north of the gateways, but south of the gateways factors were applied 
from or to certain origin or destination groups in South Carolina. 
Rates so constructed, however, were subject to certain maxima,. 
namely, the Eastern local rates for distances north of the gateways 
plus certain prpportional rates south of the gateways. . 

Rates on classes other than first class conform to the percentage 
relations observed throughout Southern Territory. Short-line and -
weak-line arbitraries as well as the usual arbitraries on traffic to and -
from zone C in Michigan are permitted. · 

In the construction of rates under the K-2~1 formula short-line 
distances are used. The carriers, however, are permitted to group 
origins and destinations to a limited extent. The Commission held. in 
the Southern Class Rate case that groups should be of "moderate ex
tent," and that the group rates should be a "fair average" of rates 
from and to points in the group determined under the K-~-Q-1 . 
formula. · · · ' 

The 'existence of rail-water and rail-water-rail routes between points 
in New England and in Trunk-Line Territory and points in the South 
accounts for the differences in the construction of the all-rail rates 
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-between this portion of Official Territory and the South. The ·all-rail 
ratts had traditionally been depressed by tho e.xistenre of the water
rail ~utcs. In the So,uthtrn Class Rate inrtsligation the Commission 
prescribed ke;r-point. rates between important points in New F411gland 
and Trunk-Line territories, including the Buffalo-Pittsburgh zone,• 
and groups of points in Southern Territory as shown on the map in 
figure 5. The key-point. rates are· somewhat lower than the rates 
that would rrsult. from tho application of the K-2-Q-1 formula, 
bet wren points in Trunk-Line ·Territory, including the Buffalo· 
Pittsburgh zone, and points in the South where no key rates were 
provided, the K-2-Q-1 rates were :prescribed as ma.~imum reasonable 
rates via the Ohio River and Virgirua gateways, with the exce:ption of 
the special treatment of South Carolina points via the Virgimn. gate
ways mrntionrd in connrction with adjustment to and from Central 
Territory. · 

Tho key points in New tngland a.nd Trunk-Line Territories, includ
ing the Bufialo-Pittsburgh zoner have been the basis of forming origin 

• and destination groups of cons1derable size. The grouping of other 
points with the key points was specifically authoriz£'d by the Commis
sion in Southern Class Rate case. The New England groups are shown 
in figure 6, and the Trunk-Line groups in figure 7. · 

A special adjustment of rates exists between Official Territory and 
points in southern Virginia, North Carolina, Kentucky, and eastern 
Tennesseeo, commonly known as "border territory." This adjustment 
resulted from the decisions of the Commission in North Carolina Cor· 
pmatioo Commission v. Akron, Canton '" r oungstown Railway Com· 
~ny, 213 I. C. C. 259 (1935), and in Commonwealth of J(entucky v. 
Ahnaptt and U"tstern Railway Company, 213 I. C. C. 297 (1935), and 
'also East Tennessee Border Traffic Association v . .Akron, Canton &r 
:YO'Ungstown Railwav Company, 214 I. C. C. 316 (1936), together with 
supplemental decis10ns in the combined dockets 218 I. C. C. 521 

, (1936), 229 I. C. C. 20 (1938)1 231 I~ C. C. 453 (1939). The result of 
these decisions was to prov1de a basis sli~htly different than the 
K-2-Q-1 basis on traffic b~tween the Nortn and border territory in 
the South. Inst~ad of the K-2 scale for application to the portion 
of the haul south of the gateways a scale of "factors" was set up . 
. This scale was slightly lower than the K-2 scale for distances of from 
20 to 190 miles. } .. or distances less than 20 miles and distances over 
190 miles it was approximately the same as the basic Southert;» scale. 
This scale of Southern "factors" is shown in appendix D herein. For 
the portion of interterritorial hauls north of the gateways four distance 
scales of first-class differentials were set up, the frrst and highest scale 
applying· when the origin or destination in Southern Territory was 
30 miles or less from the gateways; the second scale applying when the 
Southern origins or destinations were more than 30 miles but not more 
than 60 miles from the gateways; the third scale, when the origins or 
destinations in the South were more than 60 but not more than 180 
mil~ from the gateways; and the lowest scale, when the distances 
south of the gateways were more than 180 miles. These scales of 
differentials are shown in appendix E, herein. These scales of diller-

. ential rates took the place of the Q-1 scale. For the shorter di,stanccs 
• The term "Bui'falo-J>ittsbnr~~:h zone" Ia uaed rather loosely to denQte P.Jints on a llne from Buffalo to 

Jiltt;'burg.b and south. and point.l&r~uped therew1tb 
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the scale provided lowl"'' rates than the Q-1 scale. Tl1o rfTcrt of 
combining the scale of Southern factors with tho special difTcrcntials 
for distancrs north of the gateways was to make lowt'r ratt's ~enrrally 
between border territory in the South and points in Official Territory. 
The purpose of the svecial adJustment set up in the bordrr cases was 
'c!!idly.to reduce the sharp difTercnccs in rates that existed between the 
cities in border territory and those on the boundary between Officio.! 
and Southrrn territories. 

Rail-water and rail-water-rail rates exist between points in New 
England and Trunk-Line Territories and the South. In the StYU.thtrn 

. Class Rat1 call such· rates were J!rescribcd between the key points in 
New England and Trunk-Line Territory and the rate ~roups in the 
eastern part o( Southern Territory. Tbere is no fixed differential 
relationship .between these rates and tho all-rail rates. 'Vhero the 
:water distance is a large portion of the through water-rail distance tho 
differential under tho lill-rail rate is considerable. As tho rail portion 
of the haul increases, as it does to and from Southern points located 
in the intrrior, the spread or differential decreases until it finally 
vanishrs. The portion of the South which has differential rail-and .. 
water rates is the area on and east of the broken line shown in figure 6.1 

2.r WJ:STJ:RN TRUNJC•UNE-OI'J'ICIAL 

The intertcrritorial dass rates between 'Vcstcrn Trunk-Line Terri .. 
. tory and Eastern or Offirial Territory have resulted ~enerallv from 
the decisions of the Commission in Docket No. 17000J...Part 2, lVestern 
Trunk-Line Class Rates, 164 I. C. C. 1 (1930), 173 I. lJ. C. 637 (1931), 
178 I.' C. C. 619 (1931), 181 I. C. C. 301 (1931), 196 I. C. C. 494 (1933), 
197 I. C. C. 57 (1933), 204 I. C.' C. 595 (1934), 210 I. C. C. 312 (1935), 
246 I. C. C. ll!f (1941); Pu6lie Strviee Commission of ll"yoming v. 
Atchistm, Topeka &: Santa Fe Railway Company, 196 I. C. C. 413 
(1933); lV. 11. Bintz Co. v. Abilene &: Southern Railu:l!_y Co., 216 
I. C. C~ 481 (1936), 218 I. C. C. 793 (1936); and Great Falls Traffic 
ABBociatitm v. Chicago, Burlington &: Quinc71 Railroad C'ompanu. ~?R 
I. C. C. 467 (1938), 235 I. C. C. 459 (1939). 

Betl'"een 'Vestem Trunk-Line Territory and the western portion of 
Official Territory interterritorial dass rates are eonstructed on distance 
scn.lcs. The western portion of Official Territory where this adJust
ment applies embraces Illinois, that portion of 'Viseonsin south or 
east of 'Vestem Trunk-Line zone I, Indiana, and Mirhip-nn with the 
exception of Detroit, Ann Arbor, and other points in the southenS~.tr.m 
comer of the State. Rates between 'Vestem Trunk-Line Territory 
and this portion of Official Territory except zone C in l\1irhiran and 
ex tended zone C in 'Visconsin are through rates determin<'d by apply .. 
ing a distance scale, known as the "basic scale," for the whole disto.nce, 
plus zone differentials for the distances in Western Trunk-Line Terri .. 
tory. applied according to the "\Vestem Trunk-Line formuln," or 
"laminated" formula, described in connection with \V estern Trunk~ 
Line intraterritoria] rates. The application of this formula may be 
illustrated by an actual example. The first-class rate from Spri~ .. 
field, Ill., to Trinidad, Colo., in zone III, was 245 rrnt8 prior to the 
Ex Parlf 123 increases. The short-line distance from ~pringfield to 

• Bar~N-1'11il and rail-barJre-raiJ rates are publ!sh~>oi between Official ant! 8outhPrn Territories, 11 well 11 
. between other territories, oa the basil of varylill dHJerentiaJs under the all-rail ratea. 
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Trinidad is 915 miles, of which 101 miles is in Eastern Territory, 197 
miles through zone I of \Vestern Trunk-Line Territory, 127 miles 
through zone II, and 490 miles in zone III .. The published through 
rate was therefore determined as follows: -' 

Dasic scale for entire distance, 915 miles--------------.:.-------------·-
Zone I differential for distance through zones I. II, and Ill, 814 miles_, __ _ 
Zone II differential for distance through zones II and III, 617 miles ______ _ 
Zone III differential for distance in zone III, 490 miles ________________ _ 

Cenlt 
182 -
25 
22 
16 , 

- 245' 

The "basic scale," prior to the Ex Parte 123 increas·es, together with 
the zone differentials are·shown in appendix F. - . . 

The basic scale averages 112.4 percent of the Eastern scale of first
class rates, and 87.5 percent of the Western Trunk-Line zone I scale .. · 

Between \V estern Trunk-Line Territory and zone C in Michigan and 
extended zone C in \Visconsin, rates are constructed as above, but 
with the addition of the zone C differentials prescribed in the Eastern 
Class Hate Im:estigation for that portion of the haul within the higher
rated area. These rates, however are subject to certain maxima. 

Between Western Trunk-Line Territory and the portion of Eastern 
Territory lying cast of Indiana and including also the southeastern 
corner of Mich4ran, key-point rates were prescribed by the Commis
sion in the lVesfern Trunk-Line cat~e.8 Rates were prescribed in the 
lt'estern Trunk-Line case between 90 key points in the East and 193 
key points in \Vestern Trunk-Line. Territory,· including Sheridan, 
Casper and Cheyenne, in Wyoming. Numerous other points were· 
required to be grouped with specified eastern or.western key points. 
The key-point rates are predicated on the basic distance scale and zone · 
differentials, but vary therefrom to take into consideration various · 
factors including long-established custom, water competition, and 
commercial competition. Group application of the key-point r'ates 
was authorized since the key rates could be blanketed bar'k at inter
mediate points until the next less distant key point was reached, except 
that additional key-point rates graded in with those prescribed were 
required in \Vestern Trunk-Line Territory where the two established 
key points were more than 50 miles apart in an east-west direction.
Through rates, whether key-point rates or made on the laminated 
scale, are subject to combinations of local rates as a maximum. · · 

The rates between points in Official Territory and point!\\ in the east.. . 
ern portion of \Vestem Trunk-Line Territory alternate with combina
tion rates to and from the Mississippi River crossings. The factors · 
in this combination are the Eastern intraterritorial rates to or from · 
the Mississippi "River crossings, and a special scale of "bridge arbi
traries" applicable between the Mississippi River crossin~s and points 
in \Vestern Trunk-Line Territory which are nc\1; more than 170 miles 
west of the eastern boundary of zone I or of the western boundary of 
that part of zone I known as the "Northwest." The Northwest is 
that part of zone I on and east of the Northern Pacific Railway from 
Duluth to Hinkley, l\1inn., and of the Great Northern Railway from 
Hinkley to the Twin Cities, and east of the Mississippi River to the 
Illinois-'\Visconsin line, but including the west-bank crossing~.- "\~en 

1 To and from Utah, Montana, and points In Wyomlnl!' west or Cheyenne, Caqper, 1md Sheridan. kPY• 
point ratP~ were not prescribed, but the rates were constructed by use of the Western Trunk-T.Inf' dl~tance 
S<:nllllland formula. No key-point rates were prE-scribed between zone II In Southt'm MINqourl and Official 
Territory, since Southern Missouri was not Involved In the Western Tru.nk·Line Cl118s·Ratee case. 
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rates constructed on this combination arc lower than when constructed 
on the normal basis, the combination rates apply. The "bridge scale, 
of arbitra.ries is shown in apj>endL1: 0, hrrem. The purposo of tho 
bridge arbitra.ries is to avoid tho abrupt increase in rates to and from 
points immediately west of the l\lisstssippi Uiver that would rl'sult 
from the application of the \V estern Trunk-Line formula. 

Class rates between \Vestern Trunk-Line Territory and Official 
Territory east of Illinois are governed by the classification applicable 
in the destination territory, that is, Offici8.1 Classification on eastbound 
tra.flic, and \Yestern Classification on westbound 'traffic. lletwcen 
\Vestern Trunk-Line Territory and Illinois generally, the \V estern 
Classification applies. Between that part of zone I called tho ,.North· 
west" and Offici8.1 Territory the Offic1a.l Classification applies in both 
directions. 
~\system of lake-and-rail rates, differentially related to the all-tail 

rat~h. was prescribed by the Commission between the eastern portion 
of utUcia.l Territory and points in \Vestcm Trunk-Line Territory in 
Lake and Rail Ola&l and Commodity Rates, 205 I. C. 0. 101 '(1935), 
214 I. C. C. 93 (1936). These rates apply via routes chiefly through 
tho lake ~rts of Duluth, Chicago, and 1\lilwaukeo on the wrst, and 
the Lake }:ric ports ol Cleveland, Ohio, and Buffalo, N cw York. The 
differentials are constructed broadly on the principle that, as tho water 
haul becomes a smaller proportion of the total distance, the d.i!Iercntinl 
under the all-rail rates shoUld decrease. 

Ocean-rail differential 1ates apply from the eastern ports and a sec
tion of the Atlantic seaboard territory adjacent to the ,Ports to prac
tically all of \Vestcm Trunk-Line Territory on the basis of the snmo 

·differentials as are in efiect to Central Tenitory. To a portion of 
\Vestem Trunk-Line Territory lower rates are published during the 
season of lake navigation. · . . 

I. WESTERN TRUNK-LINE--SOUTHERN' 

The class.rates between \Vestem T1unk-Line Territory, except zone 
IV t and Southern Territory are the result of the Commi~ston's decision 
in •Vestem-Southem Class Rates, 226 I. C. C. 497 (1938), 231 I. C. C. 
315 (1939), 232 I. C. C. 81 {1939), 238 I. C. C. 681 (1940). Prior to 
this decision the rates were, with some exceptions, on a combination 
b~i~, :usu~ly co~binatiot1~ on .Ohio .or .l\.1issis~ippi Uiver crossings, 
Vrrgmm cities, Ch1cago1 or mtenor pomts m Illmots. · 

In the interterritonal ·class-rate adjustment between \Vestern 
Tnmk-Line and Southern Territories the boundaries of both terri
tories differ somewhat from those shown on the map,7 which wns 
constructed on the basis of tho intraterritorial adjustments. In tho 
\Vestem Trunk-Line-Southern adjustment Southern Territory in
cludes all of Kentucky, except south-bank Ohio River crossing-s and 
stations on the main lme of the Chesapeake and Ohio from Covmgton 
to Catlettsburg, inclusive. '\Vestem Trunk-Line Territory, for tho 
purpose of constructing rates to and from Southe1n Territoryi is also 
enlarged to include extended zone C in 'Visconsin, shown on t 1e map 

. as _1>art of Eastern Territory. 
Unlike the other cas('S in which the Commission ha~ .{>rcscribf'd inter

territorial rates, no distance scale was prescribed m the 'V estern 
< r P.l 
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Trunk-Line-Southern case. Instead, specific key-point 'rate's were. 
p1escribed between a large number of important points. In the_ 
South, 114 keypoints were selected, and in the West, 218. · ,In addi- · 
tion, 172 otbei points were required to be grouped with the key points 
or given rates 1elated to the key-point rates.' The carriers were per
mitted to blanket back key-point rates over intermediate points. until ' 
the next less-distant key point was reached. The carriers .were also. 
authorized to select ·additional key points. and to establish rates at· 
such points which were reasonably graded. with the key rates. . :. . 

The key-point rates do not confor:r:n strictly to a distance basis, but 
they approximate rates constructed on the basis of the Southwester~ 
and 'Vestern Trunk-Line scales applied according to the Western . 
Trunk-Line formula. The key-point rates are also affected by long-. 
established rate relationships,. and the necessity' of avoiding rate 
humps at territorial boundaries. A scale of a:rbitraries was provided' 
for application on specified short and weak railroads in the South. 
The arbitraries began at 6 cents for distances of 10 miles and under~ 
and pzogressed to 25 cents for distances ·over 500 miles. · . · · 

The rates between Western Trunk-Line and Southern Territories 
are not subject to a single classification. Instead,. the rates from 
""estern Trunk-Line Territory to the South are subjecttotheSouthern; 
Classification, while from Southern Territory to 'Vestern Trunk-Line . 
Territory the 'Vestern Classification applies. • There are two excep- · 
tions to this rule, however. ]'rom thatpart of Western TrUnk-Line 
Territory on, west, and south of a line from Duluth to the Twin Cities · 
and along the Mississippi River to the Illinois-Wisconsin ·line the rates 
to east-bank l\1ississippi River crossings from Memphis south and to 
certain other points are governed by the 'Vestern Classification. · This.·· 
means that the east-bank Mississippi River crossings are treated as in' 
'Vestern Territory. The other exception to the application of th,e 
destination classification is that from Southern Territory to extended 
zone C in '\Visconsin, as well as to Lake Michigan ports north thereof 
on carferry routes, the rates are governed by· the Southern Classi
fication. . · i ' • · · 1 ' 

Rates on the classes below first class take the rates determiried. by 
applying the standard percentage relations prescribed in. Southern·. 
Territory when the rates are subject to Southern Classification, and · 
the percentage relations prescribed for Western Trunk-Line Territory' 
when the rates are subject to WeE?tern Clas~ifi~ation~ · · · . .· · · 

4. WESTERN TRUNK-LINE-SOUTHWESTERN · ~ 

The basis for constructing cla~s rates between Western Trunk-Line 
Territory and Southwestern Territory was prescribed by the Com
mission in the Twenty-First Supplemental ~eport in Consolidated 
Southwestern Gases, 205 I. C. C. 601 (1934). . . 

In this adjustment, extended zone C in Wisconsin is treated as 
part of 'Vestern Trunk-Line zone I. Key-point rates were prescribed' 
between 135 key points in Southwestern Territqry and 78 in Western 
Trunk-Line Territory, at levels related roughly to ra..tes constructed on · 
the basis of the Western Trunk-Line formula. Other specified, 
cities were required to be grouped with particular key points. Group
ing of other points with key point:S was permitted with limitations on 
the sizes of the groups. · 

90454-43-12 
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Between points not. providrd with key-point rates or grouped thrrc
wit.b the rates arll constructed on a distance basis. Between \Vt'stcm 
TrWlk-Line zon~ I and points in tho Southwest tho \Vrstcm Trunk
Line zone I scale was used for the through distance, plus the zono 
differentials lor the distances in zonrs II, III, and IV, apP.lied accord
ing tQ t.he \\""estern Trunk-I..ine formula previously clescr1bcd. If tho 
rate-making route between zone I and southwestern points passed 
throufO'h Illinois Territory, howt>ver, tho 11basic scale" mstcad of tho 
zone scale is used, with the addition of the appropriate zone differ
entials. \\ncn the rate-makinq route dOf's not pass through zone II, 
the zone II differentials are to oe combined with the zone III differ
entials lor distancrs in zonf Ill and higher zones. 
. A similar scheme is used for constructing rates between \Vrstcm 
Trunk-Line zone- II and Southwestern Territory, with provision for 
using the zone I scale. instead or tl1e zone II scale, brfoa·e applying 
differentials. if tho rate-making route passes through zone I. Ul;ltes 
between zone Ill and the Southwest are constructed on similar prin
ciples where key point rates are not provided. 

The voluntary elimination of zone IV in Southwestern Territory in 
1940 resulted in a modification of the Commission's orders in Oon,oU
dattd S01J.thwn•tern castl to pennit tlu• publication of rates to and from 
fonner zone IV on the zone 111 basis. 

:Mention should be made of the fact. that the carriers voluntarily 
maintain a scale or less-carload class rates between Kansas points 
(also Kansas City, St. Joseph, Joplin, and certain other points in 
:Missouri) and points in Oklahoma and western Arkansas, which is 
lower tllan the basis prcscribtd b,- tbe Commission. · 

The Western Classification appli~s on the traffic between \Yestem 
Trunk-Line and Southwestern Territories. 

I. SOUTRWJ:STERN-OJ'flctAL 

Between Southwestern and Official territorits the clnss rates are 
con.CJtructed on the basis prescribed in CO'nsolida~erl Southwestern Cases, 
prinf'ipn.lly in the." twenty-first supplemental report,. 205 I. C. C. 601 
(1934). 

Ktv-point rates were prescribed as maximum r(l!asonable rates with 
provision for additional key points when the distance bt>twtm a key 
point and the next one mor'e distnnt excf•eclecf 50 miles (100 miles if in 
New England or Trunk-Line territories). Th~ key yoints prrscribed 
in the Routh west were 135 in numbtr; those in Officia Territory, 83. 

Betwetn points in Central Territory and points in t}le Southwrst 
not provided with key-point rates, thf'! maximum rrasonable ratrs pre .. 
scribPd by the Commis~ion were to br constructed by 11pplying the 
"basic scale" (tl·e same as the \Vestem 'rrunk-Line basic scale) for 
the through distance plus the zone differentials according to the 
Western Trunk-LinP fonnula. If t~e routes did not pnss through 
zone I the zone I differentials were to bP. combined w1th t.hosc for 
zone II for the distances for which tbe latter apply. The elimination 
of SouthwE-stern zonr IV by tl~e carriers in 1940 nnd tbP. application of 
t"e zone III ratPs in thnt area should b~ noted in thi~ connection. 
Kev-point ratf's were to he observed as maxima in constructing rates 
beiwecn points not provided with· key-point rates. 
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Over routes via the :Mississippi Rive~ crossings, Memphis and south. 
thereof the rates to and from points in tbe Southwest not more than• 
170 miles from the crossings were not to exceed the applicable rates· 
east of the crossings plus arbitraries for the distance west of the 
crossings set forth in a 14 bridge scale" of arbitraries prescribed by 
the Commission. The bridge scale of arbitraries is shown in appendix 1 

H, herein. · . ·. 
Rates bctwef'n the Southwest and Official Territory are governed by 

the \Vestern Classification. .See twenty-second supplemental report, 
Oon.rwlidated Southwestern Oases, 211 I. C. C. 575 (1935). . . 

In the twenty-third supplemental report in the Consolidated South
western Oases, 211 I. C. C. 601 (1935), ocean-rail rates between points 
iu Trunk-Line and New England Territories and the Southwest rere 
prescribed by the Commission. These rates applied between specified 
key points in the Southwest and groups of points in the East. Three 
sets of first-class rates were prescribC'd, one for application via· South 
Atlantic ports, one via New Orleans, and one via the Texas ports of 
Houston and Galveston. These rates are subject to the "\i\"'estern 
Classification. Rates on the lower classes carry the standard relation
ships to the first-class rates ~pplicd throughout Southwestern Territory. 
Tbe ocean-rail rates are not fixed differentials under all-rail rates, 
but are constructed on· a distance basis, with the result that the 
spreads under th~ all-rail rates are .less to and from interior points in: 
the Southwest than to and from pomts near the Gulf. . . ;: · · 

6. SOUTHWESTERN-SOUTHERN 

The Southwestern-Southern class rate ~djustment follows· the' pat~ 
tern of other int.erterritorial rates to and from Southwestern Territory, 
and was prescribed by the Commission in· the twenty-first .supple• 
mental report in the Oanaolidated Southwestern Oases, 2.05 I. C. c. 
601 (1934). ' ' . . 

Between 135 points in the Southwest and 48 in the South, key-point · 
rates were prescribed with the usual provision for adding additional 
key points. No key points were provided in the western portion of 
Southern Territory. Between points in Southel'D: Territory not pro
vided with key rates, or not gr~uped with key points; and points in the 
Southwest the Southwestern zone II scale was to apply, plus zone 
differc.ntials for the distances in zone III and IV of Southwestern 
Territory applied according' to the Western Trunk-Line formula. , - · 

Between points in Southwestern Territory and east-bank ~Iissis~ 
sippi River crossings, Memphis and south thereof, th~ rates were not · 
to exceed those constructed by the zonE" III scale plus the differentials·· 
for the·distances in zone IV. It should be noted again, however, that 

. zone IV no longer exists in the Southwest sincE\._ zone III rates have been . 
authorized for the area formerly known as zone IV; , . , · 

Between points in Southern Territory and points in the Southwest ' 
not over 170 miles from the Mississippi River crossings, Memphis and 
south, the first-class rates may not ~xceed the rates applicable east 
of the crossings plus arbitraries set forth in the so-called bridge scale 
of arbitraries. These arbitraries are shown in appendL"{ H, herein.-. 

Rates between the South and Southwestern Territory. are subject 
to the '\\"'estern Classification. · < 



164 IXTERTERRITORI.\L TRtiGllT R.\TES 

T. TR.\NSC'ONTJNENTAL 

In large part the ratrs between ~fountain-Pacific Territory and 
the other rate territories fall undt•r what is called the transcontinental 
rate structure. The transcontinental class-rate structure, however, is 
not of very great importance since commodity rates are published on 
most commoditit>s that movt in substantial volume. 

Betwet'n Pacific coast terminals, on the one hand, including interior 
p~ints in the far 'Vtstern States, and the eastern twcrthirds of tho 
United States on the other hand, rates are constructt>d on a group basi~ .. 

The area covered by the eastern groups extrnds from the Atlantic 
seaboard wrstward to, or nearly to, the Rocky ~lountains. · The 
f'&stem groups cover the area embraced within Eastern or Offici~ 
Territory, Southern Territorv, and most ol "~rstrm Trunk-Line and 
Southwestern Territories. The tastern groups are designated by 
letters from A toN, with some subgroups. The groups are shown on 

·the map in figure 8. This grouping differs somewhat according to 
whether the western origins or destinations are in the North Pacific 
Coast Territory or the South Pacific Coast Ttrritory. The line 
dividing the North Pacific Coast and South Pacific Coast points is 
_shown on the map. · 

The large-size of the rastem groups necessafily means tbat the rates 
ignore considerable differencl'S in C:listance. The group ratrs grade 
upward, however, from the west to the cast, with the hi~hcst rate::J to 
and from points m groups A, K, and Kt, which compnse the entire 
eastern seaboard States mcluding New England. 

The Pacific coast ports are also grouped in the transcontinental 
adjustment, but to and from many points the North Pacific Coast 

·terminals take different rates than the South Pacific Coast terminals. 
This necessarily follows from the diffennce in grouping of the eastern 
points according to whether the traffic originates at or is destined to 
the North Pacific or South Pacific Coast terminals. Interior points 
on the main lines of the railroads are frequently given the terminal 
rates. Other interior points are given lowrr rates than the terminal! 
on traffic to and from the easttm groups. This means that there is a 
rough conformity with the distance principle in the construction of the 
rates to or from the interior points. Pomts on branch lines usually 
take arbitraries over main-line points, 'and in some cases these rates 
exceed the rates applicable at the Pacific coast terminals. • 

There is considerable overlapping of the \Vestem Trunk-Line and 
~fountain-Pacific rate structures with the transcontinental adjust
mt>nt, particularly between points in the westernmost part of the 
eastern transcontinental groups and points in the eastern part of 
?t.tountain-Pacific Territory. On traffic between 1\Hnneapoli~, for 
instance, and certain points in 1\Iountain-Pacific Territory beyond 
the western boundary of zone IV, rates are published on the 'Vestern 
Trunk-Line basis, but when those rates excet-d the transcontinental 
rates the latter apply. From 1\linneapolis to Boise, Idaho, the first· 
class rate published on the \V estE-rn Trunk-Line basis is 464 cents, 
but the transcontinental rate of 462 cents to La Grande, Oreg., i~ 
held· as a maximum and therefore applies. On third-class traffic, 
however, the Boise rate constn1ctt-d on the 'y estern Trunk-Line 
ba~s. is 334 cents, which is 1 cent 1owrr than the transcontinental 
rate from ~linneapolis to La Grande. Between North Pacific Coast 
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terminals and the western part of Western Trup.k-Line' Territory, 
1·ntes are published on the basis of the .A.pzona or ~fountain-Pacific• 
scale, but finally gh·e way to the transcontinental rates when the 
latter are lower. The rate, for example, from Seattle- to 1fobridge,'· 
S. Dak., constructed on. the ~Iountain-Facific scale gives way to the 
transcontinental rate from Seattle to group Fl in which 1fobridge is· 
located. . · , ... · . . 

A similar o\erlapping of the ~fountain-Pacific and Southwestern· 
rate structures "ith the trs.nscontinental rates occurs on traffic· to 
and from South Pacific Coast Territory. · . 

The Western Classification applies on transcontinental class 
tra.ffic. It should be noted, however, that the percentage rela't.ion- · 
-ships of the lower classes to first class differ from those maintained 
in other class-rate scales, and in fact are not uniform within the trans-
eontinental rate structure itself. · · 

Steamship lines operating between the Atlantic and Pacific ports 
·via the Panama Canal have maintained a system of class rates be
tween the ports on a basis considerably below that of the all-rail 
routes .. With the publication of a less-carload transcontinental rail 
all-commodity rate of 52.75 per 100 pounds from group D and groups· 
west thereof to west coast points in 1940, the United States 1faritime 
Commission authorized the steamship lines engaged in intercoastal 
traffic to publish an all-eommodity less-earload rate of $2.25 and an· 
all-eommodity carload rate of $2.10 per 100 pounds .. These rates· 
became effective October 17, 1940, and the regular int~coastal class 
rates were eliminated (third supplemental order in U. S. 11aritirrle
Commission Docket No. 514, Intercoastal, Rate Structure). 

B. ANALYSIS OF THE LEVELS OF l:NTERTERRITORIAI:. CLASS RATES . 

Certain features of the interterritorial class-rate structures· de
scribed above should be emphasized because of their bearing on the · 
interterritorial rate controversy. . . , · · · 

OFFICL\.L-SOUTHERN 

As pointed out previously the interterritorial rates between the 
South and that part of Official Territory known as Central Freight 
Association Territory are c.onstructed on the basis of the·K-2-Q-1 
formula. Figures 9 to 16, below, show the relation of the resulting 
first..:Class rates between Southern and Central Territories to the 
Southern and Official intraterritorial rates for the same distances. 
In figure 9 the first-class rates for distances of ()00 to 900 miles (rates 
are plotted only for each hundred miles) are shown under the South
ern Territory scale, and under the Official Tb-ritory scale,· and also 
under the K-2-Q-1 formula when the haul in Southern TerritOry is 
500 miles and the haul in Official Territory varies from 100 to 400 
miles. The figure shows that the interterritorial rate for a haul of ' 
600 miles, of which only 100 miles is in Official Territory, is higher 
than the regular Southern basis, but when the haul in Official Terri
tory increases to 200 miles the interterritorial rate becomes slightly 
below the Southern rate for the same distance. , · · 

Figure 10 shows the interterritorial first-elass rates under both the 
K-2-Q-1 basis, and under the North Carolina-Ken~ucky basis, for 
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distances ranging from 200 to 900 miles, when 100 miles of the haul 
occur in Southern Territory and tho remainder of tht' haul occurs in 
Official Territory. It. is noticeable that when half the haul occurs 
in each territory the K-2-Q-1 basis results in a rate almost as high 
as tho rate under the Southern scale for tho same distance. Only 
-.fter the Southern portion of the haul becomes a small proportion 
of the whole distance is the K-2-Q-1 rate closer to the Officinl 
Territory than to the Southern Territory rate for the same distance. 
The North Carolina-Kentucky basis, however, results in rates which 
are somewhat closer to the Official Territory level. 
Fi~res 11 to 16 compare the interterritorial first-class rates for 

varymg distances when the haul in Official Territory is held constant 
and the haul in Southern Territory varies. Figures 15 and 16 show 
that when the distance in Official Territory is 100 miles or less the 
K-2-Q-1 basis results in rates sli~htly higher than the Southern 
scale for the same distance except wnen tho haul .in Sou~hern Terri· 
tory is also very short. 

As pointed out previously, specific key-point rates were prrscribcd 
in the Southern Class Rate case for application between points in New 
England and Trunk-Line Territories and the South which are lower 
than would result from applyin~ the K-2-Q-1 formula. 

. Table 102 shows the key-pomt first-class rates prescribed by tho 
Commission between nino key~points in Eastern Territory and seven 
important points in Southern Territory. It will be observed that in 
most instances tho key-point rate is lower than would result from the 
application of the K-2-Q-1 formula. The key-point rates shown 

, in the table are all higher than the Eastern first-class rate for the 
same distance, and in nearly every instance are lower than the first
class rate under the Southern scale. It is observable, however, that 
these rates are closer to tho rate for tho same distance under tho 
Southern scale than to the rate under tho Eastern scale, even when 
the haul in Official Territory appears to be as long as, or longer than,· 
the haul in Southern Territory. 

T.ABLII 102.-Comparison of representativl key-poinl firsl-clall rates applicable be
tween EasteTn Territory and the South with rates eonatructed on the K-1-Q-1 
basu, and with Southern and Eastern fir~l-cla81J rate• Jrw the aam1 distance~ I 

[Ratea 1a eentl per hundred pounds) 

Througb Percent 
K:-2-~-1 ke' rate distance .E:eJ rate • rate or (miles) K-2-Q-1 

Between Augusta Oa .. and-
Albany, N. ¥. .•.......•••...•••.••••• 020 106 21.'J 01.2 
Baltimore, Md •••••••••••••••••••••••• 604 1114 173 o.s.4 
Boston, 1\ti~'III- _ ~ -----·--··-·----·----- l,Ollt 196 224 87.5 
Cumberland, Md .•••••••••••••••••••. liM .178 JHO 9~.9 

Ilarrlshurg, P•~---·······------·----- 6H4 . 173 11111 93.0 
New York, N. Y -····--·------·----·- 789 lRO 1117 91.4 
Philadelphia, Pa •••••••••••••••••••••• IIQ6 173 J)j/J 03.0 
Reading, P•--~--·---------------····· 713 173 IIIIJ 01.5 
Rochester, N. Y ---·-----------·····-- 0/il 209 218 94.0 

I Rat~ do not Include Ez Parll 1!3 lncrelllle8. 
I SoutheT., Cl1111 Rate /nfJelfigatima, 1281. C. C. f'l'>7.1104, appeodl.l G-1. 
I SoutMm Cltut Rat1 I1U!e81.igatifY11, 11.11. C. C. 200, 207; 1281. C. C. 667, 603. 
~ SmJJ.heT., Cltut Rat1 lntJelftigatitm, 1131. C. C. 310, 207. 
t z.:!l8ten~ Clalt Rat1 lnDe81.igatltm, 1M I. C. C. 314,467, and 1711. C. 0. 481, 498. 

Southern E&lltern 
bBIIIt ror bBIIIt ror 
entire entire 

dlatance• distance • 

217 M8 
17.5 12.S 
229 1f\3 
1111 130 
187 13.1 
202 14.5 
187 13.5 
190 1:17 
223 163 
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TABLE 102.-Comparison of representative key-point first-class rates· applicabl6 
between Eastern Territory and the South with rates construC'ted on the K-2-Q-1 
basis, and with Southern and Eastern first-class rates for the same distances-=::-Con. - -

(Rates In cents per h•Jndred pounds) 

Betwl'en Atlanta, Oa., and-
Albany, N. Y--·-·············-------
Baltimore, Md ••••••••••••••••••••••• 
Bo.~tnn. Mass ..••••••••••••••••••••••• 
Cumbt>rland. Md ••••••••••••••••••••• 
Harrisburg, Pa ----------------····· 
Nl'w York, N. Y ---------------~-----
Philadelphia, PB---------------------
Reacllng, Pa .•..•••••••••••••••••••••• 
Roch('Ster, N.Y ••••.••••••••••••••••• 

Betwl'en Birmingham, Ala., and-
Albany, N.Y ..••••••••••••••••••••••• 
Baltimore, Md .••••••••••••••••••••••• 
Boston, Mass ··················-----
Cumberland, Md ••••••••••••••••••••• 
Harrisburg, Pa .•••••••••••••••••••••• 
New York, N.Y ••••••••••••••••••••• 
Philadelphia, Pa •••••••••••••••••••••• 
Reading, Pa .•. ··········-···-····-·· Rochester, N.Y •••••••••••••••••••••• 

Betwl'en Florence, Ala., and-
Albany, N. ¥ ..•••••••••••••••••••••• ·• 
BaltlmorP, ~ld .••••••••••••••••••••••• 
Boston, Mass ..•••••••••••••• r········ 
Cumberland'-Md ••••••••••••••••••••• 
Harrisburg, ra .•••••••••••••••••••••• 
New York, N. ¥ .•••••••••••••••.••••• 
Philadelphia, Pa •••••••••••••••••••••• 
Rf'ading, Pa .•. --------·--------·····-
Rochester, N.Y ...•••••.••••••••••••. 

Between Knoxville, Tenn., and-
Albany, N.Y .•••••••••••••• .: •••••••• 
Baltimore, Md ••••••••••••••••••••••• 
Boston, MASS .... ···········-·"······· 
Cum her land'-Md. •••••••••••••••••••• 
Harrisburg, ra ..••••••••••••••••••••• 
Nl'w York, N. ¥ ..•••••••••••.•••.• _ 
Philadelphia, Pa •••••••••••••••••••••• 
R eadlng, Pa ••. ------------·-------·-
Rochester, N.Y .•••••••••.••••••••••• 

Between Memphis, Tenn., and-
Albany, N.Y ..••••••••••••••••••••••• 
Baltimore, Md.·--·-················
Boston, Mass .....•••••••••••••••••••• 
Cum bt>rland'-Md. •••••••••••••••••••• 
Harrisburg, ra. ·····----------------·--
New York, N. ¥ .•.•••.•.••••.••.••••• 
Philadelphia, Pa •••••••••••••••••••••• 
Reading, Pa .•. -----------------------
Rochester, N. Y ·------------------··· 

Between Nashville, Tenn., and-
Albany, N. Y .•••••••••••••••••••••••• 
Baltimore, Md •••••••••••••••••••••••• 
Boston, Mass .. ····-------------------
Cumberland, Md ••••••••••••••••••••• 
Harrisburg, Pa. ···------------------
New York, N.Y ••••••••••••••••••••• 
Philadelphia, Pa •••••••••••••••••••••• 
Reading, Pa .•..••.••••••••••••••••••• 
Rochester, N. Y ---------------·------

Through 
distance 
(miles) 

009 
fl87 

1.0!l5 
?19 
7111 
8118 
771S 
794 
958 

1,121 
1109 

1,207 
8111 
883 
990 
897 
916 
964 

1,129 
818 

1,246 
1120 
8i2 

1,019 
1126 
.924 
906 

8117 
~~5 
9113 
5117 
5R9 
736 
1141 
&II 
766 

1,188 
979 

1,372 
885 

1,013 
1,1110 
1,01\7 
1,065 

965 

1,004 
818 

1,188 
695 
839 
999 
906 
891 
781 

. I l ·PcrCPnt Soo~hem 

. K-2-Q-1 distance 

Eastern 
basis for 
entire 

distance 

Key rate ,K-2-Q-1 kt.>y rate l;las1~ for 
rate I 111 or f'nt1ro 

1----1----
209 
178 
209 
1111 
186 
193 
186 
186 
214 

230 
201 
230 

None 
208 
215 
208 
208 

None 

225 
209 
242 

None 
209 
225 
217 
217 

None 

197 
158 
197 

None 
163 
180 
172 
172 

None 

230 
. 213 

243 
None 

213 
229 
221 
221 

None 

212 
196 
229 

None 
196 
212 
204 
204 

None 

224 
185 
231\ 
1112 
1114 
209 
1117 
200 
215 

242 
203 
2~ 
210 
212 
227 
211S 
218 
220 

231 
206 
2~1 
197 

. 212 
230 
218 
218 
209 

202 
1114 
214 
166 
169 
187 
175 
175 
190 

223 
210 
240 
193 
208 
226 
218 
213 
200 

93.3 
96.2 
811.6 
.99.5 
91i.9 
92.3 
94.4 
93.0 
99.5 

91S.O 
99.0 
90.6 

---iiliT 
94.7 
96.7 
95.4 

97.4 
101.5 
96.4 

-----98~6-

97.8 
99.5 
99.5 

97.5 
91\.3 
92.1 

--·--ii6.T 
96.3 
98.3 
98.3 

·103.1 
101.4 
101.3 

----iii2~4-

101.3 
- 101.4 
103.8 

103.4 
102.1 
101.8 

205 
192 
225 
171 
189 ----iii3~7-
207 102.4 
200 102.0 

~~1----~~-~-

226 
187 

I 238 
193 
199 
211 
199 
202 
22-'J 

241 
205• 
2-~ 
211 
214 
226 
214 
217 
223 

244 
208 
256 
205 
211 
229 
220 
217 
217 

211 
166 

.• 223 
169 
172 
193 
181 
181 
199 

2.~0 
226 
271 
214 
229 
247 
235 
235 
223 

229 
205 
250 
187 
208 
226 
217 
214 
202 

165 
135 

'175 
139 
143 
153 
143 
145 
163 

178 
·148 
188 
153 
155 
163 
155 
158 
163 

180 
150 
190 
148 
153 

'168 
160 

'158 
158 

153 
118 
163 
120 

' 123 
. 139 

130 
130 
143 

185 
165 
203 
155 
168 
183 
173 
173 
163 

,1118 
148 
185 
135 
150 
165 
158 
155 
145 

The characteristics of the Southern-Official class-rate structure may . 
be summarized as follows: 

First, the interterritorial first-class rates are higher than the Official 
Territory rates for the same distance, and are usually lo'\'\"er than the 
Southern Territory rates. They thus represent. a blending of the two 
intraterritorial levels. Second, as the proportion of the haul that is 
in Southern Territory increases, the closer the interterritorial rates 
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• rome to the lovel applicable in Southrrn Trrritory. Third, the level 
'ot intrrterritorial ratrs is tlsually rlosl'r to the loVl'l of the rates in 
Southern Tt'rritory than to the levrl in Official T.rrritory even though 

:more than half of the luml mav bo in Official Territory. :Fourth, 
occasionally the interterritorial ratrsoare bighrr tl1an tho levrl in South· 
em Territory. Fifth, tho North Carolina-Kentucky mouifird basis 
of intertcrritorial rates results in rates clo~f'r to the Official Trrritory 

. level than would result from applying the K-2-Q-1 formula. Sixth, 
tho key-point rates established bctwren tho South aml tho Eastern 
part of Official Territory are gem•rally lower than rates constructrd 
on the K-2-Q-1 formula, but are doscr to the Southern levrl than 
to the Official Territory level. · . 

WESTERN TRUNK•LtNm-orriCIAt. 
.: II • • 

Betwe~n 'Vf'stem Trunk-Line Territory and tho 'Vcstrrn part of· 
• Official Trrritory the interterritorio.l class rates are constructl'd on .. 
the so-called \Vestrm Trunk-Line formula, or laminated basis, 
described earlier in this chapter.· Figurrs 17 to 19 show the resulting 
intcrterritoria.l fU'St-class rates fo.t various distances when the haul• 
in Offieial.Tcrritory is from 100 to 300 milrs and the haul in 'Vrstrrn 
Trunk-Line Tcrrito;rr varies from 100 to 800 miles. The rat('s tl'nd 
to be considerably htghcr than the Official Trrritory level even when 
half the h~ul or more is in Official Territory. The intcrtcrritorial rntrs, 
howevrr, do not rise much above the zone I level even when a con· 
siderable proportion of the haul is in zones II and III. · 

The laminated method of constructing intertcnitorial rates betWCl'D 
'Vestem Trunk-Line and Official Tenitories is not used to and from 
points east of Indiana. Between the eastern portion of Official Tl'rri· 

·torr. and \Vestem Trunk-Line Territory key-point rates were pre
l!lcnbed by the Commission as previously pointed out. 

Table 103 shows the key-point rates between various enstrm points 
and points in 'V estern Trunk-Line Territory. The table shows that 

·these rates are usually slightly lower than would result from npplying 
the 'Vestem Trunk-Line formula, or laminated scale. They are 
always higher than the rate for the same distance under the Eastern 
scale and lower than the rate which would apply for that distance 
under the scale applicable within the particular zone of 'V rstcrn 
Trunk-Line Tenitory in which the ""est em Trunk-Line kPy point 
lies. In manv cases the key-point rate is slightlv higher than the 
average of the rate for the full distance under the Eastern scalchand 
the 'Yes tern Trunk-Line zone scale Rpplicable in the zone in whic the 
'\Vestem Trunk-Line key point is situated. Tl1is is true in some in· 
stances when the portion of the haul in Official Tenitory greatly 
exceeds the portion in 'Vestcrn Trunk-Line Territory. In mnny 
cases, however, the key-point rate is lower than the average of the 
rates prevailing in Official Territory and in the appropriate 'VcstPrn 
Trunk-Line zone for the same distance. 

The 'Vestem Trunk-Line-Official intertcrritorial rates repr£'st•nt a 
blend of the intraterritorial levels, bnt from a consideration or the 
manner in which they are constructed it is apparent that they nro 
higher than a blerlded basis would produce if the rates were to reflect 
intra territorial levels in proportion to the distance in each territory. 
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TABLE 103.-Statement comparing interterritorial key-point firsf-class rates between 
Western Trunk-Line Territory and Eastern Territory with'. Western Trunk-Line· 
formula rate, and rates under scales applipable in ·western Trunk-Line and 
Eastern Territories • · -. 

[Rates in cents per hundred pounds. Include Ez parte 11.! increases] 

Relation 
Relation Relation Rate of key·. 

Western of key· Rate of key- -under point 
Key- Trunk· point under point Western rate to · 

Miles point Line" rate to. Eastef1l 'rate to Trunk· Western 
rate I formula formula· Eastern Line Trunk-

rates rate scale a scale zone Line 
(percent) (percent) scale c zone scale . (percent) 

' . ·. Between Minneapolis, 
Minn. (zone I) and- : 

Boston, Mass ...•••.. 1,267 250 260 96.2 212 117.9 282 88.7 
New York, N. Y ----- 1,194 239 251 95.2 204 117.2 270 • 88.5 
Baltimore, Md •••.•.. 1,161 233 247 94.3 201 115.9 266 87.& 
Richmond, Va .••••.. 1,226 241 257 93.8 209 115.3 277 87.0 
Albany, N.Y.------- 1,080 228 237 96.2 193 118.1· 255 ··89.4 Syracuse, N. y _______ 936 209 218 95.9 176 118.7 233 89.7 
Cumberland, Md ..•. 991 213 224 •. 95.1 182 ' 117.0 ; 240 88.8 
Johnstown, Pa .•••••• 927 207 218 94.9 176 117.6 233 t 88.8 
Pittsburgh, Pa. ------ 849 196 204 96.1 165 118.8 218 . 89.9 
Cleveland, Ohio .•••.• 721 183 190 96.3 153 . 119.6 201 ' '91.0 
Columbus, Ohio .••••• 695 178 185 96.2 149 119.5 196 ·90.8 
Cincinnati, Ohio .• ___ 683 178 185 96.2 149 119.5 196 90.8 
Detroit, Mich •••••••. 601 1M 171 95.9 138 118.8 180 91.1 
Adrianb Mich.------- 686 165 168 98.2 135 122.2 176 93.8 

Between es Moines, .. 
Iowa (zone I) and- . ' 

Boston, Mass •.. · ••••• 1,301 242 2M 91.7 ' 218 ' ULO 28~ 83. 7 
New York, N. Y ----- 1,215 230 251 91.6 207 111.1 274 -:83.9 
Baltimor~ Md ••••••• 1,092 217 234 . 92.7 193 112.4 255 85.1 
Richmon , Va .••••.• 1,130 222 241 92.1 198 112.1 263 84.4 
Albany, N.Y ........ 1,117 221 238 92.9 196 112.8 260 85.0 
Syracuse, N.Y ..•••.• 973 204 218 93.6 179 113.9 ' 237 .· 86.1 
Cumberland, Md •.•• • 923 200 211 94.8 174 114.9 230 ·86.9 
Johnstown, Pa ••••••• . 857 195 205 95.1 168 116.1 222 87.8 
Pittsburgh, Pa. ------ 779 185 193 95.8 : 157 117.8 '208 88.9 
Cleveland, Ohio ...... 657 169 175 .• 96.6 143 118.2 ' . 188 89.9 
Columbus, Ohio ...... 618 1M 168 97.6 - 138 118.8 180 '91.1 
Cincinnati, 0 hio ••••• 000 158 158 100.0 130 121.5 168 .I 94.0 
Detroit, Mich ••••••.. 595 161 165 97.6 135 119.3 176 '··- 91.5 
Adrian, Mich ........ 502 154 155 99.4 124 124.2 - 161 . 95.7 

Between Kansas City, 
Mo. (zone I) and-

88.0 Boston, Mass .•...•••• 1,398 263 275 95.6 226 116.4 299 
New York, N.Y .•••• 1,289 248 261 95.0 215· 115.3 285. . 87.0 
Baltimore, Md •..••.• 1,139 234 241 97.1 198 118.2 '263 . 89.0 
Richmond, Va ....... 1,168 237 244 97.1 . 201 117.9 .• -266 89.1 
Albany, N.Y ....•••• 1,215 240 252 95.2 207 115.9 274 l 87.6 
Syracuse, N.Y .•.•••• 1,070 221 232 95.3 190 116.3 ' 252 .. 87.7 
Cumberland, Md •••• 977 215 221 97.3 182 . 118.1 - 240 89.6 
Johnstown, Pa. ------ 930 208 215 96.7 176 118.2 233 89.3 
Pittsburgh, Pa. ------ 852 197 205 96.1 168 117.3 . 222 '88. 7 
Cleveland, Obio ...... 746 184 191 96.3 155 118.7 '205 89.8 
Columbus, Ohio ...••• 6f>8 176 178 98.9 145 121.4 193 91.2 
Cincinnati, Ohio .•••. 599 165 165 100.0 135 122.2 ' 176 93.8 
Detroit, Mich ........ 693 178 183 97.3 149 119.5 196 90.8 
Adrian, Mich ........ 635 171 173 98.8 141 121.3 185 92.4 

Between Omaha, Nebr. 
I (zone I) and-

Boston, Mass ...••••• 1,445 268 284 94.4 231 116.0 307 87.3 
New York, N.Y .•..• 1,355 259 274 94.5 223 116.1 296 87.5 
Baltimore, Md ....... 1,225 244 257 94.9 2t>7 117.9 274 89.1 
Richmond, Va ... ____ 1,258 249 260 95.8 212 117.5 282 88.3 
Albany, N.Y ........ 1,261 248 260 95.4 212 117.0 282 87.9 
Syracuse, N. y _______ 1,117 229 241 95.0 196 116.8 260 88.1 
Cumberland, Md .... 1,0M 224 234 95.7 190 117.9 252 88.9 
Johnstown, Pa. __ •... 1,000 218 224 97.3 182 119.8 240 90.8 
Pittsburgh, Pa ....... 922 207 214 96.7 174 119.0 230 90.0 
Cleveland, Ohio ..••.• 800 194 201 96.5 160 121.2 210 92.4 
Columbus, Ohio ...... 747 187 193 96.9 155 120.6 205 91.2 
Cincinnati, Ohio ..... 689 180 185 97.3 149 '120.8 196 91.8 
Detroit, Mich ..•.•••• 739 187 I 190 98.4 153 122.2 201 93.0 
.,drian, Mich •••••••• 646 180 181 99.4 143 125.9 188 95.7 

Footnotes at end of table. 
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T.uu 103.-Slali1Ml\l eompGrinl irtl~rtnriloriallty-p&a"l flrttl-elau ratta bttw~'" 
WfBl'"' TM.n~-Lin1 TtrriiOf"''l and Eatttem Ttmtory witA W'tttlnn Trunk-Line 
Jonuda rolf, and ral~t """"' ecalca applicabl. in lYfBtem Trunk-Line and 
EaaltTJI Tcmtoric.-contlnued. ' 

(JI.atee Ia wnta I* lnJDdncl J)OUDd&. laolade D ,..,., liS lncnuuJ 

Rt~latlon 
Relation Relation Rate of ~""' WIIRMD ollleY- Rate or by• under poiua 

MDII 
X•Y- Tronlt• polna under poina Wt~~tflrQ rate to 
point Line rate to Eastern rate ao Trunk• Western 
rate• formula formula I: astern Line Trunk• 

' rate• rate Iaale• IC&Ie lone Line 
• (percent) (.percent) ICaJel IOneiOWI 

(peroent) -
Between l'errns l'alls, 

MinD. (zone 11) and-
B08Con, MIIUt ••••••••• 1,437 20/J 102 07.? 231 177.7 3M M..l 
New York, N. Y -··· I, 3118 2M 2112 01.8 223 127 .• 838 81.0 
Baltlmo, Md •• - ••• 1,338 278 2!18 M.a 220 126.4 83a !13. a 

., Rlcbmon , Va ••••••• 1,401 2M!» 2118 01.0 m 126.2 146 83. I 
Albany, N.Y .••••••• 1,2.~ 273 278 lltJ.2 212 128.1 320 Ba.l 
=,N.Y .•••••• 1, 10i 2M 2.~9 07.7 198 1211.1 2115 83.1 

umber land, Md •••• 1,11\8 ~-~· 2M 117.7 201 1111. t BOt sa. a 
Johnstown, Pa.. ....... 1,102 252 ~~· 117.1 )Ill 128.. 2!J6 M4 
Plttlburllb, Pa.·-··· 1,023 241 24& 118.4 18& 130.1 277 87.0 
Clneland. Ohio ••• __ IIIII m m 117.8 171 131.0 :IM 87.1 
Columbu~ Ohio·-··· . 171 220 226 01.3 1118 130.t 21'>:1 87.1 
Clncinnat , ObJo ...... 85& 220 228 t7.a 1118 1:!9.' W.:l 87.1 

• llfotroit, M icb •••••••• 778 207 214 98.7 1117 1Jl.8 ll\11 llll.l 
Adrian, Mieb •••••••• 76l 208 214 117.2 167 13:la 236 18.1 

Between l'arllo, N.Dak. 
(.zone In and-

B08ton, Ma88 ••••••••• 1,493 803 309 014.0 237 127.1 111g 84.4 
NewYorlr.-N. Y ••••• 1,421 294 2119 011.3 220 128. 4 845 81\.2 
Baltlm~ Md ••••••. 1,392 2AA m t7.0 22ft 127.4 84& 114.1 
RicbmonN. Va ••••••. 1,4M m 307 t7.4 234 171.1 8114 84.1 
.AibiUly, • y. --~---- 1,309 2111 2118 011.8 218 128. t 329 84.. 
8 yrac!U.98, N. Y ••••••• 1,1111 2112 2#'8 ll!t I 201 130.1 304 118.2 
Cumberian<j. Md •••• 1,221 2113 274 01.8 207 . 1211.1 Ill 118.2 
JobnstowD, a ••••••• J,U7 2112 2117 ·9'l I 201 130. a 804 86.2 
Pittsburgh, Pa ••••••• 1,079 2.'i0 2117 97.8 Jill 1211. a 2110 86.2 
CleveiMd, Ohio ...... ~~~· 23& . 241 97.1 170 131.1 270 87.0 
Columbus£ Ohio ...... 028 231 23111 87. 1 178 131.1 2116 87.2 
Ctuclnn~ Obto ••••• IIU z.n 234 D"-7 174 1318 21U ll!l.a 
Detroit, lcb ••••••• _ 831 217 224 M.t 1111 131.1 3411 !17.1 
Adrl~ Micb ••.••••. Ill 218 224 01.1 161 133.7 243 89.1 

Between opeka, Kana. 
(zone In and-

120.1 IM 70.4 B08ton, Ma!!8 ......... 1,4113 281 2M 94.9 234 
New York, N, Y ••••• l,lrl\3 2flll 2't1 94.0 223 1111. a 338 7!1. 7 

. Baltlm~ Md ••••••• ),204 211:1 2113 114.8 207 121.7 311 81.0 
Rlcbmo N. Va ••••••• 1,233 2112 2M 91.7 209 120.1 8111 70.7 
Albany, • Y .••••••• 1,2!!0 259 273 M.t 211 120.1 825 79.7 
Syracuse. N.Y .•••••• 1,13& 240 21\1 H.t 1911 121.2 21M 80.8 
Cumberland, Md •••• 1,042 232 240 116.7 1'17 124.1 2112 82. a 
Jobnstow11, Pa ••••••• 998 226 233 01.0 1112 124.2 273 112.8 
Ptttsburllb, Pa ••••••• 1117 215 223 l!fl.4 174 123.. 2111 814 
Cleveland, Ohio •••••• 811 201 210 ,,,, 7 1113 123. a 243 8:1.7 
Columbus£ Ohio. ____ 733 11)3 1119 97.0 Jr,3 ]26.1 229 114.3 
Cinclnnaif Oblo.-•• f\64 1113 100 M.3 14& 126.2 2111 8lt 
Detroit, lcb •••• - •• 758 1M 202 97.0 IllS t26. a 232 114.1 
Adrtan

0 
Mich .••••••• 81l8 189 194 87.4 141 126.1 m 84.1 

Between ranrt lsiiUld, 
Nl'br. (zone In and-

122.2 171 80.8 Boston, Ma88 ......... 1,170 303 119 05.0 124~ 
New Yorlt, N.Y ••••• ),494 29:1 30fl 9~4 237 )23, 2 3119 81.3 
Baltimor~ Md ••••••• 1, 3112 271 200 II~ I 223 124.2 338 sao 
RlchmonN. Va ••••••• ),31)8 2111 21l:J 11~.9 22IJ 124. a 341 82.4 
Albany, . Y .••••••• ),3ll8 2111 2113 II& I 221 124. a 141 1114 
Syracuse, N.Y ..••••• 1,2.'n 2112 2711 114.9 212 123.. 320 81. t 
Cumberland, Md •••• 1,200 2~7 2117 1111.2 204 126.0 307 113.7 
Johnstownr. Pa ••••••• ),136 

~· 2110 1166 1911 )26. 7 2119 83.t 
Pittsburgh, Pa ....... ),051t 241 2!i0 116.4 100 126.8 2143 114.1 
Clevelanct, Ohio ...... 9:11 227 234 117.0 178 )21).0 21\5 Ill\ 1 
Columlmlll Ohio •••••• 8114 221) 227 lll!.t 171 1211.7 liM !Ill. I 
Clncinnat, Ohio ••••• 826 213 220 116.8 JM 129. 1 2411 flll.t 
Detroit, Mich •••••••• 874 220 224 118.2 1118 131.0 2S~ 87.1 

.Adrian Mlcb •••••••• 783 214 217 99.1 160 134. • 239 81J.t 

· rootnotetl at end of tabla. 
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TABLE 103.-Statement comparing interterritoria! key-point first-class rates between_ 
ll' estern Trunk-Line, Terntory and Eastern Territory with Western Trunk-Line 
formula rate, and rates under scales applicable in Western Trunk-Line and 
Eastern Territories-Continued. . · · · · 

(Rates In cents per hundred pounds. Include Ez Porte US Increases} 

-
Relation 

Relation Relation Rate of key.· 
Western of key· Rate of key· under point. 

Kt>Y· Tnmk- point under point Western rate to 
Miles point Line rate to Eastern rate to Trunk· Western 

rate' formula formula scale• Eastern Line Trunk· 
rate• rate scale 1008 Line, 

(percent) (percent) seal&' &one scale 
(percent), 

Between Bismarck, N. 
Dak. (zone III) and-

Boston, Mass .•••••••• 1,680 348 358 97.2 . I 259 134.4 431 80.7 
New York, N.Y ••••• 1, 610 340 848 97.7 I 251 135.6 418 81.3 
Baltimor~ Md ••••••• 1, 581 • 334 344 97.1 1248 134.7 413 80.9 
Richmon , Va ••••••• 1,650 344 351 98.0 1253 136.0 422 81.5 
Albany, N.Y •••••••• 1,497 326 331 98.6 237 .137.6 394 82.7 
Fyracuse, N.Y ••••••• 1,352 307 816 97.11 223 137.7 371 82.7 
Cumberland, Md •••• 1,413 315 321 98.1 229 137.6 381 82.7 
Johnstown, Pa ••••••• 1,349 308 311 99.0 220 140.0 366 84.2 
Pittsbtlfl!h, Pa ••••••• 1,271 297 801 98.7 212 140.1 352 84.4 
Clt-veland, Ohio •••••• 1,143 282 285 98.9 198 142.4 329 85.7 
Columbus, Ohio •••••• 1,119 278 282 98.6 196 141.8 325 85.11 
Cincinnati, Ohio ••••• 1,105 277 282 98.2 196 141.3 325 85.2 
Detroit, Mich •••••••• 1,022 2M 268 98.11 186 142.7 306 86.3 
Adrian, Mich •••••••• 1,008 264 ~ 118.6 185 142.7 306 86.3 

Betwoon Wichita, Kans. 
(zone Ill) and-

Boston, Mass .•.•••••• 1,598 314 326 96.3 r.l48 126.8 413 76.0 
New York, N.Y ••••• 1,488 299 313 95.11 237 126.2 394 70.9 
Baltimor~ Md ••••••• 1,338 285 293 97.3 220 129.6 366 77.9 
Richmon , Va ••••••• 1, 362 286 .302 94.4 223 127.8 371 76.8 
Albany, N.Y •••••••• 1,415 292 303 96.4 229 127.11 381 76.8 
8yra('us«>, N.Y ••••••• 1,270 273 283 96.6 212 128.8 352 77.6 
Cumbt>rland, Md •••• 1,178 266 274 96.7 204 129.11 .· 338 \ 78.4 
Johnstown, Pa ••••••• 1,130 259 267 97.0 198 130.8 329 78.7 
PittsbUf!1:h, Pa .•••••• 1,052 249 257 96.11 190 131.1 315 79.0 
Cleveland, Ohio ______ 946 234 241 97.1 176 133.0 292 80.1 
Columbus, Ohio •••••• 8117 224 231 97.0 168 133.3 277 80.9 
Cincinnati, Ohio ••••• 796 217 226 96.0 160 135.6 263 ' . 82.5 
Detroit, Mich •••••••• 893 229 234 97.0 171 133.9 282 ',_ 81.2 
Adrian, Mich •••••••• 8M 221 2Z1 117.4 165 . 133.9 273 8LO 

Detwoon Denver, Colo. 
(tone lll) and-

137.7 1483 82.4 Boston, Ma.."ll ••••••••• 1,9i3 398 404 98.6 1289 . 
Nt:'w York, N.Y ••••• 1,886 385 894 97.7 I 281 137.0 469 82.1 
Baltimore, 1\ld ••••••• 1, 746 371 374 .99.2 • 264 140.11 441 84.1 
Ri('hmonll, Va ••••••• 1,778 371 383 96.9 I 270 137.4 450 82.4 
Albany, N.Y •••••••• 1,789 376 381 98.7 • 270 139.3 450 83.6 
8}Tacuse, N.Y ••••••• 1,645 358 361 99.2 I 253 141.& 422 84.8 
Cumberland, Md ____ 1,587 351 356 98.6 I 248 141.11 413 - 80.0 
Johnstown, Pa ••••••• 1,528 344 348 98.9 I 242 142.1 404 85.1 
Pittsburgh, Pa ••••••• 1,450 332 335 99.1 231 143.7 385 86.2 
Cleveland, Ohio .••••• 1,328 318 321 99.1 220 144.6 366 86.9 
Columbus, Ohio •••••• 1,275 310 315 98.4 212 146.2 352 88.1 
Cincinnati, Ohio ••••• 1,209 304 307 99.0 207 146.9 343 88.6 
Detroit, Mich •••••••• 1,267 309 811 99.4 212 145.8 352 87.8 
Adrian, Mich •••••••• 1,174 304 305 119.7 201 15L2 333 91.3 

1 Key rates prescribed in sixth supplemental repo. rt, I. C. 0. Docket No. 17000, pt. 2, 204 I. C. C. 595, 
apJl('ndix W, decided Oct. 9, 1934. 

• Rates oonstructed on Westt-rn Trunk-Line distance formula with sOOles and differentials prescribed in 
sixth supplemental report, I. C. C. Docket No.17000, pt. 2, 204 I. C. C.~95, appendix U, decided Oct. 9, 
1934. 

• Eastern apJl('ndlx E scale, I. C. C. Docket No. 15879, 164 I. 0. C. 314 det'lded May 13, 1930. 
• Scales shown in appendix U of sixth supplemental report, I. C. C. Docket No.17000, pt. 2, 204I. C. 0.595, 

decided Oct. 9, 1934. 
I Scale extended at same rate of progression as used where scale ended. 

NoTE.-Authority for distances and for formula rates shown in this table is eastern railroad's statements 
Nos. AB and AC, filed in I. C. C. Docket No. 28277. i • 
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. WESTER~ TRt'NJt•LINE-SOUTHERN 

. As pointed out previously, the rates between Western Trunk-Line 
and Southern Territories are not constructed on a scale, but are 
built around epecific key-point rates. . 

Table 103A compares a number of the key-point first-class rates with 
those constructed on the origin a.nd destination scales for tho same 
distances; The table shows tha& except for the rates between Des 
~Ioincs, Iowa, and Birmingham, Ala., and Chattanooga, Tenn., the 
key-point rates shown are higher than would apply for. tho same 
distance under the Southern ecale. Likewise, the key-point rates are 

; higher, when the western point is in zone I, than would result from 
the application of the zone I scale for the entire distance. 'Vhcn the 
western point is in zone li or zone III however tho key-point rates 
shown in the ~ah!e are lower than woufd resul~ /rom the application 
ol the scale w1thm such zone for the whole d1stance. In many in· 
stances the key-point rates are higher than the avrrage of tho rate 
for the full distance under the Southern scale and the rate under the 
"'"estern Trunk-Line zone scale applicable with.in the zone in which 
the western point is located. 
· · It should be noted that thfl routes between points in Southrm hnd 
''estern Trunk-Line Territories pass through portions of either Official 
Territory or Southwestern Temtory1 and tht' key-point rates reflect. 
to some extent, the rate levels in the mtermediate territories. . . 

SOUTBWESTJCRN-OJ'J'ICJA.L AND SOUTliWlCSTERN-SOUTIIERN 

. ·' Table 104 shows the key-point first-class rates betwc('n South~ 
western Territory and points in Eastern and Southern Territories. 
The ker-point rates are usually slightly below the rates that would 
be obta.med by using the laminated scale. They arc also higher than 
the rates for the same distances under the Eastern scale, or under 
the Southern scale if the key point is in Southern Territory. The 
key-point rates are lower than would result from the Southwestern 
scale, but they are frequently higher than the average of the rates 
under the Official Temtory and Southwestern Territory scales for 
the full distance, even thou~h the haul in Official Territory is much 
longer than the haul in Soutnwestem Territory. 

CONCLUSION 

The interterritorial class rates represent a blending of the levels in 
the origin and destination territones, although there is a tendency 
for them to be closer to the level of the higher-rated territory. The 
prevailing·interterritorial class-rate adjustments may be criticized on 
the grounds that generally speaking they do not proyerly blend the 
intraterritoriallevels, but that the rates are usually higher than rates 
which reflect the respectiv£> intraterritorial 1evt'ls in proportion to the 
distance hauled in each territory. 
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TABLE 103A.-Stalement comparing interterritorial key-point first-class rates 
between Southern and Western Trunk-Line Territories with first-class rates untjer 
lhe Southern and Western Trunk-Line scales for the same distance ; 

(Rates In cents per hundred pounds. . Do not Include Ex. Parte 113 Increases] · 

And 

Des Moines, Iowa: ·. 
Distance (mllCll) ••••••••••••••••••••••••••••••••••••••••••• 
Prescribed key rate ••••••.••••..•.••••••••••••••••••••••• :. 
K-2 ..•••••••••••••••• - •••••••• - ••• - ·- •••• ••••• ··•·· ••••• ••• 
Zone I .................................................•... 

Kansa.a City, Mo.: · 
Distance (mlles). ···································-~---·· Prescribed key rate ••••••••.•••••.•.•.•.•.••••••••••••••••• 
K-2 .••••••••••••••••••• -·-. -······· ·-- -- •••••••••••• •• •• •• • 
Zone I .................................................... . 

Omaha., Nebr.: 
Distance (mlles) ..••••••••••••••••••••••••••••••••••••••••• 
Prescribed key rate .••••••••••••••••••••••••••••••••••••••• 
K-2 .•.••••••••••••••••••••••••• --. •• ••• • •• •• •••• • • • • • • • •• • • 
Zone II .............................................. ···-· 

Topeka, Kans.: 
Distance (miles) ••••••••••••••••••••••••••••••••••••••••••• 
Prescribed key rate ....................................... . 
IC-2 •••••••••••••••••••••••••••••••••••••••••••••••••••••••• 
Zone II ....................•............................. ;. 

Denver, Colo.: 
Distance (mlles) .......................................... . 
Prescribed key rate ....................................... . 
K-2 ....................................................... . 
Zone III .................................................. . 

Bismarck, N.Dak.: 
Distance (miles) .......................................... . 
Prescribed key rate •••••••.••••••••• __ .................... . 

~o-:e 'iii:::::::::::::::::::::::::::::::::~:::::::::::~~;::: 

Between-

Blrmlng. Ch~tta.- Ja.ckson• .Atlanta, h Ga. am, nooga, ville, 

915 
220 
217 
209 

879 
218 
214 
205 

1,019 
237 
229 
252 

930 
229 
220 
241 

1,432 
331 

. 280 
350 

1,497 
320 
286 
358 

.Ala. Tenn. · Fl~. · . 

802 778 
'202 196 

205 199 
195 189 

714 742 
200 I 199 
190 196 
181 186 

889 882 
219 218 
214 214 
233 233 

764 80'1 
212 209 
199 . 205 
214 221 

1,266 1, 326 
310 308 
259 268 
320 333 

1,392 1,477 
. ' 302 298 
- 274 286 

341 358 

1,235 
272 
2511 
252' 

1,130 
. 267 

24t 
239 

. 1; 312 
287. 
265 
299 

1,180 
278• 

• 250 
2.79 

1,682· 
378 
310 
3112 

1,817 
370 . 
325 . 
414., 
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TABLJl 104.-Stattmml tompari1&(1 inlerllf'Tiloriall:ly-poinl fi1'at-clau rates btlwtt1t 
Soutlweatmt · Trrn"torv and poi all i11 Eaalerra and Soutla~ Ttrriloritl wit,\ 
form'"lG raft and rate• uftde1' 1tallf applicablt i11 Eadem, Soutlaerfl, and Soul,\• 
tcf8lmt Ttrritori11 

Rei., Ret .. Relao Rela-
w, ... &Jon of Rate &Jon of tlon of Rate lion of 

II'Q lleJ- by. Rate by. und11r by. 
'KII,... T1'111lk· point Uflder point nnder point South- point 

1\tliMI point Llne rate to Eu&- rate &o '""• rate tl) t>m fllte to 
rate• formula formula em EutttrD III tone III X-1 South• 

nc.• nte ICale• ecale ••• l<lftle acalet em 
• ac.le (per- ·~,. (pflr-

eent) eent) cent) (per-
oent) - - - - - - - -

Between Little Rock, 
,Arlr. (IODI 111) and-

BOI!I~tm, Mfl!lll ••••••• I, 4fl3 278 N 0'7.1 :113 1:10. a 
·~ 

7'!1.1 ........ ········ New Yorlr, N. Y -- '1, 823 2111 2117 0'7.1 198 131.1 829 79..3 ······· .......... Ptttsbur~~:h. Pa •••••• 8113 214 218 119.. 18& 138.1 2M 8.1 •• ....... .......... 
Clnelandi ObJo.-. 811 :ll:J :m 118.1 143 137.2 244 83.2 ....... .......... 
Detroi&. l\1 lch .•• ·-· '191 :ll2 :ll4 09.0 148 139.3 2:19 84.1 .......... .......... 
Cincinnati, ObJo •••• tiOI 177 1M 118.1 128 141.41 ~~~ M.l ....... ........ 
Chleuo, Ill •• _ •••••• Me 171 1M 118.1 1:15 141.1 :ll8 M.3 """:i08" ···ioo~i JacllaonYIIle. lla •••• 801 2211 2"J9 ~· ......... ........ 244 912 
AUIUlta, Oa. •••••••• 11110 181 182 90.4 ........ ......... 1112 94.3 16& 109.0 
Birmingham, Ala ••• ll83 148 1110 V8.7 ......... ·····-·· 1M 84.1 10 10.U 

Be&wii!D Lake Cbarlel, 
La. (aont~llO and- . • 

B011ton, Mll!lt ••••••• 71,80-t 30'1 843 M.2 1243 12:11 1414 74.2 ........ .......... 
New Yorlr, N. Y -·· 1,1141 2117 329 110. a •m 138.0 • 3117 80.1 ........ ······-· Ptttsbur,rh. PL ••••• 71,248 2711 278 98..1 100 144.7 81ft 87.0 ....... .......... 
CleniiUld, OhiO--·· 1,1.'11 2113 270 97.4 1~ 143.7 303 81\.8 .......... .......... 
Detroit, Mich .•••••• ~,~ 2fl3 211~ 97.1 180 146.1 m 118.0 ........ .......... 
CinclnnatJ,·ObJo •• - 240 243 98..1 160 130.0 2118 110.6 ....... ········ ChiC81l0o Ill ....••••• 948 244 248 89.6 160 1&11 2118 1111 """iii:i JacllaonY11le, Jla. ••• 823 228 m .......... ·-···· 1114. 1 244 113.4 208 
Atlanta, Oa. ••••• .: •• 706 :Ill 213 .......... ··--·· 1114. 0 22ft i-1. 4 1110 111.1 
Btrmin&ham, Ala ••• 66:1 - 180 182 ......... ··-·· ua.a 192 83.7 160 108,4 

:Between Oklahoma 
City, Ollla. (lone Ill) " 
and- I 

BOBton, MaM ••••••• t, 70'1 314 323 0'7.2 • 238 131 •• 397 79.1 ........ ......... 
NewYorii:,N. Y--· 'I, 193 301 30!\ 97.7 1228 133.8 378 80.8 ......... ......... 
Pittsburgh, Pa .••••• I. 141\ 211:1 21\9 0'7.8 11l0 140.0 m 84.8 ........ ........... 
Cleveland, Ohio.-. 1,068 240 248 9!\.0 173 138.7 2M 83.0 .......... ........ 
Detroit. Mich ••••••• 1,006 238 239 t!\.3 1118 139.0 27PJ 84.1 .......... ........ 
Cincinnati, Ohio •••• 8/lO 222 m IHU 1118 143.2 w 81\.7 ........ .......... 
Chicago, Ill ••••••••• 777 200 211 90.1 143 146.2 23ft 88.8 """24f ···m:& Jacksonville, Jla. ••• 1113 21!8 m 98.6 .......... ........... 303 ll8.0 
Atlanta, Oa. •••••••• 1102 247 2li3 97.8 ---··· .......... 2111 114..8 217 113.1 
Birmingham, Ala. •• 73& 2:10 224 18.2 --·-·- ......... 229 116.1 1113 lU.O 

etwe11n Oa!Yestou, 
Tn. (zone III) and-

3M 08.2 • 2110 138.1 81.6 Boston, M8S8 ••••••• 1,045 373 14.18 ··-·-·- ......... 
New Yorlr:, N.Y •••• 1,720 340 3119 84.7 • 238 142.0 397 M.41 .......... ......... 
Ptttaburgb, Pa •••••• '1,378 29:t 309 04.1 20& 142.0 841 M.O -······ ......... 
Cleveland, Ohio •••• 1,293 283 298 911.1 198 148.1 824 87.8 ............ ......... 
Detroit, Mich .•••••• I. 273 2'11 292 96.2 193 1411.8 320 87.8 ......... ......... 
Ctnclnna~t. Ohio •••• J,()lol:J 260 271 98.t 178 148.1 200 89.7 ..... ···- ........ 
CblcaJI'o, m •...••••• 1.088 260 271 9/J.O 171 148.41 200 89.7 -··m· ···iio."i Jacll~Yille. :na.. ••• 1,002 253 268 til. I ........ ............. 27!1 91.0 
Atlanta, OIL •••••••• 883 238 24ft 98.0 .......... .............. 2M 912 214 110.3 
Birmingham, Ala ••• 731 210 221 ll&.O --·-· ·····-- 229 01.7 193 108.1 

etween J,ubboek, Tu. 
(Jone III) and-

2,048 370 3R3 D9.0 • 270 140.4 14.52 s:u BOlito~ Mass .•••••• . ......... ... ...... 
New orlr, N.Y •••• '1,938 367 370 09.2 126() 14L2 14.111 84.4 .......... ............. 
Pttt. .. burgh, Pa .••••• 1.499 314 318 90.4 218 146.0 3M 87.7 ........... ......... 
Cleveland, Ohio ••••• 1,398 303 308 09.3 208 147.8 841 88.0 ......... ......... 
Detroit, Mich .•••••• 1,341 297 200 99.3 200 148.1 3.13 89.2 ........... .......... 
Cincinnati, Ohio •••• 1,241\ 2M 21!8 00.3 J90 149. a 3111 8D.t ........ ---···· Cblcagl), Ill. .•..•••• J,()lol4 21i7 261J 00.3 176 15141 290 92.1 """2fi8" """iil."i Iaelr!!Onvllle, l'la •••• 1,347 324 324 100.0 ........... ............ 33:J 97.3 
Atlanta, Oa. •••.•••• 1,178 2!l!l 300 09.3 ---··· ........... 307 97.1 2.'10 IIU. 2 
BlrmJn bam, .Ala ••• 1,010 270 273 ll8.t ---··· ·······- 278 97.1 229 U7.t g 

J'oo&uotetd end of &ablea 



INTERTERRITORIAL FREIGHT RATES 175 
TABLE 104.-Btatement comparing interterritorial key-point first-class rates beiween 

Southwestern Territory and points in Eastern and Southern Territories with 
formula rate and rates under scales applicable in Eastern, Southern,. and South-
western Territories-Continued · · 

[Rates In cents per hundred pounds] 

Rela- Rela- Rela- Rela-
West- tion of tion of tion of -Rate tion of 
em • key- Rate key- Rate key- under key-

Key- Trunk- point under point under point South- point · 
Mllest point Line rate to East- rate to zone rate to em rate to 

rate• formula formula em Eastern III zone III K-2 South• 
rate • rate scale' scale scale a scale scale' em 

(per- (per• (per- scale 
cent) cent) cent) (per-

cent) - -----------
Between San Antonio, 

Tex. (zone III) and-
• 452 . ' Boston, Mass _______ 2,036 383 390 98.2 I 270 141.9 84.7 ................. .................. 

New York, N.Y •••. 7), 896 368 372 98.9 I 255 144.3 426 86.4 ------- --------Pittsburgh, Pa ------ 1, 467 318 321 99.1 213 149.3 354 89.8 ................ ..................... 
Cleveland, Ohio _____ 1,384 308 312 98.7 205 150.2 341 90.3 ------- ............. --
Detroit, Mlch ------- 1,364 307 309 99.4 203 151.2 337 91.1 .................. 
Gincinnati, Ohio •••. 1,174 285 285 100.0 183 155.7 303 94.1 ------- --------Chicago, IlL _______ 1,179 283 288 98.3 185 \53.0 307 92.2 --247" Jacksonville, Fla •••• 1,162 290 292 99.3 ................. ................... 303 95.7 117.4 Atlanta, Ga _________ 1,034 272 ,274 ' 99.3 .................. ...................... 282 96.5 232 117.2 
Birmingham, Ala ••• 868 246 ~47 99.6 ------- -------- 252 97.6 211 116.6 

1 DL~tances shown are short-lin~ distances computed in accordanct~ with the twenty-first supplemental 
report in I. C. C. Docket No. 13535. Such distances are the shortest distance in each case except as noted, 

1 Rates prescribed in twenty-first supplemental report, Docket 13535, Conaolidated Southwestern Caaea, 
2011 I. C. C. 6Cl (1934), appendix C. 

a Rates constructed in accordance with the Western Trunk-Line formula a:Qd the proviso of finding No. 
3 of the twenty-first supplemental report In Docket No. 13535, 205 I. C. 0. 601, 658, using the scales of rates 
as follows: (a) Between points in the Southwest and points in Official Territory the basic scale of rates 
plus the respective zone differentials shown In the twenty-fir5t supplemental report appliea ns provided in 
finding No. 7 therein; (b) between points in Southam Territory and points in the Southwest the zone II 
scale (lf rates plus the zontl' Illditferentiais as shown in said twenty-first supp!emental report .. 

• Eastern appendix E scale, I. 0. C. Docket 15879, 164 I. C. C. 314 (1930). 
• Zone III scale prescribed in twenty-first supplemental report, L C. C. Docket 13535, 205 I. C. 0. 001 

(1934), appendl'!t B. , 
• Southern K-2 scale, I. C. C. Docket 13494, 113 I. C. 0. 200, 207. · . · 
' Distance computed over longer route under finding 3 referred to by reference 3, above. 
• Scale e'ttended at same rate of progression as used where the scale ended. . 
NoTE.-Rates not increased under Ez Parte lt$. 
Authority for distances and formula rates used in this table Is e'dlibit No. 63, st·bmitted by the Western 

Rail Carriers in I. C. C. Docket No. 28300 (September 1942). . . . · 

C. ANALYSIS OF CLASSIFICATioN ExcEPTIONs APPL"TING 
!NTERTERRITORIALLY . . 

'fhe general relation of intertenitorial class rates to the intra territo
rial rates described in the preceding paragraphs is descriptive of the .rela
tionships of the rates on a particular article when it is rated the same, 
in percent of first cla.ss, both interterritorially and intratcrritorially. 
If a different rating applies on the article interterritorially than applies 
intraterritorially, the relationships of ,the interterritonal and intra
territorial ·rates for the same distances may be euite different. ' 

The class traffic moving interterritorially is subject to one of. the 
three major classifications-Official, Southern, or Western-and excep
tions which are published to apply interterritorially, but the inter
territorial traffic is frequently subject to different classification excep
tions ratings than those which apply intraterritorially. 

In order to determine the extent to which different ratings apply 
on traffic moving interterritorially than apply intraterritorially, a,n 
examination has been made of the applicable ratings on traffic moving 
between certain of the rate territories and those which apply in the 
origin or destination territories, or both. The term "applicable rat-
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'ing'' i~ used, as in the discussion of intratcrritorial ratings, to drnote 
the. rating_ which applies o~ an art~cle whcthrr it is the regular clnssifi· 
catton ratmg or an el:ceptlons ratmg. · · 

TRUNJC•LINil TO TUJ!l SOUTll 

Detween Official Territory and Southern Territory the Southetn 
Classification applies, together with such e.:<ceptions as are published 
to apply between tho territories. A companson has been made of 
the applicable ratings on traffic from Trunk-Line Territory to the 
South, and the corresponding ratings which apply within the South. 
Table 105, below, is a summa!1 statement showing the number of 
rating!' applicable from Trunk-Line Territory to the South whicb are 
the same as, or different from, the ratings on the same commodity 
descripti~ns which are applicable within Southern Territory. 

T .nu 105.-comparison of applicabl1 ratings, c.la8sificalion or ucep_tiona, from 
. Trunl·~int Temtor11 lo tht South, with rating• applicable in Soull&trn Territo·ry I 

Carload te... Any Total . 
' carload quantity 

-
~tUn• Ill ta tb• 8ootb ................................... 0, 2/lg 0,348 112 lR,Mfl 
lllJcber thao lo flootb •••••••.•••••••••••••••••• -' ••••••• 11M 611 10 1, 31lll 
l.JOwer cha.o 1D Soutb.. .................................... ~ 231 7 761 

10, t63 10,088 79 ~.830 

• :OIWid on ConMlldated J'relaht Cl811l!ltlcatloo No. t/Jl effective Mar. 171 11142, and gmt'ral11 appllrable 
UCI'Iptlons u pnbllabed In Agl"nt W. S. CW'lett'l Tari.tl • 0. 0. A.-709, ana Aaen' E.ll. DulaneJ'I 'fartd 
l. c. 0. 86, to elteoa on Mar. 17, 194l. 

'Vhen these ratings are hi~her than apply within the South, the 
effect. is to make the rates htgher in relation to the Southern level 
than is indicated by a comparison of first-class interterritorial rate and 
first-class rates applicable within the South. '\Vhen the intcrterritorial· 
rating is lower than the applicable rating in the South, the effect is to 
make the interterritorial rates lower in relation to the Southern level 
than would be the case if the ratings were the same. It is noticeable 
that, the number of commodit.Y descriptions having higher interterri· 
torial ratings than appl:y withm the South exceeds the number which 
have lower intertemtonal ratings than apply within the South. Over 
18,000 commodity descriptions, however, out of a. total of over 20,000, 
have the same rating interterritorially as applies within the South. 

If the applicable ratings applying from Trunk-Line Territory to the 
South are compared with the corresponding ratings applying within 
Trunk-Line Territory, the results are as shown in table 106. 

TABLE 106.-Gnnparison of applicable ratings, clauification or exceptiona, from 
Trun.k-Line to th1 S<YUth, with rating• applicable in Trunk-Line Territory I 

Carload LMt- Any Total carload quantity 

Same a81D Tronk:-Line ................................. 4,026 8, Ofll 40 10, 127 
Higher than In Trunk:-Une ............................ 4,491 278 a 4, 774 
Lower than Jn Trun.k:·Llll& ............................. 1,946 3,749 34 a, 7:N 

10,463 10,088 79 20,830 

>;: • BBSed on CollllOlidated J'ref~~:ht Classincatlon No. 1.5, etf,.ctlve Mar. 1!- 194; and ~tentJralty appllrah~ 
nceptiollll pobliabed In Agenl W. a. Curlete't TariliJ I. 0. C. A.-700, and 1. C."'· A-Hl,ln etfec1 on Mar. 
17, 1\Hl. 
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Table 106 shows that there are 5,729 commodity descriptions which 
are treated somewhat more favorably, from a classification stand:. 
point, when shipped to the South' than when shipped intra territorially 
in Trunk-Line Territory. The more favotable ratings ap~l.J!ng'inter:.. 
territorially, however, do not necessarily mean lower · e-for-mile 
rates on such articles when shipped intert.erritorially, since the reduc
tion in rating may not offset the higher level of class rates that applies 
intertenitorially. On 4,774 commodity descriptions the iriterterrito
rial ratings are higher than apply within· Trunk-Line Territory. On 
these items the difference between the interterritorial level of :rates 
and the level applying within Trunk-Line Territory ,is greater than 
if the same ratings applied interterritorially as apply within· Trunk-
Line Territory. · : ·· . · .. .. . · · .•. 
. . ~ . 

TRUNK-LINE TO SOUTH COMPARED WITH SOUTH 'fO TRUNK-LINE·. 
l . ' 

It is interesting. to note whether there is any difference in· the 
treatment of north-bound and south-bound traffic. between .Trunkf' 
Line and Southern Territories, so far as ratings are -concerned. ··Table 
107 compares .the applicable ratings north-:bound and south-~ound. · 

TABLE 107.-Compari~on of applicable ratings, classijicat~on or 'excepti~ns, Trunk-
Line to South, and South to Trunk-Line 1 · . _ , . 

• • • • ... 1 •• • -~ ' 

. ' '· . \ 
I 

Carload. Less-carload .Any quan~ Total . tity . 

Same north-bound as south-bound ••. -··········------· 10,052 10,072 77 20,201 
Higher north-bound than south-bound·--·------------- 355 15 ·' 2 .372 
Lower north-bound than south-bound .•• ~-------------- 56 ~ 1 ........................... 57 -

10,463 10,088 1·79 . ·' 
20,630 ... 

I Based on Consolidated Freight Classification No. 15, effective Mar. 17, 1942, and exceptions 'published 
in Agent W. S. Curlett's Tariff I. C. C. No • .A-709, in effect on Mar. 17, 1942. . . . · .... 

;. 1 ,-

The above table shows that on 20,201 out of 20,630 c~~odity 
descriptions, or 97.9 percent, the north-bound and south-bound ratings. 
were the same. There were, however, 372 commodity descriptions 
on which the north-bound ratings, and hen..ce the rates,' were· higher 
than south-bound; and 57 commodity descriptions on which the 
ratings, and hence the rates, were lower from the South to the North 
than in the opposite direction. ' ' 

SOUTH TO _CENTRAL TERRITORY 
/ ' 

~ ' : t 

Since the same exceptions. ratings do not always apply between 
Central Territory and the South as apply betw~en Trunk-Line Terri
tory and the South an analysis has been made of the applicable 
ratmgs from the South to Central.Territory, and these ratings hftve 
been compared with the ratings on the same commodity descriptions 
in both Central and Southern Territories. · · · · · 

Table lOS shows the number of ratings which are different from the 
South to Central- Territorv than wit bin the SoutH. Out of 20,638 
commodity descriptions, 18)39 took the same ratings interterritorially 
as within the South. There were 1,476 descriptions which took high~r 
ratings from the South to Central Territory than applied within _the 

' ' 

90454-43-13 
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South. .On thNIO dt~scription~ the intert£'rritorial ratE's were therdot't' 
hig,hrr than they would havo been if t.hc ratings had brrn t.he same 
as applird witlun the South. On 823 commodity drscriptions the 
interterritorial ratings were lowrr tha.n applied witl1in tho Sout11. ' 

·On thtse articles, therefore, the intertrrritorinl rates were lower than 
would have prevailc,l if the ratings had been tho 11nme. 

' ., 

TuUl 108.-Compari"o" o/ applicablt ralings, tla33ijicatiott or e:rcr.peions, South 
. • Co Ccntrcal Territorv, toil.\ rating• applicablt in Souther,._ Tcrrilor11 a , 

<. I Carload Leal-ear load AD1 QUIUl• 
&lty TotaJ 

!'"~' 111 tn &he South •••••••••••• .' ••••••••••••• .., •••••••. 1,978 t,300 Ill 18. a:19 
lllrber tbu lo Soutb •••••••••••••••••••••••••••••••••• 9:11 6;)1} lfl l, 471\ 
Lower ttlr.a ill Sou&b.. •••••••••••••••••••••••••••••••••• 1171 2110 2 823 

' .. ' . I 10.470 10,081J 7i 20,631 

· I Ba.qed on Con!!Oildated J'relgbl Cl-lftcatlon No. U, fltl'rctlvel.fftr. 17, 1942, and exooptlon~ publlshlld 
In Art~n& B. T.Jonea' Tar!Jf J. c. C. 3tla4. ud Aaen& .k. U. Uuhwer'a Tar111 1. c. C. 16,lllt.IJee• on Mar. 
17.lg.&l. " < ' ' ' ' ' 

Table 109 compares the ratin~ from the South to Central Territory 
with those applicable in Central Tfrritory. . . ' 

TABLJI 109.-Compt~rison of applicabl1 ratings, t:lasaiji.cation or nception1, South 
. . lo C1ntral T11ritorv. with rating• applicabl• in Central TcrrilM11• 

Carload I.Miear- Any fluan- TotaJ '· load tity -
llame u l:o Central .•••.•••••••••••••••••••••••••••••••. 4,027 8,092 89 10, M8 
llla:ber thaa La Central. •••••••••••••••••••••••••••••••• 4,417 2fi0 1() 4,111'17 
Lowerlhalllll Central •••••••••••• -·-··············• .. 2,023 1.737 ao 6,7119 

10,466 10.089 79 20,834 

I Band on Conaolldated J'relght C1811!llftcatlon No. 15, etTectlve Mar. 17, 1942, and nceptJon1 published 
Ia .Aaena B. T. Jon.' Tari.fla 1. 0. C. 3tla6 and J. C. C. 3539, ID e.IJect Mar. 17, 1942. . · 

It should be pointed out that although 5,789 commodity descrip
. tions have lower ratillgs from the South to Central Territory than 
apply within Central Territory, this does not necessarily mean lower 
interterritorial rates than apply in Central Territory, although such 
would be the case if the difference in ratings, in percent of first class, 
is sufficient to offset the higher level of interterritorial rates. In 
other cases it means that the interterritorial rates and the Central 
Territory rates arc nearer to a common level than if the same ratings 
·were observed intertemtorially and in Central Territory.· 

SOlJ'TH TO CENTRAL TERRITORY CQI\<fl'ARED WITH CENTRAL TO SOUTH . . 
• A comparison of north-bound and south-bound ratings applicable 
between the South and Central Territory is shown in table 110. 
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TABLE 11 0.-Comparison of applicable ratings, classification or.exceptio,ns, Central 

Territory to South and South to Central Territory l . . ~ ·. . · .. 
. . -' . ' ' ... 

Less car- ' 
Carload .. Any quan- Total. load ' tity .. 

.· . 
,· 

Same north-bound as south-bound. ___ -------·····-·--- 9, 999 10,067 
l 

. 69 2o, 135 ; ; 
lli~;her north-bound than south-bound .••••••.•••••••.. 355 14 10 ,··. 3711 
Lower oorth-bound than south-bound ..•..•••.•••.••••• 112 8 -.................. .: .... 120 

' 10,466 10,089 79 - 20,634 \ 

1 DAscd on Consolidntod Freig-ht Classification No. 15 ettectlve Mar. 17, 1942, and exceptiops published 
ln Agent 11. T. Jones' Tariii I. C. C. 3635, in effect Mar. 17, 1942. .. • , 

f' I~ ~· h 

This table shows a sit~ation somewhat similar 'to. 'that prev~iling: ·. 
between Trunk-Line and the South, except that the number of ratings .~ 
which are lower north-bound than south-bound is greater' between:-. 
South and Central Territory than between the South and ·'trunk... , 
Line Territory. , · ' · . ;.; , 

~ ! t .. t j 1 ~ ; ; 

SOUTH TO CENTRAL TERRITORY AND SOUTH .TO TRIANGLE, TEnRITOR"fl· 
. . ' '\. ll ·, 

In the preceding paragraphs the ratings from the South to Centra·· 
Territory have been mentioned as though the same ratings· applied to. 
all points in Central Territory. As a matter of fact the ratings are' 
sometimes different to that portion of Central Territory known. a~ . 
Triangle Territory, or Controlled Territory. This area is in Illinois· 
and Indiana. It is bounded on' the east by the line of, the Chicago;· 
Indianapolis & Louisville Railway, or Monon, from· Louis'ville .to 
Chica~o; on the north by the line of the Illinois Central Railroad·' 
from vhicago to Dubuque, Iowa, and on the west by the Mississippi • · 
River. The fact that the Monon RaiLroad is controlled by the LouiS.:.·_ 
ville & Nashville Railroad and the Southern Railway,· and 'the lllinois: 
Central has line·s extending into the South, causes these·lines to. be 
interested in traffic from the South to the portion of Central Territory 
which they serve. Accordingly they sometimes make more favorable · · 
rates in this. area than apply from the South to otJ.ler p'ortions ·o! .'. ·· 
Centra~ Territory. . . . . . . . . . . ! . . . .· • ·. . · 

Table 111 shows the extent to whiCh the ratmgs are different from 
the South to Triangle Territory· than from the. South to Centra1 
Territory generally. · , . · 

TABLE 111.-Comparison oi applicabl~ ratings, classification or' ex~eptions~: So'utk 
to Triangle, and South to Central Territory 1 · 

. ' ,.., '" . 
' 

. Carload Less car- Any quan- Total . ' 
load tity • ,. 

Same, South to Trian~~:le as South to Central. ...••••.•. 10,304 "' 10,053 77 I '20,434 
Lower, South to Triangle than South to CentraL •••• ~. 160 36 

. - 2 198 ., 
lligher, South to Triangle thnn South to CentraL •..•• 2 ........................ ............................ : 2 

10,466 10,089 . ·79 26,63, . 
, I Based on Consolidated Freight Clusgiftcatlmi No. 15, effective Mar, 17, 1942, and exceptions published 
In B. 'l> Iones' Tari.Jl I. C. C. 31i35, In effect Mar. 17, 1942. • · · , . 
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It will be noted that there is no difference in the ratings on t.he 
great majority of the commodity descriptions found in the classifica
tion or exceptions. There are, however, 198 commodity dcscri~tions 
on which the ratings to Triangle Territory from the South are lower 
than to the rest of Central Territory, and only two commodity de
scriptions which are treated less favorably than to the rest of Central 
Territory. · 

WESTERN TRtTNlt-LJNJ: TO TRUNK:•LJNl!l 
I 

For the purpose of comparing apl;llicable ratings which apply be
tween 'Yestem Trunk-Line and Official Territories, those applying to 
and from Trunk-Line Territory were used. From 'Vestcrn Trunk
Line to Trunk-Line Territory the Official Classification applies, but 
the exceptions applying interterritorially are different to some extent 
from those applywg in Trunk-Line Territory. Table 112 compares 
the apl;llicable ratings from 'Vestem Trunk-Line Territory to Trunk
Line mth those ~pplicable within Trunk-Line Territory • 

• j .. ' 1-. 

TABLJI 112.-Compnri•o.,. o/ opplicnblt rating1, clauification O'f exception11 from 
. Wt~tt'Mt Trunk-Lint Tcrritor11 lo Tr11nk-Lint TeTTil01'1J with opplicable rchng• i11 

Tr-u1ak-Lint Terrilor11• . 

. 
Carload Lf181 ear- An:rQuan- Total 

\ Joad tJty 

liiUil• ula Tnm\-Lhw ............. ; .................... 1,452 9,116& H 18,071 
lllgber than In Trunk-Liue •••••••••••••••••••••••••••• 9::11 414 0 18 1,31\4 
:Lewer tbauln Trunk·Line ............................. 1,023 8:J t 1,109 

I 
10.406 10,061 7~ 20,646 . , 

I .BBSed oo Consolidated Freight Cla~81ftcatloa Nd. U, etff'lctlve Mar. t.~ 1042, and elfceptlont publiRhf'ld 
Ia A~~:en& B. T. Jooa' Tarid L o. C. 3631*, and A1ent W. s. Curlett's Tarm 1. 0. 0 • ..l-741, in ettect 011 Mar. 
,17.1114l. • 

The table shows that 1,364 commodity descriptions took higher 
' ratings intertcnitorially than apply intratenitorially within Trunk

Line Territory, which means higher rates than il the same ratings 
had applied intertenitorially as apply within Trunk-Line Tenit ory. 
There were, howeve~_l,109 ratings which were lower intertcnitorially 
than within Trunk-Line Tenitory. On these articles the intertcm
torial rates are on a lower basis than il the same ratings applied both 
intertenitorially and intratenitoria.lly • 
• 

TRtTNlt·LINE TO WESTERN TRUNK-LINE 

From Trunk:..Line Tcnitory to 'Vestem Trunk-Line Territory the 
Western Classification and exceptions apply. Exceptions ratings, 

_however, differ to some extent from those which apply within 'V estern 
Trunk-Line Tenitory. Table 113 compares the applicable ratings 
interterritorially and within 'Vestcm Trunk-Line Territory. It is 
noticeable that over 3,500 commodity descriptions have higher ratings 
intertenitorially than apply within 'Vcstem Trunk-Line Territory, 
and only 681 have lower ratings than apply within 'Vcstcm Trunk
Line Teni tory. 
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TABLE 113.-Comparison of applicable ratings, classification or exceptions, from · 
Trunk-Line Territory to Western Trunk~Line Territory with applicable ratings. in. , 
lVestern Trunk-Line Territory 1 ' 

Less car- Anyquan- ' 
Carload load tity Total 

Same BSin Western Trunk-Line _______________________ 7,031 9,192 70 16,293' Higher than in Western Trunk-Line __________________ 3,030 633 ·s 3,571 Lower than In Western TrunJI:-Line ____________________ 327 353 1 681 

10,388 10,078 79 ~545· 
I 

I Based on Consolidated Freight Classification No. 15.1. effective Mar. 17, 1942; and exceptions' published 
In Agent L. E. Kipp's Tariffs I. C. C. A-3382, and I. u. C. A-3333, in effect on Mar. 17, 1942. . · · 

TRUNK-LINE TO WESTERN TRU~K-LINE COMPARED WITH WESTERN, 
TRUNK-LINE TO TRUNK-LINE 

There are some differences between the applicable ratinis on the 
traffic from Trunk-Line Territory to Western Trunk-Line Territory · 
and those applicable in the reverse direction. Although the east~ . 
bound traffic and that west-bound are subject. to different classifica- · / 
tions and exceptions, it is possible to compare. the east-bound and · 
west-bound rate levels, since the first-class rates are the same in both 
directions and the ratings both, east-bound, and west-bound can b_e 
expressed iii terms of a percent of the first-class rates. · · .·· ·· • 

Table 114 shows the extent of the differences in ratings east-bound. 
and west-bound. On 12,571 commodity descriptions out of 20,563, ·· 
the ratings, and hence the rates, are the same in both directions. On 
5,937. commodity descriptions the ratings, .an~ hence the rate lev~ls; · 
are htgher west-bound than east-bound, which 1s another way ofsay10g 
that they are lower from the west to the east than from the east to · 
the west. On the other hand, there are 2,055 commodity descriptions . 
which have lower ratings and rates from Trunk-Line to Western 
Trunk-Line than apply from Western Trunk-Line to 'l)·unk-Lme. : ' . . 
TABLE 114.-Comparison of applicable ratings, classification o; exceptions, Trunk: ' 

Line Territory to Western Trunk-Line Territory, and Western Trunk-LintJ 
Territory to 'l'runk-Line Territory 1 · · 

I 

Carload Less car- Anyqusn- · Total load tity 
\ 

Same, Trunk-Line to Western Trunk-Line as Westem Trunk-Line to TrunJI:-Line __________________________ 4,300 8,203 68 12,671 
Higher, TrunJI:-Line to Western TrunJI:-Line than '. 

Western Trunk-Line to Trunk-Line __________________ 4,690 1,%36 ll 
' 

5,937 
Lower, Trunk-Line to Western Trunk-Line than Western Trunk-Line to TrunJI:-Line __________________ 1,416 ' ,639 ------------ . 2,055 

10,406 l10,078 79 20,1i63 

t Based on Consolidated Freight Classifl.caticin No. 15, effective Mar. 17, 1942, and generally applicable 
exceptions 88 published in Agent L. E. Kipp's Tari.ti I .• c. C. No. A-3382, and Agent B. T. Jones' Tariff 
I. C. C. No. 3G39, in effect Mar. 17, 1942. 

SOUTHWESTERN TERRITORY TO OFFIC:IAL . 

Between Official and Southwestern territories the Western Classifi~ 
cation applies. Differences in cJassification exceptions applying inter- . 
territorially and those applying intra territorially in the Southwest exist 
however. 
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. Table 115 shoM that from the SouthwcsL to Official Territory tl1cra 
. are 5,897 commodity descriptions takinlP highrr ratings than apply 
within the Southwest. and 405 which are owt~r tha.n apply within tho 
Southwest. · 

TABLB llS.-Cornporiaott of applicabl• raling•. t:laasifi,cation or nctptions, from 
IILI SO'utlt.wed to. OJ!icial T•Trilof"11 tc-it.\ opplicabf• rating• in ~outhwutern 
Ttrri~ory I 

. Carload ~AiM ear- .by quan- Total' , load UtJ 

!arne u SouthWMtem ......................... --·········- S,IH~ 1.01\7 87 14,1113 
lllgber than Sontbwestena ••••• -·•······-··········•· f.ll75 1117 a 8,8117 
!.ewer Uaao SoutbwuS41ru....-···-··-···•·•·· •••••••• aa• M 7 .ua 

10.3M 10.048 N ~484 

• BU!d eD CoNOIIdated rntgbt CIM~III!'fltlon No. 1;, etrfiCtlve Mar. 17, J!Hl, and aenerallJ 11pplll'l\ble 
uceptJoM publlabed iD .A.pn' ;s, B.l'eel'a TarUla 1. 0. v. Noa. 3300 &Dd 3475. ln elfoc& oa Mar. 17, l!HJ, 

' OJTIClAL TERRITORY TO Tllm SOUTHWEST 

' From Official Territo9: to the Southwest 5,635 commodity de
scriptions take higher ratmgs than apply within tho Southwest and 425 
take lower ratings. These figures are shown in table 116. 

' 
1 TABLil 118.-Compariaon of applicabl• ratings, dauiji.cation or nctptionl, from 

O,li.cial T~rrilor'l to '11.' Sov.t.h.well tDith appl&cable ralinga '&n th• Southwest a 

Carload Le111 ear• AllJI}UilQ• Total . load UtJ 

f!ame u SouthwMtem •••••••••••••••••••••••••••••• .:... 8,127 0, 242 M 14,425 
llliher than Southwestern •••••• - ..................... 1,022 11118 17 I, 6.16 
Lower tbar1 Soutb,..t.era. ••••••••• _ •••••••••••••••••• 3011 :no • 4:l6 

; - 10,3M 10,018 7g 20,484 
~ 

• Based on Con10llllated J'relgbt C1asst0catJon No.u~.etrectlve Mar. 17, 1042, and pnerl\111 applicable 
uceptiO!II published m .A.&ent 1. B. 1'eeJ'1 TarUlal. C. u. No~ 3360 &Dd 3474, in ettoct on Mar. 17, llli:l. 

SOUTHWEST '1'0 OFJ'ICIAL COMPARED WITH OFFICIAL' TO SOUTDWEST 

. The ~eat majority of tho applicable ratings from tho Southwest 
to Officxal Territory are the same as in tho reverse direction. There 
are 600 commodity descriptions. that tn.ke higher ratings and then•Iore 
higher rates, from the Southwest to Official Territory than in the re .. 
verse direction. There are only 38 commodity descnptions thn.t have 
lower ratings and hence lower rates from the Southwest to Official 
Territory than apply in the opposite direction. The figures are shown 
in table 117. · 

T A.Bt.:m 117.-Comparison of applicable ratinfs.t.. classification or exceptions, South· 
west to Official Territory and Ojficia 'l 'erritory to the Southwest • 

Carload Les,.. Any Total carload quantltr 

Same, Bonthwest to Officfal as Official to Southwest •••• 10,217 9,671 6~ 1~,847 
lligher, flouthwes1 to Otncia1 than Official to South* 

132 464 4 Mil west ••••••••••••••••••••••••••••••••••••••••••••••••• 
L?wer, Soutbwest to Official than Official to Southwest 9 13 lG 38 

' 10, 3al 10.048 7t 20,453 

1 B88fld oo ConAOiidated Frelgl'll CIM!!fft('8tfon No. 1.5, etr~lv11 Mar. 171 11l42, and generally &flTlllc&ble 
esceptioM published In Arent 1. R. Peel'a Taritfa L C. C. Noe. 6360 and 3476,1n e.tlec& Mar. 17, 11i4l. 
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BOUT~ TO SOUTHWEST 
, . . , 

On traffic between Southern and Southwestern Territories· the 
'\V estern Classification applies. The exceptions ratings 1 applying 
interterritorially differ to some extent from those applying within · 
the Southwest. Table 118 compares the applicable ratings, ,cla~si,.; : 
fication, or exceptions, which apply from the South to Southwestern 
Territory with the applicable ratings within t~e Southwest.' · ·' 

TABLE 118.-Comparison of applicable ratings, classification or exceptions, from 
the South to the Southwest with applicable ratings in Southwestern Territory 1 . '· 

I 

Carload Less-car- Anyquan- Total load tity . 

811me as In Southwestern .•••••••••••••••••••••• : ••••••• 6, 709 9,493 70 15,272 
lli!(her than In Southwestern ..••••••••••••••••••••••••• 4,080 342 3 4,425 
Lower than in Southwestern ••••••••••••••••••••••••••• 571 211 6 ' 788 

10,360 10,046 79 ~485 

I Based on Consolidated Freight Classlfit:mtion No. 15, effective Mar. 17, 1942, and generally applicable · ·~ 
-exceptions published ln Agent 1. R. Peel's TariJJ I. c. C. No. 3475, in effect on Mar. 17, 1942. , · 

' It will be noted that.. more than a fifth of the conimodity .descrip.:..· 
tions take higher ratings from the South to the Southwest than apJ>lY · 
within the Southwest but that 788 commodity descriptions take lower·' 
ratings interterritorially than apply within the Sou~hwest. · 

SOUTHWEST TO SOUTH 

Table 119 compares the applicable. rttings from the Southwest to 
the South with those applicable within the. Southwest. ·. -· ·• . ~ · . ' , : , 

TABLE 119.-Comparison o.f applicable ratings, classification or exceptions,from, 
the Southwest to the South with applicable ratings in. Southwestern Territory ,1· .. :. · ' 

. 
.Anyquan-Carload Less-car• TotBI load tity ·. .. 

' ' 
Same as In Southwe~tern ..••••••••••••••••••••••••••••• 5,693 9,426 68 ., 15;i87 
Higher than in Southwestern .•••••••••••••••••••••••••• 4,093 ,, 549 .. . r 5 4, 647 
Lower than in Southwestern-----------~------·--·-···- 574 71 6 . 651 

10,360 10,046 79 ~.485 

I Ba~d on Consolidated Freight Classification No. 1~ effective Mar. 17, 1942, and generally applicable 
ilXceptions published in Agent 1. R. Peel's Tariff I. C. u. No. 3475, in e:tfect on Mar.17, 1942. ' '· 

I ·, ', 

Table 119 shows that 4,647 commodity descriptions take higher': 
ratings from the Southwest to the South than apply within the South
west, although there are 651 commodity descri~tions which have lower 
ratings interterritorially than apply within the 'southwest. , · ·. · · 

SOUTHWEST TO SOUTH COMPARED WITH SOUTH TO SOUTHWEST 

, Only 387 commodity descriptions out of 20,485 take ratings from 
the Southwest to the South which are different froni those applying in 
the reverse direction. Of these, 379 have higher ratings from the· 
Southwest to the South than apply from the South to the Southwest. 
Only 8 have lower ratings from the Southwest to the South than apply 
in the opposite direction. The figures are shown in table 120. 
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T.uLI1 120.-Compari.9o·" of applicable ratings, dauijiration or e.ueption.9, Sotdh· 
· . . v:cal Co SoutA witA South to Southu.•eal I . . . 

' ' Carload Lt>Ma- Any Total 
' carload quaotltJ' 

l:ltUrut, Soutbw1111t to South M Soutb to Southwt>.qt ••.••• 10,321\ t,ll!la 78 20,~ 
BiKiler, South-a to South thaD South to Southw88L. :17 341 1 879 
Lower,SouthWtlll& to South Ulan Sooth to 8outhweat._ • ................... ............... 8 

10,360 10,044 7V 20,484 

' 'Ba.qed on f'onsoll!lated l'rl'lght f'la.'llllf1t'atloa No. 111, tlfl'ctlve Mar. 17, 1114~. an.t ren~>raUy appllrable 
uaep&ions published to Aaen& J. R. Peel'a Tarla 1. C. C. No. 3474,ln ettect on Mar. 17, liH:L 

CONCLUSION 

- The usual relationships between interterritorial and intratcrritorial 
rates on an article are disturbed when the classification or exceptions 
ratings applfing interterritorially are different from those which appll 
intratemtonally in the origin or destination territories. Such di. 
ferences in ratings may make the differences in intratcrritorial and 
intcrterritoriallevels on a particular article greater than if the same 
rating applied both interterritorially and intraterritorially. Some
times, on the other hand, the effect of the differences in applicable 
ratings is to bring the rate levels more nearly together or even to reverse 
the normal relationship between interterritorial and intraterritorial 
rates. . 
· II the interterritorial ratings are higher than the intrnterritorial 

ratings in the territory of the governing classification, the effect is to 
make the interterritorial rat• higher than if the ratings hnd been the 
same. Conversely, if the interterritorial ratings are lower than apply 
intraterritorially m the territory of the governing classification the 
effect is to reduce the interterritorial rates below what they woufu be 
if the interterritorial and intraterritorial ratings had been the same .. 
On the preponderance of commodity descriptions, however, the applic-

. able ratings applying interterritonally are the same as apply Intra
territorially in the territor_y of the governing classification.· Of the 
interterritorial ratings which diller· from those applying intraterri
torially in the territory of the governin~ classification, there are more 
that are higher than there are that are 1ower than the intratcrritorial 
rating. 

Generally speaking, the same ratings, in percent of first class, apply 
interterritorially in both directions, and hence the rates are the same in 
both directions. There are numerous instances, however, in which 
the applicable ratings are not the same, and this makes the rates on 
such articles higher in one direction than in the other between the 
same points. The number of instances in which this occurs, however, 
is small relative to the number of commodity descriptions on which 
the rates are the same in both directions. Between Trunk-Line and 
Western Trunk-Line Territories, however, nearly 40 percent of the 
commodity descriptions take different rates in one direction than in 
the other. 
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INTERTERRITORIAL COMMODITY RATES. . . 

Interterritorial commodity rates are constructed in many different 
ways. The patterns of these rates are sometimes entirely' different 
from those of intcrterritorial class rates. 1 , • , 

In the following pages the interterritorial rates on a liniited number 
of commodities which move in whole or in part on commodity rates 
are examined. The general structure and basis of the interterritorial 
rates on these commodities is described. Comparison of the inter-
territorial levels with the levels of rates on the same commodities· in 
the origin and destination territories is made where some general 
relationship exists. "When interterritorial rates are constructed on a 
blended basis, however, the relationship of the interterritorial rates 
to the intraterritoriallevels depend~ to a great extent upon the propor;. 
tion of the haul in each territory. In such instances an average rela
tionship of the interterritorial rates to the intraterritorial levels has 
little meaning. The commodities on which the interterritorial· rat& 
structures have been examined are the ones on which the intraterri· 
torial structures and levels were compared in chapter-IV, except that' 
logs are not included owing to the fact that~the intertertitorial move-:-, 
mentis relatively unimportant. · · 

• 
A.!BRICK AND OTHER CLAY PRODUCTS 

OFFICIAir-SOUTHERN 

Prior to the decision of the Interstate Commerce. Commission i.ri 
nrest Virginia Brick Co. v. Chesapeake & Ohio Railway Co., 186 I. C. C~ 
485 (1932), interterritorial rates on brick between the South· an<l 
Central Territory were combinations on the Ohio. River crossings. 
In the latter proceeding, however, a distance scale was prescribed for 
application from certain points in Ohio, Kentucky, and West Virgiiria 
to certain points in Virginia, \Vest -Virginia, and Kentucky. 'rhis 
scale was slightly lower than the averf!ge of the Central and Trunk
Line scales. Little, if any, consideration was given to the still lower 
rates applying on brick in Southern Territory. In a later ·case, 
Briclc from Illinois 'Territory to the South, 235, I. C. C. 94 (1939), t4e 
West Virginia scale, plus 20 cents per ton for ·distance up to 625 
miles, was approved from Illinois Territory U,} the South. Beyond 
625 miles the rates progressed up to 1,510 miles in accordance with 
the progression of the Southern scale. To this scale was also added 
the general ten percent increase authorized in Ex Parte 123. Sub
stantially the same scale was also approved from Central Territory· 
to the South in Brick from Central Territory to the South, 235 I. C. C. 
181 (1 939). These rates are considerably higher than those prescribed. 
for application within Southern Territory, and higher· than the 
scale applicable in Central Territory. 

185 
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WJ:STERN TRUNJ:-LINE AND 80t1THWESTERN-BOVTUERN 

From ~lissouri to Southern Territory" brick ratl'S wrrc approvrd by 
the Commission in Brick from ... \Jissouri lo Southern Ttrriloi"JJ, 234 
I. ·C. C. 517 (1939). These rntcs were ·somewhat hi~hcr than the 
Southrm scale and sli~htly hlghcr than the Southwestern and \Vrstrrn 
Trunk-Line scales. . Hatcs from certain Arkansas points to points in 
Alabama, Florida, Georgia; Kentucky, and Tennessee, except points 
on the .Mississippi RiTer, are on a basi:i somewhat highrr than the 
Southwestern scales, and higher than the Southern scales. ..tlcme 
Bride Co. v. Alabama &: l"'icks6urg Railway Co., 128 I. C. C. 715 
(1927). 

SUMMARY 
'' . 

·· It will be noted that the intertenitorial rates on brick in ('ach of the 
situations described above are hlgher than the ratrs applicable in both 
origin and destination tenitories. · 

D. CEMENT t 

~. Due to the fact that cement mills are scattered ovrr tho country 
and are found in all r~te territories, the interterritorial movements and 
rate structures have not assumed a ~rat deal of importance. 

.. From Central and Trunk-Line Territories to the South, cement 
rates arc based on the Southern scale, which is approximately 117 
percent of the Central Tenitory scale and slightly hl~her than the 
Trunk-Line scale. See Southern Cemenl Rates, 1321. C. C. 427 (1927). 

· These. rates, therefore, do not reflect the lower basis applying within 
. Central and Trunk-Line Territories. 

From Southern producing points in Tennessee, Alabama, Georgia, 
and Kentucky to Southwestern points in Arkansas and Louisiana, rates 
were prescribed in lola Cement lltills Traffic Asso. v. Alabama & 
Vicksburg Ry. Co., 144 I. C. C~ 585, 599, 600 (1928), on the basi~ of 
the Western Scale III. The destinations re!erred to arc in Scale III 
Tenitory. This basis, as noted elsewhcre,1 is higher than the basis 
applicable within Southern Tenitory. ' · 

The two intertenitoria) rate structures mentioned above illus .. 
'trate the use of the destination·level basis, i. e., the construction or 
interterritorial rates on the basis of the level prevaUing in the destina· 
tion territory. · · 

C. Co:ttE 

OJ'J'lCIAL-SOUTHERN 

A scale of rates on coke from the Birmingham district, and from 
Chattanooga, Tenn., and 'Vise County, Va., to destinations in Central 
and Illinois territories was prescribed in Coke from Alabama ana 
Tennessee to Central Territory, 215 I. C. C. 384 (1936). This scale 
is the same as the Central Territory scale for distances from 160 miles 
to 800 miles. In this case, therefore, the Commission prescribed the 

. same scale interterritorially from the South to Central Territory as it 
had prescribed within Central Territory. To points in zone C a 
higher basis applies-the same basis which was prescribed for applica
tion from Central Tenitory to zone C.2 

I See p. 172 mpra. 
s Seep. 17:1mpra. 
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OFFICIAL--WESTERN 
, " .. ' , ,' ' ' \. . I ' ~ 

In Coke between Points in Central and Illinois Territories,l94·l. c.:c,, 
640 (193.3), a seal~ was.prescribed from points in Centr~l and IIp.nois. 1 
Terntones to pomts m zone I of Western Tfunk:-Lme Terntory; • 
This scale is the one which was prescribed from the same. origins· to , 
pomts in zone C in :Michigan and extended zone C in·Wis~onsin .. Jt . 
is, however, between 9 and 10 percent higher than the C~ntral .Terri-... 

. tory scale. To destinations beyond zone I in Western Trunlt-Line · 
Territory arbitraries were to be added for the distances ,beyqnd zone~·· 

• • ~ r' •• ' 

' ' : \ ~ .· ' 

.SUMMARY 

Coke is one of the commodities' on which 'th~ Commi~sion' has ' 
prescribed the Central Territory basis for application from the South . 
to Central Territory. It should be noted in this connection, however,' ( 
that the Southern basis, .intraterritorially, was. substantially on: the·· 
same level as the rates m Central Territory .. Rates from Central ·, 
and Illinois territories to zone I of Western 1.)-unk-Line· Territory', 
are higher and are on the same basis as rates' to· zone 0 .'in· Michigan· 
and extended zone C in '\Visconsin. . ; , r . : .. ' . · .• ~~ ~.· , 

. i 
D. CoTTON TEXTILEs . · ·' 

' ' ' ; 1 • i •. ~: : • ' . ' ; : 1 . 

On cotton textiles the interterrito~ial, rat~s are ·~f gre~t. ~po~t~~e· .. , · 
This arises from the fac.t that manufacturing of, textiles ~takes: place 
in New England, in the South, and in the Southwest, but' the principal 
markets are in Official Territory. · All . producing areas seek rates. 
which will enable them to sell in that area. . . , . , ·. · ·. . ·' : , 

The manufacturing of textiles in this country was· first deveioped. 
in New England. Starting in the eighties, however, mills·began to 
be established in the South. The Southern. industry has. grown·· 
rapidly, and production of cotton piece goods in the South is ·roughly 
three times as great as in the North. Mills have also been established 
in Oklahoma, Arkansas, and Texas. ' ' · , , . . ' · 

OFFICIAL--SOUTHERN 

For many years prior to 1915 the efforts of Southern and New 
England mills to get their products into Central Territory had brought 
about an equalization of the rates on cotton textiles from Boston and 
Atlanta to Chicago. This parity in rates was ,upset between 1915 · 
and 1930 by the numerous general increases in rates and the 10 percent . 
reduction of 1922. Restoration of substantial equality in these rates 
occurred in 1930. This equalization, howev~er, does. not give the 
Southern mills .generally a mile-for-mile equality with ·the , New' 

· Englan'd producers. . , . · . · · . · ' 
In Cotton, Woolen, and Knitting Factory Products, 211 I. C. C. 692 

(1935), 220 I. C.· C. 189 (1937), 220 I. C. C. 745 (1937), the Com .. 
mission prescribed rates on dry goods from -the. South to Official 1 

Territory on the basis of 78 percent of the · fir~t-class rates. On 
finished cotton piece goods the basis prescribed was 50 percent of 
the first-class rates and on unfinished goods 45 percent of first class. 
These percentages were to be applied to the K-2~-1 first-class · 
rates. The Commission considered that these rates were· about 

... ' 
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10 percent hi~hrr than the Official Trrritory levrls. The carriers 
chose to publish their rates as pcrcentagrs of the going first-class rates 
rather than of the K-2-Q-1 first-class rates. Since the keypoint 
rates bctwfen the South anJ points in New En~ land and Trunk-Lino 
Territories are lower than would result from K-2-Q-1 sco.les, the 
nsulting rates are about 5 percrnt lowu than the prescribed ma.."timwn 
levels. This action on the part of the Southern carriers explains why 
the northern carriers published rates on finished cotton piece goods in 
Trunk·Line al}d New England Territories on the basis of GO prrccnt 
of the fusklass rates instead of on the basis of 63 percent which the 
Commission prescribed as a ma.~i.mum reasonable basis. 

On ~grey goods and yarn the carriers have publishrd carload rates 
'from Southrrn manufacturing points to Eastrm finishing plants equiv
alent to 37.5 J>('rcent of first class minimum 30,000 potmds. Thus 
the interterritorial rates from the &uth to the North on ~rt'Y goods 
are matrrially lowrr than the general bnsis applying withm Eastern 
Territo~. In addition to the low carload rates on grey_ goods and 
yam which have been established from the South to the North, car
load rates have also been published on certain other cotton goods 
from specific producing point:i in the South to specific destinations 
in the North. Tire fabric and shade cloth fabric have been thus 
treQ_ted. The resulting rates are as low or lower than tl1e basis 
applyinoo within the North. . 

Eguallzation of the rates to Chicago from Boston and Atlanta 
contmues, as well as from Southwestern points, and this equalization 
has resulted in the establishment of a huge ongin blanket extending 
from San Antonio, Tex., across Texas and Louisiana, through l\fis· 
sissippi, Alabama, and Georgia, through the Carolinas and up the 
Atlantic seaboard throu~h New York and Boston to Lewiston, 1\-b.ine. 
From every point withm this blanket area the rate to Chicago on 
finished cotton piece goods is 106 cents. From points in the South 
taking the 106-cent rate the ratrs would averarre approximately 5 · 
percent higher than the northern level. From the Southwest, how
ever, the 106-ccnt rate represents a lower level than applies within 
Eastern Territory. 

SOUTDWESTERN-OFriCIAL 

In Cotton, lVoolen, and Knitting Factory Products, BUpra, the 
Commission prescribed maximum reasonable rates on finisl1cd cotton 
goods from the Southwest to Official Territory, and to Southern 
Territory, on the basis of 50. percent of the first-class rates prf'scribcd 
in the Consolidated Southwestern Cases. On unfmished goods the rates 
were made 90 percent of finished goods rate, or 45 percent of fll'st 
class. On dry goods the rates were prescribed on the basis of 78 
percent of first class. The Commission held, however, that equal
IZation of the rates from the Southwest to Chicago and other points 
in the western part of Central Territory with those from Boston and 
Atlanta was not unlawful. Such equalization exists as noted above, 
and gives the Southwestern producers a mile-for-mile advantago over 
those in the South and New England . 

. 
OFJ'ICIAL-WESTERN TRUNK-LINE 

' 
In Cotton, lVoolen, and Knitting Factory Products, supra, the 

Commission prescribed rates on finished cotton piece goods !rom 
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Official to 'Vestern Trunk-Line Territory on the basis of o3 percent 
of the first-class rates, and on unfinished goods 57 _percent of first 
class. These are the same percentages of first class as had been pre
scribed for intraterritorial Application_ in both Official and w·estern 
Trunk-Line Territories. The interterritorial rates, therefore, repre-

' sent a blending of the Western Trunk-Line and Official T~rritory· 
levels. · .. . · · • 

SOUTHERN-WESTERN TRUNK-LINE-, ., ... ._ , 
. • ' • . • - ·~. ' • ! ' .. , • l· 

At the time of the Commission's decision in the Cotton Textiles case 
there were no through class rates in effect,fr9m Southern. Territory 
to 'Vestern Trunk-Line Territory. Interterritorial .rates on cotton 
piece goods were prescribed on tqe basis <>f ·the ra~s to t}le Missis...: 
sippi River crossings or other gateways plus 1 arbitraries for,· the. 
distances in 'Vestern Trunk-Line Territory.· ~Rates are now pub
lished on the basis of 50 percent of the first-class rates on finiShed· 
goods, and 45 percent on unfinished goods, which is_ the basis .which 
was prescribed f,rom Southern Territory to Officia\ Territo_;ry. , _· , 1 

; t 

SOUTHWESTERN-WESTERN ,TRUNK-LINE ·.' 
' ' ~ .~ 

From Southwestern Territ~ry; to Weate~~· Trunk:line· 'Territory 
rates were prescribed in the Cotton Textiles 'case on' the basis .of, 58 
percent of first class on finished cotton piece goods. On 1infinished 
cotton piece goods rates ;were prescribed on· the basis of 9<>- per~ent' 
of the finished-goods rates. This basis is ~·somewhat· lower percent 
of first class than was prescribed for application within Southwestern · 
or Western Trunk-Line Territories. Rates· have been published , 
however, on the basis of 50 percent pf the first-class rates on finished·· 
goods, and 45 percent on unfinished goods which· is on the same basis 
as from the South to Western Trunk-Line and Official Territories.· · ', 

' ,',' ' .. ' , ' ... < •:" 
' 

SUMMARY 
. - ' ' . ' . ' ' ' ' . 

Intertcrritorial rates on cotton textiles.Ieflect the keen competition 
between different producing' sections to get into'_ northern markets~ 
Equal rntes from-competing producing points, rather than mile-for• · 
mile equality, characterize the adjustment from the _principal produc
ing points to Chicago. Most of the interterritorial rates are fixed, 
percentages of the interterritorial first-class rates and represent ·a 
blending of the interterritoriallevels. ' ' 

t • .... "' • ; 

E. CoTTONSEED OIL ; 
. . , . . , ' I . 

In Cottonseed, Its Products- and Rdated Articles, 188. I. C. C. ,605 
{1932), the bases of maximum reasonable intdrterritorial rates were 
prescribed. Between Official and Southern Territories the basis pre-' 
scribed was 25 percent of first-class rates; between Official and
'V estern Trunk-Line Territories 3 the basis prescribed was . 27 ~5 -
percent of first class. · · · 

From Official Territory to Southwestern Territory the basis pre
scribed was 25 percent of first class; and in the reverse direction 23 · 
percent of first class. From Western Trunk-Line to Southwestern 
Territories the 25 percent basis applied, with the 23 percent basis 

' ·' 
I Zones I, ll, and lll.. Zone IV is included in the Mountain-Paclfic Region. 
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.. applyin~ in the rcwrse direction~ The same situation exists bctwren 
Sout.hem and Southwestern Tt>rritorics; namely, 25 p('rccnt of first, 

· class from the South to the Southwest, and 23 pcrccnt from the 
Southwest. to the South. . · 

· The situation was handled somewhat dillerenUy between SouU,crn 
and \Vestem Trunk-Line Territories. Instead of making thcso rates . 
a percent of the applicable first-class rates the Commission made them 
25 pcrcent of a basic scale~ varying percentages of which apply on 
var1ous cottonseed products between the two territories. 

The rrgula.r basis between Southwestern and Official Territories was 
modified somewhat on traffic from various producing points near 
1\temphi!z Tenn., but west of the 1\lississippi Rive!t to points in 
Officiit.l ·.1·erritory. To the western part of Official ·.1·erritory these 

·rates were made differentially higher than from :Memphis; to other 
points in Official Territory. they were mado the same as the rates 
from 1\Iemphis. · . 

Rates to and from 1\lountain-Paci.fio Territorr were not :placed on 
the basis of a percent of first class. From vanous points m South· 
western and Western Trunk-Line Territories to specified points in 
1\lounta.in-Paci.fic Tenitory rates and relationships were specifically 
prescribed. Thus from points in Oklahoma to points in southern. 
California a rate of 80 cents was prescribed. To points in northern 
Coliforilia and to points in Oregon and \'Vashington, a rate of 90 cents 
was prescribed. From Arkansas points the rates prescribed to south· 
em Calilornia points were 90 cents, and to northern Caliiomin., and 
Oregon and \Vashington, $1. Rates from other origins to the Pacific 
coast, wero similarly prescribed. · . -

BtT1UIART 

· Whh the -exception of the rates to and from :Mountain-Pacific 
. Territory the interterritorial rates on cottonseed oil aro made definite. 
· percentages of the first-class rates, ·or, in the case of rates between 
· Southern and Western Trunk-Line Territoriel5, a percent of a spcciall,Y 

prescribed "basic scale". Between some territories the same bas1s 
· applies in both directions, but from Southwestern Territory to Official, 

"\V estern, 'and Southern Territories a lower basis applies than in the 
reverse direction. Although the percentages of first class applying 
interterritorially are in some instances slightly different than the per· 
eentages of first class applying intra territorially in the origin or dcsti· 
nation territories the interterritorial rates reflect to some extent the 

· intraterritorial levels in both origin and destination territories. As 
shown in table 77, page 103, the lowest intraterritorial level is in 
Eastern Territory, with somewhat bigher levels in Southern, South· 
western, and 'Vestem Trunk-Line Territories. 

' 

' F. FERTILIZER AND FERTILIZER MATERIALS 

OJ'J'ICIAL-SOUTBERN 

While fertilizer and fertilizer materials move intcrtcrritorially 
between Official and Southern Territoriesi the movement of fertilizer 
materiwpredominates, and the principa movement is south-bound. 
Prior to January 20, 1938, the intertcrritorial rates on fertilizer and 
fertilizer materials, in carloads, between Official and Southern Terri-
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tories were generally constructed on the basis of a formula prescribed . 
in Fertilizer and Fertilizer Materials, 151 I. C. C. 613 (1929). Under. 
this formula the Southern scale was used for interterritorial hauls ol . 
170 miles and less. For longer hauls the Central Territory scale, .· .· 
extended for distances beyond 800 miles, was used, plus differentials· . 
for that portion of the haul south of the Ohio River. These differen--: 
tials varied with the length of the haul in Southern Territorj .. · · : 

On January 20, 1938, ·following the Commission's decision iii. 
General Commodity Rate Increases, 1937, 223 1.·c. C. 657, the inter-.· 
territorial rates between Official and Southern Territories were placed .. · 
on the Southern prescribed scale. These rates 'were not increased· 
under Ex Parte 123. The carriers later proposed to increase these· 
rates 10 percent, but in Fertilizer between Official and Southern ·Terri
tories, 232 I. C. C. 301 (1939), the Commission refused to allow this ' 
to be done, but authorized the publicati()n of rates not in excess of 10: 
percent over those in effect prior to January 20., 1938, that is, 10. -
percent over ~he rates constructed on the earlier formula. ·The:' 
carriers did not publish the rates authorizied,· and the rates remain on_ 
the basis of the prescribed Southern scale' without Ex Parte 123 
increases. The interterritorial rates are on the level maintained in·· 
Southern Territory for distances over 380 ·mile's. For distances of . 
380 miles or less, however, they are higher than the· Southern level, · 
because for those distances the rates within the South have been made ·~ 
on a reduced basis by the carriers due to truck competition~ : . '· · . · 

In addition to the normal or prescribed ·adjustments previously , 
discussed there are several depressed carload rates in effect that were · 
established by the carriers for the purpose of meeting water competi-:_ :· 
tion. These adjustments, such as the rates on sewage sludge· from. ·. 
Milwaukee, Wis., to South Atlantic ports, were publisheq afterfourth .. · · 
section relief was secured, thus permitting the fublication · of: such . 
rates without a general disturbance of the norma level. See Sewage· 
Sludge to Southern Ports, 195 I. ·C .. C. 311 (1933), and Sewage Sludge 
and Tankage from Wisconsin, 218 I. C. C. 184' (1936). ·. · , .. . · · ·· 

' ,I I ~ : ' ' ' : ~ ~- ... , 
SOUTHWESTERN-OFFICIAL .AND SOU~HWESTERN-SOUTHERN .: '·. 

\ l' 

The present carload rates on fertilizer and fertilizer materials be· : 
tween Southwestern Territory, on the one hand~ and Official and Squ~h.:.. 
ern.Territories, on the other, are made the same relation to first class · 
as in Southwestern Territory, that is, 16 percent and 17.5 p'ercent of 
the first-class rates prescribed in the original. decision. in the Oon8oli .. · 
dated Southwestern Gases. This basis results in inte:rterritori8.1 rates 
higher than the Official and Southern levels. .. . .. · ', ' 

Commodity rates on potash have been established· from Qarlsbad 
and Loving, N. l\1ex., to points in Southern ~nd Official Territqries · 
which are designed to plac~ ·the New Mexico producing points on a 
competitive basis with imported materials moving from Gulf and 
Atlantic ports. · · .. 

TRANSCONTINENTAL 

The most important movement of this traffic from transcontinental 
origins to Official and Southern Territories consists of muriate o~ 
potasl:l and other potash materials, such as the movement fro:tn Trona," 
Calif., and Wendover, Utah .. The transcontinental rates on t4is 
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traffic wero dcsi~nc,J to place tho far western producing points on a 
eompditive basis with foreign producers shipping similar materials 
through Gull nnd Atlantic ports. . 

.SUMMARY 
• I 

Between Offirial and Southcrn.Tcrritorirs ft'rtilizrr ratrs nro on tho 
basis of the Southern scalo for distances oYer 380 miles, which is lower 
than the Official Territory level. Between Sout-..wcstcrn Territory 
and Official and Southern Territories the rates hear tJ1e same per
rentage relationship to first class as those within the Southwrst. 
From the Southwest and tho far west rates on fertilizer materials show 
the effects of market competition. 

, 
G. F:aEsB ~fEATs AND PAcKING·llousE PRonuc1·s 

OJ'J'ICJAL- SOUTHERN 

·· Between the South· and Official Territory tho bases for tho rat.rs on 
both fresh meats and packing-house products were fixed in Fresh 
lftats and Packing-llouse Products to, from, and between P&ints in 
Southern Territory, 191 I. C. C. 257 (1933). Ji'rom the South the rates 
prescribed on fresh meats were 45 percent of first class. · To N cw 
England and Trunk-Line Territories the percent is ap(>licd to con
structive first-class rates made on the K-2-Q-1 bnsis, mstcad of to 

. the actual first-class ke;r.-point ratrs. From Official Territ"ry points 
to the South the prescnbed basis is 47.5 percent of first class, applied 
in the same manner as the north-bound percentages. 

On packing-house products the north-bound basis prescribed was 
31.5 percent of first class, and so.uth-bound, 35 percent of first class, 
both applied to tho K-2-Q-1 first-class rates. 

WESTERN TRUNJC-LJNE-OJ'J'JCIAL AND 80UTUWE8TERN-OJ'J'ICJAL 

From points west of the ~fississippi River tho rates on fresh meats. 
in carloads, to points in Trunk-Line nnd New England Territories nro 
combinations on the :.Mississippi River. In the second Morrell case, 
120 I. C. C. 537 (1927), it was held that the lowest combinations, 
composed of existing proportional • rates west of the Migsissippl 
River, and local rates therein approved east of the river, would not bo 
unreasonable. 

To points in Central Territory, including Buffalo, Pittsburgh, and 
related points, the rates are also combinations on the :Mississippi 
River crossings or Chicago. The western factors of the combinatton 
rates are proportional rates from western shipping points which reflect 
competitive adjustments. From various producing points, in Iowa, 
:Minnesota, and from ~fissouri River cities the proportional rates 
were before the Commission in Fresh A! eats from Iowa and Afinne8ota 
to the East, 227 I. C. C. 765 (1938). 

From producing points in Kansas, Colorado, and the Southwest 
there are proportional rates to the :Mississippi River which nrc related 

• J'roportionftl rstf'8 are rates which a" tilfYPrPnt from the local ratel between the same polntllancl which 
applJ onlJ on tratflc eoming from or destined to polntl beyond • .. ' . 
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to those from the 1-fissouri River cities. These 'were before the 
Commission in Investigation of Alleged Unreasonable Rates on Meats,· 
22 I. C. C. 160 (1911); Allied Packers v. Abilene & Southern Ry. Oo., 
160 I. C. C. 596 (1929); Meats from Colorado; Nebraska and lVyoming. 
to lVestern Trunk-Line Points, 238 I. C. C. 605 (1940).· The eastern 
factors are rates voluntarily established by the .carriers. ·. 

Combination rates on fresh meats from several producing points in 
W rstem Trunk-Line and Southwestern Territories to a number of. 
Official Territory points are shown in table 120A. Most of the rates 
shown are somewhat higher than would result from applying· the · 
Official Territory average level for the whole distance, but in a few . 
instances they are slightly lower. ·· , · 

On packing-house prodpcts the general basis applicable for carload .. 
movements from vV estern Trunk-Line points to Official Territory is 
class 37.5-L under tl'e Official Classification. 11 . From Southwestern 
produeing points the basis is fifth class, or 37.5 percent of first class,· 
under the vVestern Classification. From both. temtories, however, 
combinations on the Missis~ippi River apply, if lower. The interterri
torial rates reprcs~nt a blending of the OffiCia! Territory and tp.e hi~lie~. 
vVcstern Trunk-Lme and Southwestern Terntory levels. , ,. ·· · 

TABLE 120A.-Compa~ison of carload Commodity rates on fresh m~ats from Western ' 
Trunk-Line and Southwestern Territories to Official Territory with Official Terri-
tory commodity-rate level ' · ' •·. 

[Rates in cents per 100 pounds] · -' 

Short-line Offi.cial Percent of Short-line Official Percent or 
distance Present Territory Official distance Present Territory ·Official 
(miles) rate basis 1 Territory (miles) rate basls1 Territory 

level . . level 
- -· 

To-
From_;_ 

St. Paul, Minzi.s Cedar Rapids, Ia. 
~ ' 

d 

Boston, Mass. __ ---- I 1,191 ' 1, 267 112 106 10.~. 7 98, 102 96.1 
New York, N. y ____ 1,194 112 102 10!1.8 . 1,106 98 f 98 100.0 Albany, N. y _______ 1,080 109 97 112.4 1,008 95 . 93' .102. 2 Syracuse, N. y ______ 936 95 88 10~.0 863 82 84 f 97.6 
Philadelphia, Pa ____ 1,196 . 110 102 107.8 1,030 96 94 • 102.1 
Scranton, Pa .. ------ 1,050 110 ~ 94 117.0 974 96 90 106.7 Johnstown, Pa ______ 927 89 88 101.1 748 77 ' 78 98.7 Baltimore, Md ______ 1,161 109 . 101 107.9 983 95 91 104.4 
Cumberland, Md ___ 991 95 91 104,4 812 82 .82 100.0 
Richmond, Va ______ 1,226 109 105 103.8 1,031 95 94 101.1 

) 

Buffalo, N. Y _______ 793 83 80 103.8 716 71 76 " 93.4 
Plttsburl!h, Pa .. ____ 849 83 83 100.0 671 71 73' 97.3 
Huntington, W.Va .. 814 83 82 101.2 620 71 69 '102, 9' 
Cleveland, Ohio _____ 721 75 77 97.4 649 63 65 96.9 
Columbus, Ohio .•... 695 75 75 100.0 511 - 62 62 100.0 
Cincinnati, Ohio ____ 683 69 75 92.0 470 ~~ •' 

60 93.3 
Detroit, Mich, ------ 601 69 69 100.0 486 61 93.4 
Orand Rapids, Mich. 448 69 59 116.9 ~~ 57 52 109.6 
Fort Wayne, Ind ____ 549 62 65 95,4 50 53 94.3 
Indianapolis, Ind ____ 582 62 68 91.2 360 . 49 52 94.2 

' ' ·' 

Footnotes at end of table. 

• Class 37.~L Is a class 35 In effect March 27, 1938, f. e., prior to Ez Parte 1" increases, increased 5 
percent observing class 37.5 in effect on that date as a minimum. . . . 

90454-43--14 
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T .nt.» J20A.-Compariso" of carload eommodity rates o" JreaA meats from ll"tsler" 
Tru"l-Li111 and Soutlw•st"" Ttrritonu to Official TIT'ritor11 u:itl& Ojicial TerTi-
lory eommodilll"'ro.lt lewd-Continued · 

(Ratti IJa eentl per 100 J)Oillldsl 

Sbort-llne I om '" ''"""'" 
Short-line Otnclal Pem~ntot 

l're~~ent c Oilicia& rruenl Otllclal distance rate TtrrltorJ TtrrltorJ distance Territory . (milel) bula' lnal tmllea) rate buJat Terrltol'J 
level 

To-
J'rom-

Muoll CltJ, Ia. Des Moines. Ia. 

... 
EMton, Ma.•----··- 1,2·18 10'1' lOS tot. t 1,301 tOT lOt 118.2 
~ew York, I'll. T ··- 1,178 101 103 104.t I, 315 107 104 101.8 
Albany, N.Y. ·••·- l,OI\3 104 115 109. I 1,117 104 118 100.1 
Sti:t.•. N. T .••••• 918 Ill 87 104.. 973 91 90 101.1 
I' delpbla. Fa •••• l,l3t . lOll 9t 106.1 J, 13\J 10/j 119 lOll. 1 
elcraDto.o, l'a .••••••• l,O:M lOll .. 111.7 1,0113 lOll 97 lOit. t 
JobMtown, Pa •••••• 8117 88 M lOt.t 8117 86 84 JOl-t 
1\altlmore, Md ...... 1,092 lot 117 107.2 1,0113 ,JM 117 107.2 
C'umberland. Md ••• 1121 91 87 104.1 1123 91 87 104.8 
RlchmOildo Va... •••• 1.1411 104 9t lOU 1.130 lot H 110.0 

\ 

:Buffalo. N. T ··••••· 175 80 71 101. I 828 80 83 Oil. 4 
l'ltt.~bur11b, h ... __ 77t 80 79 101.3 779 80 79 tot. a 
Jlnntlnaton W.Va.. 138 M 77 101.1 71:J 80 78 10~ .• 
Clneland, Ohio.. •••• 1137 72 72 100.0 1137 72 71 100.0 
Columbo.' Ohio..-•• 819 71 119 102.1 1118 71 1111 101.1 
Clnclnnatf Ohio •••• 693 112 118 91.2 6110 111 115 1111.4 
Det.Jot"R!' lcb. ·-···· ut M 116 100.0 1111/j 66 68 97.1 
Orand ptds Mlcb.. 412 66 56 117.1 477 86 flO 110.0 
J'or' Wayne, Ind .••• 473 69 110 93.1 473 39 60 llfol.l 
lndlallapo.Ua, Ind •••• tsa 611 61 to.2 461 66 lit 111. t 

rrom-
To-

Slowt City. low• Omaha, Nebr. 

mOIIton, Mllllt ........ 1.43t t:ll 118 104.1 1,445 ! 121 1111 104. a 
New Yorlr, N.Y •••• 1,3118 121 111 1~0 1,3/ill 121 112 lOll.. 0 
Albany, N. Y ····-· 1,256 118 ~·108 111.3 J, 261 118 lo& Ill I 
Syractll!8, N.Y ...... 1,111 104 V8 106.1 1,111 104 118 106.1 
FbilacUIIphia, Fa •••• 1,311 119 108 110.2 1, 278 119 108 110.2 
Scranton, l'a •••••••• 1,2~ )It ,. 104 114.4 ), 223 llt lot 114. t 
Johnstown, Pa •••••• 1.030 100 94 106.4 1,000 118 Ill 101.7 
Baltimore, Md •••••• I, 265 118 106 111.3 1,225 118 104 113.1 
Cumberland, Md ••• 1.094 lOt 117 107.2 1, 0114 104 96 109. I 
Rlchmonfi, Va •••••• 1,311 118 109 108.3 l. 2f>8 1111 111 101\.t 
Buffalo. N.Y ••••••• 9118 112 110 101.2 9'JO 111 00 101.2 
l'ittllhurab, Pa •••••• 11112 112 110 10l. 2 9:n 112 87 106.7 
Runtington

0 
W.Va •. 899 112 86 107.0 841 92 83 110.1 

Cle-veland, hlo. •••• 830 84 83 101.2 800 84 M 1011.0 
Columblllll Ohio .•••• 7113 84 80 10~.0 747 84 78 . 107.7 
ClncinnaiJ Ohio •••• 7411 70~ 71J oo.t 11119 70~ 711 94.0 

·DetroitR icb ....... 7117 78 78 100.0 7311 78 77 101. 3 
Oranrt aplds. Mlch 805 78 119 113.0 1114 78 6\J 113.0 
:ror& WaJtle, Ind .... 1!48 70~ 72 117.t 1114 70~ II!J 102.2 
Indianapolis, Ind •••• 631 13 71 89.t 671t eal 66 P6.2 

rrom-
To-

. · . Kanaa1 City, Mo • Wichita, Jc:ana. -
l!oeton, Ma.'"-~---·~- 1,398 121 113 107.1 1,598 130 112-4 104.1 
New York, N. Y ·-·~ 1,289 121 108 112.0 l. 4!1!1 1:10 1111 100.2 
Albany,N. Y .• ~---· 1,21~ 118 104 113.6 ),41/j 127 116 110.4 
8yraell8e, N.Y •••••• 1,070 104 1111 109.5 1, 270 114 lOll 107.5 
l'biladelpbia, Pa •••. 1,208 119 104 114.4 1,408 128 115 111.3 
Scranton, Pa. -~·-··· 1.1119 119 101 117.8 1,3119 128 112 114.1 
1ohn.<Jtown, Pa •••• ~. 930 98 88 lll.t 1,130 101 llt 10H. I 
Baltimore, Md ...... 1,139 118 119 119.2 1,338 127 110 1111.5 
Cumberland, Md. •• m 184 91 114.3 1,178 114 102 111.8 
R!chmonrt, Va. ----- 1,1118 118 101 116.8 1,3112 127 112 lll 
Bnt'falo, N. Y --····- 924 92 81 1011.7 1,124 101 118 )03.1 
Plttsbur!(h, Pa.- .••• 853 112 84 109.5 1,0111 101 M 1flfi. a 
Hnntlnaton, W.Va.. 762 92 7i 117.11 949 101 Ill 114.1 

4 

Footnow at en4 of table. 
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TABLE 120A.-Comparison of carload commodity rates onjresh meats ]rom Western 

Trunk-Line and Southwestern Territories to Official Territory with Official Terri-
tory commodity-rate level-Continued · · . · · , ' . . . 

-~ • t 

[Rates In cents per 100 pounds) ,._,_ 

Short-line Official Percent Short-line Official Percent of 
distance Present Territory Official distance Present Territory Official 
(miles) rate basisl Territory {miles)· rate basis 1 Territory 

level ·level · 
To-

'' ' From- ., 

Wichita, Kan.'· ' •· 
Kansas City, Mo. ' 

' Cleveland, Ohio .•••• 746 84 78 107.7 946 94 88 '. 106.8 
Columbus( Ohio .•••• 668 84 \ 73 115.1 867 94 84. H1.9 
.Cincinnat , Ohio •••• 599 70~ 68 103.7 ' 796 79~ ' 80 99.4 

' 

; 
Detroit, Mich ••.•••• 693 78 75 104.0 893 87 86 101. 2' 
Grand Rapids, Mlch 603 78 69 113.0 803 87 82 106.1 
Fort Wayne, Ind .••• 560 70~ 65 108.li 760 79~ '78 101.9. 
Indianapolis, Ind .••. 489 63~ 61 104.1 ' 689 ~2~ 75 ~ .. 96. 7, ; . ' 

I ... ' 
' 

From-
' .. - 'r 

' To-
' . ~· .l. Oklahoma City, Okla: , Fort worth,, Tax/ ' ~ ., " ·' 

Boston, Mass .••.•••. 1, 715 136 I 131 103.8 1, 823 148' I 137 •.108.0 
New York, N.Y •••• 1,581 1311 1124 109.7 

'· 
1,653 148 ' 

I}~ 115.6 
·Syracuse, N.Y ..•••. 1,387 120 113 ) 106.2 '1,405 

,, 
132 .. 'lUi· .~ 114.8 

Philadelphia, Pa •••• 1, 501 134 .. 120 111.7 I 1,660 '146 . Jl23 ; i ·118 .. 7 
Williamsport, Pa .... 1,355 133 112 118.8 '1,463 J 145 . 117 123.9· 

' Johnstown, Pa •••••• 1,223 115 . 104 110.6 11,831 . 127 I ' ,110 115.5 
Baltlmor~ Md .••.•• 1,432 133 116 114.7 ·' 1, 472 '145 117 123.9 
Richmon , Va .•••.•• 1,364 133' 112 118.8 '1, 372 145 ' 112 . •129.5 
Buffalo, N. ¥ ••••••• 1,244 109 105 103.8 .. 1,352 :( 121. •112 ' • 108.0 
Pittsburgh, Pa .••••. 1,145 109 . 99 110.1 . 1,253 121. 1 '106. 114.2 
-orafton, W.Va ••••• 1,170 112 101 110.9 1,258 ,, 124 ' ,106 .: ' 117.0 
Cleveland, 'Ohio .•••• 1, 0112 101 95 106.3 1,171 113 :}01 . 111.9.. 
·Columbus, Ohio ..... 960 100 90 . '111. 1 1,068 112 t·! 95 ''117.9 
.. Cincinnati, Ohio •••. 879 85~ ' '86 99.4 ' 960. ·97~ ; l < 90 

... 
108.3 ,, 

Detroit, Mich -----·- 1,017 95 93 102.2 1,145 107 . 99 ., 
108.1 

South Bllnd, Ind .••• 866 88 84 104.8 . ' 1,001 100 ; ' ...... , 93' 
' ... 107.5 

Indianapolis, Ind •••• 781 78~ 80 98.1 ,889 ,' 90~ 
.. 

86 105.2 I '1 , 
.. li, 

) . . . 
From~-

·:· "' I 

·' .. ' '. 
I -

West Fargo, N. DRk. 
,, 

' 
To- \ " 

Short-line • Officlal · Percent of 
distance Present Territory ' Official 
(miles) rate basis1 Territory 

\ · level 

~~~:~~~~~ ~::::::::::::: :::::::::::::::::::::::::::::::~: . 

1,493 
' 

146 119 . t 122.7 
I 1,421 '146 115 '127.0 

r 1,309 143 '109 ·,· 
' 

131.2 
'Syracuse, N. Y : ...•. ••• _____ . ___ ·----- ____ ---· ____ -------------- : 1,165 . 130 101 128.7 •' 
Philadelphia, Pa .••••••. _ ••••••• ______ ••••.•• ·---------·--·--·. 1,428 144 116 124.1 
Scranton, Pa .. _ .. ____ •• ___ .•••••••••• ______ •• ------ -------···-· 1,279 .144 

\ 
108 :. 133.3 

Johnstown, Pa. --·-- ..•...•.••••• ··--·-···-----------······-· •• 1,157 •' 115 ' 101 113.9 
.Baltimore, Md ...••• _. ____ •.. _ •• _ •. __ •• _ •• _________ -·--•.••.••• ~392 143 113 126.1i 
Cumberland, Md. ___ .• ___ •••• ___ .• ____ ---- ___ • --··- ••• ___ ••• -- 1 221 130 104 125.0 

-~~~:O~n~: i ~::::: :::::::::::::::::::::: :::~ :::::::::::::::::: 1!··456 143 117 I J22.Z' 
1, 020 109 93 117.2 

Pittsburgh, Pa ....••• ___ •• ___ -·-- --····---···--···--· -----···-- 1,079 . 109 97 112.4 
Huntington0 \V. Va .•.••• ---- --------··------·-·-···--- -------- ·1,044 109 94 115.6 
Cleveland, hlo .••••• -·--·- ________ -----· ______ ··-·-·---------- 951 101 90 112.2 

-{Jolum bus, 0 blo •••• __ •• _ ·--. ____ • ___ •• ____________ --~------" __ 926 101 88 114.8 
Cincinnati, 0 hio. __ •. ______ • _ •• _____ .• _ ••.• _____ • ----- •• ---.... 911 95 87 ' 109.2 
Detroit, Mich .. ___ .-------- ___ . _______ .·-··----------·---·-·--- 831 ') 95 83 '114.5 

·Grand Rapids, Mich •••••••••.• _--·-· __ ----·-·---------·······- 679 . 95 73 130.1 
Fort Wayne, Ind .••••• _______ ---·------- .•. -----------·----·-·- 779 . 88 I 79 111.4 
lndlanapolis, Ind._.·-------.-----------·-------------·-··----· 812 " 88 I 82 . 107.3 

1 Class 50, which is the average relation to first class of Official Territory commodity rates. 
I Minneapolis, Minn., distance. · , , · · · ' 
a Official Territory basis extended beyond 1,500 mlles at rate of progression found in scale from 1,400 to 

·1,500 miles. · · · 
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T A llLJI 1::!0..\.-Corn pariso1t of tarload tommodiliJ ralfa 0111 fred mMls /forr• lr rRtern. 
Tru1tk-Li1t1 a1\d .Southt»tslt'Nt Tnritori'• lo Official 'l'crrilory tcjlh OJ!ici..:l 1'erra. 
10f'11 tommoditu-rattlerel-Continued. • 

TARli'F AUTllOIUTY 

lsulnc tarrier or ~~tn& T11ril! J, r.. C. 
I.s.~utnc carrier or agent Tnrlll I. C.. 0. 

No. No. No. No. 

ll. T.Jonf'~. agf'tlt •••••••••••• 218-N 37!\A L. 'P:. Klpp, a~r~>nt ............ &--R A-:.t:mt 
B. T. Jones, &j(f'D& •••••••••••• ' 4.00-~ 37M J. R. l'c••l, ~ent ............. ·- 170-D 3:.17:1 
L E. Klpp. uen& ............ 1- .A-a:t'<l New York l•ntral R. R. Co •• 13112 lt>ll 
L E. Kipp, &~Cent ••••••• ._ ••. 18-Q .A-3:11\:l l'en.a..~ylvanla 1£. U. Co ....... 11:1-0 2:111~ 
).. E. Kipp. SllllD& •• •••••••••• ~R .A-3310 

~hor&·Unt dlstaneea taken from Eutern Railroads' Statemenl A-C, J. 0. C. Docket No. 28277. , 

WESTERN TRUNI:•LJNE-SOUTHERN AND SOUTUW.ESTERN-BOUTlllCRN 

Joint through rates from 'Vestem Trunk-Line producing points in 
Iowa, 1\Iinnesota, and the 1\lissouri River cities to the South were
prescribed in Fresh ltleats ~ Packing-llouse Producb to, from, and 
between Points in Southern TerritonJ, 191 1. C. C. 257 (1933). The 
rates were determined by adding differentials from the various produc
ing points to the !J.pproved rates from the gateways between 'Vcstem 
Trunk-Line and Official territories. 
. From Southwestern shi~ping points, and also from 'Vichita, Kans .• 
and the 1\Iissouri River cit1cs1 a basis of through rates to tho South was 
prescribed for application v1a the lower 1\Iississip{li Uivcr crossings, 

· 1\femphis and south. These rates, like those withm the South, were 
made 47.5 percent of first class on fresh mel).ts, and 35 percent on 
packing-house products, but the percentages were applied to "con
structive" first-class rates me.de on the Southern K-2 scale from origin 
to destination, plus stated differentials from each origin to the differ
ent river crossings. These rates1 therefore, are hJ.gher than the South
em level. The present through rates to the ~outh from 'Vestcm . 
Trunk-Line and Southwestern Territories are on the basisshownabove 
plus the general increases. 

WESTERN TRUNK-LINE-SOUTHWESTERN 

· Rates on both fresh meats and packing-house products from St. 
Louis and Kansas City to the Southwest are based on scales prescribed 
·in ltfeats & Packing-/louse Products to,jro'"!.J and between Southwestern. 
and JV'estem Trunk-Line Points, 136 1. C. v. 651 (1928), 156 I. C. C. 
299 (1929)-the same scales as those applying within the Southwest. 
Later the same scales were prescribed from Topeka, Kans., to desti .. 
nations in Oklahoma, Texas, and New 1\lcxico, in JVolff Packing Co. v. 
Arkansas U"estern Ry. Co., 146 I. C. C. 141 (1928). ll.ates from 'Vest
em Trunk-Line producing points, and also from Chicago, to points in 
the Southwest are stated differentials to Kansas City or St. Louis, plus 
the scale rates beyond. 

A somewhat lower basis applies from Southwestern producing points 
to Kansas City, St. Louis, and Chicago, and to other points which take 
differentials over those gateways. These rates are the rates prescribed 
in Investigation of Alleged Unreasonable Rates on J!Jeats, 22 1. C. C. 160 
(1911), modified by subsequent general increases or reductions, and 
left undisturbed in Packing-llouse Products, to,jrom, and between South
western and lVestem Trunk-Line Points, referred to above. 
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TRANSCONTINENTAL 
'· . - ' 

Rates on fresh meats and packing-house products from Chicago, 
the Missouri River, and other points west of the Mississippi River 
to transcontinental destinations were found not unreasonable in 
Westbound Rates on Meats, 21Q I. C. C. 13 (1935), These rates; how~ 
·ever; are bi~h in. comparison with rates which have been prescribed 
for applicatiOn within Southwestern Territory. Table 121' compares· 
the rates from a number of shipping points to Los Angeles, Calif., with1 

rates for the same distances under the scale prescribed for application 
within the Southwest. · . 

'T ABLE'121.-Present through rates and cdmbin~tion rates oniresh meats .. and packing•. 
house products, in carloads, to Los Angeles, Calif. compared with rates on th6 · 
Southwestern scale · · , . · ·• ·· 

· [Rate' In cents per 100 pounds) 
-

Fresh meats, carload mini· Packing-house products I car• 
mum weight 21,000 pounds. load minimum weight 30,000 

.. 
' 

pounds 
-~ 

Short· 
' 'To Los Angeles, Calif., line Present rates ' Present rates , ' from- distance ,. 

South.· (miles) South· 
Combl· western Comb!~. western . 
nation Through scale 1 nation Through· scale 1 · 

rate rate rate rate 
J 

KanRas City, Mo •••••••••••••• 1, 681 I 246 2fl0 131 . 1189 205 113 
Des M olnes, Iowa .••••••••••••• 1, 853 1258 271 137 1198. 213 119 
J<'ort Worth, Tex ••••••••••••••• 1, 428 • 236 243 123 . '181 '. 201 106 
Chicago, IlL •••••.••••••••••••• 2,117 I 265 279 144 I 205 226 127 
Denver, Colo .•••••••••••••••.• 1, 253 190 118 1165~ 169 .. , 101 
Wichita, Kans ••.•••••••••••••• 1,503 ····-.-237" 250 ~2(\ 1182' ' 205 

' 
109 ,. I 

I VIz: meats, cooked, rured, or preserved. , ' · · ' . · 
I Increl\sed under Er ParttJSS and extended beyond 1,750 miles at rate of progression used In scale b~yond 

'l,fiOO miles, applied to short-line distances. . ,. . · ~ , 
a Delt~n, N.Mex., combination. The combination rates apply when lower than the through rate. , ' 
• Berino, N. Mex., combination. 1'b• combination rates apply when lower .tllan the through· rate. 
TariiY authority: Agent Klpp's I. C. 0, No. 1484,· Agent Peel's I. C~ 0. No. a212, Agent Baynes' I: 0, 0. 

No. 1382, A. T, & S, :~!'. I.C.C, No. 14224. . . . ' , . 
'· • I 

, SUMMARY 

The interterritorial rates on fresh meats and packing-house products 
are constructed in various ways. Between Official Territory and the 
South they are built on the K-2-Q-1 formula, but-the·north~bound 
rates nre lower than the south-bound, bringing them more nearly to 
the destination level. Rates to the South from both Western 'Trunk-· 
I .. ine and Southwestern Territories reflect the Southern level to a con
siderable extent. From Western Trunk-Line and Southwestern Ter
ritories to Official Territory the rates on fresh meats are combination 
rates, but in many instances they do not grel\_tly exceed the. Official 
Territory average level, and in a few instances 'are lower. · · , 

H. LIME 

OFFICIAL--SOUTHERN 
' I 

The Southern basis of lime rates, which is lower than ,the basic 
generally applying in Trunk-Line Territory, applies interterritorially 
to a considerable extent between. the South and Trunk-Line Territory. 
From Virginia shipping points to the Carolinas ~nd other Southern 
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points the rates -are made on the Southern scale, with 17 producing 
points grouped and average mileage used. },rom cc.Ptain producing 
points in \Vest \-uginia, l)ennsylvania, and 1\Iaryland the rates to the 
Carolinas and other Southern drstinations, except, Virginia, arc bigher 
than from Virginia-with an arbitrary which was originally 30 cents 
per ton over the Virginia rates. • 
. Between Southern and Central Territories a seale ayplios which 
10riginal1y was prescribed by the Commission in Naliona Jllorla1' and 
Suppl1J Co. v. Ptnnsyltlflnia Railroad Co., 216 I. C. C. 75 (Hl30), for 
ap_plication from the North to the South. This scale is commonly 
called the interterritorial or Central-Southern scale. This scale, the 
Commission says, .. is the Southern lime scale from 100 to 280 milrs, 
then grade.s upward into approximately 10 percent less than tho South· 

. western lime scale at 800 miles, and continues on the latter basis to the 
end at. 1,400 miles." See Gage1' Lim1 Co. v. Alton Railroad Co., 218 
I. C. C. 657, 658, 659 · (1936). This scale is higher than the Central 
Territory· scale for distances beyond 300 miles. This basis, i.e., ten 
percent less than the Southwestern seal~ had been prescribed for tho 
longer hauls from the South to Official Territory in Ga!Je1' LimB J.(fg. 
Co. v. Alton Railroad Co., 214 I. C. C. 606 (1036), and from Official 
Territory to the South in Dann-Gerow, Inc."-'· Atlantic Coast Line Rail-
road Co., 210 I. C. C. 107 (1935). · 

. WESTERN TRUNJt-LINE-OFJ'lCIAL 

·The Illinois Frei~ht A~sociation seale, which is lower than the 'Vest
em Trunk-Line sca.Ies, applies from certain 'Vestern Trunk-Line points 

. to points in Illinois Freight Association Territory. Specific rates, not 
related to the various scales, apply from certain producing_points in 
southwest. Missouri to. points in Central Freight Association Territory. 
From Illinois Freight Association Territory to pojnts in 'Vestcrn 
Trunk-Line zone I specific rates based on \Vestern Trunk-Line scale A 
apply. To points in the other zones scale B is the basis for constructing 
specific rates. These adjustments f.laee the rates to Western Trunk .. 
Line points on the destination leve . . 

Rates based on the Central Territory scale apply from t>Oints in 
the Upper Peninsula of Michigan and from certain 'Visconsm points 
via car-ferry routes to points in iower Michigan, Ohio, and Indiana. 

WESTERN' TRUN1t•LINE-SOUTHWESTERN 

Between Southwestern Territory and Western Trunk-Line Terri
tory outside of zone I the scale B rates apply. This is the basis 
applicable within both tenitories. From zone I territory to the 
Southwest the Southwestern basis applies; and from the Southwest to 
Western Trunk-Line zone I, seale A applies, which is the basis 
applicable within zone I. 
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SOUTHWESTERN-SOUTHERN 

SOUTHWESTERN-OFFICIAL' 

From Official Territory to the Southwest the higher. South~est~tn . 
scale applies. · . . . . .. _ . _ • · . . ; . . .. · .... · . :, ._ 

,I SUMMARY· J. ' • · t 

·- . 
The interterritorial rates on lime follow no consistent plan, but- it··: 

is noticeable that in a number of the interterritorial_ adjustme~ts th~ · · 
'destination level applies. 1 , . · · .. , · .· ,· · 

J. LIVESTOCK .. ' , . . . . .. 

WESTERN--oFFICIAL AND WESTERN-SOUTHERN 
·' ' . ' ~ 

\' ' . 
From the West to Eastern or Official Tern tory; rates. on livestock. 

are made by combination on the :Mississippi ;River or Chicago: The .. 
combination, however, is of proportional rates, amf not of tlie local .· 
ra~es.. The Western proportionals resulted from Live~tock-, Western _. 
Du;tnct Rates, 17~ I. C. C. 1 (1931), and are made 4 cents less. than · 
the 'Vestern local rates except that from the Missouri River markets 
(Kansas City to Siou.'!t City) the proportionals are ·oruy: 3. cents less .. 
than the local rates. The proportional rates from .the. Mississippi- , 
River and Chicago to Eastern Territory are made 2.cei;tts less than the 
Eastern local basis. · These proportional rates ·were ·prescribed in ~ 
Eastern Livestock Gases of 1926, 165 I. C. C. 277, 313! (1930)~ .The· 
proportional rates are not applied through Chicago'and St; Louison 
shipments which move through the stockyards. . Such shipments 'are 
subject to the full combination of local rates. , : .,. . :: .. ·.: .. ·. ·: _ 

The combination basis of rates on livestock. has been strongly . 
criticized, but the Commission has adhered to the position that rates 
constructed in this way are not unreasonable. ·Table .122 shows that 
interterritorial rates on livestock constructed on the· basis of a- com.:.· 
bination of proportionals result in higher rateS. than- would result 

. from the application of any of the intraterritorial scales for the same · 
distance, except that to New York the rates are less than would. result ~ 
from applying the J\{ountain-Pacific scale. . · , . . · ·. · .· . . ' · , 
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1 T.tBLII l22.-71nler(~lorial ral1~ on' /al eattlfl (~inimum wtighl t.I,OOO pound11), 
from l.At n u& lo Eastern Ternlor11 compared U"lth raltl for aame dislancta under 
in.lrallrrilorialliPcslock acalu 

(Ratet lD eentl per 100 poundsJ 
, 

:Ratea und11r varlu111 scalet for the same dllltanooa• 

Dl~ance 
(note}) Present rate Central W11~t"ru 
(mile~) 

Frt>illh& As- Southern • Trunk· MountRin-
IOCilltlon• Llne-8uutb- l'ac:IOo t 

western • 

T• IndianApolis, Ind .• rrom- ' 
Dee Moines , Iowa.. ••••• 4151 148 31) 41 41 48 
:Kan!!M City, Mo ....... _ 400 'Ill 41 4:1 44 48 
A marlllo. T 1!1 _ •••••••••• 1.014 • 74 (') 11 eo 73 

To Cle"ffhmd. Ohio. from-
~ Molnl'a. Iowa.. ...... 85~ ••n 47 41l Ill 117 
:KanSM City, Mo •••••••• 748 p 86 00 u M 80 
Am~trlllo, Tf'• .•••••••••• 1,271 ··~ (') IIY 711 811 

To Butlslo. N. Y.,lrom-
Dt-1 MoinM, Iowa ••••••• 827 lfl8 r,~ M ~~~ 118 
K"nllft:l City, Mo ......... V24 u 7l Mt 11:1 1!8 
Amarillo, T"•----········ 1,45¥ lVII (') 711 811 va 

To New York, N. Y.,lrom-
T>ea Molnt>s. Iowa ••••••• 1,204 d(lt (') 117 78 A2 
KansM City, Mo •••••••• 1,278 PM r> 89 78 118 
AmArillo, Te•···· ····-·· 1,804 1108 a) (11) 100 110 

'Seale~ lncreR!I~'<I nnrlor E:r Part1 113 excep& ~out hem scale whlcb ••• prescribed Autt. 11, 1943. 
I ll\4 I. C. C. 717,31:1. 
t 253 I. C. C. 2-U, 301. 
t l781. C. C. I, lAA, 
I l7tll. C. C. I, l~!t. 
t Roelt l~land·, Ill. eombtnatlon. 
'E1t11t Uanmhl\l, lll., eombinRtlon. 
t E88t l'otl .Madisor, Ill., combination. 
t J:R~tern scale ends "' 100 mild. 
II Ch1C8llo comblnRtloo. 
• Qllincy, 111., eomblnatlon. 
" EBilt BIJl'UnJZtoD com&..lnatlon. 
II Southern ~~eale enc:b a& 1,600 mll••· 

. Non 1.-Distllnct'llal ~llowo In Midl8t31 A.t,.'ll of 1'-f1al PtJchrl T. AUcnt R. R. Co., 220 I. C. C. 2Z1, 221J, 
and exh~bl& No.IIJ otlered Ia J. C. 0. Docket 28300. • 

• TAJUI'r A.UTHOJUTT 
1. C. C. No.- /~rud bu 

19751. _ ••••••••••• ···-··---- •• ---··- --- Chicago, Burlington & Quincy 
C-12924 ............... ---··---·--·--·-·-- Chicago, Rock bland & l>acifio 7313_. _________________________________ VVabasb 

752-!. _ -------- •••• _ ------- •• __ --·--- --· Erie 368 ••••• ---- ____ ... _____ ••• _ •• ___ ••••• _. New York Central 
3476·---···---·-'"--------------·-··---· J. R. Peel, Agent 

• 3430.------------------··-·----------·- B. T. Jonet, Agent 
From the 'Vest to the South livestock ·rates have generally been 

<:onstructed on a combination basis. In lVhite Provision Oo. v. Atlanta, 
Birmingham&: Atlantic Railway Oo., 118 I. C. C. 601 (1926), the Com· 
mission prescribed one-factor through rates from :Missouri River 
markets, also from Chicago1 East St. Louis, Fort Worth, and Okla .. 
homa City to certain packing-house centers in the· South. This 
scale, commonly known as the \Vhite scale, was later made to apply 
from other \Vestem and Central markets. See Alabama Packinq Go. 
v. Alabama&: Vicksburg Ry. Oo., 156 I. C. C. 743 (1929), and Knox· 
ville Freight Bureau v. Southern Ry. Oo., 167 I. C. C. 392 (1930). But 
in Bragg llfillsaps &: Blacku:ell v. Louisiana &: Arkansas Ry. Go., 
203 I. C. C. 270, 273 (1934), the Commission denied a request for the 
pres~~ption of rates based on. th~·,Vhite seal~ from certam.o.rigins in 
Lou1s1ana and Arkansas to Btnnmgham, findmg that condttlons had 
changed since the 'Vhite scale had been prescribed. The changed 
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conditions related principally to the establishment of the proportional 
rates to Chicago and.1fississippi River crossings from the West which-
had been prescribed in the 'V estern Livestock Case. The orders -in · 
the lVhite Provision Oo. case and later cases in which the same scale 
was prescribed from the West to the South were vacated in 1939., .- _· · 

In Livestock to and from the South, 253 I. C; C. 241 (1942); the ... 
Commission required the use of proportional rates to and •from the. 
:Mississippi River crossings, l\Iemphis and south, for applicatio11; on 
liYestock from the 'V estern District to the South, ·and through the 
South to Eastern Territory. To the crossings the proportional rates 
are 4 cents less than the 'Vestern local rates; from the crossings they 
are 2 cents less than the prescribed Southern scale. The combination 1 
basis makes the. interterritorial rates_higher than would result from 
!;!c](e~ci!s:!~~~~ the 'Vestern T~-Line o~ South~rn sc~les for _t~e 

SOUTHERN-QFFICIAL 

In Livestock to and from the South, 253 I. C. C. 241 (1942), through 
rates from the South to Official Territory· were prescribed. Xhese 
rates are on the same basis as the Southern scale, prescribed in the 
same case. These rates became effective February 1, 1943.", The new 
rates are on about the level of the rates which have prevailed in Trunk- ' 
Line Territory, and about 5' or 6 percent above the Central Te:rr\tory 
level. . · · · · . . , .· .· · · 

From Central Territory to Southern Terri tori the full combination .· 
of locals applies except from a few. Central Territory markets ·where · 
through rates established on the basis prescribed in the White Provi-
sion Go. case referred to above have been continued. · · ' 

MOUNTAIN-PACIFI~WESTERN TRUNK_;LINE & SOUTHWESTERN '· •'; . 

For hauls between 1\fountain-Pacific TerritorY and Western T~~ 
Line and Soutqwestern Territories the two intraterritorial scales were 
blended by providing that the lower scale should apply for the entire 
distance from origin to destination plus arbitraries for the distance· 
within the higher-rated 1\fountain-Pacific Territory. The arbitraries 
represent the difference between the two scales for the distance blocks 

· for which the arbitraries are shown. This system of constructing the
rates between :Moimtain-Pacific Territory and Western Trunk-Line 
and Southwestern territories was prescribed in Livestock-. Western. 
District Rates, 176 I. C. C. 1 {1931) . 

. SUMMARY 

The interterritoriallivestock rates illustrate three entirely different 
bases of constructing rates from one rate territqry to another~. Modi
fied combination. rates apply from the West -to Eastern Territory, 
and from the West to the South. The new rates from the South to 
Eastern Territory went into effect on February 1, 1943, and are on the 
basis of a single scale-the scale applicable in the South. Between 
:Mountain-Pacific and both Southwestern and Western Trunk-Line 
Territories the interterritorial rates represent a blending of the West
ern and :Mountain-Pacific levels. Where the interterritorial rates are 

· constructed on the basis of combinations the resulting rates are higher 
than would result from applying the scale applicable in either the 
origin or destination territory for the ~hole distance.'. 
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K. LUMBER 

OJFICJAL-SOUTUERN 

' Thcr~ is a large movement of lwnber from Southern Territory to 
· Offic~aJ Territory, and very little from Official Territory to Southern 
Ttmtory. . 

. 'Yith. some exceptions, the rates on lumber from the South to Crntral 
Territory were ongina.llv constructed on a combination of local and 
proportional rates to and from the Ohio River crossings or tho Virginia. 
cities. Later the rates resulting from the combinations were published 
as throu('f'h rates. As a result of general rate increases in 1018 and 
1920, an~ of the general reduction in 1922, the through rates ccnst'd 
to correspond to the combinations on the Ohio Uiver and Virginia 
cities. . , · 

Present rates from the South to Central Tl'rritog are group rates.• 
The origin groups in the South vary in size. The l\11ssissippi-Alabama 
group covl'rs southern 1\Iississippi, southern Alabama, westrrn }i"lorido., 
and that part of Louisiana east of the 1\Iississippi River. The Oeorpia 
main-line group includes most of Georgia n.nil that part of Flonda 
north of the line of the Seaboard Air Line Railway from Rivrr Junc· 
tion to Jacksonville. Another large origin group is known as the 
Upper Alabama:.Central Georgia group, and includes the northern part, 
of those States and part of eastern 1\Iississippi. The remainder of 
Southern' Territory is also grouped but these groups are smaller than 
those just·mentioned. Prior to 1940, Central Territory was divided 
into a large number of destination _groups with the rates graded up· 

• ward from Cairo Ill., and other Oh1o River crossings. 
Owing to the declim~ in lumber shipments from Southern Territory 

to Central Territory over a period of years, lumber rates from the 
South were reduced in 1940. The reductions were generally 4 cents 
from the various Southern origin groups, subject to certam exccp· 
tions which resulted in smaller reductiOns, or no reductions, from· 
certain groups. 1\faximum and minimum limitations on these reduc
tions disturbed the previously existing destination groups in Central 
Territory. · . · · · 

Table 123 shows lumber ratrs from Southern points to points in 
Central Territory compared with rates for the same distances under 
lumber rate scales used in those territories. The' comparisons show 
that the interterritorial rates are generally higher than would be pro• 
duced by either the Southern or .Eastern mtraterritorialsco.Ies. · 

• Important easel In wblcb tumbn rates from the South to CPntrsl Territory h8Ytl been hf.Co1'8 the Com• 
mls!llon are Ratu tm Lu.mbn from SmJ.tllern PointJJ 341. C. 0. 652 (1915), 3111. C. C. 137 (191.5); ."'oot~MCern 
L•mllw, 421. C. C. 34ft (l!U7); .Ada1M-Bank L•,mbn Cn. 'f'. Abndtm II Rnr/tft,,h R. R. Co., 167 I. C. C. 2M 
(1929); llof!ma'lt L•mbe-r Co. Y. Atlamk COIUI Lm• R. R. Cn., 181 I. C. C. 779 (19:12); h11mbn from t/11 .'kmJI& 
an• Soutllwtllt, 1911 I. C. C. 753 (1934), 2151. C. C. 391 (lg36), 2181. C. C. 181 (11136), 2261. C. C. 431 (111:!11), 
245 I. C. C. 67 (1941). 

. ' 
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TABLE 123.-lnlerterritorial rates on lumber, in carloads, from Southern Terr~tory· 
to Central Territory, compared with intraterritorial mileage scales.' ' 

. [Rates are in cents per 100 pounds) 
' 

' 
.. I 

. Mlle~ge seal~ ' 
' . ' 

•, I 

Short- Present Southern. omctal' 
line rates • miles : ., 

Adams~ Com pro· Class 
I' I 

Class 
Bank I i mise 25K•, 22.5• scale', . ' .. 

--· 
To Cblcngo, Ill. From- · 

., ; 

' 
Goldsboro, N. 0 •••••••••••••••••••••• 910 43 40 ., ' ,39 42 89 
l!ickorr,laN. 0 .••••••.••..••••••••••••. 770 45 37. 85 38' 35 
Colum > if· 0 ....................... 850 41 39 87 40 ' 31. 
Danville, y ......................... 385 '33 26 24 26 25 
'Vartrace, Tenn ....................... 494 37 . 29 '.; 28 29 27 
'1'upclo\ Miss ......................... 685 36 82 so 33 ' ''). ', so 
Jlnttles Jurg, Miss .................... 805 40 S8 :36 39 37 
Onrlsdcn, Ala ......................... 666 37 S4 32 35 33-
llothan, Ala ..•••••••••••••••••••••••• 8111 40 S9' 87 .40 S8 
Gainl'svillo, Ga ....................... 781 41 37 85 38 ·36 
Albany, Ga ....................... ! •.• 890 41 40 S8 41 38 
Jacksonville, Fla ...................... 1,059 41 44 42 45 ' 43 
Alachna, Fla ......................... 1,070 44 44 42 45 '' 43 To Indianapolis, Ind., From-

ll6 ,84 37' Oolrlsboro, N. 0 ...................... 758 42 85 
Hickorb! N. 0 ........................ 589 38 32 30 38 } . ' '30 
Colum > aKB. 0 ....................... 660 41 34 S2 ~5 32 
Danville, y ··················~---··· 204 '25 18 \ 15 20 19 
Wartrace, 'l'enn .................... _. •• 352 33 25 22 25 . 23 
Tuprlob Miss ......................... 497 S6 '29 28 29 27 
nattil'S urg, Miss .................... 717 40 '35 33 36 ~· in '34 
Gadsden, Ala ......................... 516 S7 29 28 29 28 
Dothan, Ala .......................... 719 40 85 33 '36 .. 84 
Galncsvllle, Ga ........................ 613 41 ; 33 81 33 I 81-
Albany, Oa ........................... 742 

.. 
41 36 ·' : 34' 37 

..,. ~ . 
35 

JacksonvlJie, Fla ...................... 891 41 40 '' 38 ·.j . 41 ' 88 
Alachna, F'la .......................... 902 44 ' 40 . 89 42 . 39 

To Detroit, Mich., From- . . 
Ooldsboro, N. 0 ...................... 808 38 ·. 88 i .36 39 i 87 
Hlckor~ 1 N.C ........................ 703 39 35 83 36 ' ' .. 84 r· 
Colum 1a'J!· 0 ....................... 814 41 38 36 ,. S9 ., ; S'l 
DanvUle, y ......................... 370 

' ;, 
81 

' 
25 22 ' 25 24 

Wartrace, Tenn ....................... 596 33 32 30 "· ·33 ' ·•, so 
'fupclob Miss ......................... ,757 38 36 1 i 84 i . 37 ' S5 
Battles urg, Miss .................... 973 ·41 42 40 43 \ 40 
Gadsden, Ala ......................... 682 '89 35 ' 33 ' 86 I 34 
Dothan, Ala .......................... 951 ' 41 .. 41 39 '· 43 40 
Olllnrsville, Ga ........................ 781 . 41 37 35 '' 38 36 
Albany, Ga ........................... 910 42 '40 . 39 .• 42 . ; 39 
Ja<,ksonvllle, Fla ...................... 1,05\)' 42 44 42 45 43 
Alachna, l•'la .......................... 1,070 '45 44 42 45 43 

To Columbus, Ohio From- ' Goldsboro, N. C:!..~ ................... 628 35 33 31 34 32 
llickorb1 N. 0 ........................ 516 r 36. ' ) 29 28 29 28 

' Colum 1a, S.C ....................... 627 40 33 : '31 34. 32 
DriDvillo, Ky ......................... 230 27 19. 17 ' 21 19 
'Vartra('e, Tenn ....................... 466 31. 29 28 28 1 

.. 27 
Tupclob Miss ......................... 638 ' 38 33 

; 
31 34 32 

Hattlf:'s urg, Miss .................... 833 41 38 36 40 ' 37 
Oadsden, Ala ......................... 54:.! I 39 30 29 . 32 29 
Dothan, Ala_ ...... · ................... .. 811 41 ; 38 36 39 ; 37 I 
Gainesville, Ga."--·-·--------·----··· ·641 41 34 . 32 35 '. 32 
Albany, Ga ........................... 770 41 37 

3511 
38 35 

Jacksonville, Fla ...................... I 904 41 '· 40 .. ' . 39 •42 39: 
Alachua, l!'la ............................ 930 41 ; '4~ 39 ,- 42 40 

: f •I \ ,;_,. ~ 

' 
I Rates shown do not include Ex Parte 148 increases. 
I 'l'hrough commodity rates, except as noted. 
• Scale prescribed in 157 I. 0. 0. 280, increased li percent. Scale extended beyond 800 miles at rate of 

progression of scale from 520 to 800 miles. . 
c Voluntary scale made effective June 17 1940. · 
• Pr!'scribed in 214 I. C. 0. 493, and 219 i. C .. 0. 427. 
• Adopted as a truck competitive measure, effective Aug. 20, 1940. 
' Louisville, Ky., combination. 
Tari1J authorities: Agent R. H. Hoke's I. 0. 0. Nos. 696, 703, 709, 714. 
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From Southern Territory to Trunk-Line and New England Terri
tories rates on lumber were prescribed by the Commission in North 

·Carolina Pin1 .Association T • . iltlantic Coasl Lin~ Railroacl Co., SS. 
I. 0: C. 270 (1923)~ 107 I. C. C. 100 (1926). Key rates wrro pre-
scribed from si.~ ortcins to a number of Eastern points, and tho 
carriers were directed to rdate other rates to the key-point rates. 
The key-point rates to the East('rn port cities of }>hiladelphio., New 
York, and Boston show the influence of water competition. Tho 
rates to interior key points were higher than to tho ports. Tho ad
justment of other rates to the key-~oint rates resulted in cxtensivo 
grouping of both origins and destinattons. l:.~cept for minor changes, 
these rates as increased 5 percent under E.: Parte 123 remaint'U in 
effect. until January 1940, when the carriers voluntarily re(luceJ tho 
level 8 percent, with a ma..~imum reduction of 4 cents. Table 12•1 
shows the key-point rates prescribed by tho Commission in the North 
Carolina Pine Association case, and the present rates, compared with 
the rates for corresponding distances under the Southern and Eastern 
scales applicable on lumber. ·In some instances the rates are higher, 
and in others they are lower, than would result from applying the 
prescribed or approved intraterritorial scales in origin or destination 
territories. 

WJ:STERN TRUNK•LINE-OfJ'lCIAL 

Prior to February 15, 1909, the rates on lumber from producing 
points in the Upper Peninsula of Michigan and the northern part of 
'Visconsin to points in Central, Trunk-Line, and New England Terri· 
tories were combinations to and from natural gateways and rate
breaking points such as ~lilwaukee and ~lanitowoc, 'Vis;, and Chic· 
ago. Ill. On that date joint through rates were established which 
were based on the lowest combination of locals by way of the most 
direct gateways. The rates so constructed were equalized through 
the principal gateways as a result of rail competition. These joint 
rates have been continued without material change except for the 
subsequently authorized general increases and reductions. The rates 
are constructed on a group basis, with both origin and destination 
groups recognized. The rates to Central Territ~ry were found not 
unreasonable in Northern llemlock &: llardwood Mjrs. Association v. 
Ann Arbor R. R. Co., 168 I. C. C. 218 (1930). 

The level of the rates to Official Territory points approximates 
22.5 percent of first class-the basis generally observed WJthin Official 
Territory. Table 125 compares the rates from Rhinelander and 
Wausau, Wis., to various destinations in Official Territory with rates 
constructed on the ·basis of 22.5 percent of first class between the 
same points and also with the rates for equal distances on the Eastern 
level of lumber rates. The rates are somewhat higher than the Official 
Territory level. 
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TABLE 124.-Key rates prescribed on lumber, in carloads, from Southern poi'fl,ts to 
Trunk-Line and New England Territories compared with the Southern Compro
mise scale and with the rates within Ojfictal Territory for similar distances. 

-\ " 
(Rates In cents per 100 pounds] 

' Official 
Dis- Pre- Southern Territory 

From- To- tance scribed Present Com pro- ' rates a 

' (miles) key ratf>-s 1 ' mise. 
rates I scale 

.. "~' 

'25K 22.5 
----------_____....;_ --.-

Oold3boro, N.C ••••••••••• Philadelphia, Pa •••••••••. 410 'rl. - 25 25~ 26 25 
Do .•••••••••••••••••••. Williamsport, Pa •••••••••. 492 33 30 28 29 .'rl 
Do ••••••••••••.•••••••• New York, N.Y •••••••••• 502 33 30 2ll ' 29 :28 
Do .••••.•••••••••.••.•. Pittsburgh, Pa ............ 571 34 31 30 32 30 

.Sumter, 8. C ..••••••••••••. Philadef,hia, Pa •••••••••. 588 34 31 .30 .33 30 
Oold~boro, N.C .••..•.•.•. Hartfor , Conn ••••••••••• 614 35 32 31' 33 31 

Do •......•.•••••••••••• .Albany, N.Y ..••••••••••. 647 35 32 32 35 32 
.Sumter, 8. C •••.•••••••••.• 'Williamsport, Pa .••••••••• 670 ; 40 37 32 35 ·33 

Do ..... __ ._ ..••.••••••. New York, N.Y .••••••... 680 40 37 32 35 33 
Oold~boro, N. C.---------- Syracuse~.r· Y ------------ 703 37 M .33 36 M 

Do .•••..•••••••••. ----- Buffalo, . Y ------------- 711 37 M 33 36 M 
Do .. __ .----------.-----

Boston, Mass _____________ 734 in ' M 34 37 M i .Sumtf>r, 8. o _______________ Plttsburghc Pa .•••••• ----- 755 40 37 M 37 35 
no ..................... HartfordN onn .... ------- 792 -41 38 35 38 36 
Do ................. _ .•. .Albany, . Y -------· ••.•• 825 41 38 36 39 37 
Do .•.••••••••••••. ---·- Syracuse, N. Y----------- 881 « 40 38 . 41 . 38 
I>o .••.••••••••••••••••• Buffalo, N.Y ••••••••••• ,. 889 « 40 38 ,41 38 
I>o ...•••••••••••••••••. Boston, Mass .••••. : •••••• 912 « . ' 40 38 42 :39 

Albany; Ga .••••••••••••••. Philadelphia, Pa .•••••• _. •. 944 38 34 .39. 42 40 
I.lve Oak

6 
Jo'la.~------------ •.... do ..•.•..• ------------- - 972 39 :.-. 35 40 43 .. 40 

.Albany, & ................. Pittsburg~ Pa .••••••••••• 999 ~5 i 41 40 .43 41 
Vicksburg, Miss----------- Grafton, • Va ••••••••••• 1,004 46 42 41 ·« ·~ 42 

I>o .•...•••••••••••••••. Pitt~burgh, Pa •••••••••••• 1,006 46 42 ,41. .. « 4Z 
Albany, Ga.-------·-·-···- Williamsport, Pa •.•••••• .;. 1,024 « 40 41 ~ « 42 

I>o.---.- -------- ·- -···- New York, N.Y •••.•••.•. 1,035 ,'44 40 - ·41 '45 .42 
Live Oak, Fla •.•••••••••• -~. W11liams~ort, Pa .••••••••. 1,054 . 45 41 42 45 43 

Do ...... -------·------- New Yor , N.Y •••••••••. 1,064 45 41 42 45 
. 

43 
Vlck~burg, Miss ••••.••••.• Johnstown, Pa ____________ 1,084 -47 ---43 -43 - "46 '·-43 Do _____________________ Baltimore, Md ____________ 1,102 47 :43 o;,~ .43 47 .. « 

I>o.----- ··•- -- .•. -·---- Cumberlanay Md _________ 1,105 47 43 43 47 44 
Albany, Ga _. -·--·-- ••••••. Buffalo, N. ------------- 1,132 47 43 « 47 \45 
Live Oak

6 
Fla .•••.•••••.•• Pittsburgh, Pa ___________ 1,139 !H 45 41 44 47 45 

Albany, a_----··------- .. Hartford, Conn ___________ - 1,148 45 41 « 47 45 Uv11 Oak
0 

FJa ______________ • _._.do _____ . __ ........... 1,176 46 42 '45 48 46 
Albany, a.--··------·--·- Alhany, N•Y------~------ 1, 180' '·'' «45 !41 • 45'; 4& .• 46 
Vicksburg, Miss ••• -------- Philadelphia, Pa ••••••••.• 1,190 48 ' « ., '45; 48 ;46 lAve Oak, l<'la ______________ AlbAny, N. Y------------- 1,209 46 42 ~46 49 47 
Vlcksbul'l!:, Miss.--·------- William~port, Pa •••.••..•. 1, 216 , i' ;47· .-l' '43 . .• 46 . 49 4 
Albany, Oa .. -------------- Syracuse, N. y ____________ . 1, 2.'39 "47 < 

43 '46 50 ' 47 
Live Oak

6 
Fla ..••.•••••••.. ••.•. do .•..•• ! .•.• __________ 1,265 ' .:·48 :44 " ·• 47> 50 ' 48 

Albany, a.--------------- Boston, Mass.--····----- l,'rtiJ 47 43 '47 50 48 
Vicksburg, Miss .•.•••••••.. Syracuse, N.Y ............ 1,270 '·49 :45 '47 ' 50 >48 
Live Oak, Fla ______________ Buffalo, N. y _____________ 1, 'rt2 ·43 « , 

•47 :50 48 • f 

I>o ..•....•..••••••••••. Boston,l\fass _____________ 1,276 48 « 4 47 51 48 
Vicksburg, Miss •••••••• ~-- New York, N.·Y __________ 1,283 ·,49 45 . ·'48? ''.51 48 

7' 

------_,.......... 
Average relation to present ' I 

rates {percent) ••••••••••. --·--·---.. --·--·------ ------ _,.. ....... :.. ... - 109.4 .100 -· '101,2 108.8 ·JO 3 

I As increased under Ex Parte ItS. Prescribed in. 85 I. C, C. 270, and 107 I. C, C. 190. · 
I As voluntarily e.•tablished Jan. 10, 1940. - · · r , 

• Class 25 (later 25K under Ex Parte 123) approved for application on lumber an& forest ·products; car-.. 
loads, between points in Official Territory in 214 I. C. C. 493, and 219 I. C. C. 427. as maximum, ·,Class 
22.6 adopted as truck competitive measure in 194.0. · · ' . · · 

• Scale extended for distances over 1,160 miles at same rate of progression as for distances 520 miles .to 
1,160 miJe.q. . ~ · 

Tarillauthority for present rates, .Agent R. H. Hoke's I. 0. C. No. 621. ·r 
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TAitLII 125.-Rnlu on lamabn, i" carlMtls, from lVisc:on.tin pr(}(/urir~a ptJintlf 141 
Official Tfrrilorr eompar~cl t»il,. Official Territory basis an(l ralea a 

DlqtBnce rtr~t-t'hlBI 
rr_n, 2:1.11 r••rrt~nt 2!1.1\ r"""'"' 

(miles) ratllll rBlMOQ of ftna nf Olflt•lul 

' To- I lumber cl~~o-;a Or~t chill! 

lrom Rhlnelantler, WI!!. 

:Aay City, Mhlb..·-················· .. •·· 3111J 133 30 30 24 
Dt-troit. l.lic.b .................... ,. ............. 4117 lH 31 3l 'D 
J'llnC,l\flcb_ .•••••••••• ;. •••••••••••••••••• 4113 HI 81 32 21\ 
OrMd Rarld!t, AI.Ioh ............... - ••••• a:llt 1211 2!i :.Ill 23 
Clncnmatl, Ohio. ···••·••u••••··········- 1100 1M 84 3tJ ao 
Cleveland. Ohio ............................ 1102 111.1 34 117 31 
Columttm, Ohio ........................... 111111 111.1 84 37 81 
J'ort \Vayntt. Ind ••••••••••••••• - ........... 4.'\lt l4J 31 32 26 
Indianapolis. IncL •••••••••••••• _ ••••••••• 491 1.~o II 14 27 
Baltimore, 1\otd. ······•·••••••••····•··-·· I,04J 204 4 .. 46 42 
New Yorlr, N. Y ..................... ~~ •• - •• 1,0111 2011 47 411 4a 
Jlochtster.~. ~ ............................. 716 ' l!!CI 43 37 34 

J'rom Wausau, Wll • 

' • 
JJay City, Mtcb ........ · ••• - ••••••••••••••• 8.10 124 2M 2!t 23 
Dt~t&roit, Mich .......................... _ ••••• 433 133 8l 80 21l 
rune, Mich. ··M·--············-···--···- 3113 131 33 29 24 
Orand Raf.lds, lch ............ _ •••••• _._ 298 117 28 26 21 
Clnetnnat , Ohio ............................. a-a., ' 146 34 33 2IJ 
Clt'l'tland, Ohio. ............................ 1110 JM 84 33 2IJ 
Columhua, Ohio.-.................... - •• 1110 M3 34 34 :lJ 
l'or1 WaJllt, Ind ....................... ___ 413 J33 II 80 23 
Indianapolis, lnd_._ ..................... 448 IU 31 82 211 
Baltimore. Md .................... -........... l,OOI 204 43 48 42 
New York, N.·y .............................. 1,013 204 43 48 42 

· Jtoc:hester. N.Y ............................. 171 160 40 87 33 

, • J'rc~m propoaed report Ill Docll:e& 28&CI, Robblu l'loorl11g Co. • • .A 1111 A r6or R. R. Co. 

IOtl'TBWJ:I!ITJ:BN-OJ'I'ICI.AL 

' 
Joint through rates are published on lumber from origin group~ in 

the Southwest to large groups of destination in Central, Trunk-Line; 
··and New England Territories.' The largest and principal origin group 
is the Yellow Pine Blanket. This group includes large yortions of 
Oklahoma and Arkansas, eastern Texas, and that _part o Louisiana 
]yin~ west of the :Mississippi River. Southeastern Missouri and that 
portion of Arkansas not mcluded in ihe .Yellow Pine Blanket are 
divide"d into several small groups. Destinations in Trunk-Line and 
New England Territories are grouped in a pattern which was used in 
connection with the class-rate adjustment from Chicago and points in 
Central Territory prior to the Eastern Cla.fJ& Rate Investigation. 
Similar but ·smaller groups are used to points in Central Territory . 

. The present through rates on lumber from the Southwest to Official 
Territory are in many instances the equivalent of the combination 
rates to and beyond Thebes, Ill.t Cairo, Ill., or Cincinnati, Ohio, in 
effect prior to June 25, 1918, as changed by the l?en~ral increases and 
reduction, and as subsequently modified by a sreCial reduction in 1940. 
This is especiallv true of the rates to Centra Territory. Generally, 
where the rates were made less than the combination, the lower rates 
werf! made to meet competition from other areas of production. 
'T~e rates were b4!fore the Comml~~lon In the followln~r ts.~t'!~: Rat'" 011 Lum~' from l:Jo11.tll1111 Point•. 

341. C. C.ll52 (1915); LPJmbn Rat11 to E1111te111 CUie•. 37 I. C. C. 212 (1915); Lumbn from till Soutll 1111d Sou.lfl. 
'""• 198 I. C. C. 753 (1934). 
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In 1940 a reduction was made in·the rates. from the Southwest-to' 
points in Official ~erritory for the purpo~e. of meeting compe~it!on', 
from other producmg areas and competitiOn from· other building_ 
materials. This revision centered around a key -reduction of 4 cents 
in the blanket rates, with corresponding reductions from related 
groups, but with a maximum reduction of 8 per~ent, and subject to 
certain other rates as maxima or minima ... From the northern.sectiol\ 
of the Southwest the rates on other kinds of lumber are often less than
those applied on. yellow pine and cypress; ' . :. ' . . '. .. ' . ~ :' :.. 

·Representative rates on lumber··from- the -Southwest toL O:ffici8.1. 
Territory are shown in tables 126 ·and 127; together with; rates for 
corresponding distnnces under Southern, Official, .and Southwestern 
intraterritorial mileage scales for 'the' same. distances~ : Table 126' 
indicates that from the Yellow Pine Blanket the interterritorial rates 
are generally lower than would result from applying the various intra
territorial scales for the whole distance.· Table 127 indicates that, 
from Poplar Bluff, Mo., the interterritonal rates average §lightly 
more than the rates which woUld result from applying the .various· 
intra territorial scales. · · ' .. /{•,· 

. }. 

TABLE 126.-:Rates on lumber, in carloads, from Southwestern Ye_llow Pine Blanket 
to points in Eastern Territory compared with. rates under intraterritoriallumber 
scales a · · · . ' . . . · ... · ' • · 

[Rates are In cents per 100 poUJlds} . · . . • 
' 

'·· 
.. 

' '· .·Mileage scaleS • ,._ ' 
'', - I : . ' '. -~ '.t . ' 

, . ~ l'l 
,. ' : _.,. .. ,• 

Average 
.. . , 

'South-; 
From Southwestern Blanket shortline Present Southern ·Official western 

to- distance I rates ~ 

. 
{miles) ' ~/,' .. 

. ' Adams- Com- Class~K Class 22.5 
(Truck-:-

Bank promiSe com• . 
petitive) ,. ' • . t ., 

•·· ' .. ~ l ~ ... 1:. '61 Boston, Ma.'l.,_. ----·······----~ 1, 737 53 . 61 59 ' 63 59 
New York, N. ¥ ••••••••••••••• 1,542 47 56 .54 ,.·, 58' ~ ·' 

·'54 .-\': .. ; :57 
Philadelphia, Pa •••••••••••...• 1, 450 

.. 
46 54 52 . - 56 '.

1

52 54 
B altimoreiJ'I d .••••••••••••.••• 1, 363 46 52 • I 50 .. ,_.54 t .. '.50 ~ •. 52' 
Syracuse, . ¥ .•••••••••••••••• 1,339 46 51 

'; 
49 

' 
53 

l I 50 ·51-
Williamspo~ Pa ..••••••••••••• 1,3!14 46. 52 50 54 ' 51 . -' ". 53 
Buffalo, N. • ••.•••••••••••••• 1,278 46 49 47 51 ') 48 . ' 50 
J'ohnsto~ Pa .•••••.•••••••••. 1, 252 46 49 47 50 48 

,, 
49 

Grafton, • Va .••••••••••••••. 1,179 46 47 45 I 48 .··} 46 47 
Pittsburgh, Pa .....•••••••••••• 1,174 . 46 47 45 48. .. 45 47 

! '' Youngstown, Ohio .............. 1,153 45 46 44 - 48 45 47 
Cle\·elan~ Ohio"··--····--··:.·- 1,096 :'" 44 45 ( 43 ., 46 .. 43 l ,·: \ lS 
Detroit, lch .................. 1,069 42 « 42 45 ' 43 45 
Columbus, Ohio .•••••••••••.•• 989 42 42 I 40 43 ' 41 43 
South Bend~nd .•••••••••••••• 92-5 AI 41 39 42 - 39 . 41 
Richmond, d ..•••••••••••.•• 884 41 40 38 41 

·' 
38 40 

Indianapolis, Ind •••••••••••••• 816 41 38 ' 36 39 ' 37 38 

Average relation to present ' 
.. 

I 
.. 

rates (percent) ••••••••••••• ---------- 100 '106.11 102.1 109.8 .. . 103.3 ,107.3 
' t 

I Rates include Ez Parte US increases. "' · • · -
I Average short-line distance from Alexandria, La., Ardmore, Okla., Bunkie La., Camden, Ark., De 

Ridder, La., Fort Worth, 'J'ex., Houston, Tex., Lake Charles, La., Little Rock, Ark., Monroe, La.11 
Oklahoma City, Okla., Palestine, Tex.~ san Antonio, Tex., Shreveport, La., Waco, Tex. 

'The Adams-Bank, Compromise, Omcial Class and Southwestern scales extended beyond 800, 1,160, 
1,500, and 700 miles, respectively. ' 

Tariff authority: 1. R. Peel's I. C, C. Nos. 3342, 3372, and 3454. . . 
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T.ULII 127.-Ral•• GA lwmbu, in tarloatl.t, Jrowa Poplar Bluff, Mo., io point• in 
East~TA Tlf'TilOf'll, compared 1Uitla ratee 14nder rariuu• intralerrilorial lumbtr 
~~· . . CR&lea ut bl"ntl per 100 pounds} 

M Uea11e acalM t 

Short-
J'rom Poplar Bill«. Mo.. to- line l'nlelll Southern Otnclal South-

distance ratea Wf!llt«ra 
(milea) 

A1lama- Com· (')R.~I Clue 
(Truck• 

rom· 
Bank promlH I:!~ na petUiYe) 

Jtc11ton, lfus .................... 1,213 ll ao 48 Ill 48 M 
New Yorlr, N. T •• - ••••••••••• 1,1« u 48 44 47 4& 47 
PhlladeJphi:J I'L.-............... I, OM 44 .... 4:1 45 43 411 
Bal\lmoreN d .•••••••••••••••. ~0 44 4:1 40 43 41 4:1 
srrscuse, . y -················ 81\11 43 89 87 40 88 40 
'W Ullams~ I'L·-·••••••••• m .... 40 39 43 89 4t 
:ButTaJo. N. ·········-······· 813 88 M 38 3\J 87 311 
Jobnstow~ Pa ................. 7Vl "' 87 811 38 38 3lt 
01'1\Roa, • VL •••••••··•••••· 718 40 811 ' 33 38 34 36 
P1UsburKb, 'fa .................. - 713 llt Ia 83 36 34 88 
Yoon~r.~towa, Ohio.. ............. f\88 88 311 83 86 34 8& 
Clevelan~ Ohio.._ •••••••••••• 63t 311 33 81 34 33 33 
Detroit, Jcb... ···-····-····· 1103 13 .83 31 33 81 8.1 
Cotumhus. Ohio .•••••••••••••• 128 33 30 29 30 29 30 
Boutb 8endf Ind ................ ·463 8l 29- 28 28 27 711 
Richmond, nd •••••••• - •••••• 418 81 :17 :Ill. I :16 211 :16 
Indianapolis, Ind .......... - •• 849 81 :14 21 24 ll3 :I:J 

.A • ....,. relatJoo 1o preee~~t 
rat., (percent) ••••••••••••••• .......••• 100 9~·1 88.7 eu 80.1 eu 

t Jtatealnclude D Pari~ II! IDcreaself. 
I The J.dam•Banll:, Compromise, and Southwestern 14l8lel extended beyonlt 800, 1,160, aad 700 mlle111 

respectJveiJ, al tbe same rate ot proiiJ'usion appearinll ln Iaiii aeveral mllea11e t.loclla or lh8111 acalel. 
TarUI aothoritJ: Aaen& 1. :R. l'eel'll. C. c. ~~toe. 3301, 3342, 34M. 

SOlJTHWESTERN-WESTERN 'TRlJNK-LINE 

The rates on lumber from the Southwest to destinations in Western 
TrUnk-Line and Illinois territories are generally in the form of group 
adjustments, but the origin groups are not identical to those observed 
in the rate adjustments to Official Territory.• The destination terri· 
tory, for the most part, is 'also divided into numerous rate group_s. 

Representative rates on lumber from the Southwest to 'Vestem 
Trunk-Line destinations are shown in tables 128 and 129 and are com
pared with rates which would result from applying various intrater
ritorial mileage scales to the same distances. It will be obs('rved 
that these rates tend to be higher than would result from applying 
the various intraterritorial scales commonly used. 

• These rates bave been before the Commission In I he foflowln!f Clll!ell: Lumhe1 1ate1 from lltlffltr Ark., 
111111 Othe1 Potn/1, 411. C. C. 566 (IIJ16); Tra/fit: R1~reau, 81011.% Cll11 Comm•mial Club Y. Alexandria&- Wutn'lt 
Rr. Co., 471. C. C. 347 (1917); Lu.mhn from tAl Swtltlllt4 l:ffnMIUDtll, 1981. C. C. 753 (1934); Lumber from anti 
to ttu ."Jquthwen. ZM l. f :. C. HIJ (1!143}. 
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TABLE 128.-Rates on lumber, in carloads, from Southwestern Blanket to Western . 
Trunk-Line Territory compared with rates under various lumber scales -

[Rates are in cents per 100 pounds. Include Ez Parte 1BS Increases) 

From Southwestern Blanket 
to-

KansM City, Mo•------------
Topeka, Kans .••••••••••••••••• 
Lincoln, Nebr .••••••••••••••••• 
Omaha, Nebr.--·-···--·----··· 
Orand Island, Nebr .••••.••.••. 
l>es Moine~, Iowa ..•••••••••••• 
Chica~to, Ill . ··-·····-········· 
Sioux City, Iowa ..•••••••.••••. 
Minneapolis, Minn •.•••••••••• 
Aberdeen, S. Dak .••••••••••••• 
J>uiuth, Minn ___ .••••••••••••• 

Average I 
short-line 
distance 1 
(miles) 

620 
633 
783 
801 
807 
827 
884 
897 

1, 073 
1,160 
1,215 
1.340 

Mileage scales • 

Present Southern _ Official, .- , South-
rates a l------:----l·----:---:--l western' 

(Truck-" 

36 
36 
40 
40 
48 
40 
41 
43 
47 
66 
64 

• 76 

Adams· Com· Class Class 
Bank promise 25K 22. 5 

33 
33 
37 
38 
38 
38 
40 
40 
44 
46 
48 
51 

31 -
31 
35 

. 36 
36 

' 36 
38 
38 

-· 42 
44 
46 
49 

33 
34 

-38 
39 
39 
40 
41 
41 
45 
48 
49 
53 

31 
.32 
36 

'37 
37 
37 
38 
38 
43 
45 
47 
50 

com· 
petitive) 

33 
33 
38-
38 
38 
39' 
40• 

t 40' 
45. 

-47 
48, 
51 Bismarck, N. Dak ••••••••••••• 

1-------1------l-------i-------1------1--------1-------
A vPrage relation to present 

rates (percent) ..••••••••. _ ••• ---------· 100 85.7 81.5 88.2 83.1 86.4 

• A veraJ?e short-line distances from Alexandria, La., Bunkie, La.LCamden, Ark.~ De Ridder~,. La., Fort 
Worth, Tex,, Urernville, TPx., Houston, Tex., Lake Charles, La., ittle Rock, Ark., Monroe, La., Pales
tine, Tex., San Antonio Tex., Shreveport, La.hWaco, Tex. · 

• The Adams-Bank, Compromise, and Bout western scales extended beyond 800, 1,1110, and 700 miles~ : 
respectively, at same rate of pro~es.~ion appearing in .Ja.ot several mileage blocks of these scales. · 

a Rate.~ on lumber, other than yellow pine and cypress, are in some Instances slightly less than shown 
in this table. . · 

' Minimum weight 50,000 pounds. 

'Taritt authority: Agent 1. R. Peel's I. C. C. Nos. 3372 and 3473. 

TABLE 129.-Rates on lumber, in carloads, from Poplar .Bluff,. Mo., to Wester' 
Trunk-Line Territory compared with rates under various lv-mber scales ; , 

[Rates are in cents per 100 pounds. Include Ex Parte 1f9 increases} 

'• 

Mileage scales t ·-
. Short-

From Popular Blutt, line Present Southern Official South· 
Mo., to- distance rates a western 

(miles) 
Com-

(Tr.uck· 
Adams- Class . Class competi· 
Bank promise 25K 22.5 tive) 

Chicago, TIL ....•.•••••.••••••• 421 30 28 26~ 27 26 26' 
Kansas City, Mo.···-·-··-··-· 436 27 28 26~ 27 26 27 
Des Moines, Iowa .•••••••.••••• 493 31 29 28 29 27 29 
Topeka, Kansas .••••••••••••••• 496 31 29 28 29 27 29 
Omaha, Nebr ···-······-----··· 576 31 32 30 32 30 32 
l-incoln, Nebr .................. 583 31 32 30 33 30 32 
<1rand Island, Nebr .•••.••••••• 61i7 39 34 32 35 32 M 
Sioux City, Iowa .....•••.•••••• 670 34 34 32 35 33 34 
Minneapolis, Minn ..•••.•••••• 698 38 35 33 36 34 35 
J)uluth, Minn ... ··--··------·-· 835 43 38 36 , 40 37 39 
A hPrdecn, S. Dak .••.•••••••.•• 897 5!l 40 38 41 38 40 
Dismarck, N.Dak •••••••.••••• 1,077 71 44 4H 46 43 45 

Average relatfon to present 
100 1 rates (percent) ••• ····-··-···- ---------- 83.21 

-
87.8 -89.3 83.4 87.6 

I The Arlams-Bank, Compromise, and Southwestern scales extended beyond 800, 1,160, and 700 miles, 
respectively, at same rate of progres~ion appearing in last several mileage blocks of these scales. 

J Rates on lumber, other than yellow pine and cypress, are in some instances slightly less than shown in 
this table. • 

Taritr Authority: 1. R. Peel's I. c. C. Nos. 3301 and 3473. 

90454-43--15 
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TRANSCONTINENTAL 

Since the Pacific Coast States are now the principal producers of 
lumber in the United States, east-bound transcontinental lumber 
rates are important. . · · 
· For the purpose of making rates on lumber the Pacific coast art'a is 
divided into several large rate ~roups. These nrc: the North Pacific 
Coast group~ l'f·hich embraces that part of Oregon and 'Yashington 
west of the Cascade 1\tounto.ins and a small portion of British Co-

' lumbia; the Intennediate group, which consists of ct>ntral On•gon and 
central 'Vashington; the Inland Empire group, which includrs tho 
remainder of 'Vaslungton and Orr(l'on, western Idaho, and north
western l\lontana; the California &ast group, which em bract's tho 
area· south from Grant" Pa~s. Oreg., to the l\Iexican border, and wt•st 
of the summit of the Sierra Nevada; and the llawley-Truckrc groupf 
which takrs in the producil!.~ points in California and Nevada rnst o 
the summit of the Sierra .Nevada. Some of these ~ups are sub· 
divided for the purpose of constructing rates to certain drstinations. 

There is a dual system of rates from transcontinental groupg to 
destinations in Eastern Territory, east of the Illinois-Indiana State 
line. From all of the oricin groups to this area a blanket rate applirs 

· on rough and planed lum~r. W'hcn establishrd, in 1935, the blnnk£'t 
rate was 72 cents, and was approvt>d by the Commission in Lumber 
from Pacific Coast to Eastern Po,mt8, 210 I. C. C. 317 (1935). This rate 

. represented a considerable reduction from the rates previously in 
.effect to Eastern Territory, and was intended to meet wo.trr comprti
tion via the Panama Canal. The rate at the prt•sent time is 82 cents. 

The normal rates, with which the blanket rate altematrs, to points 
in Eastern Territory are constructrd on a group basis, with Eastern 
Territory, east of the Indiana-Illinois State hnc, divided into six 
groups. . 

The lumber rates from the North Pacific Coast group to points in 
Southern Territory, 'Vestern Trunk-Line Territory, and South
western Territory, as well as the normal rates to }:astern Territory, 
are shown in figure 20. It will be noted that the rate structure is 
characterized by large destination groups, although there are some 
areas in which. graded rates apply.• The map shows that the group 
rates grade upward, being higher _to the more distant destination 
groups. 

Generally, the rates to points in Eastern and Southern Territories 
are the same from the California Coast group as from the North 
Pacific Coast group. From interior origin groups the rates arc dif
ferential3 under the rates from the coast groups. To points in 'Vestem 
Trunk-Line and Southwestern Territories the rates from the Cali
fornia Coast group are frequently different from the rates from tho 
North Pacific Coast group, and the destination groups, aC'cord.ingly, 
differ from those shown on the accompanying map. . 
, • The prlnMpal ea.~ In which tra.n~~eontlnenta.llumhtlr '"t~ han been herore thr Comml!ll!lon are: Lum
ber from Pacific Coon to J<:tutem P11i11111, 210 I. C. C. 317 (191:.); West CoaJJt Lt~mhffme1l'l A"Roclatlll'tl v. Akrml, 
Ct.mtrm 4& 1 ounqRtotu Pv. Co., t)l3 1. C. C. 191 ( 1:132), 1!12 I. C. C. 34:J ( 111:!3); California Whit• ct oS-Itgar l'ln1 
.JbiOCifllim& v. AtchiiO'II, Topek!J ct Santa F1 Pv. Co., 146J.C.C. 726 (lll2!4)l· Lumher {Tf)m J>ari[u: Coa.,t f(l .'"'n·t.t.lh• 
lallf'. mI. c. c. 629 (1!/.lH)• Wed Coon Lumbermen' I AIIIWialiO'II v, Ah !me "'8mtlhtT11 Ru. Co., 711 r. c. c. 
746 {1923), 1041. C. C. 695 (192.~); Lumber and Other J.'M~Rt Profillrlll,161 I. C. C. 321 (I!J:ll)); Ortgtm 41 Wa1hlng• 
10'11 Lttmhn Mamt/odurer•' Alll(l(:ifltiO'IIY. UniO'II Pacific R. R. Co., 141. C. C. I (190,.); P11djie Coatrt Lumhtr 
)tltmvfadurerll' A.fii<Jcifltitm v, Norlhe'rn Pacific Rv. Co, 14 I. C. C. 23 (1908); Burli·n(Jttm l:JIIippeTI' AuocialiO'II 
•· Atell~tm. Topeka 41 Santa F1 Ru. Co., 107 I. C. C. 1118 (1926}. 
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Owing to the great length of the hauls from the Pacific coast to , 
eastern destinations the transcontinental lumber. rates cannot be 
compared with intraterritorial scales of lumber rates without extend
ing the scales far beyond the distances fo.r which they we~e prescribed.; 

. . . 
SUMMARY 

Interterritorial lumber rates are nearly all constructed on a group · 
basis, and their levels are therefore difficUlt to compare.· Frequently, 
however, the interterritorial rates are higher than would result from 
applying intra territorial lumber scales to· the whole. distance. 'The . 
rates from the Southwestern yellow pine blanket to many destinations· 
in Trunk-Line and New England Territories, however, ll.fe lower .. 
than would result from applying any of the intraterritorial sc~les •. 

L. PLASTER AND. PLASTERBOARD 

1. PLASTER 
Official-Southern. 

On plaster, the rates from Official Territory to the South are on 
the basis of the Revised 12,704 scale applicable in Western,Trunk-.' 
Line and Southwestern Territories, which is higher than the scaJ,e · 
observed within Central Territory and Trunk-Line Territory, but;_ 
not quite as high as the Southern basis f9r. distances beyond 360 
miles. This basis was approved for application from Official Terri
tory to the South in Plaster, Plasterboard, and Related Articles, 218·. 
I. C. C. 406 (1936). The interterrit<>rial movement is largely into' 
the South. · · 
ll"estern-Southern. 

The Revised 12,704_ scale applies from both Western Trunk-Line 
and Southwestern Territories to the South. This basis is that gener
ally prevailing within both Western Trunk-Line and· Southwestern .. 
Territories, and is slightly lower than the Southern basis beyond 360 
miles. This basis was approved in Plaster, Plaster;board, and Related 
Articles, referred to above. · " 
lrestern Trunk-Line-Southwestern. 

The Revised 12,704 scale applies between these territories .as is 
natural considering that this is the same basis applying within b.ot.h 
territories. . . . · , . · .· 
ll"estern Trunk-Line-Official. 

From Western Trunk-Line points to Central Territory the Revised 
12,704 scale applies. As noted above, this scale is the same as that 
applicable generally within 'Yestern Trunk-Line Territory, but is 
considerably-higher than the Central Territory\..scale .. From certain · 
producing points in Iowa, however-Fort Dodge and Centerville (and 
points grouped therewith) to Illinois and southern Wisconsin, the old 
12,704 scale applies which is the basis within Eastern Territ<>ry in-
cluding Illinois. · 
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I. :PLASTltRBO~\RD 

· On plasterboard the rates to the South from lVestern Trunk-Line 
and Official Territories are spt;cifio rates constructed on the basis of 
22.5 percent of the first-class rates resulting from the application of 
the K-2--Q-1 formula. From Southwestern Territory to the South · 
they are on the basis of 20 percent of the first-class rates applying 
between t.he two territories. According to the Commission· this 
adjustment gives the l\'" estern Trunk-Line, Southwestern, and Official 
Territory prOducers substantially the same levd of ratf's into Southern 
Territory, and this level is o.lso substantially tho level prevailing 
within the South (218 I. C. C. 406, 411). 
Bummarv. 

The .in~rterritorial rates to the South on plaster and plasterboard 
have been adjusted, in large measure, to place the various producing 
points in other rate territories on the same basis when shipping into 
the South. The interterritoria.l rates on these commodities some
times equal or apprCJximate the destination level; in other instances 
they approximate the origin level, and in some instances both. There 
is apparently no attempt, however, to blend the different levels in the 
construction of .the interterritorial rates when origin and destination 
territory levels diller. It should be noted that on plaster, tho Ueviscd 
12,704 scale, which is the basis applicable within lVestem Trunk· 
Line and Southwestern Territories, is used on most of the intcrter· 
ritoria.l movements. 

~f. PuLPWOOD . 
There is very little interterritorial movement of pulywood, and 

interterritorial rate structures have not therefore been o vrry great 
importance. The scale prescribed by the Commission in lVesf V'ir
gip.ia P1fll! and Pap.er Co. v.- S~uthern Ra:ilway Oo.,. ~6 I. C. C. 244 
(1925), 1s m fact an mtertemtonal scale, smco the ongms were largely· 
in Southern Territory as defined for class-rate purposes, and tho 
destinations were in Official Territory, although the latter wrre in 
that part of Official Territory which takes the Southern basis of class 
rates from Southern points. The West Virginia scale is one of the 
highest pulpwood scales, as is shown in tho table of intcrtcrritorial 
scales. (See p. 133 supra, table 00.) · / 

The scales prescribed for application in Trunk-Line Territory in 
ll"esl Virginia Pulp and Paper Co. v. Baltimore and Ohio Railroad Oo., 
104 I. C. C. 495 (1925), were intcrterritorial to some extent since the 
origin territory covered by that proceeding included points on the 
Southern and the Norfolk & 'Vestem Railways in South£'m Territory. 
The destinations covered by the proceed in,. were in Trunk-Line T£'rri
tory. To the extent tho scales prcscribetl in that case were applied 
from origins in Southern Territory_ to Trunk-Line points the intcrtrr· 
ritorial rates and the Trunk-Line Territory rates were put on the same 
basis. · 

N. RoAD AGGREGATEs oa RoAo-ButLDI~o ~IATERIALS 

There is very little interterritorial movement of the lower grades 
of road-building materials. The higher-grade materials do move inter· 
territorially and through rates have been provided thereon in some 
instances. · 



INTERTETIRITORIAL FREIGHT' RATES 213 

OFFICIAL-SOUTHERN 
. i 

~ • f ' ' • t 

On sand, gravel, crushed stone, and slag no general basis qf rates 
between Official and Southern Territories has been prescribed. • ·, 

On asphaltic limestone the Southern prescribed scale was made tQ. 
apply from the South to Official Territory in. Alabama Rock Asphalt 
v. Akron· & Barberton Belt R. R. Oo., 174 I. C. C. 343 n931) •. Point.. 
to-point commodity rates on the same basis have· been voluntarily 
published to apply on asphaltic sandstone from. certain Kentucky 
points to points in Official Territory. . :. , · . , - . ; ", · , . 

On asphaltic limestone to which asphalt has been .added, rates were 
prescribed from certain Alabama points to Official Territory· in 
Alabama Asphaltic Limestone Oo. v. Akron & Barberton Belt R. R .. Oo~, 
194 I. C. C. 273 (1933). The basis prescribed was the same as pre:
scribed within the South on crushed stone or slag mixed and coated. 
with asphaltum and lime. Substantially the same .basis has been-' 
voluntarily established, in the form of numerous point-to-point rates, 
on asphaltic sandstone to which asphalt has been added, from Ken..:. 
tucky points to points in Official Territory .. · ' · 

No scales or general levels of rates have been prescribed.on bitu
minous rock from the South to Official Territory, although the carriers 
have voluntarily established numerous point-to-point commodity 
rates from certain Kentucky points on a lower level than. the Southern 

· level, which was also voluntarily established .. · · . . · · · . . · · ; 
' ' 

OFFICIAL-WESTERN TRUNK-LINE· : i • 

; I ';;. / ' \: ·, 

The Commission prescribed two levels of rates on sand, and gra veil 
and on crushed stone between small portions of these territories. 
The lower was prescribed for both single- and joint-line application on 
crushed stone from Iowa and Missouri to illinois in Dolese. Bros .. Oo ... 
v. Atchison, Topeka and Santa Fe Ry. Oo., 89 I. C. C. 110 (1924);'8.nd 
Missouri Gravel Oo. v. Chicago, Burlington & Quincy R. R .. Od., 132 
I. C. C. 200 (1927), and was slightly higher than the Central Terri•, 
tory single-line scale. The higher level of .rates ·was prescribed ori. 
sand and gravel from Illinois and Missouri to Iowa in McGratk Sand 
and Gravel Oo. v. Atchison, Topeka and Santa Fe Ry. Oo., 165 I. C. C.454 
(1930), and in Terry & Lewis Sand and Gravel Oo. v. Chicago, Burling
ton and Quincy R. R. Oo., 168 I. C. C. 623 (1930) ... Th~ single-line 
scale prescribed in this case was approximately -104 percent of the 
Central Territory scale, but the~oint-line scale wasslightlylower"than. 
the Central Territory joint-line scale. · 

SOUTHERN-SOUTHWESTERN' 

· There ~ave been no through rates prescribeJ. or publish~'d oh sa~d, 
gravel, crushed stone~ or slag between Southern and Southwestern 
Territories. ' 

On asphaltic limestone from certain points in Alabama to the 
Southwest a scale of rates was prescribed in Alabama Rock Asphalt~' 
Inc. v. Abilene & Southern Ry. Oo., 176 I. C. C. '555 (1931). This 
scale was the same as the Southwestern scale on asphalt. ro~k and 
crushed stone partially coated. · : 
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· The carriers have voluntarily published rates on asphalt rock and 
limestone to _which asphalt or road. oil had been added, from Oklahoma 
and Texas to Mississippi, on the same basis as voluntarily published 
on t>ituminous rock within the South. See Asphalt Rock from Okla
homa and Texas to Mississippi, 246 I. C. C.· 219 {1941). This is the 
highest level on this description of road materials applying either 
·intra- or inter-territorially, and approximates 118 percent of the level 
applying from Alabama and Kentucky to the Southwest. 

On asph~tic limestone, to which asphalt has been, added and on 
gravel, crushed stone, slag, or sand, mixed with asphalt and ti;e, the 
.carriers have voluntarily published from certain Alabama points to 
points in the Southwest the same seal~ as was prescribed within the 
.Southwest on asphalt rock and stone, partially asphalt covered. A. 
higher basis has been voluntarily published from Kentucky on bitumi
nous rock, aSphaltic sandstone, and asphaltic limestone, to which 
asphalt has been added. · · . 

WESTERN TRUNK-LINE-SOUTHERN 

. No joint through rates have been prescribed or published on sand, 
_gravel, crushed stone, and slag, between Southern ari.d Western Trunk-
Line Territories. . 

· No rates have ·been prescribed on asphaltic sandstone, asphaltic 
limestone, asphalt-coated stone, and bituminous rock, althou~h the 
.carriers have voluntarily published a considerable number of pomt-to
point commodity rates from producing points in Alabama and Ken
tucky to Western Trunk-Line Territory on a higher level than has 
been pre~cribed withiri any territory or mterterritorially. 

SUMMARY 

Except for short distances, the interterritorial movement of road
building materials is confined to the higher grade materials. The 
destination-level basis is used in constructing the interterritorial rates 
in some instances when competitive road-bUilding materials are also 
found in the destination territory . . , 

0. SALT 

· Interterritorial rates on salt were .prescribed in Docket 17000, Rate 
Structure Investigation, Part 13, Salt, 197 I. C. C. 115 {1933). 

OFFICIAL--SOUTHERN 
• 

From Official Territory to Southern Territory the general basiS 
prescribed by the Commission in Docket 17000, part 13, was 16 per
cent of first class on bulk salt, and 20 percent of first class on ·package 
salt. From Central Territory points, therefore, the salt rates are 
tied to the interterritorial K -2~ 1 basis of constructing in terterritori:U. 
class rates. From New York points to the South, however, where the 
class rates are based on key-point rates and not on the. K-2-Q-1 
formula,.the Commission did not prescribe salt rates as percentages of 
the first-class rates, but as percentages of constructive first-class rates 

·that would result from ~pplying the K-2--Q-1 formula. Thus the 
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rates from Official Territory to the South were all placed on the same 
basis. · ·· 

The 16-percent and 20-percent basis is the basis applied on -salt 
within the South. The application of this basis to the interterritorial 
K-2--Q-1 first-class rates makes the interterritorial rates 'in general 
slightly lower than the basis applicable within the South, but higher 
than the level prevailing in Official Territory. - _ 

Since no salt is produced within Southern Territory no rates were_ 
prescribed from the South. 
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approximately 12tl and 127 percent of the Official Trrritor:r, lcYrl on 
bulk salt and package salt, rrspt'ctin•ly. Tho basis pn•scrlL<'d from 
Kansas to Central and Illinois Territories is tho same ns tho bnRis 
prescribed to tho same destinations from producing points in the 
Southwest. , · , 

. BOUTHWJI:STJ:RN-WESTERN TRUNK-LINE. 

· In Docket 17000, Pnrt 13, tho Commis~ion prcscribt.•d from tho 
·Southwest to \rcstrm Trunk-Lino Territory, 17.5 percent of tho thrn· 
existin~ intertrrritorial fi..St-class rates on bulk salt, and 22.5 P('rccnt 
on pactta~o salt, except to destinations in zona l and extended zone 
C wht're the above percentages were applied to tho zone l sculo of 
flrst-class rates, subjrct to ccrtn.in maxima.. 

.. BOUTHWJ:STERN-SO'UTllERN 

- ln_prrscribing salt rates from .the Southwest to points in tho South 
tho Commission prescribed 16 rerccnt of tho fust-claRS rates that 
would result from applying tho Southern K-2 scale to the whole dis.
tanco, plus distance arbitraries set forth in the rt'port for tho portion 
of tho haul in Southwestern Trrritory. On ·package salt tho basis 
prt'Scribcd was: 20 percent of first class under tho K-2 scale, plus 
arbitraries. The effect of making these ratrs o. percent of constructive 
first-class rates based on the SouthE'r}l K-2 scale was. to p!Jt ~hem on 
the same level as the rates from \\estern Trunk-Line Territory to 
the South. These rates are higher than tho Southern level but lower 
than the level within Southwestern Territory. Arbitrarirs wcro 
authorized for the .Florida Peninsula. . Uatcs constructed on these 
bases, subjected to the general authorized increases nrc the rates now 
in effect. 

WESTERN TRU1'lK-LlNE-SOUTHERN 
' I . 

At the time of the decision in Docket 17000, Phrt 13.:... there wrro 
no joint through class rates from 'Vestem Trunk-Line Territory to 
points in the South. In prescribing rates on salt from Kansas produc
mg points to the South the Commission made the rat£'s in rrlation to 
,constructive frrst-class rates based on tho Southern K-2 scale plus 
arbitraries for tho portion of the haul in 'V rstem Trunk-Line Ter· 
ritory. The rates on bulk salt were prescribed on the basis of 16 per
cent of first class, and on package salt 20 percent. This is the same 
basis as was prescribed from the Southwest and puts the rates from 
the two territories to the South on the same lcvrl. The rates are tho 
same percent of first class as apply from Official Territory to tho 
South but since the latter are based on the K-2-Q-1 scale the rates 
from Official Territory to the South are lower than the rates from 
Southwestern and 'Vestem Trunk-Line Territories. 

WESTERN 'l'RUNK-LJNE-MOUNTAIN·PACIJ'IC 

From ~oints in Western Trunk-Line Territory to points in ~foun
tain-Pacrfic Territory the Commission prescribed 20 percent of the 
'Vestem Trunk-Line zone III flfst-clnss scale on bulk salt, and 25 
percent on package salt, subject, however, to the rates found rcason
·able from Utah to zone III of 'Vcstern Trunk-Line Territory as 
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maxima at intermediate points in :Mountain-Pacific ,Territory, and 
except that the rates from the Kansas. producing points to Cheyenne, 
'Vyo., should not exceed the rates found reasonable from certain Uta~ 
points to. Cheyenne. To points on narrow-gauge lines combination 
rates were prescribed. · 

SOUTHWESTERN-MOUNTAIN-PACIFIC 

From Southwestern Tertitory to ~fountain-Pacific Te:ci.tory the 
Commission in Docket 17000, Part 13, prescribed the same basis as 
that from 'Vestern Trunk-Line to 1Iountain-Pacific Territory, namely, 
20 perc.ent of the Western Trunk-Line zone III first-class rates on 
bulk salt, and 25 percent on package salt. · .. 

SUMMARY 

Interterritorial rates on salt are generally made a percent of existing 
or constructive first-class rates, and in most instancei represent a 
blend of the origin and destination levels. The adjustments as pre
scribed by the Commission reflect the competition between salt-pro
ducing points in Official, Southwestern, and Western Trunk-Line '
Territories. 1Iarket competition, furthermo.re, has resulted in some_ 
departure from the prescribed bases to equalize with rates from other 
producing areas. - · 

P. ScRAP IRoN 

Between Official and. Southern Territories the carriers have· ~stab
lished a class 11 or column 20 rating on scrap iron.: This basis resillts 
in rates which are higher. than the levels in either Official or Southern 
Territories. 

From the Southwest to Western Trunk-Line Territory the same 
basis applies as within the Southwest, i. e., 15 percent, and 12.5 per~ 
cent of first-clas8·, with carload minima of 50,000 and 75,000 pounds, 
respectively. These percentages apply to the first-class rates originally 
prescribed in the Consolidated Southwestern Oases, not to the scale · 
prescribed later in the twenty-first supplemental report. , , · · . 

From Western Trunk-Line to Eastern Territory the Weste:r:n 
Trunk-Line basis applies, 15 percent and 12.5 percent of first class and 
results In interterritorial rates lower than the Official Territory leyet 

' .. 

Q. SuGAR 
\ i 

The location of sugar refineries o:ri the Atlantic, Gulf, and Pacific 
Coasts, and in the sugar-beet areas in the West, with many of the large 
consuming markets in the interior, has made competition between the 
refineries for interior markets very intense. l This competition has 
affected the rates on sugar, particularly on interterritorial shipments. · 
The general bases of interterritorial rates on sugar are described 
below. 

OFFICIAL-SOUTHERN . 
As pointed out elsewhere, the general basis of rates on sugar is the 

same in Official and Southern Territories; namely, about 22 percent, 
on the average, of the Southern scale of first-class rates. The same 
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basis applit'S ~n_ trnffic bt'twccn the South and Official Tl'rritory. 
This bas1s was ~pn>scribcd in Suga1' from Gulf Coast Ports to Northern 
PO'~nts, 23-1 I. C. C. 2-17 (1939}. Rates from New Orll'ans and other 
rcfincry points in Louisiana, and from lllnkdy and ~Iobile, Ala., 
Pensacola, Fla., and Gulfport, :Miss., to Chicago and St. Louis, have 
bc€'n tstablishec.l to meet -water competition on a basis which is lower 
than would rcsult from the o.pplicatton of 22 percent of tho Southern 
first-class rate for the same dtstancc. In order to avoid violations of 
section 4 of the Interstate Commerce Act these reduced rates also 
apply to many points intermediate to Chicago or St. Louis. 

WESTERN TRUNlt•LlNE-SOUTllERN 

Rates on sugar have been prescribed from specific points in the 
States pf Colorado, Nebraska, and 'Vyoming to points in Alabama, 
Kentucky[ ~Iississippi, and Tennessce, on the basis of 30 percent of 

' the first-c ~ss rates origi!lally prescribed in Consolidated ~O'Uthwestern 
· Ca,'lt~. Tlus ·was done m Alabama Grocery Co. v . .Atch1son, Topeka 
and Santa Fe Rail,u:ay Co., 192 I .. C. C. 159 (1933), 197 I. C. C. 726 
(1933), 222 I. C. C. 123 (1937). A comparison of a considerable 
number of these rates with the level generally prevailing cast of the 
~lississippi Rivt'r shows them to avrrage about 154 percent of the 
latter. These rates, however, have aince been voluntarily reduced 
by the carriers by reducing intraterritorial rates to and from the 
1\lississippi. River crossings. This results in lower combination rates 
than the through rates onginally prescribed by the Commission in the 
Alabama GroceT'JI case, but higher than either the '\Vestem Trunk-Line· 
or Southern intraterritoriallevel. . · 

SOUTBWESTERN-OFJ'lClAL 

~ From Southwestern Territory to Official Territoey the sugar rates 
were prescribed on the basis of 30 percent of first class in Consolidated • 
SO'Uthwestern Ca8e81 1231. C. C. 203 (1927). From points in Louisiana 
west of the 1\lisstssippi River, in the immediate vicinity of New 
Orleans~ to points in ca8tem Indiana, Ohio, and tho southern peninsula 
of 1\Iichigan, the Commission has approved the same level as applies 
in Southern and Eastern Territories, i. t., 22 percent of the Southern 
intraterritorial first-class rates for the same d1stance. This 'Was done 
in Sugar from LO'Uisiana to Central Territory, 246 I. C. C. 775 (1941). 

WESTERN TRUNK·LlNE-SOUTHWESTERN 

Between Western Trunk-Line and Southwestern Territories rates 
were prescribed on the basis of 30 percent of first class in the Consoli· 
dated SO'Uthwestern Cases, 1upra. Since that time, however, tho rates 
have been reduced to an average approximating that presently 
obtaining within the Southwest, which 1s about 22.5 percent of the 

. first-class rates originally prescribed. . 

TRANSCONTlNENT AL 

The long distance from Pacific coast refining points to the principal 
su.gar-consuming areas has resulted in transcontinental rates on sugar 
which are on a lower basis than found elsewhere in the United States. 
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Table 130 shows rates from Crockett, Calif., to Chicago and St~ :· 
Louis, and compares them with the first-class ~ates .and also witl;t the 
Eastern and Southern basis of sugar rates. . · 

The transcontinental adjustment has been based on Chicago, the 
largest interior market for sugar. The rates to Chicago are made in 
relation to those from ~ew Orleans, with the· rate from California. 
points about 30 cents over the rates from New Orleans. Temporary. 
fourth-section relief has been granted to enable the transcontmental 
lines to maintain a rate to Chicago which is related. to the New 
Orleans-Chicago rate. · ' ·, · 

SUMMARY 

The location of sugar refineries at points on the Atlantic, Gulf, and 
Pacific coasts, and in Western Trunk-Line Territory, has made com-' 
petition keen for interior markets. This situation accounts for .the 
uniformity of rate levels within and between Southern and' Official 
Territories, and. the prescription of rates from Louisiana producing 
points to certain destinations in Eastern Territory on the same basis .. 
The competitive situation also accounts for lower rates voluntarily 
maintained on sugar from New Orleans and points grouped therewith 
·and from the Pacific refining points to Chicago, St. Louis~ and other 
points. 

·" , ..... 
TABLE 130.-RateB on augar, in carloadB, from California to Chicago, Ill., and to 

St. LouiB, Mo. . · · ·. 
[Rates in cents per 100 pounds] 

----------------------------------------------------------------------------------~ 
Distance (miles) ___ ••• ----------------------_ .............. ----------_ ••••• --------~-
First-cia.•! rate .•• :.----------------___ ·"'--------------------------------··------Commodity rate: 

Minim urn 60,000 pounds .• --------------------- _____ -----------·--------"'---
Minimum 80,000 pounds._ •• ------------------------------------------------Relation of commodity rate to first class: 
l\flnlmum 60,000 pounds ••••••••••••••••••••••••• , ••••••••••••••••• percent.. 
Minimum sotooo pounds. __ • __ •. ___ -------- ---------------------------do •••• 

Rate on Eastern oasis •: Minimum 60,000 pounds .. ---------------·····---------·-

From Crockett,..Callf.• 

. 
To--Cht- To-St. 
cago, Ill.l ~uls, !4o.l' 

'i2,'m I 
1

12, 041f 
4 561 ·. 4 54~ . 

I 74 ' I 74 
170 I 70 

13.2 13.6 
12.5 12.8 

82 80 

' Rates from Crockett, Calif., also apply from other California shipping points. 
t Rates to Chicago and St. Louis also apply to other points in Ulinois Territory. 
• These distances are the average distances from Los Angeles, Sacramento, Ban Diego, and Ban Francisco. 
4 Klpp's I. c. C. 1453. · - ' ' , 
• Kipp's I. C. C. 1483. ' • , 
' 22 perce~t of Southern X-2 first-class rate, Increased 10 percent and extended beyond 1,500 mUes. 

R. GENERAL OBSERVATIONS' ON INTERTERRITORIAL COMMOD,ITY-RATE ' 
. STRUCTURES 

~ 

The various interterritorial commodity-ra'te structures described 
above demonstrate the wide variations in the structures, and in the. 
relation of the rates to intraterritoriallevels. · 

Some interterritorial cori:unodity rates are combination rates, made 
by combining the local rates to and from border points. When intra
territorial distance scales are used in the construction of combination 
rates, higher rates usually result than would be obtained by applying 
either intraterritorial scale for the whole distance. This result is 
due to the fact that under most distance scales the rates do not, in-

' I 
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t'rcasc in e~act proportion to distance, and hrnco the ro.to for two 
shorter hauls ";u be considerably higher than either scale ro.to for 

· tho rombined distance. 
Somrtimrs intertrrritoria} commodity ratl'S are· combinations O[ 

proportional ratrs 10 which arc lowt•r than local ro.trs. J1~Yl'n tho use 
of surh proportional ratrs, ·howc,·rr, commonly rrsults in highrr 
mile-for-mile 11ltl'S than WOU}d n'SUlt from applying f.'ithet intrater
ritorial scale for the whole distance. 

,,_.h~n interterritorial commodity rates nrc throu~h ratl's they mn.y 
be constructed on varying bast's. Sometimes thry o.ro tird to the 
interterritorio.l class rates by bring made a crrtaiu p(~rcl'nt of the intl'r· 
trrritorial first-class rates. In somo insto.ncrs they nro related to 
constructive first-da.ss rntrs, instead of to nctual first-class rates. In 
a few instancrs they arc constructed on special scales, which apply 
only on the particular commodity, and which haYo intertrrritorial 
application. Somctimrs they nro constructed on tho basis of tho 
scale applicable in the lower-rated trrritory, plus nr~itrari(•S for dis· 
~o.nccs m tho higher-rated territory. Somrtimcs they aro mado either 
on a point-to-.point or a group basis, with the rates not related on any 
consistrnt basts to intratcrritorial leYcls. 

Tho intcrtcrritoria.l commodity rntrs arc o!trn on tho level of tho 
rates applying either in the higher-rated or in the Iowcr-ratrd territory. 

·In some instances they are higher than tho lcYcl prcYailing in either 
territory. In other instances the intertcrritorial rat<'S nro a blend of 
the intratcrritorial leYels. This blending is sometimt'S attained by 
the use of a scale that. is higher than the scale in the lower-rated 
terri~ry, and lower than the scale in the highrr-rated territory. 
Blending of two intrnterritoriallevds is sometimes brought about by 

. the use of the scale applicable in the lower-rated territory, with ar
bitraries added for the portion of the haul in the higher-rated territory. 
Blending may also be attained by tying the intcrtcrritorial commodity 
rates to interterritorial first-class rates. • · 

In sonie instancrs the interterritorial scale or basis of rates applies 
between the two territories, i. e., the rates are the samo in both 
directions. In other cases, the levels are different in one dirrction 
than in the other. 'Vhen the latter situation is found it is frequently 
due to the application of the destination-level basis, i. e., tho rates 
from the higher-rated to the lower-rated territory will be on tho level 
obtaining in the lower-rated territory, while from the lower-rated to 
the higher-rated territory the higher level will apply. This method 
of constructing irterterritorial rates is in striking contrast to the 
construction of interterritorial rates on some basis that blends the 
two intraterritoriallevels. 

lntcrterritorial commodity rates, in many instances, 'are not con· 
structed on a strictly distance basis, but refl£'ct competitive adjust· 
ments of one sort or another. The equalization of rates on cotton 
piece goods from Boston, Atlanta, and Southwcstrm points, to 
Chicago; th& rates on certain fertilizer matrrials from the Southwrst 
and the far 'Vest; the rates on sugar from New Orleans and from the 
Pacific coast to Chicago, St. Louis, and other points; rates on lumber 
from the South, and Southwest, and tho Pacific coast to various 

It Proportionalmtet are rates whlcb are ditTcrent from the Jooal rates betweeu. the aame polnta and whlcb 
appiJ only on trame eominl trom Ill' clestlned to points beyond. 
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Eastern points; the rates on salt from competing producing areas are, 
prominent examples which have been mentioned in preceding pages.' 

On many of the commodities studied the Commission has prescribed ' 
interterritorial rates between some or all of the principal rate te'rri.:.. 
tories. In some instances, however, rates lower than those prescribed 
have been voluntarily established. by the- carriers. The rates pre- .· 
scribed by the Commission on different commodities are' constructed on 
many different bases, a.nd with varying relationships to the intrater;;, 
ritorial rates in the origin and destination territories. ; In some 
instances they are tied to the interterritorial first-class·rates and ~re~ 
therefore frequently subject to the same criticisms that have been 
made of the interterritorial class rates. · 



CHAPTER VIII 

ECONOl\IIC EFFECTS OF DifFERENCES IN RATE LEVELS 
AND ·or TilE STRUCTURE OF INTERTERRITORIAL 
FREIGIIT RATES 

A. STATEMENT o:r Tn·m PaonLEM 

The existence of regional differences in class-rate levels, and the 
construction of intertenitorial class rates on a basis which is generally 
a blending of the intraterritoriallevels, crco.trs difficulties for manu
facturers and jobbers in the highf'r-rated tenitorics. Rrgionnl 
differences in tile levds of commodity ratrs, and tho structure of 
many interterritorial commodity rates, sometimes create similar 
difficulties. On shipments into· the lower-rated territories the pr~ 
ducers located in a higher-rated territory often fmd that they nrc at a 
disadvantage in· competing with mamilacturrrs who enjoy a lower 
level of freight rates. Even if the market area of tho producer in tho 

· higher-rated territory is not restricted by the highrr rates, ho may 
nevertheless be obli~ed to absorb all or part of the difference in rates 
in order to retain nis market. hfanufacturers in the hi~her-ratcd 

·territory may also find that their costs of productiQn arc htgher than 
' those of competitors in low-rated areas to the extent that they draw 

raw mnterials from the lower-rated territory and must therefore pn.y 
the higher interterritorial freight rates thereon. ManuCo.cturers in 
the higher-rated territory, therefore, may be faced with a cost-or
production disadvantage, resulting from high· rates on certain rnw . 
materials drawn from other territories, as well as a freight-rn.te dis· 
advantage when shipping into the lower-rated territory. Jobbers 
who purchase manufactured articles from a lower-rated territory face 
similar disadvantages when competing with jobbers in lower-rntcd 
areas. 

Although these rate disadvantages may restrict the market areas of 
producers in the higher-rated territory they cannot be condemned if 
the differences in rate levels are justified by differences in transporta
tion conditions. Producers in the higher-rated areas may not demand, 
as a matter of right, rates which will place them on a competitive 
equality with producers in the lower-ratf'd territory when differences 
in transportation conditions warrant differences in rates. It shoul" 
not be overlooked, furthermore, that producers may be willing to 
locate in the regions having higher rates in order to take advantage of 
other conditions which may make costs of production low, such as 
lower wages1 low fuel or power costs, or nearness to raw material~. In 
such cases tne higher rate levels may be easily borne by the producers 
in the higher-rated territory, although this fact does not warrant the 
maintenance of higher rates than are justified by differences in truns
~rtation conditions. 

·When differences in rate levels are not justified by differences in 
transportation conditions, however, the producers in the higher-

222 
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rated areas who are trying to compete with those in lower-rated areas 
have a valid complaint against the rate structure. . They are entitl~d 
to relief even if there are other factors affecting t.heir costs of produc
tion which are more favorable than those of their competitors in·the 
lower-rated territory since rates should not be made to offset natural 
advantages of location. · ·. · . · .' 

The difficulties encountered by· manufacturers and jobbers who 
find themselves handicapped by rate differences account for· the heat 
which has been engendered by controversy over the interterri,torial 
rates. The rate disadvantages to which producers in the higher-rated 
areas are frequently subject when they attempt to sell in the lower ... 
rated areas may affect decisions regarding the location of industrjes, 
and in the case of industries already existing in the higher-:-rated areas, 
may restrict expansion and limit profits. • . , . . . . 

Some of the critics of the present rate structure attribute the con-. 
centration of industry in Eastern or Official .Territory to. the existing 
differences.in rate levels and to the structure of interterritorial rates. 
They further explain the lack of industrial development in the South 
and West by the higher rate levels prevailing in those areas. . To sub
stantiate these claims statistics of population, income, value added by 
manufacture, and the like, are shown by territories, ~nd these figures 
indicate, as will be shown presently, a marked concentration of popu
lation, income, and manufacturing in Official Territory. Such figures,· 
however, do not prove that the situation disclosed has been brought 
about by differences in freight rates. . . 

Defenders of the present rate structure, on the other hand, are 
prone to emphasize the more rapid growth of manufacturing in th~ 
South and in portions of the West in recent years 1 as ·proof that 
freight rates have nothing, or very little, to· do with industrial de
velopment, and that industry in those areas has not been retarded 
by the existing freight-rate structure. This line of reasoning fails to 
recognize that the growth in industry may have· o'ccurred in spite Of 
the rate disadvantages, and might have proceeded even more rapidly 
under a different level and structure of rates. 

It is frequently contended, and with some truth, that regional dif
ferences in freight rates are the result, and not the caus¢, of differ
ences in the economic activity in the different rate territories.· This 
position has been strongly urged in statements filed with the Board 
by interested parties.· • · · · .. · · · · · · · 
· That railroads in any region should make freight rates favorable 
to industrial and other groups located in that area is to be -expected. 
It results partially from the fact that the organized economic interes_ts 
of an area make their needs known to the railroads, and . can ~~ert 
considerable pressure to obtain favorable freight-rate adjustments. 
The interest of the railroads in a given are~ furthermore, is often 
best served by making such adjustments in freight rates as may be 
necessary to enable producers in that area to obtain as wide a distri
bution of their products as possible. The comparatively low rates on 
·manufactured articles in Official Territory have been explained in· 
terms of the interest of Northern railroads in fostering the industries 
which were already located in that area. Higher rates on manufac:
tured articles in the South can be explained partly by the lack· of 
manufacturing in that area; and the low rates in the '8outh·onmi!-1J.Y 

I See appendix 1, table IX. 
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raw matrrials and other products may b~ dur, in part. to tho intl'rrst 
of the South· in these products. Southrm and "~rstrrn rail&'Oa.tb 
daim that thl'J' are solicitous of the inten•sts of producers in their 
trrritorirs, and • that thl'-v make favorablo rates{ by classificntion 
l'Xcrptions or by commodity ro.trs, to rna.ble pro( uce:rs to sdl thl'ir 
prouucts in competition with producers in other areas. In this way, 
·It is argul'd, the rrgionn.l difrcrrnces in economic activity nrc the 
cam~e ol the di1Tenncrs in frt•ight rates, instrad of diffcrrnc<'~ in 
freight rntrs bring the co.uso of diifrrl'nccs in economic activity. 
The truth of the mattrr is that the freight rntl's are both causo and 
effect. 11 they did not hnvo the effect of aiding produrrrs in thf.' arl'as 
concrmed it would not. be necessary to grant favorable freight ratrs 
to them. The rrsult , of the situation described is that tho rate 
structure tends to perpetuate the particular rrgional specialization 
whlrh has existed in an area. Ncwt>r rconomio intrrl'sts in o.n area 
must frequrntly make their way ago.inst rate handicaps growing out 
of the prevailing rate adjustments. 

Defore turning to a consideration of tho importance of frei~ht-rato 
differences in Pxplaining the economic and industrial actiVIty of o. 
rrgion, a general ·picture of tho regional differences existing in tho 
United States should be presented. 

D. REctONAX. SFECJALnATJON JN TilE UNITED STATES 

Table 131 shows . the distribution of population and income by 
freight-rate trrritorics .. In the construction of this tablr, and of 
otht-rs in this chapter, some inaccuracy results from tho fact that tho 
statistical data are published by States, and some States aro split by 
rate territoriE's. }'or the purpose of these tables, howrver, such 
States have been placl'd in the freigbt-rato territory which scemed 
most aypropriate, 1. e., grnerally in tho territory in which the ]n.rgcr 
part o the State lies. It also SE'emf'd "desirable to erparo.te the · 
Pacific Coast States from the rest of ~fountain-Pacific Tt:~rritory be
cause of the difl'erences in the economic charn.ctcristics of that area. 
The remainder of 1\lountain-Pacifie Ten-itory is refrrrcd to ns Inter
mountain Territory. It also seemed advisn.blo to place ~fontana and 
""yoming in Intermountain Territory, although a largo part of the 
former and practically all of the latter arc in ""estern Trunk-Line 
Territory, as shown. on the map of class-rate trrritorics.2 These 
areas, however, are mostly in zoi1e IV of ".,.estern Trunk-Line Terri
tory, which has a higher rate level than the rest of \Vrstcm Trunk
Line Territory. The extension of the \Vestem Trunk-Line basis of 
ci~s~ rates to those areas, furthermore, is of comparatively recent 
ongm. 

'!'he States which are split by boundaries of class-rate territories 
have been tnated as follows: 
Virginia-Official Territory 
Kentucky-Southern Territory 
Michigan-Official Territory 
Wisconsin-Western Trunk-Line Terri-

tory 
Missouri-Western Trunk-Line Terri

.tory 
•F.J. 

Louisiana-SouthweAtem Territory 
New Mexico-Southwestern Territory 
Colorado--Western Trunk-Line Terri .. 

tory. • 
lTtah-.:.Jntennounta.in Territory 
Wyoming-Intermountain Territory 
Montana--Intermountain Territory 



INTERTERRITORIAL FREIGHT RATES 225. 
,.. '. 

TABLE 131.-Distribution, by States and freight-rate territories, of population 
and income for 1940 1 

Population 

Numbet 
' 

United States .••.••••••••••••••••••.• ----------------------- 131,669, Zl5 

Percent 
;, of 

· United 
States 
total 

100.00 

Incoine 

Amount 
(000,000. 

omitted) 

$75,512 

Percent 
of 

United 
States

. total 

100.00 
Official Territory: 1=======1======1=====·1======= 

Connecticut.............................................. 1, 709, 242 1. 30 1; 477 1." 96 \ 
Maine .... -------------------············---------------- 847, 226 1 : • 64 l · 428 ,. 57 
Massachusetts .. ----------------------------------------- 4, 316,721 3. 28 3, 271 . 4. 33 
New Hampshire .. --------------------·------------------ 491, 524 • 87 275 .• 36 
Rhode Island •• -------·--·-········-······--·--·····--··· 713,846 , 54 • 521 • 69 
Vermont. ______ ._ •. _ ••••••• ~--· ••••• ---- •• ------· ••••• ---l-:::-7.35:::9~, 23=1-1--:---::-:-· 2:-:7+-::--::19::;5:-l----:~· 2::=6 . 

Total, New England................................... 8, 437,290 6. 41 6, 167 . 8.17 · · 
1=======1======1=====•1====== 

Delaware ... -------········-·-······------------~---·-··- 266,505 •• 30: .20 . 224 
District or Columbia .••••..•..•••••••.•••••••••• ________ 663,091 1.12' · ..• 50 845 
Illinois ..•••••••••••••••••.•••••• : .•••••••••••••••• ·------- 7, 897, 241 7. 23 .· 6.00 ~6,462 
Indiana ..••••••••.•.••..•.••••••••••••••.••••• __________ 3, 427,796 2. 50 2.60 1,890 

~r~?t::.·:::::::::::::::::::::::::::::::::::::::::::::: ~: ~~~: ~ . !: ~g 1.'38 1,208 
3.99 3,.66 

New Jersey---····-···-····-····--·-··--·----'------------ 4, 160,165 3. 99 3.16 3,011· 
'l-1,543 New York ...................................... "·····--·-· 13,479,142 15 . .,29 

Ohio .......................... ········--·-···---····---~- 6, 907, 612 II. 90 
10.24. 

5.25 4,453 
. P~nns;rlvanla ••••••••••••••••••••••.•••••• ~----~----··--- 9, 900,180 .: ~ 8.19 
VIrglma ............................................ ~----- 2, 677,773 1. 50 

; 7.52 6,185 
2.03 1,135 

West V lrglnla .•••• ____ ••• --- •• __ ..... T • ••••• ___ ------ •••• 1-:::1-:-, =90:::1-:-, 9:::7:-:4-l---::-:--:::::-·l-~=-==-·l---=-1~·~01 
Total, OIDcial ..••••• ----------------·-·J···------------ 66,796,119 61.38 

-1.44 764 
50.73 46,353 

Southern: . . 1=====1======1=====1==== .- · 
Alabama •••••••••••••••.••••••••••••••••••••• ~---·---;... 2, 832,961 2.15 748 - • 99 
Florida................................................... 1, 897,414 1. 44 888 1.18 
Georgia.·-----···········--·-····-·······------------···· 3, 123, 723 2. 37 ·1, 006 l. 33 
K(';nt.uc)cy --··--------------------·--·--··--·-····<>··----- 2, 845, 627 2.16 

4
9!! 1. 25 

MJSSISSippL ................................ ~.----------- 2, 183,796 1. 66 "'' • 57 
North Carolina.------·····-----·--------···----·-··--··· 3, 571,623 2. 71 1, 136 1. 50 
South Carolina........................................... 1, 899,804 1. 44 · 534 • 71 
Tennessee ................................................ 1-:::2:"-, -:::91:::5'-:, 8:::4

7
1_1_-.· :-:2-:. 2:-:1:-l---:' -::94-:::9:-l·---:1:-. 26~ 

Total, Southern. •••••• - ................................ 21, ZlO, 789- 16.15 6, 629 8. 78-
Western Trunk-Line: 1===;:===1======1====1======= 

Colorado ..•..••••.•.•••.•.••••••••....•••••• .:............ 1, 123,296 :. SS .76. 621 
Iowa..................................................... 2, 538,268 1. 93 
Kansas ...................................... "·----------- I, 801,028 1. 37 
Minnesota............................................... 2, 792,300 . 2.12 
Missouri. ••••.••••••.•.••••.•••••••.•••••• ·•••••••••••••.. 3, 78-l, 664 2. 87 
Nebraska ... ------------···----------------------·-···"·- 1, 315, 834 1. 00 

. North Dakota ............................... ~----------~- 641,935 ,49 
South Dakota. •••••••••••••.•••••••••• .t.................. 642,961 • 4:9 

1;197 ..:··, • 1. 59: 
753 1.00 

1,473 1.95 
1,890 

' .. '· .. 2.50 
585 : .. '77 
.247 ;,33 
248 ·.33 
162 . ... 21 ~~~r!siL:::::::::::::::::::::::::::::::::~:::::::::::: 250, 742 2: ~~ 

Total, Western Trunk-Line ________ ------------··-----~~1:~:-=-~~:".:-7:..', !;,..,~-::~-l--1:-:3-:. 6::-::9:-l·--:'-::-::-:!"·l--'::-::'"'= 
1,690 2.a4 
8,866 • 11.74 

Southwestern: 
Arkansas................................................. 1, 949,387 1. 48 
New ?\fexlco .••.•••••••• _................................ 531,818 • 40 
Oklahoma................................................ 2, 336,434 1. 77 

494 .65 
'190 .25. 
828 1.10 

2,715 3.60. 
830 1.10 i~~S:i8-na::::::::::::::::::::::~::::::::::::::::::::::::: ~: :M: :~ t ~b 

Total, Southwestem •••••• - ••••••••••••••• : ••••••••••.• 1--=-:13-:-,759:-:6:-, =-34:::3:-l"'--=-1o=-.-=3'::-3·l--::r::--:=-·l-''---:--:::: 5,057 6.70 
Intermountain: 

Arizona.................................................. 499, 261 • 38 
Idaho.................................................... 524,873 • 40 
Montana................................................. 559, 456 • 42 

240 .32 
248 ' ·.33 
325 .43 
106 .14 Nevada................................................... 110, :H7 .• 08 

Utah .. ---------------------------------------------------1_;_55.:..:...:.o,:....::n..:..o=-1 __ _:.·..:..42~+-..,......,-:-::-·l---::-::-:: 
Total, Intermountain .•••• ----------------·------------ 2, 244, 147 1. 70 

268 .35 
1,187 1.57 

Pacific: l=~,;,.,==l=====l======l======= 
California ............................... ~---------------- 6, 907,387 5. 25 6,680 

639 
7.52 
.85 W:til:iiioii::::::::::::::::::::::::~:::::::::::::::::::::: 1, 089,684 1: g~ 

Total, Pacific ••••••••• ----------------------: •••••••••. 1 -~.,:..:...:.~.,.,::..:.:=-~:..,~:-l--.-7=-.-=3-:-9-l-~:-:--:-:::::-+--:---:--:::::: 
1,101 1.46 
7,420 9.83 

Total, Western •• --------------·-···········----------- 43,602,367 83.12 22~ 530 1 29.84 

I u. 8. Department or Commerce, Bureau of the Census, Sixteenth Census or'the United States, 1940, ' 
and .Frederick M. Cone, Income Payments by States, U.s. Department of Commerce, Survey of Current 
Business, August 1941, pp. 15-17. 

90454-43--16 



226· INTERTJ:RRITORIAL J'RI:IGIIT RATES 

It. will be observrd that Official Territory contains slightly over 
~0 pt'rcent. of the population of the country, and has slightlv ovrr 61 
}>t'rtrnt of the income. The table also shows that the l'acific Coast 
States and Official Territory have a larger ~roportion of tho total 
income of the country than of population, wh1le the other territories 
show a smaller proportion of income than of populp.tion. 
. Table 1~2 sh?~s t~1e numbe~ of prrsons rmployed. in various linrs 
()I econonuc act1v1ty m the Umted States by temtones, and the per-i 
~t'nt of the Unitrd States total in each territory. The table shows 
that 69.36 percent of the prrsons employed in manufacturing in tho 
United States in 1940, were in Official Territory. Southrm Territory 
ranked second, having 11.89 percent of tho country's population which 

.. is t'mployed in manufacturing. 'Vestern Trunk·Line Trrritory had 
8.20 percent; the Pacific Coast Statrs, 5.95 __percent; Southwrstrrn 
Territory, 4.05 percent; and Intermountain Territory, 0.54 percrnt. 
Of the total number of 1;1ersons rmployed in agriculture,- forl'stry, and 
fisheries in the United States, Southern Territory had 30.57 pcrct'nt. 
H should not be overlooked, however, that otht•r industry groups 
besides manufacturing are important in Otncial Tl'rritory. 'fhis is 
shown by the fact that Official Trrritory containl'd 54.19 percent of 
the population of the country which is employed in mining. and 23.35 
percent of the population which is employrd in agriculture, forestry, 

• and fisheries. · 
Table 133 shows the proportion of tho persons employed in rarh 

trrritory which are employl'd in the principal industry groups. 'fhe 
table brings out the relative importance of the various mdustry groups 
in the economy of each territory. In manufacturing, Official Ter
ritory ranks first with 31.09 percent of its rmployed persons engaged 
in manufacturing industries. The Pacific Coast States rank second, 
with 17.86 percent, and Southern ranks third with 17.77 percent of its 
employed persons in manufacturing industrirs. The proportions in 
the other territories so employed are 'Vt>stern Trunk-Lme, 14.43 prr· · 
cent, Southwestern, 9.97 percent, and Intermountain, 8.33 percent. 
The primary interest of the South and 'Vest in agriculture and forrstry 
is shown by the fact that 36.63 percent of the :persons employed in the 
South were in agriculture, forestry, or fishenes. Southwf'stcm Ter
ritory had 34.01 percent; 'Vestern Trunk-Line, 30.35 percent; Inter
mountain, 27.24 percent; and Po.cific, 12.33 percent of their. employf'd 
persons in this industry group. Only 8.39 percent of the employed in 
Officia.l Territory, however, were in this group. 
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TABLE 132.-Number of persons employed and percent of United States total engaged 
in various kinds of economic activities, by freight-rate territories, 191,.0 1 

' 
United States omcial Southern Western-Trunk 

' Line 

-
Percent Percent Percent Percent 

of of of of 
Number United Number United ·Number United Number· United 

States· States States States 
total total total total 

Employed (except on 
' public emergency 

45,166,083 100.00 23,584,515 52.22 7,071,088 15.65 6,010, 589 work) ••••••••••• --.--. "13.31 
Agriculture, forestry, 

8,475,432 100.00 1, 979, 2ll8 23.35 2, 590,682 30.57 1, 823,990 and fisheries ••••••••••• 21.52 
M inlng_ .•• _ •••••••••• --. 913,000 100.00 494,779 54.19 . 117,973 12.92 71,090 7.79 
M anufacturlng .•• ------. 10,572,842 100.00 7, 333,825 69,36 1,257,233 11.89 867,056 8.20 
Wholesale trade .•.•••••• 1, 206,761 100.00 598,572 49.60 133,744 11.08 194,316 16.10 
Transportation, commu- ' 

niration, and public "' 
utilities ...••••••••••••• 3, 113,353 100.00 1,770,409 56.87 322,900 10.37 422,211 ''13.56 

Retail trade .••••••• -- ••• 6, 332,007 100.00 3,511,631 55.46 705,230 11.14 842,069 13.20 
-construction •• _------ ••. 2, 056,274 100.00 1, 082,305 52.63 286,134 13.92 243, ~66 11.85 
}'inance, Insurance, and 

rc>al estate.-----------· 1,467,597 100.00 919,933 62.68 115,517 7,87 167,907 11.44 
Business and repair serv-

864,254 100.00 469,558 54.33 86,686 10.'03 124,095 ice.s_. _ •••• __ • _. _. _ •• _. _ ' 14.36 
PPrsonal services ..•••• __ 4, 009,317 100.00 1, 995,624 49.77 768,944 19.18 439,216 10.95 
Amusement, recreation, .. 0. 

etc .•.•..•••••••..•••.. 395,342 100.00 203,644 51.51 38,401 9. 71 44,048 11.14 
Professional and related 

services ...••••• -------- 3,317,581 100.00 1,839,350 55.44 371,183 11.19· 479,155 14.44 
GOV!'rnmPnt .••.• -------- 1,753,487 100.00 974,556 65.58 193,593 11.04 207,263 • 11.82 
Industry not reported ••• 688,836 100.00 411,041 59.67 82,868 '12.03 84,407 12.25 

' 

Southwestern Intermountain Pacific Total Western 

Percent Percent Percent Percent 
of of · of of 

Number United Number United Number United Number United 
States States States States 
total total total total/ - -

Employed (excrpt on 
·public emergency 

3, 522,751 
'· 

work)_._-------------- 4,292,449 9.50 684,691 1. 62 7.80 14,510,480 32.13 
Agriculture, forestry, 

1,460,271 17.23 . 186,546 2.20 434,655 5.13 3,905,462 fishcrirs ••• ----.------- 46.08 
Mining __ .• __ ---·-·---··· 125,613 13.76 49,431 5. 41 54,114 5.93 300,248 32.89 
Manufacturing •• -------- 428,158 4. 05 57,083 .54 629,487 5.95 1,981,784 18.74 
Wholrsale trade.-------- 116,738 9. 67 20,339 1.69 143,052 11.85 474,445 39.31 
Transportation, commu-

nication, and public 
258,378 57,348 282,107 utilities.------------- •• 8.30 1. 84 9.06 1,020,044 32.76 

Retail trade ••••••••••••• 576,638 9.11 98,135 1. 55 598,304 9.45 2, 115,146 ' 33.41 
Construction_----------- 198,123 9.64 35,950 1. 75 209,996 10.21 687,835 33.46 
Finance, insurance, and 

97, 38l 14,277 29.45 real estatj). ------------ 6.64 .97 152,582 10.40 432,147 
Business and repair serv-

ices ••••• -- •• ---·------- 78,208 9.05 14,664 1.70 91,043 10.53 308,010 35.64 
Personal services .• _----- 444,073 11.08 47,408 1.18 314,052 7.83 1, 244,749 31.05 
Amusement, recreation, . , .. 

etc .••• _ .. -·------ __ •. _. 31,750 8.03 7,196 1.82 70,303 17.78 153,297 38.78 
Prof<'ssional and related 2~5, 921 services .............. __ 276,985 8.35 54,987 1. 66 8.92 1,107,048 33.37 
Government •.•••• ___ •••. 146,365 8.35 31,298 1. 78 200,412. "11.43 585,338 33.38 
Industry not reported ••• 53,768 7.81 10,029 1.46 46,723 6. 78 194,927 28.30 

' 

I U. 8. Department of Commerce, Sixteenth Census of the United States: 1940, Population, Series P-10, 
No.l3, Employed Workers 14 Years Old and Over I:>Y Industry Group, for Regions, Divisions, IWd States: 
1940, table 1, pp. 3-9. - · 
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TA'BLII 133.-Prrct!'lngcr dis!ribulio,. of tmploy•J worket~, 14 Jltf1fl old and OtiU' 
(r.rrtpl lAos• ott public tmtrgenry work), b!l induatrv group, i" tlae Unilttl Statu 
alllJ "' tariouafreighl-rat• territories, 1940 • 

Unltlld WestflrD South- Int .. .,. 
Total, Otnclal Southtl'D Trunk• moun- J'aclllo su.& .. Line Wlltlfll &ala Weatero 

J:mployed (euept 011 pubUo 
emer~tency wurkL •••••••.• lot\. 00 100.00 100.00 100.00 100.00 100.00 100.00 100.00 

Atn'lculture. lorestrJ, and 
ftsherlea ••••••••••••••••••• 18.77 1.39 Ill fl3 80.85 34.01 '¥1, 24 1133 2B. 01 

)1lnlnt .•.•.••••••••••••••••• 101 100 1.116 1.18 2.U 7.21 t. &a 2.07 
1\.l~tnul'aeturinc .••••••••••••• 23.41 11.09 17. 77 14.43 9.117 1.33 17.1!1\ 13. lilt 
Wholesale trade ••••••••••••• 167 UJ 1.8~ 1.23 171 2.117 4.06 a.:n 
Transportation, eommunic>&o 

&ion, anc.l other publlo lltil• 
&89 7.8() 7.02 ltit>ll. -----·-··-------····- t.M 8.01 1.37 8.00 7.03 

:Retllll traole ••••••••••••••••• lt.02 14.11!. 8.117 14.01 13. 4J 14.33 16.11" U.M 
CoDIItructloa ••••••••••.••••• 4.06 t.n t.04 4.06 4.81 1.24 I. VIS 4.7t 
linance,blsurance, and real 

est!Ue •••••• ~----·······-··· 11.24 11.110 1.83 2. 79 2.28 2.08 4.33 lOll 
Jl U8intl!!ll and repair •en lees. ). Ill l.W 1.2:1 107 1.U 114 1M 112 
J'ersooalll'lrTicea .•••.•••••.• I. lit 1..0 10.87 7.81 lO.IU 6.112 8.91 1.&8 
Amusement, recreatJoD, and 

relat11d senklM .••.••.•••.• .• 18 .18 ,M 
J'roftl!llllonal and related""" 

.73 .73 1.04 1.W 1.011 

j(,ea_ .. ................................ 7. 3ll 7. 71J a. 24 7.87 e. 44 1.03 1.40 7.113 
Oovernment ................. II. 88 4.1:t 2. 73 a. 45 8.40 4.117 8. 6H 4.03 
lDdustrJ 110& reported ........ ua l.H 1.17 1.40 1.24 1.43 l.3l 11.27 

111. 8. Departmflnl of Commeree, ~lxteentb CensWI of thel1nlted Statfllli._1040, Populntlon, Serlt'" P-10, 
No. 13. l:mployetl Worll:en lt Years Old anc.l Onr bJ' IudustrJ Group. for Heilona, Dlvl81oWI, and Statu: 

• 1940, &abJ• 1, pp. ..... • 

Table 134 shows the value added by manufacture by rate territories 
in 1939, and also the total number of persons employed in manufac
turing establishments. This table furnishes further evidence of the 
concentration of manufacturing in Official Territory. An examina
tion of the table'shows that in 1939, 72.9 percent of tho value added 
by mahufacture for the country as a whole took place in Official Terri
tory. The proportions of the other territoncs were as follows: 
'Vestem Trunk-Line, 8.7 percent; Southern, 7.9 percent; Pacific, 6.5 · 
percent; Southwestern, 3.4 percent; and Intermountain, 0.6 percent. 

TA.BLI1 134.-Volu1 added by manufacture and total numbe'f of person• employed in 
· manufacturing eslabli1hment1 by Slale• and freighl-rale terriloriet, 1939 1 

Value adtled by manulao
ture, 111311 

Total numb!'r of per· 
110ns employed In 
msnuracturlnl estab• 
JL,hmcnu 

I. PPfCilDt N .... _ r Pllrcent ' or United um....,r 0 or United 
States total peuonl States total 

Amotmt 

'United Statl!ll. ·····--·-··············-·········· $24,882,018, 000 100.00 0, 622, 023 100. 00 
Otncial Territory: 

Connectieut ............... - •• ···-············ 61)2. 1117,000 2. I 2R2,1l!l9 2. 0 
Maine • _ ·---··-······························ 1112, 4Zl, ono • & 11:l, 07ii • 8 
M~t-'488Chu:lett3. ···················-····-······ 1, 1~. 31\J, ooo t. I 11112, 310 II. 1 
New lbmJ)!Ihlre. ···-···--·················· lOll, 1AA,OOO •• 61,601 .II 
Rhode .lslan<L •• ----·························· 23>1, 2'i9, OIJO 1. 0 122,11HI\ 1. 3 
Vermont •••••••••••• -........................... Ill, 1141,000 • 2 211,1166 • 3 , _____________________ , ______________ , ______________ , ___________ _ 

Total. New Enaland---····-·-·········· 2, 42lt, 341, 000 0. 8 1, 128, 4-1& 11. 7 

Delaware .•••••••••••••••••••••••••••••••••••• 
1"""'"""""=&5=, =IR<=3,=01=JO=I:" ==-=-=.""2"'"1:"' .,.....,2,..4,=0=2'1=!1• ---. 2• 

District of Columbia........................... 44,317,000 • 2 14. i63 • 2 
Illinois......................................... 2, 201,11116,000 8. 0 7119,710 7. 0 

J'ootnote at end of table. ' 
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TABLE 134.-Value added by manufacture and total number of persons employed in 
manufacturing establishments by States and freight-rate territories, 1939L-:.Contd. r 

Official Territory 
Indiana .•••••••••••••••••••••••••••••••••••••• 
]l,f aryland ••••••••••••••••••••••••••••••••••••• 
~ichiran ..••• --------------------------------
:!'.; ew Jer<.ey ••••••••••••• -------··- -··-········ 
:!'.; f'W York ••••••••••••••• ---------------------
Ohio 
Pcnnsi{Iv!;n~::::::::::::::::::::::::::::::::: 

. Virrinia _____ ----------------------------·-· ___ 
\"{est Virginia .••••• _ ••••• -------------·-·····-

Total, OfficiaL .•••••••••••••••••••••••••• ~, •• 

South~rn: 
Alabama •••••••••••••••• ." •••••••• _-;·······----. 
Florida_ ••••••• _ •••• __ ••••• ____ ••••••• _ ••••••• _ 
Georgia_ •••••••••••••••••••• -----·· ••••••••••• 
Ken t.ucky _ ••••••••• _ ••• ____ --·------·-- -~ _ •••• 
:M fs.qi'>sippl. _ •• -------------------------···-·-
North Carolina •• -------·-·-···-·---·--·-·-·--
Flou th Carolina .••••••••••••••••• _____ ---·----_ 

' 
Value added by manufac

ture, 1939 

Total number of per· 
sons employed in 
manufacturing estab· 
lishments · . _ 

Percent N b Percent 
of United um er.of of United 

States total persons States total 
Amount 

970, 212, 000 3.9 340,563 3.5 
422,849,000 1.7 166,931 1. 7 

1, 798, 404, 000 7.3 621,173 6.5 
1, 524, 114,000 6.2 533,475 5.5 
3, 341, 895, 000 13.5 1, 221,843 12. 7 
2. 125, 471, 000 8.6 . 735,277 7.6 

. 2, 489, 129, 000 10.1 1, 021,636 10,6 
379,488,000 1.5 152,255 1.6 
214, 779, 000 .9 88,423 .9 

17,9Q5,786,000 72.9 6,808,513 70.8 

24 7, 384, 000 1.0 130,492 1.4 
118, 016, 000 .5 64,554 .7 
283,316,000 1.1 179,161 1.9 
187,400,000 .8 76,887 .8 
73,462,000 .3 52,593 .5 

545,952,000 2.2 294,314 3.1 
169,847,000 .7 136,713 1.4 ' 

Tennessee .• ·----------------------·--·-·-···-- 320, 342, 000 1.3 153,166 1.6 ' . -
Total, Southern •••••••••• - •••••••••••••••••• 1, 945, 719, ()()() 7.9 1,087,880 11.3 

Western Trunk-Line: 
Colorado .••••• _ •••••••••••••••••• _ •••••••••••• 91,256,000 .4 - 32,690 .3 
Iowa ..•••••••••••••••••••••••••••••••••••••••• 244, 795, 000 1.0 88,789 .9 
Kansas. __ •••••••••• _. _____ •• ___ --------••••• 118, 952, 000 •. 5 43,498 .5 
1\f innesota ••••••••••• __ ••••• -------. ---·----- 310,628,000 1.3 104,445 1.1 
?-f issourl .•••• _ ••• ___ ••••••••••• ___ •• ___ ••••••• 587,962,000 2.4 223,467 2.3' 
Nebraska .•••••••••••••••••••••••••••••••••••• 69,087,000 .3 ~ 26,139 .3 
North Dakota __________ ---------------------- 11,102,000 .04 4,125 .~ 
South Dakota .•• --------------·-········------ 19,955,000 .1 '7,485 .1 
\Vyoming. ___ •••• ___________ " •• ----- •••••••••• 15,629,000 .1 4, 591 ' .05 
Wisconsin ••••••••• _ •• ___ ••••••• __ ._._ ••• ___ •• _ 686,605,000 2.8 254,625 ' '2.6 

Total, Western Trunk-Line _________________ 2, 155, 911, 000 8.7 790,454 8.2 

Southwestern: 
4(857 Arkansas ________ •• __ -------- ••• -------·--~----- 67,'390,000 .3 ;4 ' 

New Mexico .• ------------------···----······· 8, 712,000 ,03 4,147 .M 
Oklahoma ••••••••••• __________________________ .103, 118, 000 .4 38,227 .4 
Texas_ •• -------------------------------~------ 453, I05, ooo· 1.8 166,438 1. 7' Louisiana .•••••••• ____________________________ 200,086,000 .8 88,723 .g· 

Total, Southwestern •• ·------------~-------- 832,411,000 3.4 339,392 3.5 

Intermountain: 
Arizona __ .-----------------------·····------- 32,041,000 ,1 8,255 .1 Idaho _________________________________________ 

31,770,000 .1 12,936 .1 
Jl,f ont ana .••• __ ._ ••• _.---- ____________ -------_. 39,790,000 .1 12,440 .1· 
K evada •• ---------------···· ------------------ 11,728,000 .05 I, 558 .02 
U tab ••••••• __ ._ •••••••••••• _ •• ------- ••••••••• 43,720,000 .2 15,656 .2 

Total, Intermountain ••••••••• ·------------- 159,049,000 .6 50,845 .5 

Pacific: ~ California ••• _ ••••••• _ •• __ ••• _ •••• __ •••••••••• _ 1, 135, 158, 000 ~ 4.6 362,609 3.8 
Oreg-on .• __ • ___ .---·· ••• _.----_ •••••••••••••••• 172,175,000 .7 74,396 .8 
W a.~hington ••••••••• ---------------····· ------ 286,647,000 1.2 108,834 1.1 

Total Pacific._ ••• --- •• -----_. ___ .----------. 1,593,980,000 6.5 545,839 5.7 

Total 'V estern •••• ··------------------------ 4, 7 41, 411, 000 I 19.2 1, 726,530 17.9 . 
IU. S'. Department of Commerce, Bureau of the Census, Sixteenth Census of the United States, 1940 

-Census of Manufactures, 1939-General Statistics in Detail by Geographic Divisions and bJ[ States, 1939. 

The dominance of Official Territory in manufacturing is also shown 
by the fact that, in 1939, 57 percent of the carload traffic in the manu
factures and miscellaneous group in the United States originated in 

• 
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Official Territory. The proportions originated in Eastt,rn, Southern, 
' and \V estern Districts are shown in table 135. 

TABLII 135.-Carload traffic iA manuJacturu and miscellaneou• froup or·iginatet.l 
'" Eaatem, ,Sovthern, and JY "'"" Diatrida, J 939 

ToDI orlilnaLtd rercen& of 
total 

Eutem District., ·····-···-·•············-· .. ·······-· _ ................. 13:1, 1141!, 3M 87.04 
Soulhera District ••••••••••••••••••••••••••••••••••••• _ ........................ 30,1136,3117 13.'¥1 
Wester~~ DistricL ............................................................. 011,201, .a• 2\l.lltJ 

• 
1ro&ll-••• ~-·····················································--····· 233. 088, 187 100. OQ 

·a I. o. 0., StatJstlCI of Railways. 

Regional epecialization in the United States is shown by certain 
facts revealed by the survey made by the Office of Defense Trans· 
portation of carload traffic which moved on 1\lay 27, and September 
23, 1942. Data obtained from this survey were analyzed by Dr. 
Beatrice Aitchison of the Bureau of Transport Economics and Sta· 
tist.ics of the Interstate Commerce Commission and introduced as an 
exhibit in Docket No. 28300, Clas! Rate Investigation.• 

Of the carloads of "manu!actures and miscellaneous" terminated in 
Official Territory: 80.82 percE"nt originated in that territ.orr..t 5.99. per• 

' cent originated in the South, 5.03 percent in \'Vestern .uunk-Lino 
Territory; 6.55 percent in Southwestern Territory, and 1.61 percent, 
in 1\lotwtain-Pacific Territory. Of the carloads of manufactures 
and ,miscellaneous terminating in Sou them Territory, 49.88 percent, 
originated in the South, but 36.89 percent originated in Official Terri· 
tory. Only 13.24 {>ercent of the carloads of manu!actures and mis· 
ceUaneous terminatmg in the South originated in territories other than 

, Southern or Official. 
\V estern Trunk-Line Southwestern, and Mountain-Pacific Terri• 

tories drew substantia! proportions of the manufactures and mis
.cellaneous terminated in those areas from Official Territory, namely: 
\Vestern Trunk-Line Territory.t..35.20 percent; Southwestern, 21.75· 
percent; and 1\iountain-Pacific Territory, 33.82 percent. 

·Although Official Territory derived 83.89 percent of the terminated 
carloads of products of mines from her own territoryJ a considerable 
proportion of the products of agriculture and frO ucts of forests 
terminating in Official Territog came fro~ the South or \'Vest. Of 
the forest products terminated m Official Territory only 34.30 percent 
originated in that territory; 37.72 percent came from Southern Terri
tOJy; 8.99 percent from \'Vestern Trunk-Line, 4.90 percent from South· 
western, and 14.09 percent from Mountam-Pacific Territories, re
epectively. 

Of the products of agriculture terminated in Official Territory, 
50.69 percent ori.:,~ated there, but 12.56 percent came from Southern 
Territory; 20.53 percent from 'Vestern Trunk-Line Tenitory, 2.41 

• percent from Southwestern Territory, and 13.80 percent from 
1\Iountain-Pacific Territory. 

• Exhibit No. 194, entitled "Territorial Movement of Carload J'relgbt on May 7'1, and September 23, 
JIH2." 
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The data showing origin of traffic terminating in ea'ch~rate territory,. . '. 
by Interstate Commerce Co:rp.mission commodity groups, are shown ~ 
in table 136. · . 
· The territorial destinations of carload traffic originating hi each: .. 
rate territory, based on the May 27 and September 23 (1942) sample 
show the extent to which the products of each territory· move to · 
other territories. Table 137 shows this information: · · · _ . · 

The table shows that a considerable proportion of the· traffic in i 
the manufactures and miscellaneous group which originates in each
territory moves into other territories.' Of the manufactures and mis~ 
cellaneous originating in Official Territory 23.14 percent 'moved to 
other territories. An even larger percent of the manufactures and . 
miscellaneous which originated in the other territories moved inter-'· · 
territorially. The proportions for the other territories ·were as fol- ·. 
lows: Southern, 44.79 percent; Western Trunk-Line, 52.93 percent;· 
Southwestern, 64.53 percent; and Mountain-Pacific, 23.98 percent .. ' . 

Official Territory is not only the principal manufacturing area of 
the United States but is also the largest market for manufactured · 
articles. This is shown by the fact that Official Territory took 30.85 . 
percent of the manufactures and miscellaneous traffic which originated' · 
m the South, 30.42 percent of that originating in Western Trunk-:. 
Line Territory, 38.83 percent of that originating in' Southwestern' · 
Territory, and 12.02 percent of that which originated in Mountain.::. -: 
Pacific Territory. · · , . · 



TABLE 136.-0rigiA of carload traffic terminating ira eacA territort/, 1111 'f"ljor commodil!J group•, Ma11 1111nd Sept. tJ, 19.43' ... 
' 

O~iD ierrlWJ 
Tot&! krminatinc . I OfD.cial 8ouUiena W eitenl TI'11Ilk• Southweat«a llou.nta!B-J>aci1!e ·- 1JDe 

I 

Can l'ercen* Can Percent Can J'eteenl Can l'ereen& Can Percell& Can . l'ereen& 

TUIUNATINO IN OrflCUL T&&&ITOII.T 

Products of agriC"ulture .•••••••••.••••••••• _ •••••••• 10,'1'94 100 1,473 110.69 1.156 U.M "211 20.5.1 260 2.41 l.f'JO U.M 
Animals 11.11d products .•••••••••••••••••••••••••••••. 1,6H 100 3, 7tii 48.73 ~ ~fig :f.U7 1&.01 21:1 I. 74 257 ~M 
Produrts of mines. •••••••••••••••••••••••••••••••••. 69, llti9 100 Sit, 701 83.89 ..~ 11117 656 .... l.l>M 2.26 11>4 .23 
Produrts of forlilllts .................................. 6, ll9 100 2,009 M. .. i,:nl 37.TJ 650 I.W u ~110 116:1 14.W 
Mllllufawt~ 11.11d miscelllllleous., ................... M.OSl 100 ~tm 110.82 1.171 i.W 2,107 1.03 1.477 I.M a5l Ltil 

Total ••••••••••••••••••• : ••••••••••••••••••••• Hl\,tm 1~ 111. tlt '16.116 15,~1 lQ. 98 1.246 I.IG I,SJ:I ~01 1,62.'1 2.41 

TUUL.1'UTIXO IN 80UTlU&N 'U.IUTOJ11' 
.. == 

Products of agriculture .•••••••••••• - ••••••••••••••. 1.839 100 785 20.45 1.141 IIO.M 4."1 11.12 102 13.08 1M (.71 
Animals and products. •••••••••.••••••••••••••.••••• 6115 100 Hid 23.88 1111 'n.M 260 fl.U 72 10.36 ' .7:1 
Products of mint>&. •••••••••••••••••.•••••••••••••••• 13.876 ll~ .. 743 1:S.M 10,7&1 i3.74 ~ .:au ~ 2.to 2 .O'J 
Products of (OI'Illlts •••••••••••••••••••••••••••••••••• 5,25& 100 1~ 105 4,Q;i t.l-40 u .61 IJ!ol 2.U 69 LU 
Alllllufawtures and misoolliweous. ··-··-············ u. to:! 100 4,:l)6 36.89 1.6&7 ti.flll ... 1.51.1 t'.lS i.H 172 Lil 

Total ••••••••••••••••••••••••••••••••••••••••. U,068 100 7,008 31.67 23,W• 69..11 1,167 l.U l,M9 A.n 432 L%7 

'fJ::aiiiNA.TING IN W.ISTIB!'i' TII.UNI:·UN:a 'fU:aiTO&T 

l'rodul"ts of a.,ariculture •••••••••••••••••••••.•••••••• 1,1100 100 387 (.116 eo LO'J C,ll8 Tft.U %&3 ~10 '7?5 13.47 
Anilnals &nllliJ'odUcls. •...•••••••••••••••••••••••••. 2,071 100 70 1.3lS 16 .11 L~ Q.Ol 2'.- u.:w ~2 l.S.U 
Produc&a of mint'S ................................... 26,505 100 :,431 1.15 331 'L%5 2J.II.'i0 it-63 J.W9 ~-~ 84-& a. 1!j 
Products of forests._ ........••..•••••••••••••••••••• 2, 3:.>7 100 67 188 212 t.ll I, 0111 40.811 %'!2 t.M TJ.S 11. bil 
!JanufawtllftlS lllld urucellaneous .• ----- ••••••••••••. 1.009 100 I.11¥J 3.}.20 -~ 2.W 4, 1:.'7 4A.U l,W;I 1L311 45.6 I. 01 

~otal ••••••••••••••••••••••••••••••••••••••••. 45,1132 100 &,OU 13.17 881 Lt:.t 3:?,N 7Li2 :01103 1.10 1,211 ... 
'l'J:.BlliSA!ING IN 80VTllWUT&JI.'f 'U&:aiTOBT 

~ ~-I= Products of a.,vriculture. ••••••••••••••••••••••••••••• :.:m 100 67 11 "~I 1,441 6.\38 %42 111 118 
Animals and products. .•.••••••••••••••••••••••••••• &16 100 15 • L O'J IIQ 13. 3IS ..w k11 • 11.17 07 

U3 1.6d I, t7$ 6:l Ltl L3S Producti of mines.. •••••••••••••••••••••••••••••••••• f. tit~ 100 61 l.U 101 w.~ 



roduct~ of forests.------------------------------- __ p 
:r-. Ianufactures and miscellaneouS--------------------

Total._ ••• __ •••••• _________________ •• ____ • ____ 

TERMINATING IN MOUNTAIN-PACH"IC TERRITORY 

roducts of agriculture ______________ ----------------
nimals and products.------------------------------
roducts of mines ___ ------------------------------ __ 
roducts of forests _______________ ----------------- __ 

p 
A 
p 
p 
:r-. Ianufactures and miscellaneous--------------------

TotaL __ --------------------------------------

2,383 100 
6,280 100 

15,855 100 

2, 287 100 
037 100 

5. 735 100 
5,235 100 

10,263 . 100 

24,457 100 

8 .34 203 8.52 
1,366 21.75 707 11.26 

1, 510 9.52 1,136 7.16 

85 3. 72 24 1.05 
97 10.35 ---------- ----------
31 .M 22 .38 
7 .13 26 .so 

3,471 33.82 440 4.29 

3,691 15.09 512 2.09 

20 .84 . 1. 900 83.51 

"''I 
6.!10 

869 13.84 3, 1i6 50.57 162 2.58 

1, 527 9.63 10, 9..'15 69.28 697 ·4.40 

145 6.34 41 1. 79 1, 992 87.10 
162 17.29 91 9. 7l 5/'.7 62.1\5 
114 1.99 82 1.43 5,486 95.66 

9 .17 48 .92 5,145 98.28 
647 6.30 316 3.08 5,389 52.51 

1,077 4.40 5i8 2.36 18,599 76.05 
' 

_ I Computed from Beatrice Aitchison, Territorial Movement of Carload Freight on May 27 and September 23,1942. Exhibit No. 19! in I. C. C. Docket No. 2S300, Class Ratt 
Investigation, 



'l'.ABLl!l 131.-De&tination of carload traJ!ie originating in •acA 'erritorr, '611 rnajM' eornmodit11 troup•, Mar 17 a'ld Sept. ''• 1941 t 

Total ortginatinc Dtwtinatioa &err1tor7 

Otficial Southenl. W 11terB TruDt· Iouth weatena Mountala-Fadfte C&Dadaallli 
~ l!e.Ueo 

Cars fercent 

Cars rereent Cars rereent Can renent Can Ftnent Can Pmut Cars r~reeo& 
' _,... 

OlUGIN4'l'lNO Jlf OUlCIU 'rUBITOBJ 

Products of agriculture .••••••••••• ~···: •••••. 1,730 100 1,472 11.43 T85 lUI 287 4.27 17 au 15 ~-· 14 ut 
Aniw!Us and prooucts ••••.•••.•••••••••••••. 1,135 100 !. 765 &8.20 166 1.20 70 1.:23 11 .67 t7 a.w IV .fll 
Produots of mines ••• _ ••••••••••••••••••••••• M.IH 100 68,701 ~1.47 1. 743 1.72 1,431 J.N 61 .10 11 .M 1.~ . LM 
Products of forests .• _ ••• ____ ••••••.•••••••••• !.311 100 2,0W go_jj3 108 4.81 67 110 • .u 7 .30 22 .15 
Manufactures ana misoollaneoua._ •••••••••• M. 7ts9 100 U.877 7tL8e 4.)16 f.M 1,1~ 1.72 1.366 J.t.S a.tn &2% 177 L%1 

Total ••••••••••••••••••••••••••••• ., •••• 132,1~ 100 lll.tllt K70 7,008 1.30 1,047 .... 1.110 J.lt U81 2.71 I. IS Ltl 
= 

OlUGUi.lTINQ IN 80UTHKBlf UJIBITOAT 

Products of agriculture .•••••••••••••• ~---~·-· 1,507 100 J.IM 38.11 l,tU M.S5 eo 1.71 77 2.30 " •• .. 1-40 
Animals and prOliucts ••••••••••••.•••••••••. f\17 100 2113 liiLW 1\13 38.13 •• 1.22 • L%1 ------z;· ....... --- -----------
Pruduets of minl'I'S .•.••••••••••••••••••••••••• 20,187 100 1,864 43."1 I 

10. 71!3 M.U 131 LM IU .71 .11 " .22 
Products ot forests .• ___ .... _ ...•••••••••••••• 7.~ 100 2.&.18 liU 10 '-IIW kOl 212 2.76 ~ 2.85 • .M 11 .H 
M!Wufacturea and misoollaneous ............. 10.301 100 1,178 ao.s.s a. &lt7 M.%1 26.1 2.65 1U1 I. lie w 4.27 • .%.5 

Total •••••.••.••••••••••••••••••••••••. 43,161 100 1~888 n.n 23,W 6.\77 1182 2.1» 1.131 2.18 112 L%1 U) .It 
=== = 

OlllGINATlNQ lN WltSUillf tBUliJ:·LDI· . TKil&lTOB 1' . 
Products of agriculture ••••••••.•••••••••••••• 7,694 . 100 2.218 28.80 oL'>T I.M 4. 511 158..70 387 1.113 H5 1.88 I .Ot 
Animals aud produots .••••.••••••••••••••••• 1,1174 100 2, 1~7 ~~ ~ I.M 1.305 32.84 110 2.38 10 4.08 -······;a· Products of mint>s ••••••••••.•••••••••••••••• %2,1170 100 M6 186 39 .17 %1,150 (15.16 161 .'10 Ut .l!O .22 
Produt-ts of forests ........•••••.••••••••••••• l, 704 100 650 32.21i 33 1.83 1.001 M.03 • 117 • .61 .2 .12 
Manufli.C\ures and mist'&laneous ••••••••••••• 1,.767 100 2,167 30.U 4W 4.11 f.127 U.07 ·tt» 1.111 it7 7.~ .. .M -

Total •••••••••••••••••••••••••••••••••• U,IOIJ 100 8,241 18.28 1.187 2.119 a:!.M Tl.lJ 1.527 ... 1.077 1» 103 .21 

OlllGDIATI!!(O Jlf IOl'TBWUTUlf ftBJU'TO.&T 

Products of agriculture__ ................... 2. tiOl 100 3bO 10.00 w 19. lW) 2U 1.m 1,441 ~{l LU Ill 4.43 
Animals aud J\I'OdUl'tS ••••••••••••••••••••••• 1,070 100 21!1 lll. 70 n .. ~ ~ rt.70 403 11.45 11 &.t6 ------4---Products of mines._ •••••••••••••••••••••••• 7,008 100 J.Abt rJ.III) u 4.U J.OLN 14.40 a.sr..s :;e.n a L17 fa .• 70 



Products of forests.--------------------------fanufactures and miscellaneous _____________ 

~otal ••• -------------------------------

ORIGINATING IN MOUNTAIN-PACIFIC 
TERRITORY 

roducts of aJITiculture _______________________ 
Animals and products. __ ----------- __ -------
p 

p 
p 
1\ 

roducts of mines .. ---------~----------------
roducts of forests. __ --- _______ -----··-------
ianufactures and miscellaneous _____________ 

~otal __________________ ------- _ ---- ____ 

2, 702 100 
8,954 100 

22,341 100 

4,900 100 
1, 300 100 
6,582 100 
6,987 100 
7,089 .100 

26,858 100 

300 11.10 138 5.11 
3,477 38.83 928 10.36 

5,833 26.11 1,949 8. 72 

1,490 30.41 184 3. 76 
257 19.77 5 .38 
164 2.49 2 .03 
862 12.34 69 .99 
852 12.02 172 2. 43 

3,625 13.00 432 L61 

222 8.22 1, 990 73.65 48 1.78 4 .1.~ 
1,032 11.53 3,176 35.47 316 3. 53 25 .Z..'i 

2,803 12.55 10,985 49.17 578 2.59 193 .86 

795 16.22 242 4.94 1,992 40.65 197 4.02 
382 29.38 G9 5. 31 587 45.15 -------24" --------844 12.82 62 .94 5,486 83.35 .36 
735 10.52 162 2. 32 5,145 73.64 14 .20 
455 6.42 162 2.28 5, 389 76.02 59 .83 

3,211 11.95 697 2.60 18,599 69.25 294 1.09 

I Computed from Beatrice Aitchison, ~erritorial Movement of Carload Freight on May 27 and Septtember 23, 1942. Exhibit No. 194 in I. C. C. Docket No. 28300, Clcua Rate 
Investigation. · 
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In chnptrr I it was shown that tho Office of Defrnso Transportation 
traffic survry revralcd that 42 pt•rcrnt of tho intrrterritorial carload 
traffic consisted of articlt.•s in tho manufncturr~ and misct>llaneous 
group.' Table 138 shows tho composition of tho intrrtl'rritorial move
ment bctwet'n tho sen•ral rate trrritories. This table rcvrals very 
drarly the nature of the various intcrtrrritorial movements of carload 
trn.ffic. It shows that 60.02 percent of the carload traffic moving from 
Official Terri torr to Southrm Trrritory consistrd of manufactures and 
miscellaneous. Likewise it shows that 52.79 percent or tho traffic 
from Official to 'Vestcm Trwtk-Line Territory, 90.40 prrrrnt from 
Official to Southwrstem Territory, and 0-l.O·t prrcent Crom Ofiicial to 
1\lounto.in-Pacifie Territorv consisted of manufacturt's and mi8ct•1-
laneous. From the Soutli to Official Territory, products of mines 
ranked first, constituting 55.4-1 percrnt of tho total carloads, whilo 
manufactures nncl miscellaneous ranked sPcond, constituting 10.88 
prrcent of the traffic. From Western Trunk-Line Territory to 
Official Territory 32.3! percent of the traffic consisted of manufactures 
and miscellaneous; products of agriculture and animals and animnl 
products, constituted 26.87 percent,. and 20.16 percent, respectively, 
of tho total movement. From Southwestern to Official Trrritory, 
59.61 percent of tho traffic consisted of manufactures and miscel
laneous. From 1\fountain-Pacific Territory to Official Territory 41.10 
percent of the traffic consisted of products of agriculture, 23.78 per
cent ol forest. products and, 23.50 percent ·or manufactures and 
miscellaneous. The table shows that a surprisingly large proportion 
of the movement between any two of the territories consists of manu· 
factures and miscellaneous. . · 

Certain limitations to the data derived from the Office of Defense 
Transportation traffic survey should be kept in mind. In the first 
place the figures are based on tbe traffic terminated on onlv 2 days; 
namely, 1\lay 27 and September 23, 1942. They are also affected by 
war conditions, and may therefore show traffic movement somewhat 
different from that of a peacetime economy. It should also be kept 
in mind that the commodity classification used docs not put all manu· 
factured articles in the group denominated "manufactures and mis. 
ccllaneous." There are manufactured products in the other groups as 
wen. Lastly, it should be noted that tbe territorial boundaries used 
in the traffic survey do not correspond in all r~spects to those shown 
by our map of class· rate territories. The Board IS making an analysis 
of a 12-day sample of carload tra.ffic moving in 1939 which should 
provide more complete information concerning the nature of the traffic 
moving interterritorially under peacetime conditions. 

It is the concentration of population, income, and manuCncturing 
in Official Territory, as shown above, that some critics of the present 
rate structure attribute to the more favorable freight rates found in 
that area. As noted elsewhere, however, a cause-and-effect relation· 
ship between the rate levels and industrial development is not cstab .. 
lishcd by merely showing that both low class rates and a high drgrre 
of industrialization characterize Official Territory. The extent to 
which the concentration of industry in Enstrrn Territory, and the 
comparatively small amount of manufacturing in the other territories, 
is attributable to differences in freight-rate levels is a question which 
c'annot be answered except in terms of a broad judgment. , 

• See p. I, mpra. 
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TABLE 138.-Composition of interterritorial carload traffic moving between the several 

rate territories, May 27 and Sept. 23, ,194-2, by commodity groups 1 . . · 

Manurac-
; 

Products Animals Products Products turesan<;l Total or agri- and of mines of forests miscel· culture products laneous 

·-
Perce'Tii Percent Percent Percent Percent Percent 

Official to Southern .•••••••••••••••••••••. 11.20 2.37 24.87 1.54 60.02 100 
Southern to OfficiaL ••••••. ·-----------· •. 8.48 1. 77 55.44 14.43 19.88 100 
Otnc:lal to WestPrn Trunk-Line. __________ 4. 75 1. 16 40.20 1.11 52.79 100 
WestPrn Trunk-Line to OfficiaL __________ 26.87 26.16 7.96 6.67 32.34 100 
Oflil'iul to SouthwestP.rn __________________ 3.77 1.19 4.04 .53 90.46 100 
Sonthwc~tPrn to OITiciaL. --------------·-· 4. 46 3.63 27.16 li. B 59.61 100 
Oflidal to Mountain-Pacific ••••.••••.•••. 2.30 2.63 .84 .19 94.04 100 
Mountain-Paeiilc to OfiiciaL ------------- 41. 10 7.09 4. 52 23.78 23.50 100 
Southern to Western Trunk-Line ••••••••• 6.80 1. 81 37.53 24.04 29.82 100 
West<'rn Trunk-Line to Southern _________ 36.59 22.28 3.34 2. 74. 35.05 100 
Southern to Southwestern.--------------- 0. 78 .63 12.59 17.87 62.24 !00 
Southwest Pro to Southern._··------------ 25.76 3.69 15.85 7.08 47.61 100 
Southern to Mountain-Pacific ____________ 4.69 -------·- 4. 30 6.08 85.94 -100 
Mountain-Pacific to Southern .•..••.••••• 42.59 1. 16 .46 16.97 39.81 100 
'\'p~t(•rn Trunk-Line to Southwe•tern ••.• 25.34 5.89 10.64 1. 31 56.91 100 
South\•estPrn to Western Trunk-Line ••.• 8.63 10.63 36.00 7.92 36.82 100 
·westPrn 'frunk-Line to Mountain-Pacific. 13.46 15.04 10.58 .84 60.07 100 
Mountain-l'a<'ific to We~tern Trunk-Line. 24.76 11. go 26.28 22.89 14. 17 100 
Southwc,trrn to Mountain-Pacific ........ 7.09 15.74 14.19 8.30 54.67 100 
Mountain-Pacific to Southweotern ________ 34.72 9.00 8.90 23.24 23.24 100 
'l'otaL -----------------~- ·---- ------- ----· 14.25 6.70 28.37 8.70 41.99 .100 

1 Data from Exhibit 194, I.C.O. Docket 28300. 

In attempting to make some appraisal·of the importance of freight 
rates in explaining present differences in industrial development in 
various parts of the country, or to predict the probable consequences. 
of equalization of rate levels, two lines of approach are helpful. One 
is to consider the question historically, i. e., to see what historical· 
explanation of present differences in industrial development is offered 
by those who have studied the history of. the economic and industrial 
development of the country. The other approach is through a study· 
of the importance of freight rates, along with . other factors, which\ 
affect the location of various types of. industrial activity. . . 

C. HISTORlCAL BACKGROUND OF ExiSTING REGIONAL SPECIALIZATION' 

Although the factors explaining the differences in industrial ac
tivity in different parts of the United States are. numerous ·and 
complex, it is clear that some of them have their roots in the early 
history of the different regions.· · 

New England and the Middle Atlantic States were the first parts 
of the country to feel the effects of the industrial revolution and the 
beginnings of modern industrial development. The early .establish-

/ 

t This section of the chapter is based largely on the following sources: Chester Wright, Economic History 
of the United States (New York, McGraw-Hill, 1941), pp. 97, 383 ff; Fred A. Shannon, America's Economic 
Growth (New York, Macmillan,I940), pp. 303-306; Harold U. Faulkner,t,American Economic History (New 
York, Harpers, 1938), pp. 490 ff; Edward D. Durand, American Industry<o&nd Commerce (New York, Ginn, 
1930), pp. 492 ff; Ellen Churchill Semple and C. F. Jones, American History and its Geographic Conditions 
(New York, Houghton, Miffiin,1933), ch.16; Harold H. McCarty, The Geographic Basis of American Eco
nomic Life (New York, Harpers, I940), pp. 501 ff; Erich W. Zimmerman, World Resourc~>s and Industries 
(New York,llarpers,I933), pp. 614-23; FrederickS. Hall, The Localization oflndustries, Twelfth Census, 
Manufacturing, VII, pt. I, (Washington, 1902), pp. cxc ff; Joseph D. Lewis, The Localization of Industry, 
Census of Manufactures, I905, pt. I, p. ccxxviil ff; Malcolm Keir, Industries of America: Manufacturing 
(New York, Ronald,l928); E. B. Alderfer and H. E. Michl, Economics of American Industry (New York, 
McGraw-Hill, 1942); Melvin T. Copeland, The Cotton Manufacturing Industry of the United States 
(Cambridge, Harvard University Press, 1923), ch. 3; Richard Hartshorne, Location Factors' in the Iron 
and Steel Industry, Economic Geography, I928; National Industrial Conference Board A Graphic An· 
alysis of the Census of Manufactures of the United States, I849-l919 (New York, Nation;! Industrial Con
ference Board, I923); Glenn McLaughlin, Growth of American Manufacturing Areas (Pittsburgh, Uni~ 
versity of Pittsburgh, 1938); Victor Clark, in The South in the Building of the Nation, (New York, Wiley, 
1933), vol. VI, pp. 301 tl. 
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men~ of manufacturing in this area was facilitatrd by the abundance or 
water powrr which was the princ~pal source of powrr for cady manu
fa.cturrs. Tho development of manufacturing m this rrfion was also· 
natural because it was tho most thickly populated part o tho country, 
and therefore the principal market for the goods produced. Labor was 
more plentiful in this area than in the South and 'Vrst, and the native 
labor supply was au!!Illented by immigration from Europe. The very 
fact that most of New England and the 1\liddle Atlantic Statrs was 
unsuited to profitable agriculture, particularly aftrr the richer and 
more level lands west of the Appalachian 1\lountains were made ac
cessible, was a factor contributmg to sprcialization or tho East in 
manufacturing. The existence or accumulated capital in tho J.;ast 
was another factor in explaining the growth of manufacturing in this 
&r£'8. 

The fact that manufacturing developed first in New England and 
the 1\liddle Atlantic States gave tho area an advantage over othrr 
parts of the country. Once an important industlj" becomes cstab .. 
lished in a particular area .condit1ons are created· which tend to 
continue it as a center of industry even after the original forces which 
caused its location there have ceased to operate. Among thrse 
conditions are the development of a labor supply possessrd ·of tho 
specia.l skills required by tho industry; the development of various 
servicing and ambsidiary industries upon which the principal industry 
depends; the establishment of a market organization through wbirh 
raw materials are purcbnsed, or finished products sold; and even the 
advantage derived from public recognition of the area as the center of 
the industry. 

Important also in the industrialization of the Middle Atlantic 
States was the early establishment of improved transportation facilit.irs 
which encouraged trade between the East and the newer regions of the 
West. These transportation facilities, furthermore, were important 
in the spread of manufacturing into the area west of the Appalachians . 
and north of the Ohio River. 

1\Iention should also be made of tbe fact that much regional in· 
dustrial development is built around a nucleus of some key industry. 
To be the· bas1s of such industrial development, tho industry must 
generally be one which is important nationally. Tho locality in which 
such an industry develops becomes a population center, and hence a 
market for the products of other industries. ·It also becomes a natural 
location for industries which make use of tho prodqcts or byproducts 
of the principal industry1 and also for industries wbich provide tho 
basic industry with machmery../ suppl_ies1 an4 various P.roducts used in 
the manufacturing process. ~Iuch muustnal development has bt~cn 
built around the iron and steel industry, which early established itself 
in Official Territory. The automobile industry is a more recent ex
ample of an important industry which became established in Eastern 
Territory, and which has become the basis for the development of a 
local industrial area. 

In the future there will doubtless be new industries which, {or ~me 
reason or another, will find their natural location at some point 
in the South, 'Vest, or East, and which will become the basis for the 
development of new industrial centers. It happens that iri the past, 
many of such industries have developed in Eastern Territory, but there 
has usually been some more fundamental reason Cor- their location iu 
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Eastern Territory than a lower basis of class rates, although· the 
latter has undoubtedly constituted an additional advantage ·and may~ 
have influenced decisions regarding location in particular instan.ces. ··· 

Although manufacturing developed first in the East, it should be 
recognized that the geographical center of manufacturing has steadily. 
moved westward, lagging behind the westward movement of the center 
of population. In 1850 the geographical center of manufacturing·was 
near Mifflintown, in central Pennsylvania; in 1920 it· was in Urbana, 
Ohio, which is in the western part of the State.6 · · ..• 

Slower development of manufacturing in the West. is to beexplained 
partly by the fact that new countries and new areas· develop the ex-· 
tractive industries first. Lack of capital, Jack of an abundance of 
labor, and lack of a sufficiently large population to provide a market. 
for manufactured products, delay the growth -of. manufacturing until . 
these conditions are gradually overcome. - _ · . . • : : 

The failure of manufacturing to develop as early iD. the South· as in 
New England and the :Middle Atlantic States is to be· explained in. 
part by the absence of some of the favorable conditions which facili_,
tated its development in the latter region. Certain special-circum-· 
stances, however, which have characterized the early development .of 
the South, have probably been even more important in explaining its· 
slower industrial growth. In the colonial period the South developed 
an agricultural economy based on the production of tobacco, rice, and 
indigo, and on th.~ use of slave labor. With the invention of the 
cotton gin in the United States, and of the power loom in Engl~nd, a. 
stimulus was given to the production of cotton-a product Jor which 
the South was especially well adapted. The profitableness of cotton; 
production in this period naturally· caused the South to devote its 
ca.pital and entrepreneurial ability to the production of this crop: 
This agricultural specialization, and dependence on outside sources~ 
for manufactured articles, was good economy at the time .since the 
resources of the South were devoted to the production of things which 
yielded the greatest return. Under the circumstances it is not strange 
that manufacturing did not develop as rapidly as in the North. . 

The dominance of manufacturing .in Eastern 'l'erritory, and· its 
slower development in the South and West, has had its origin primar
~ly in circumstances and conditions other than the lower freight,rates· 
on manufactured goods in Official Territory. As suggested previously, 
the lower freight rates in Official Territory on manufactured products 
have been the result, in part, of the specialization of that area in manu-:· 
facturing; and the low rates on certain other commodities in the West· 
and South have been due, in part, to efforts of Southern and Western 
interests to obtain favorable rates on commodities which they have 
produced.. It is probable, however, that the resulting differences in 
rates have tended to perpetuate the regional s~cialization which had 
grown up, and that they have· tended to retard ... a ·change in the econ-
omy of the different sections of the country. . · . , 

D. FREIGHT RATES As A FAcToR IN THE LocATION OF EcoNOMIC 
- ACTIVITY . 

' ' 
In considering the importance of freight rates as a locational factor 

it should be recognized that there are many forms of business activity 
which are not affected by freight rates at all, ~r only indirectly,· in . 

• Fourteenth Census of the United States, 1920,-vol. VIII, Manufactures, p. 8. 
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that they follo\y population, wealth, or some particular form of 
industrial activity which, in tum may be affected by freight rates. 

The lines of activity as dassified bv the United States census which 
seem to be in this catf'gory are as follows: Transportation, communi
~ation, and other public utiliti~s; retail trad.c; con~truction; finance, 
msurance, and real f'state; bustness and repatr s('l'vlcc; personal ecrv· 
ice; amusement, recreation, and related services; professional and 
related services; and government. The persons employed in these 
forms of activity comprised nearly 52 percent of the persons t'mployrd 
in the United States, 1D 1040.7 These industry groups are affected by 
freight rates only in the sense that freight ratt's may affect tho indug.. 
trial or other economic activity of a particular arra, and hence tho 
size of the population which the area will support, and its income. 

'. . E.~tractive industries, like mining, a~cultur"i and lumbering, can 
be carried on only where the resources to be l'Xp oitrd exist. }'rt•igh' 
rates are frequently very important, however, in determining the 

· extt'nt to which such resources can be exploited. It is characteristic 
of these industries to seek as low freight rates on thf'ir products as 
possible in order to attain as wide markets as possible. Tbrse low 
rates frequently create a situation favorable for shipping the products 
to distant markets rather than for processing them near the sources 
of supply. · -

The location of manufacturing industries, unlike tlmt of extractive 
industries, is not largely predetennined by Nature •. There is a choice 
of locations, and freight rates as well as other factors can affect this 
choice. liowever, the importance of freight rates on tho location of 

·manufacturing industries varies greatly from industry to industry. 

1. WBT SOME INDUSTRIES TEND TO :BE LOCATED NEAR SOURCES OJ' 
:RAW MATERIALS 

~tany manufacturing industries tend to be located ncar tho sources 
ol their raw materials. This tendency may be due to one or anum-· 
ber of factors, the more important of which are noted below. 
Peri!hability of th~ raw material. · 

The quality of some raw materials deteriorates quick1y in transit, 
and this may require processing ncar the source of the materials. 
The sugar content of sugarcane and of sugar beets diminishes rapidly 
and very substantially after harvesting. This accounts, in part, for 
the fact that both sugarcane and sugar beets have the sugar extracted 
near where they are produced. The striking correspondence between 
sugar-beet production and beet-sugar production is shown by table I 
in appendix J. 

The quality of some fresh fruits and V£>gctablc-5 dctf'rioratcs quickly 
after harvesting and partly for this reason canning or drying of fruits 
and VE'gctables usually occurs very close to the sources of supply. 
For the same reason the quick-freezing process of prcservin~ fn•sh 
fruits and vegetables occurs near the sources o! their productiOn. 
Integration of manufacturing processe.9. 

The further processing of some semimanuCacturcfl matrrials is lrss 
costly ii the latter manufacturing stage is intrgru.t£>d with the rnrlirr. 
'This tends to draw such manufacturing to the points where tho first. 

' See table 133. 
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processing takes place, which is often near the source of raw materials. 
Newsprint manufacturing and many types of kraftb_oard mills proc
essing pulp are physically integrated With pulp mills, which in turn 
tend to be located near the sources of pulpwood._ Glass can be molded 

. only before it becomes hard and solidifies. Consequently, glass 
bottles, jars, and other glass products can practicably be made only 
where the glass itself is manufactured. The development of .the 
continuous rolling process for the manufacture of steel makes it more. 
profitable to manufacture steel near blast furnaces; ,otherwise an 
expensive process of reheating the iron is necessary. . I •· ·. 

Conversion losses. _ , 
One of the strongest forces operating to draw industries to their 

raw materials. is the fact that there is a considerable loss of weight in 
convertin~ certa~ r.a~ mat~ria~s into finished ·or. semifinished go.o.<ls. 
For such mdustnes It IS ordmarily cheaper· to carry on the processmg 
near the source of the materials, and to avoid the shipment of weight 
that can be eliminated in the manufacturing process. _· ' 

The smelting of copper near the points where copper is produced 
is a good illustration of the operation of this force.8 The close rehi
tionship between smelter output and production of copper ore is 'to 
be accounted for by the loss of· weight involved- in the reduction of 
copper ores. From 95 to 99 percent of' the ore generally -is waste 
matter. Even when some waste is removed by the concentration of 
the ore, about 75 percent of the weight remaining is nonsalable matter.· 

Conversion losses also account for the production of coke in beehive 
ovens near coal mines. The weight of the coke. is 65 'percent or less, 
of the weight of the coal. Conversion losses are an ·important factor 
in causing the commercial dehydration of vegetables, eggs, milk, and 
meat ~o be.carried on ~ear the sources of supply. If it were not for 
the existence of economies of large-scale product10n, and the scattered' 
geographic production of these commodities, they would . be·· trans:. 
ported even shorter distances than they now are for dehydration. 
The weight losses resulting from dehydration may be shown by the 
fact that dried apples weigh only 14 percent as niuch as fresh apples; 
dried peaches, apricots, and pears weigh only 18 percent as·:much as 

' the fresh fruit; raisins weigh only 25 percent as much as the grapes 
from which they are made; and dried prunes from 25 to 40 percent as 
much as fresh prunes. .11ost vegetables lose 85 percent or more' of 
thE'ir weight in dryi:p.g. A hundred pounds pf fresh· eggs make 22 

• pounds of dried eggs. . . · · 1 · • • ·' • •• 

Huge conversion losses accompany the_ manufacture of lumber in 
sawmills and the chemical reduction of logs into pulp. Mainly, be.:. 
cause of the transportation savings achieved, sawmills are located 
near the sources of logs, and in many instapces are integrated with 
logging overati~s. It is partially in order t()..save the transportation 
costs on the 50 percent or more of waste. in most kinds. of pulpwood· 
that pulp mills are also located near the sources. of the pulpwood. It 
has already been indicated that establishments manufacturing news
print and kraft paper are generally integrated with paper mills1 

partially to save either the transportation expense entailed in moving. 
wet pulp or the costs of drying it for transportatiQn. 

' . 
I See appendix J, table II. 
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.-.\larltts for to prod u.ct1. 
· 'Thrn a manufacturing process results in tho production of sovrrnl 
products there is a tendency for the industry to locate near the sourct•s 
of materials. In such cases transportatton savings are especially 
great if the principal ma.1·ket for some of the coproducts anu the 
source of materials coincidet since the manufacture of the 'products 
at any other location woulll require o. back haul on the coproduct 
that has its market near tho source of tho raw material. . Transporta
tion savin~ may result from the location of an industry close to the 
raw matenals ev~n though none of tho coproducts iS marketed near 

' the raw material, if the various products aro marketed in widely 
.dill~rrnt places. This i~ because the location of tho industr1 nrar 
the market for one of the several,vroducts may rf'quiro not only tho 

·transportation of the raw matcnru, but the tJansportation of co· 
products an equally great. or greater distance. Thus the aggrl•gate 
transportation charges on raw materials and products may fre~ul•ntly 
be less when an industry producing several products havm~ dillerent 
markets is located near the raw materials. It should be pomted out,. 

' however, that if the markets for the various coproducts coincide no 
transportation advantage may result from hauling the products rather 
than raw materials. . 

The markets for the coproducts, or byproducts, of many inclustri(•S. 
procesaing agricultural products are in the areas which produce the 
agricultural products. This _is a factor tending to draw such industries 

··toward the sources of matenals. Cottonsred meal and cake are usctl 
for livrstock feed; and skim milk, buttennilk~ and whey aro commonly 

' used as feed for, hogs. The slaughterin~ industry produces various 
inedible products, some of which find thcll" ultimate markets on fanns 
in the fonn of fertilizer and feed. The situation described, there!oro1 . has the effrct of favoring the location of auch industries a~ cottonsrcct 
crushing mills, slaughterhouses, crrameries, and other plants prort•ss- . 
ing agricultural products, in the areas which produced the agricultural 
products. · · 
.. The strenrth of the forces which tend to draw industries toward 
raw materials varies greatly in different industries. In many indus
tries, however, the conditions which draw production to the sources 

1 of supply of raw materials are so important that the industry is not 
likely to be drawn away by changes in freight rates. Low rates on 
the products of such industries, however, may be very important both 

. to the manufacturers and to the producers of raw materials. Thi~ 
is because the extent to which the natural resources of a region can· 
be profitably exploited may depend upon the ability of manulacturers 
using this material to seU their products in distant markets in com
petition with products made from such materials produced in other 
areas. Producers of raw materials which can profitably. be manu
factured only near their sources have much more to gtin by low long
distance rates on the products of those materials than on the materials 
themselves. For instance.,~,. a reduction in the rates on fresh milk 
from ~finnesota. to New Iork is of much less significance to dairy 
farmers in the former State than a. reduction in the rates on butter. 
Long-ha.ul rates on copper ores might be very greatly reduced without 
any gain to copp£'r mine operators in Utah. Sugar beet fanners in 
Colorado lune little interest in the rates on beets to Chicago but have 
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a very marked interest in the rates on beet sugar to. that point. 
Cotton producers, and the owners of cottonseed-oil mills in the$outh· 
east and the Southwest, and soybean producers and the owners of 
~oybean n:ills in illinois and Iowa, are generally very much less 
mtere.sted m the level of rates on cottonseed and soybeans, respectively, 
than m the level of rates on meal, cake, and oil, and even in the level 
of rates on the products of the further processin{Y' of cottonseed and 
soybean oil. o · 

2. WHY SOME INDUSTRIES TEND TO BE LOCATED NEAR THEIR _ 
MARKETS 

In contrast to the group of industries which tends to locate in close 
proximity to raw materials is another ~oup which finds it advanta..: 
geous to locate near their markets. Numerous circumstances may 
bring about this situation. · 
Perislw.bility of products. 

Products whose quality deteriorates considerably in transit are 
usually manufactured very close to their markets. The necessary 
raw materials, if they are not produced near the markets for such 
products, must be transported from other areas. Fresh bread and 
pastries lose their principal salable quality-freshnesg.-.,..if transported 
long distances. Accordingly the bread-baking industry is distributed 
very closely in relation to the market for bread.t' Ice cream is another 
commodity which deteriorates rapidly, and which is therefore pro-· 
duced very close to its markets. The location of slaughtermg plants 
is affected by the fact that in warm climates, such as that of southern 
California, there is a demand for locally slaughtered pork. 

In general, no- reasonable change in frei~ht rates, either on the 
products or their materials, would xesult m a considerable _inter· 
territorial shift in the location of bread-baking, or ice-cream manu
facture. . Even t~ough rates. on f!esh meats ~om points .in Western' 
Trunk-Line Territory to Califorma were considerably reduced, some 
ho!!S would probably continue to be shipped to southern California 
for

0 

slauo-hter because of the demand for locally slaughtered pork in 
that are~. There is no doubt, however, that the freight rate structure 
fosters movement of live animals rather than their products from the 
latter territory to the Pacific coast, generally. 
The combination of materials with others found nearly everywhere. 

!Ianufactured products in which a ·majo~ ingredient is a material 
which is found nearly everywhere at app1·oxunately the same expense 
tend to be produced near their mark~ts. In a .sense, exa~tly· the 
converse of the conversion losses considel'ed earlier occurs m these 
manufacturing processes, as weight is gained.rather ~than los~ in. manu
facture. As a result, a distinct ~ransportat!on advanta-ge IS gxven to _ 
producers who combine the variOus. materials close to the market. 
In such cases materials produced m other areas, rather than the 
product, tend' to be transported, and establishments that manufac· 
ture for distant markets do so only because they posse_ss manufac-
. t Because of regional differences in the proportion of bread that is baked in the ~orne, a_nd in verr small 
bttkeries thllt do not report to the "Bureau of the Census, and beam.se of so~e rt>gu~nal tutlerences lD pur-

' chasing habits, the correlation of bread baking with neither populauon nor mcowe ~perfect. 
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turing or marketing advantagt:'S over manufarturrrs at the markl'tS 
which Qifst>t the u;tta transportation cost incurrt'd. ... 

The manufacture of soft drinks is an industry which is dishibutNl 
Geogra_phically according to its markets because ono of tho principal 
mgredtents-water-can be obtain('d in practically all centers or 
population. ""att'r constitutes more than 00 percent of the weight 
of sort drinks. The other ingredients, such as sugn.r, arc transported 
to such markets unlt'ss, of course, Utey arc procluced there also. J~» 
In some instances the in!!redicnts other than water are combint"d 
elsewhere and shipped to Yocal markets to be combined with water, 
and bottlcd.11 And,. in a few instances, brands possess sufficient 

· marketability to command premium prices at a distance.11 

Boer, also, tends to be brewed in close proximity to its markets. 
The major reason i:1 that about 91 percent of tho W('ight of beer is 
water. The grain _going into beer i~ shipped from 'V estern Trunk
Line Territory to New England and other Official Territory points, 
and to Southt'rn Territory. The importance of brand names, however, 
is. so great in the case of beer that some of tho product is shipped long 
dtstancrs. 

The great bulk of sul!uric acid is manufacturrd in fairl.r dose 
proximity to the manufacturin~ and other establishments usmg it. 13 

Even if freight rates on sul!unc acid .were lower than on ,sulfur, o. 
considerable movement of the latter lrom Texas and Louisiana, 
where sulfur is produced, would undoubtedly occur, since sulfur 

.constitutes only from ~ to U of the weight. of sulfuric acid, and the 
rest is water. • . 

· The fact that the bulk ol the nation's commercial fertilizer is manu
factured in Southern Territory is partially explained by the fact that 
a considerable amount of common sand or other filler found almost 
everywhere is often combined with the other and more conccntratl'd 
ingredients, thus favoring manufacture in the arras where commercial 
fertilizer is extensively used. ·The· production of {»Ortla.nd cement is 
also distributed geographically in fairly close relatiOn to its markets. 
The major reason for this fact is that the raw materials, other than 
fuel, are found in nearly all parts of the United States. 
The combination of mattrial1 produced in &eparate regions. 

Even when none of the materials used in manufacturing a particular 
product is found near the markets for that product, an incentive in 
the fonn of lower freight costs is given to the location of manufac .. 
turin<Y near the markets if raw materials or scmimanu!acturcd mate-

. rials from many different places are required. The reason for this is 
that the various raw materials can generally he brought together at 
the markets for the manufactured. products as cheaply or more 
cheaply than anywhere else, since the combination of materials in any 
of the regions producin<Y raw materials would involve out-of-line 
shipments on others, and consequently a larger freight bill. :MaBy 
of the industries which combine a yariety of materials from various 
producing regions are among those concentrated in Official Territory 
. 11 The distribution ot the manub\ctrtre of ~rt tirinh tloo' not eurre~ponrt prPci'lf'ly with elthPr the dht.rl· 

bution of population or income M table Irlln appen11!;( I Indicate:.. .Uu& the major real!OD for this Is that 
Df'ithf>r population nor Income Ill a prPci.ie lntlicntor of demamJ. 

11 'fhi~ Is apparently true of Coca-Coin, for Pxample. 
12 This ll! apparently true of Canndll Vry product.s, for ~>~ample. 
It Not all 'IUifuric acid is manufacture•! air11ctly frnm sulfur. A con~k!Prable Rmonnt of ~ulrurlc adrl I~MilPII 

as a byproduct of the smelt.in~t an•J refinin!.( of nonfPrroua ml'tallt. Tbe d.illcusslon above doo11.not, oC cour,l', 
n>late to the location of mcll smelters and refinerie3. 
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where s~ ~any coll}modities find the bulk of their market. The 
automob~c mdu~try 1s ~good example of this type of industry; ... 
Som~ mdustnes whiCh draw their raw materials, including fuel, 

from different sources arc located at advantageous points which lie 
be~w~cn the sources of n:aterials or fuel, on the one hand, and the 
prmCipal markets for thmr products, on the other. · If bauxite could 
be reduced to alumi~a without the use of fuel, it is probable that 
more Arkansas· bauxite would be reduced' to alumina in Arkansas 
since 2.3 tons of bauxite, on the average, are required for the manu~ 
facture of 1 u;>n of alumina. But in addition, more than 2}~ tons ~f · 
coal are reqmrcd, on the average, to manufacture 1 ton of alumina 
:Much Arkansas bauxi.te is therefore hauled the· relatively short dis: 
tance to East St. Loms, Ill., for manufacture where coal and certain 
other ma.teri~ls u~ed in making. alumina are re!Ldily available, and. 
the alumma IS shipped to alummum plants whiCh must be located; 
where power costs are low. Thus, in the past, the manufacture of 
alumina has taken place between the source of bauxite and the market 
for alumina. . · ·. · , 

If iron ore could be manufactured into. steel without the use of 
coke, it is likely that a large part of the steel industry would be located 
ncar the ore deposits, since upwards of 2 tons of iron ore are re- . 
quired for the manufacture of 1 ton of steel. But the manufac-. 
turo of steel also requires about% of a ton of coke or 1~ tons of coking'. 
coal. 'Vhen the iron ore and the coal come from different areas·· a 
saving in freight costs will often be made if the _ore ~nd the coal are 
brought together near the markets for iron and steel or at some point ' 
between tho sources of ore and of coal and the markets for the product. 
It is noteworthy that iron ore is not shipped from Alabama, ,where 
excellent coking coal and fluxing limestone are found in abundance 
along with iron ore. This is also true of the iron ore of Utah, and was 
true of Colorado ores before the mines were exhausted. . . , . ' 

The milling industry is another industry in which there is some 
advantage in locating between various wheat-producing areas on the. 
the one hand, and markets for flour on the other; since ability to 
obtain wheat from different sources of supply, without necessitating 
back hauls is of importance. ._: · · ·. 

Industries which for one reason or another are more advantageously 
situated if located near their markets are not likely. to be drawn to 
other locations by adjustments in freight rates. But here, as in· the 
case of industries which tend to be located near raw materials,· the 
strength of the force which pulls them toward a certain location will · 
vary greatly in different industries. . · · · · · 

8. INDUSTRIES WHOSE LOCATION • IS .AFFECTED BY THE RELATION OF 
RATES ON RAW MATERIALS AND FINISHlj:D PRODUCTS . 

\ . . 

There is a class of industries, however, which is particularly sen
sitive to freight rate changes. This grol!p of industries consists of 
those which are drawn towards raw matenals, Qr towards markets for· 
finished products, depending on the relation between the r~tes on ·raw 
materials and on finished products. If rates on raw: mate~als are low 
relative to the rates on finished products, these mdustr10s tend to 
locate near the markets for their products, but if the rates on raw 
materials are high relative to the rates on the fimshed prflduct they 

• 
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tend to locate nrar the source of their raw matcriab. These indus.. 
tries are the ones which are most affected by rate changes and which 
may be induced to locate in one region or another by manipulation of 
freiqht rates"' It should be noted, howevet, that tho factor afl'ccting 
the Jocation of these industries is not tho level of rates but the re
lationship of rates on raw materials and finished products. 

The meat-packing industry is one which is affected by such rate 
relationships, and many of the rate controversies with whif'h this 
industry has been concerned in the past have involved the relation· 
ships between rates on livestock and fresh meats. The fact that rates 
on fresh meats are ordinarily higher than on livestock works to the 
advantage of packers located neo.r consuming 1Jutrkets as compared 
with those located near tho sources of livestock but distant from 
consuminf'l' markets. Tho combination basis of rates on livrstock 
from the \Vest to eastern points1 which results in comparatively high 
interterritorial rates and which thereby narrows the spread that would 
otherwise exist between the rates on fresh meats nnd lin•stock, tends 
to reduce the advantage which eastern p1ckcrs derive from a spread 
in the rates. The wide spread between meat and livestock rates from 
Western Trunk-Lino points to the Pacific coast favors the shipment 
of livestock rather than meats to Pacific coast points. The recently 
established low rates on livesto<"k from the South to Eastern Territory 
ms.y favorably. affect the livestock producers in the South, but may 
resUlt in rate relationships unfavorable to the growth of the pncking 
industry in the South. The milling industry is also an industry 
which has been affected by the relationship of rates on raw materials 
and finished products. The peculiarity of the rate relationship in 
the latter industry has been the widespread equalization of rates on 

· wheat and on flour and mill products. , 
A conflict of interest often appears within a re~on when the location 

of processing in the areas producing raw .matenals is dependent upon 
the relation between the raw materials and finished products rates. 
The interest of the raw material producers in having low rates on 
raw materials, in order to obtain as wide a market as possible for 
their products, may come into conflict with the interest of processors 
desiring low rates on finished products and comparatively high rates 
on raw materials. From the point of view of the national economy 
the wise policy in instances of this sort would seem to be to estab
lish rate differentials on raw materials and finished products which 
correspond to the differences in the cost of transporting them, and 
then to let industries gravitate toward raw materials or toward the 
markets, depending on which is the more favorable location under the 
resulting rate adjustment. To the extent that carriers are free to 
adjust rates to meet competitive conditions, however, the force of 

· market competiti~n is likely to prevent the universal establishment 
of rates on this basis. . 

4. OTHER FACTORS AJTECTINO THE LOCATION OJ' INDUSTRIES 

Transportation advantages play a large part on explaining why 
some industries tend to be located ncar the sources of raw materials, 
but they are advantages which, in most cases, would continue to hol<1 

. the industry to the raw material sources under almost any level or ' 
structure of freight rates. Transportation advantages also ploy a 

• 
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large part in explaining why some industries seek to locate near their 
ma_rkets. These are also advantages which would hold the industry. 
to Its markets under almost any probable level or structure of freiO'ht 
rates. Trans.portation costst ·as affected by the relationship of ra1es 
~n raw mate~als and on finisned products, are important in detenhln
mg ~he l~cat10n of anoth~r group of .industries. · .ChanO'e~ in th.ese 
relatiOnships may result m changes m the locatiOn of mdustnes. 
There are, however, other factors unrelated to transportation costs 
which affect the location of industries and which may outweigh trans
P.ortation costs. Soll}e of the more important of these nontransporta
tiOn factors are mentiOned below. · · 
Power costs. 

There is a growing number of industries which are. d:J:ndent upon 
cheap electric power, and whose location is determined ost entirely 
by that factor. The manufacture of aluminum from alumina is a 
good example of this class of industries. The importance of -electriQ 
power in influencing the location of the aluminum industry is indicated 
by the fact that about 24,000 kilowatt-hours are required to produce 
one ton of aluminum.•• At 1 cent per kilowatt-hour,· the electric 
power costs, alone, of manufacturing a ton of aluminum would be 
approximately $240 as against only $24, at 1 mill per kilowatt-hour. 
In fact "power is relatively so important in the aluminum mdustry 
• · • • that the reduction plants have been established in regions, 
where energy can be generated at a cost of less than 3 mills per kilo ... : 
watt-hour." 15 No reasonable change in freight rate& on either the 
materials entering into the manufacture of aluminum, or on the latter, 
would warrant the establishment of aluminum plants where power 
costs are hi~h. If power costs were of little or no importance m the 
industry, it IS highly probable that more alumina. made from imported. 
bauxite would be reduced near. the ports, and from Arkansas 
bauxite p.ear that source, since 2 tons of alurillna are required· to 
manufacture 1 ton of aluminum. But power .costs are of such over
whelming importance as to render of relatively minor significance the 
freiO'ht costs on 2 tons of alumina, one-half of a ton of petroleum coke, 
anl substantial amounts of cryolite and other materials. · · . ' 

There are other indu~tries, alsot whic~ ·are su~h large ~sers of 
electric power that no site other tnan one at which power can ~e 
obtained at very low .rates .would be chosen fo! manufacture, e~en If 
considerable changes m freight rates on matenals ~nd products were 
made. For· example, from 16,000 ~o 20,000 kilowatt-hours are 
required to produce 1 ·ton of mag_n.esium. ~lore than 9,000 hours 
are required to produce 1 ton· of sihcon carb~~e, and 6,000 to 9,000 
kilowatt-hours to produce 1 ton of ferrosil.ICon, ferromap.gru;tese, 
ferrochromium, ferromolybdenum, ferr?~~s;tdium, .or ferrouraruum. 
The production of 1 ton of electrolytic ZW? reqUires ~os~ .4,000 
kilowatt-hours of electric energy,. and for this rea~on avail~b~1ty of 
chea.p electric power h~s been an rmportant factor m d~termmmg the 
location of such estabhshment.s. . i • . 

Although industries in which low-cost .electnc P?Wer IS of yxtal 
importance cannot be drawn to o~her loc.atiOn.s by freight ~ate a~Just

, ments the a"'{tent to which such mdustnes will locate at a particular ' . . 
"Federal Power Commisslo:~, Power Requirements an Electrochemical, .Electrometallurglcal, and A~ied 

Industries, Washington, D. C., 1938. · 
a I bill., p. 15. · 
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source of]ow.cost power may depend upon distance and freight rates 
to markets for the products of such industries. . 
La6or tosts. 

, Differencrs in wage rates in difft'rent areas have had an important 
dfrct on the location of industries. Rl'gional diifl'rt'nCt's in wn~o 
levds, however, may not survive the industrialization of arl'lt.s m 
which little manufacturing now takes place. 'Vnge difT('rcncl's, how
ever, have been an important cause of the dcvdopment of cotton 
manufacturing in the Southern Statt's.11 • 

Skilltd la6or supplu. 
Regional differenc'cs in the specialized training of the labor supply 

have had an important effect upon tho location of manufacturing in
. dustries. Both in the Southern and the 'Vcstem Districts, the dcv£'1. 
· opment of manufacturing has been retarded because of lack of labor 

with specialized manufacturin~ training. This lack of hirhlY skilled 
labor can be rcmrdied, but it 1s costly. Tl1e lack of skilled workrrs 
in the South and the 'Vest has been an especially important obstacle 
to the development of the more advanced stagl'S of manufacturing, 
since the latter usually require far more bighly skilled workl'rs thnn 

· the earlier stages.. . 
The importance of a skilled labor supply in the growth of a rl'gion's 

manufacturing can be illustrated by the historical development of 
numerous industries in the Soutp and in the 'Vest. The cotton tex· 
tile industrj' in the South has bad a steady but gradual development 
during the past 70 years. Those branches of the industry requiring 

, the lowest grades of skill developed first to be followed in almost per· 
feet succession by branches requiring higher grades of skill. Even 
today, the manufacture of the more exrcnsive typ~s of piece goods is 
performed almost exclusively in Officia Territory. The manufactur· 
mg of cotton clothing requiring more highly skilled labor is also per· 
formed almost exclusively in Official Territory, although the South 
manufactures a relatively large percentage of such articles of clothing 
as work shirtsP 

The pottery industry of this country is still very largely concentrated 
'in Official Territory. Beginnings have been made in Southern and 
Western territories but the pottery manufactured in these areas is 
generally of lower grade and does not require very highly skilled labor. 
Some wool produ<;ed in ~1ountain-Paclfic Territory is proct'sscd in 
that area. 'Voolen clothing is also made there. In general, howeveri 
only the cbenper grades of woolen clothing arc made in that area o.n< 
most of the finer grades, requiring mora highly skilled labor, nrc pur
chased from clothing centers in Official Temtory. Similar illustra· 
tions could be multiplied. 

Regions in which labor has, over a period of time, developed the 
special skills associated with a particular industry are apt to retain 
that advanta~e for a long time. Such regions tend to remain the 
center of the mdustry after the original reasons for the establishment 
of the industry in that area have ceased to be operative. 

• See Setb Hammond, Loeatlonal Experiences of the Cotton Industry, National Resources I'IIUUllnr 
Jloard, 1941 (mimeographed). 

w .For data on geographical dlatributloD of certain klnda of cotton-goods manufacturing, eee appendix I, 
&ablealV-VIU. 



INTERTERRITORIAL FREIGHT RATES 249 

E. CONCLUSIONS 

. Four. gen~ral classes of manufacturing industries have been men
tioned m thiS chapter: (1) Those which tend to be located near the 
source of one o_r more raw materials; (2) those which teqd to be lo
cated J?-Car theU" marke~s; (3) those the location of which may be 
determmcd by the relation of the rates on· their raw materials and 
their finished products, and (4) those whose location is deter.niined by 
matters unrelated t,? transportati~:m, s';lch as power costs, _wage levels, 
~nd a supply of skilled labor tramed m the processes of a particular 
mdustry. . . _ . 

Industries which tend to be located near the sources of raw mate
r.ials because of some transportation advantage are not ordinarily 
bkely to be drawn away from such locations by changes in freight. 
rates. The transportation advantage of location near raw materials. 
is usually too great to be neutralized by rate adjustments. 'Vhether 
an industry of this type can thrive in a particular area, however, in 
competition with producers of the same material in another locality 
may depend on low freight rates on manufactured articles to consum'" · 
ing markets, as previously noted. For this' reason the exploitation of 
the natural resources of an area by industries of this class may be 
afi'ected by comparative levels of freight rates on manufactured articles. 

Industries which .fina a distinct transportation adv_antage in being 
located near the markets for their products are not likely to be drawn 
to other locations by changes in freight rates that might result from 
a removal of regional differences in the levels of class rates. These 
industries tend to develop as the market for their product develops, 

'and are only indirectly affected by changes in freight rates. .. 
The industries which will locate near raw materials if the rates on 

raw materials are high relative to the rates on finished products, or · 
will locate in close proximity to their markets if the rates on raw 
materials are low relative to the rates on finished products, are the 
industries whose locations arc most likely to be affected by changes. 
in frcirrht rates. It should be observed, however, that rate relation
ships, ~nd not rate levels, are of most importance here. - Placing class 
rates on a common level throughout the United States would change 
some of these relationships but determination of the extent to which
particular in~ustries would be !lffected, if ~t all,_ wo.uld requ_ire a ca;re-·_ 
ful examinatiOn of the changes m rate relationships m those mdustnes, 
and also a consideration of the importance of these relationships as a 
locational factor in the industries in question. - 1 

.· • 

The industries, the location of which has been determined by non
transportation considerations such as power costs, ~age _levels, and the' 
like may or may not be affected by the changes m freight rates that 
wo~d result from equalization of class-ra~e levels: For mapy indus-_ 
tries the importance of the non transportatiOn l?catlon fac~or IS so great 
that no changes in freight rates would change the locatwnal pattern 
of the industry. · . 

On the other hand, locational a4vantages, ~ther tha:r;t frei~ht rates, 
may in particular instances be so ~~ht that differen~es m freight rates 
are a determining factor in deciSions as to locatio~. U~avora?le 
freight rates may, in some insta:r;tces, prevent the locatiOn of mdus~ries 
in otherwise advantageous locations; and on the other hand, espeCially 
favorable rates may, in particular cases, fo_::;ter the development of an 
industry in an otherwise unfavorable lo~atwn. 
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The forrgoing analysis of industries acroruinO' to the factors which 
affect. their location su~ests that the locationaf pattr.rn of the manu· 
f&cturing industries of the country would be affected to a limited rxtcnt 
by the e_qualization of freight-rate levels, particularly the levels of class 
rates. Th.e conclusion is warranted, however, that equalization of 
rate levels, particularly tho levels of rates on manufactured articles, 
would create conditions more favorable than have existed in the vast 
for tho development of particular industries in tho South and '"est, 
since present rate disadvantages would be rcmoved.1' 

If an attempt were being made to appraise the diccb that tho pres.;. 
t'nt rate structure has had on the t'COnornie development of tho South 
and 'Yest in tho past, it would be necessary to recognize that tho rcstric· 
tive effect that a high general basis of class rates may have had on the 
development of industries in those areas must be Wt'ighed ag-ainst tho 
stimulating effects which may have resulted from tho favorable rates 
on some manufactured products now produced in those areas, as wdl 
as from favorable rates on many raw materials. It should also be 
rcco~zed that high rates within tho South anil 'Vest on manufa('turcd 
articles, coupled with high intcrterritorial rates, aJthou~h tf'nding to 
discourage manufacture in the South and 'Vest for Ofiicial Trrritory 
markets, would normally encourage the development of local industries 
·in the South and 'Vest for local markets. It hqs previously been noted 
that Southern industries have sometimes objected to lower rates from 
the North to the South than apply within tho South in order to be 
protected from the comyctition of northern goods. 

A proper settlement o the intertcrritorialfreight-rato problem from 
-a national standpoint should not depend upon considerations of sec· 
tional gains or losses that mi~ht rrsult from the removal of existing 

-cl.ifferences in rates. Unless tnerc are compelling reasons to the con· 
trary, the rate structure should not be manipulated to stimulate the 
location of industries in any particular region or locality, or to prevent 
their location in other areas, or to foster either centralization or dccen· 
tralization of industry. The rate structure should place no obstacles 
in the way of locating industries where production costs, including 
transportation costs, are lowest, or where for other reasons it is ad van· 
tageous to locate· an industry. A rate structure that is adjusted to 
transportation costs serves this purpose best. If this results in con· 
ccntration of industries in certain areas such concentration has a sound 
economic basis; if it results in a scattering and decentralization of 
industries, that, too1 rests upon a sound economtc foundation. 

The removal of eXIsting differences in rate levels, except to the extent 
that such differences are justified by differences in transportation costs 
and the revenue needs of the carriers, would facilitate a sounder regional 
specialization in the United States. It would permit manufactured 
products from the South and 'Vest to move more freely into Eastern 
Territory :markets. Unless rates were equalized on the highest regional 
levels it would also permit products of Eastern manufacture to move 
more easily into Southern and 'Vestcm markets. The net result would 
be the creation of a situation in which each part of the country could 
develop the particular lines of manufacturing for which its resources 
were best fitted. - · 

• In the report submitted to the Boart! by the dirl!ctor o( the ~tully this pBrll!O'aph tAatf u fonows: "The 
for@ll:oing an!Wysis of industries according Co the factors whicb affect their IAlcati<m suggrHts that the locatlona& 
pattern of the manufacturing in<lllBtries of the country would be atfeete<l onlY to a llmtt.ed extt>nt by the 
equalization of freiiChC rate levels, particularlY the levels of Cl8118 rate~~. 'l'he conclu:lion Is warrantll<l, how. 
ever, that equalizatinn of rate levP.Is, partleularly the levels ot ratf'llll on manufactured artlclrs, would erPattt 
conditions somewhat mr>re favorable than have exl.~ted In the pMt for the development of partloula.r lndu .. 
kiellD Ula South and West, since present rate dlaad vantaa:ea would be removed." 



CHAPTER IX 

RELATIVE TRANSPORTATION COSJS 

A. STATEMENTS OF THE I;NTERSTATE · Cor.IMERCE. CoMMISSION IN 
. DECIDED CASES ' . 

Less favorable transportation conditions and higher operatinoo; costs 
~ave been freq_uen~lY. cite~ by the Interstate Commerce Comxcission 
m the past as JUstifymg higher levels of rates in the South and West 
than i.n. the. East. Among the l~ss.favorable transportation conditions,· 
prevailmg m those areas, the lighter traffic density has received the 
most frequent mention. . , . . , , · 

So far as the South is concerned, the Commission's decisions· are · 
replete with statements of the less favorable transportation conditions 
prevailing in that area. See Glass and Commodity Rates,· 38 I. C. C.' 
411, 430 (1916); Commercial Club of Carrollton v~ Director General, 55 
I. C. C. 697, 700 (1919); Barytetirom Tennessee, 43 I. C. C. 334, 337 
(1917); Cincinnati Association o Purchasing Agents v. Louisville &: 
Nasht'ille R. R. Go., 89 I. C. . 285, 294 (1924); Eastern 1.1ivestock 
Oases of 1926, 144 I. C. C. 731, 766 (19281; Blue Ridge Glass Gorp. v. 
Akron & Barberton Belt R. R. Go., 182 I. u. C. 493, 495 (1932). · 

A comparatively recent case in which sp~cific findings were made of 
higher costs in the South than in the North, in spite of contentions· 
to the contrary, is Cotton, Woolen, and Knitting Factory Products, · 
211 I. C. C. 692 (1935), wherein southern shippers had contended· 
that the actual costs of performing transportation service in the . 
South were lower than in the North. In this case the Commission 
said: "If necessary corrections of inequalities, especially as to length 
of haul, were made, and the comparisons were made of properly 
comparable figures and periods of· time, this record would show 
affirmatively that Southern Territory should continue to be con-. 
sidered higher rated territory than Official Territory" (p. 723). · Even ,· 
more recently, in 'Divisions of Rates1 Official and Southern .Territories, · 
234 I. C. C. 175 (1939), the Comnussion made a specific finding that 
transportation costs were higher in the South than in the North, 
althouooh the northern carriers contended that costs in the two terri
tories ~ere substantially equal. The Commission's conclusion was 
that "transportation costs on the tra:f;lic here considered may properly 
be considered to be higher in the South, and tha.t, although the exact 
degree of difference is indeterminable, it is not negligible, as the 
northern lines argue" (p. 189). · 

Not long after the decision in the Southern-Official Divisions case 
the Commission in another case, appeared to have some doubts· 
about the truth 'of the contention that there were substantial differ
ences in transportation costs in the South and in Eastern Territory. 
This case was State of Alabama v. New York Central R. R. Go., 235 
I. C. C. 255 (1939), commonly known as the ~outhern G~ve~ors: case.' 
In this case the Commission said: "The freight traffic aenstty m the 
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Southern Rt'~ion i.i considerably lower than that in tho Eastrrn 
District. Th1s, taken by itself, would su~t'st hi~hrr costs thrrcin. 
Dut otht'r factors, such as Iowt'r investment, lowrr trrminnl costt etc., 
appt'ar largely to oiTset the lowrr density" (p. 307). Tho Comnussion 
finally concluded that 11tho cost of transporting tho articles namt~d in 
ther complaint from producing points in tho South into tho North, 
compared with that of transportin~ like articlrs within tho North, 
docs not justify tho maintenance thrrcon of h.i~hcr levds of ratrs 
than are applicable on like articles within the North'' (p. 326). This 
reernt case, as noted above,- suggests that tho Conumssion now has 
doubts concrming the vo.lidity of the assumption that transportation 
costs are higher in the South than in the North. 

So far as the 'Vest is concerned, tho Commission's approval of 
higher class or commodity rates than in the East and South is also 
predicated on less favorable transportation conditions. Here again 
dill'crrnccs in traffic density have been assumed to establish higher 
costs. See Glassuure to the South, 222 I. C. C. 467, 470 (Hl37); 
Consolidated Southu:estem Casts, 205 I. C. C. tiOl, 650 (1934); Abbotts 
Dairies, Inc. v. Alinneapolis, St. Pa1£l and Saull Ste. ~larie Ry. Co., 
216. I. C. C. 661, 665 (1D36). The diffcrencrs in rate levels within 
d.iflerrnt parts of the 'Vest have also been justified by the Commission 
by differences in traffic density and in othrr transportation conditions. 

I 

B. EARLT CosT STUDlES or INTERSTATE CoMMERCE CoMMissiON 
STArr 

·1. I. C. C. BUREAU OJ' STATISTICS COST STUDY, 1930 
. ~ 

, A· study of regional var1ations in railroad freight costs, made by 
Dr. Lorenz of the Bureau of Statistics of the Interstate Commerce 
Commission, wa1t published by the Commission in mimeograph form 
in 1930 under the title: "Territorial Variation in the Cost of Carload 
I!'reight Service on Steam Railways in the United States for the Y car 
1928.77 I · 

This study was of average freight costs, which wrre determined by 
taking the total freight service costs-operating expenses, ta..··ws, and 
return on investment-of class I railways, and dividing them into. 
yard and station costs on the one hand, and all ~ther costs, on t~e 
other hand. Yard and station costs were placed on a per car basis, 
alter deducting certain costs assignable to the less-carload business. 
The other costs were placed on a gross ton-mile basis, i. e., the gross 
ton-miles hauled in revenue freight service. They were also shown on 
the basis of loaded car-miles.' Certain roads which were primarily 
carriers of coal and ore were not included in the study.3 :Passenger 
deficits were included in the computations of cost. 

The results of this study are shown in table 139. 
I Interstate Commerce Commission, Bureau of Statlstic8, Stat .. ment No. 3018. 
I For fW'iher det~ils of the methoda u!!fld 11ee StatP.mllnt No. 301~. pp. &-7. 
I The road~ not lnclufled were the following: Lehil(h & New En~Cianrl; Mononllahela; Montour: J>lt.t~~oo 

bunrh II: Lake Erte; Pittsburr & Shawmut; Pittsburg, Shawmut & NorthPm; BP.!IIlemPr & Lake F:rle; 
Buffalo .It Susquehanna; Chicago .It Illinois Midlanti; Evan~ville, Inrlianapolis & Terre Hautr; Hocktnr 
Valley; Pore RPadin~t; Wpstem Maryland; CheR&pP.ake & Ohio; Norfolk & WeRtf!mi Virp:Jnlan; Hnlutb 
II: lroD Range; Duluth. Mi!l88be & Northern; Lake Superior & Ishpeming; Bingham dl OarfleirJ; Utab. 
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TABLE 139.-Relative cost of railroad carload freight 300-mile haul class I rail-
. ways, excluding coal and ore roads, 1928• . · ' 

District or Rcgl~n 

rot~~~~F~~~:~~ ~:::: ::::::::::::::::::::::::::::::::::::::::::::::::::::::::::: 
Western Trunk-Line railways ..•••••••••••••••••••••••••..•••••••••.••••••••.••. 
Southwestern Region .....•......•...•.•..•..••.•••..•.•••••••••••••••.••••••..•. 
Mountain-Pacific, excluding Union Pacific R. R •••••••••••••••.•••••.•.••••••••• 
Mountain-P8C'ific,lncludlng Union Pacific R. R •••••..•••••••••••••••••••••••• 
Western District .•••••••••••••••••••••••••.••••••••.• ---- ••••••••.••• ------••.•. 

Relative cost (Eastem 
=100) 

Gross ton- Loaded car· 
mile basis mile basis 

100.0 
135. g 
99.2 

107.2 
104. g 
]34. 5 
125.0 

. 113.4 

100.0 
121.8 

. 98.6 
' 1104.0 

. 104.0 
133.1 
122.1 
111.2 

• The costs were figured on the basis of a aoo-mne haul for a car ofll5 gross tons. Ibid., pp. II, and 12, 
• Includes Richmond, Fredericksburg & Potomac Railroad • 

. The Lorenz st~dy b!ought out the f~ct that the switching and· sta
tion costs were higher m the East than m the South, but that line-haul 
costs were lower in the East than in the South. For this reason' the 
relation of the Southern costs to the Eastern became less favorable
to the Southern Region as the length of the haul increased. The 
relatives shown in table 139 are based on a haul of 300 miles. · ·. 

Another point brought out in the Lorenz study relates to the effect 
of differences in traffic density on cost .. · The Eastern District. had 
about twice the density of the Southern Region, yet the unit cost'was' 

· slightly greater in the East. The line-haul cost in .the East; however., 
was somewhat less than in the South. . · · · , . . · .. : . 

The Lorenz study indicates that the return-on~value element w_as 
relatively higher in the South and West· than in the East,: consti
tuting 22.5 percent of the freight operating expenses, taxes, and rents, 
in the Eastern District, 24.9 ·percent in the Southern Region, ·.25.1 
perc:ent in the. 'Vestern. Distric.~ a.nd 28.~ percen~ in the Mol.mtain
·Pacific group, 1f the Umon·Pacmc IS not mcluded mthegroup. ·rThe 
passenger defi~icncy a~sa constituted a.l~rg~r·~lement in the cos~ in ~he 

·Southern Region and m the West than 1t d1d m the East,·constttutmg 
3.3 percent of the freight operating expenses,· taxes, rents, and return 
on value in the East, 9.0 percent in the South, 10.6 percent in the 
'Vestern District, and 12.7 percent in the Mountain-Pacific area, if the 
Union Pacific Railroad is not included.• 

~ ! f '\ 

2. I. C. C. BUREAU OF STATISTICS, STATEMENT NO. 3812, 

Another study of regional v~riations in railroad costs, so~ewhat 
more elaborate than the earlier study, was made by the Bureau of 
Statistics of the Interstate Commerce. Commission ip. 1938, and 
published in mimeographed. form un~er the title: "Territorial Y ariati?n 
in the Cost of Carload FrePht Serv1ce on Class-I Steam Railways m 
the United States for the C~lendar Year 1936". In this study costs 
were calculated on a gross ton-mile ~asis, and on a car-mile basis, as 
in the earlier study, but under four different plans. 

• Ibid., p. 11. 
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·· Under plan I, which was the method used in the earlier study, the 
coal and ore railways were e~cludcd. 1 Expenses incurred for less
carload freight \\·ere excluded, but the net passenger deficiency was 
included in the freight costs. 
· · Under plan II computations wrre restricted to railways with annual 
freight revenue of at least· $10,000,000, of which not less than 12.5 
percent was derivrd from carload traffic classified as "manufactures 
and miscellaneous," and from less-carload traffic, combined. The 
purpose of this selection was to determine the carload unit costs of 
general mrrchandise carriers. Costs, under this plan, included an 
allowa.nce for the average interchange in each rrgion. Neither less
carload deficiencies nor passenger-train-service deficiencies were 
included in the freight costs under this plan. 

Under plan Ill, the costs were calculated for all class I railways, 
excluding switching and terminal companies. Under this pian 
less-carload deficiencies and passenger service deficiencies were not, 
included. , . . 

Under plan IV all class I railroads were included (except terminal 
and switchin~ companies) as under plan III, but the deficiency in less
carload freignt. earnings was included as a carload freight cost. 

Plan V was the same as plan IV except that deficiencies in passenger .. 
train earnings as well as in less-carload frcigh t earnings were con· 
sidercd as part of the cost of handling carload freight. 
· Relative· costs under all of these plans, with Eastern Territor)' 
cost taken as 100, are shown in table 140. . . 
: The chief criticism of these cost studies is that they are based on 
averages, and that to some extent they are averages of unlike things 
since there are differences in the composition of traffic, the average 
loading of cars, and average lengths of hauls in the dillerent terri
tories. The weaknesses were recognized in the Bureau of Statistics 
studies and, so far as possible, methods were used which would 
minimize errors from this source. Thus the exclusion of the coal and 
ore roads in some of the calculations was for the purpose of eliminating 
the influence of marked differences in com.posit1on of traffic and 
differences in average loads per car •. Likew1se the use of selected 
carriers under plan II of the 1938 study was to eliminate the influence 
of :roads with a preponderance of certain kinds of traffic. It is worth 
noting, however, that the Bureau found that about the same results 
were obtained whether the coal and ore roads were excluded or not, 
and that the results were not much different, so far as rclati ve costs 
were concerned,. whether all class I carriers or only_ the general mer
chandise carriers under plan II were included. The calculation of 
costs both on a gross ton-mile basis and on a car-mile basis was also 
a recognition of the effect of differences in car loading, althouph nearly 
the same index of relative costs resulted from both metho<tS, except 
in Pocahontas Territory. 

The conclusion seems warranted that although these computations 
of relative cost are subject to many limitations, they do probnbly 
portray, at least in a general way, the regional difl'erences in average 

I The road!! ncladed w~re the tonowlmr: Cambria II IndiMa; Monon"ahela; Montour, Pltt~bnl'!lb & 
Lake Erte; Pittsburg It Shawmut; Plttsbul'i'. ShawmuC & Northern; Bessem~r & Lake EriAl; Chi~Bgo & 
Illinois Midland; Western Maryhmd; Chesapeake 4r Ohio; Norrolk & Western; Virginian; Dulutb, Millll&be 
IJ Nortbem; Lake Superior It lsbpemini; Nevada Northern; Ctab. 
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cos~s. It is clear that they_ 4o not support the previously accepted 
behe~ that the ?Osts ofT proVIdrng transportation service in the South 
are h1gher than m. the North, but rather t~at they ~re Pf?bably slightly 
lo~nr: The studies sJ;tow costs to be noticeably higher rn the Western' 
DtstriCt than the Umted States avernO'e. · 'The- studies also indicate· · 
that costs are substantially higher in New England than the costs in· · 
the rest of tho Eastern District. The studies also indicate that· costs · 
arc .lower in the Pocahontas Region than elsewhere in the .United 
States. 

TABLE 140.-Relal~ve cost of ~ail~oad carload freighl service, 1936, 300-mile hatd, by · 
regtons and dtstncts computed under vari(!U8 plans 1 • · . · 

• 11: 

[Eastern District=-100) . -
Plan I, class I 

Plan ll, select- Plan IV, nll ed railways Plan m,all Plan V;au' " 
railways other (genernl mer- rlass I line-haul class I line-haul rlass I line-haul 
than coal and chandise car- railways, e.xclud railways, includ- railways, inrlud-
orfl roods. in- riers), exclud- ing passenger ing less- · ing less· · · 

cludin![ J)!lssen- 1ng pa.c:senger and!~ carload deficit, carload and pu. · 
Region or district ger dctlci~ and less- carload deficits excludin![ pas- senger defici' · 

carload deficits senger deficit 
' . .. . 

I · I · I Gross I Loadrd Gross Loaded Gross Loaded Gross Loaded Gross Loaded 
ton-mile car-mile ton-mile car-mile ton-mile car-mile ton-n ile car-mile ton-mile car-mile 

basis .basis basis basis basis basis basis basis basis. basis j 

----- -
Eastern District ••• 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 . 100.0: 
New England Re-

gion. •.•..••••.••. 119.8 108..0 118.7 125.0 ll~t 128.0 140.7 1M.9 153.0 168.1 
Groot Lakes Re-

gion ...•..•••..••• 98.3 9-1.1 103.0 95.3 10l.8 K-6 101.2 93.0 . 98..8 110.1 
Qmtral Eastern Re- ' 

!Zion. ••.••••••••. 103.1 107.0 V5.8 105.1 98.t . 10!1.1 G5.8 103.5 OO.F '104.8 
Pocahontas Region. -------- -------- -------- ................. fl7.5 86.9 M.1 sa.s 61.0 78.6 
Southern Region ••• 96.0 9l.9 97.9 93.8 1u0.8 93.7 99.2 92.6 '101.3 94.8 
western District ••. 107.6 105.t 113.7 100.0 .llt.9 100.1 llt.l . 99.8 . 117.8 102.7 

·' 
1 From I. C. C. Bureau of Statistics Statement No. 3812. computed with Eastern 'ferrltorJ cost as 100, 

Instead of \dth United States cost as 100. • · · · · c . 

C. THE EDWARDS CosT STUDY . 
\ ' . 

The most recent and most elaborate attempt to detennine regional 
differences in cost is the study prepared by Dr. Edwards, of the Bureau 
of Transport Economics and Statistics of the Interstate Commerce 
Commission, in connection with Docket 28300, Olass Rate Investiga-
tion, 1939. · . · • · 

.A summary of the methods used and of the results of the study was 
introduced in the above proceeding as exhibit No. 2 with the title 
"Railroad Freight Service Costs in the Various Rate Territories, 
1939." Various cost scales resulting from the study, certain stat~tical. 
data used and statements showing procedwc, were introduced as 
exhibit N ~- 3 Cost Scales by Territories ann Classes of Equipment. 
The forms u~ed in compiling the data aiid further details showing 
methods of computing costs are shown in exhibit No. 4, entitled 
"Railway Freight Service Costs !o.r the Year 1939." Cer~ain cc;>rrec-
tions and revisions of the data ongmally presented, and a dtsCUSSJOD of 
the differences in the character of the tonnage in each territory and sup
plementary data were later published 1rnder the title "Relative Terri
torial Costs 1939 and 1941, Analyses of Switching Costs and Other 
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Dllta," aml ~ntrollucrd as rxhibit. No. 11. The rrsults of o. di!Tt•I't•nt 
mt'thod of distributing constant. .-xpcnscs arc shown in anothN· study, 

, ..-ntitled 61Trrritorial Hail Costs Dased on n Separation of tho Out.-of
, Pocket. and Constant E:tpensrs, 1939,"· introduced as exhibit ~o. 12. 

Unit. costs computrd undrr the revisru method are shown in (•xhibit 
No. 13, Territorial Unit. Costs for Uailroad l•'rdght Scrvicl', 1939. 

· Additional data, and computation of costs under o. diffrrrnt. grouping 
· of carriers are shown in another study, entitled 11 Unit Costs for tho 

Eastern Territory Including and Excludin~ tho l 1ocahontas Tt'fritury 
_and tbe State of Kentucky, Unit Costs tor the Southern Trrritorr, 
Including and Excluding the State of Krntucky, and Othrr Data. ' 
Replirs to various criticisms of the cost study and of the methods usNI{ 
and certain summary statrments, may be found in Sto.trment of :Fore 
K. Edwards in reply to the criticisms of cxbibits introduced by him 
(mimeographed). ' 
• One feature that distinguishes tho Edwards t~tudy from tho carlirr 

Btudies of the Durrau of St.atistics is that it obtains costs separatrly 
for the different classes of equipment-tank cars, box cars, gondola 
and hopper cars--and others. .1'his method avoid!, in part, the weak
ness inherent in average costs which do not take into considrration · 
differences in the composition of traffic, since it recognizes dilTrrcnC('S 

, to the r.xtent that they result in the use of different types of rquipmrnt. 
In the original study of Edwards, costs were compuh•d on sevrral 

different levels as follows: · 
Cost level I, carload and less-carload out-of-pocket costs. · 

· Cost level 11, carload and less-carload freight operating 
· ' e:<pensrs, rents. and taxPs. 

Cost level Ill (a), carload and less-carload operating expensrs, 
rents and ta.'tes, plus 4 percent on the freight portion of tho 
value of the property. . 

"" Cost level Ill (b), same as III (a), except that a return of 5~ 
percent on property value was used. · 

Cost level IV, carload operating expenses, rents, and taxes, 
plus less-carload and passenger operating deficits~ but excluding 

-return. 
Cost level V (a), carload operating expenses, rents, and taxes, 

plus less-carload and passenger operating deficits and a return of 
4 percent uron the total value of the property. . 

Cost leve V (b), same as V (a), except return was calculated at. 
rate of 5''. perc-ent. 

Table 141, constructed from tablrs in Edwards' study. shows rela
tive costs of various freight services in different areas unJrr cost levrl 
V (bj, for the carload services, and its nearest counterpart for lrss
car!oad traffic. Relativos in this table are based on the United 
States avuage. • 

Tables 142, 143, and 144 show costs of various services under cost 
levrls 11, IV, and V (b), as shown by Dr. Edwards. 
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TABL~ 141.-Relative cost of various railroad freight services in principal rate terri
tortes, 1939, under Edwards' formula, cost level V ~);operating expenses, rent11 
and taxes, plus less carload and passenger deficienctes Uor carload traffic), plus-
return of 5~~ percent on value' - _ , 

• [United States average=100) 
I 

Carload Bitnml-
Carload freight in Carload Less-car-box cars, freight in nous coal, Less-car~ load freight in average gondola average load freight, box cars, net load freight,. Territory net load of load ob- and hopper obtaining net load of average 
25 tons, taining in cars, load in each ter- 6 tons, and load ineacb 

each terri- of 50 tons, territory, anti a haul tory, and and a haul ritory, a haul of and a haul of300miles a haul of of300 miles and a haul 300miles of300miles • 300mlles of300miles 

Eastern, inclutflng New Eng-
ioa land and north~>rn Illinois •• 103 104 J03 102 94 Eastern, excluding New 

' England ••. --------------- •. 103 102 101 gg 103 93 New England _________________ 134 141 143 147 110 .113 Pocahontas. ___ • __ • ______ ••• _. 73 ' 74 73 68 88 87 Southern .•••• ----- ____ •. _ .••. 94 95 98 101 87 86 Southwestern, Including 
southern Missouri ••••••••.. 98 99 96 106 101 110 Western Trunk-Line, exclud-
ing northern Illinois and 

\ southern Miss'Juri. ••••••••. 103 ·----------- 103 -------·---- 109 ...... _____ , ____ .. 
Mountain-Pacific •• _ •• __ ••• ___ 103 --------iii2" 102 --------ii6" 106 

-----~---i22 Total Weslern Territory •••••• 103 102 108 

· • From I. C. C., Bureau of Statistics, Railroad Freight Service Costs in the Various Rate Territories,1939. : 

TABLE 142.-Average and relative costs of variotU railroad transportation services 
in principal rate territories, 1939, under Edwards' formula, cost level II; operating . 

. expenses, rents, and taxes 1 · · · · · 

Carload - .I• 

freight in Carload Bituml- Less-carload Carload box cars, freight in nous coal, Less-carload freight, freight in average 1ondola average freight, net average box cars, load ob- and hopf!er net load load of 6 load in net load of taining in cars, load obtaining tons, and· each terri-25 tons, each terri· or 60 tons, in eacb ter- a haul of tory, and and a haul tory, and and a haul ritory, and 300milcs a haul of of 300 miles a haul of or 300 miles a haul of 300miles 
300miles 300miles ' 

Territory 
§ '1:1- 8 '1:1 0 '1:1' 0 '1:1 0 '1:1 0 '1:1 0 

"' ~ 
0 ., 0 ., . 0 ., ... .8 ::: ... ... ::: ... ::: ... ::: ... 

~g 
... 

~g 
... 

~g 
.. 

~g til £g t j;jo 
!., !.., !.~ !., s:~o, s:lo Po ... ... ...... ..... - n~ -"''1:1 ~. "''1:1 

~· !S= <Ill ""'1:1 
"' I 

"''1:1 ~. ~. 
/ ~§ 8! i=l§ ~! == 8~ ~§ 8~ ~-= 8gs ~§ 8[3 8=' 8o 8o 8o :s 8s, es .58. :5 <>o :S .Es:lo "'"' .Es:lo G; .. .Es:lo .ss=~o ;.~ """"' .9 :::oo :::oo :::oo :::oo :::oo :::oo ... .. ... CIS ... 

~ 8 "' ... "' ... "' v. .., :g Cil "' ., s Cil 8 Cl 0 0 
0 ~ 0 ~ 0 ~· 0 ~ 0 ~ 0 ~ 

----- - ----- ------ ' r--

Eastern, including New 
England and northern 

11.6 105 1L8 105 7.9 1,1)4 7.4 103 76.9 103 66.6 94 Illinois .•••. _._ .• -- ..•• --
Eastern, excluding New. I 

England. __ •••• __ •• ----- 11.6 105 1L 7 104 7.8 103 7.3· 101 76.0 ' 103 66.0 93 
New England _____________ 13.2 119 14.0 125 9.6 126 9.4 131 80.5 llO 79.6 113 
Pocahontas .• ______ ------- 9.1 82 9.3 83 6.2 82 5.5 76 65.0 88 61.6 87 
Southern .•• __ •• --.--- ••• - 10.4 94 10.6 95 7.4 97 7.3 101 64.2 87 61.0 86 
Southwestern, including 

100 11.3 101 7.4 97 7.8 108 75.4 103 78.8 111 southern Missouri._.--- 11.1 
Western Trunk-Line, ex- ·-

eluding northern Illi-
nois and southern Mis-

99 7.6 99 79.5 108 ------so uri ..••• ___ .• ---------. 11.0 ------ ------ ------ ------ ------
Mountain-Pacific •••...••. 11.0 99 7.5 99 ""ii3" 77.6 106 """i2i Total Western Territory .• 11.1 100 -iiT """iiii" 7.5 119 ··s:T 79.0 107 rs5~3-

inV ous Rate Territories 1 Taken from I. C. c., Bureau of StatJStlcs, Railroad Freight Servtce Costs ari 
1939. 

!J0454-43--18 
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TABLII 143.-AH'P'sg~ arul relativ• coau of •ariout railroad lranarxwtalio1t urt~icu 
ill principal rat• ttrrilori•a. 19J!J. ""cl" Edwards' formula, eoal le11ell V: carload 

..._ epnating up~Ja.S~a. rmla, ond la.ua, including 114.-carload and paaacngM" operating 
fl,ftcita a . 

- CI\J'Ina•t trel~th& nttumrm•u• 
Carload freiltht In bo:t ttl!':', f'nrlOI\d frt•trcht 

In 1nn<lol" and l!nal, averalle 
In bo:l CRrlo net 8 Vt'I'Ril8 )OII<i hllJlflt'f CRf'l, nrt lmul ob-
lvad of 111 Con~. ohtalnlnll In loa• I of ro lon~. talnlnrrtn f'tulb 
an•l " h'ul ot eadt k•rrltnryC terrltl•ry, !lllt1 

~ 300 milee an• I • bnul o an• I a h11nl of a bani of aoo aoo muea 
Terrttor7 3110 mllH mlltlll . Rrla- Rl'lll\o Rllll\o . n .. t,.. 

C011t In tin Costin Uve Cll!ltln tlve CMtln tlve 
Cl'nt!l -· t't'nl.lf -· t't'llt't P01t Cl'nt~ cu~t 

per 100 t'nited Jlt'f 100 t"nlte•l Jll"f 100 t:nltl'd J'IPf J00 t•nttrd 
pounds Stat!'- pouur.l." Stat"'"• pOUUWl StatM• pounds Stlil.ro't• 

100 lOU lOU 100 - - - - - - - -):utt~rU, lnclndlmr Nelr Englud 
and aorthPm llllnola •••••• _ ••••••• 13.2 10~ 11 a 10.1 0.0 JOt 8.1 101 

Y.~n. fl:t.cludiDI New l:ll&lMd •••• 13.2 Ill~ 13. t 111'~ 8.~ 1110 8.3 (19 
Nflw J:n~~:IIUld ••.•••••••••••••••••••. u. t 118 1ft. t 125 11.3 117 11.0 1:U 
PotahontM.--········-·•·••••••••• .. ••• 7ft l<U 7!l 8.8 7t 8.0 7l 
Southern .••.••••••.•••••••••••.••••. J:U 83 1:1. a M ... 81 ... 101 
Soutlnrfl!ltern. lncludiDI IOUtherD 

111 102 111 lOt &t 100 ... 1\!I lssnurl .••••••.. ~--··•··· • • · · • •· • 11 
W ..,tl'l"Q Tmnlr-IJn.. ex~hlrllnr 

DortberD llliDo• and IIOUt.hera 

l\lll'190tlrl ···-················-···· 
11 a 104 ········ ............ 0.2 103 . ......... ........... 

Mountain- Paclne .••••••••••••••••••. 13.2 J07 """ii"i" t.O Ill I 
"l'otal. W t~~terQ TerrttorJ-- ••••••••• 13.t toa 103 ... lll:i ... . 117 

t Tabe l'iom I. 0. C., Bureaa of Statlstlct1 Railroad lrelsht Servlot Costa 1n the Various Rate Tarrl
torlea. 11.11. 

T .uLa 144.-AIII?'CZg• and relativ• eo&t1 of ftJrioul railroad tran1porlatibn lt~Tflicel 
• t1l priAcip41 rat• lerrilorie~,. 1fJ39, "ndw Edward•' formula, coat level V (b); 

operatinp tzpmaet, rt16ll, and. tazea, plu1 l•a~-carload and paaa•na~r deji.ciu 
.. UD'I carl.Dad &ra.ffu:), plu• return of 6~ percenl on "alut • 

.. Carload 
freiKhllD Carload :Bituml- Le!!tt-esrloa4 . Carload boll ears, frel~tht lo DOUtcoal, Leee-earload trehrht, freight lD avera~~:• ' ' bo1 cars, aver:t! soodola net load lrelght, nes aver~• 
loado andbopper . load otl lolld D Det load of talnlnlllD ears, load obtalnlnr toni, and eacb 'err-25 toni, In each ter• 

and a baul eacb terri- of 110 tons, rltory, and a haul ol tory, and 
ol300 mUea torJ, and and a haul a haul ot 300milea a haul ot 

a haul ol of300 milea aoo m1lea aoomllea 
aoomuu 

Tm1tol7 
~ j ~ ]. ~ I § 'i ~ I § 

~~ ~~ ~§ ~~ ~8 ~~ !~ 
-a 

!~ ~~ ~8 ~~ r.J§ _ .... 
ii !!~ j• ~~ §. i! ii J• i! j• ii 1' ia. .J .,! :3 :! :I ~J s .-!!I s .-!!I s .s -:ti s s ::o -=~ ::co 'Z:t:tl .. .!I i ~ i ~ i ~ - ! 

.. .s 8 <U ~ ~ ~ ~ ~ tl ~ Q Q - - - - - - - - !'----- - -
)i:a.'ltern. lncludlnll New -

E nglana and northern 
Dlinols •..•..•...•.•.•.•. 18.0 103 1!U 104 12. t 103 12.1 102 00.3 103 87.0 M 

Eastern, excludln~ New 
England .•..•••••••••••• JS. 8 103 18. t 102 12.8 101 11.8 09 !19. 4 lO!J 8ft. 3 03 

New England .••••••••••. 24.. 134 26. 1 141 17.9 143 17. & H7 105.t 110 104.2 113 
POC!lhon tal.--- ••••••••••. l:J. f 73 I:J.7 74 9.1 73 8.1 5~ 84.8 AA 80.) 87 
Southern ..•••••.•. _ ... --. 17.2 Of 11. a 05 12.2 98 12.0 101 83.4 87 71J.a II& 
South11'e!ltern, Including 

BOutbern 1\.fi"!!!uri. •.••. 18.0 98 18.3 w 12.0 96 12.6 106 07.2 101 101.' 110 
WE"stem Trunk-Line, I'X• 

eltM!lnr northcm 1111-
' nols and southem Mia-

sourt .••..•...•••••• -··- JIU 103 ......... .. .. ...... 12. t JIY.J ........ ....... ~ 104. t 100 ......... ~ ~· ...... 
Mountain-Pacifle .••..••.. 111.8 103 .......... 12.8 1fl2 ........ _ . .. .. .. .. . 10:1.0 )1)6 
Total, W estem Territory. 18.9 toa 18.9 102 12.8 102 13.8 118 104.2 JOlt ll:U l~:l 

• J Taluon from I. C. C., :Bureau of Statlatlcs, Railroad J'relg;hC Service Costa Jn tbe Various Rate Terri• 
&ortea. 1939. 
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. The revised m~thod of computing costs used by Dr. Edwards-a in , 
~lS later calcu!atiOns differed from ~he method Used earlier chiefly 
m ~hat a portion of the return on mvestment was considered as a. 
var1abl~ expense, and that constant expenses were apportioned on 
the ~ns1s of revenue tons and revenue ton-miles insteitd of on the bas· 
of drrcct costs. Tabl~ 145 shows the costs of carload freight com~ 
P?ted under. th~ mo4lficd plan, and also the relative costs in the·.: 
d1.ffcrent tern tones w~th the United States average as 100, ·and also 
With the Eastern Tcrr1tory average as 100. 

TABL~ 145.-Actual !Jnd relative costs of railroad carload freight in different fe~ri- · 
t~teB for a 300-!f~ele h~aul, 1939, Edwards' formula, revised method fully. dis. : 
tnbuted expeme, aru:lud-mg 4 percent return 1 . ' . · . . · · 

Territory 

Box cars, li tons: . 
~a.qtem. e

1
xcludlng New England and northern Dllnols •••••••••• 

~~~~~~~;=-~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ 
Dox cars, 25 tons: -

Eastern, excluding New England and northern IDinols ________ _ 
New England .•••••••• _____ ••••• _ ••••• _ ••••••••••••• __ •••••••••• 

f~£~~::::::::::::::::::::::::::::::::::::::::::::::::::::: 
Oondola and hopper, 50 tons: . 

Eastern, excluding New 'England and northern rulnols •• _ •••••• 
New En!?land ..••••••••••••••••••• __ ••••••••••••••••••••••••• ;_. 

· Pocahontas._ ••• _-·- •• ----· •• ___ ••••••••••••• --······-----•• •--
Southern •••••••.••••••••••••••••••••••••••••••••••••••••••••••• 
Western ..••• _ .•• _ ••••••••••••••••••••••••••••••••••••••• .-•••••• 

'Tank cars, 30 tons: 
Eastern, excludlnr: New England and northern Dllnols •••• ~----
N ew England •••••• -- __ •••••••••••••••••••••••••••••••••••••••• _ 
Pocahontas •••••••••••••••••••• ········-·-·····-··············· Southern •.••••• _ •••••• __ ••••••••••••••••••••••••• ! ............. . 
Western ••• ___ •••••• __ •• --- •••••• --···--····--·····-· ••••••••••• 

CO'!t per 
100. 

pounds 
(cents) 

48.4 
67.3 
36.3 
42.6 
47.6 

16.0 
23.0 
10.8 
15.5 
17.5 

12.8 
19.9 
8.3 

13.0 
14.4 

16.0 
23.8 
10.9 
16.1 
17.6 

Relative Relative - cost 
(United cost 
States• (Eastern• '-

100) . 100) 

105 100 
124 118 
78 . 75 
92 .. 88-

103 98 
•! 

·99 100 
143 144 
67 68 
96 97 

109 ! ·r: 109 

98 100 
152 '155 
63 65 
99 102 

110 113 

99 100 
147 149 

. 67 68 . 
• •i .. 99 101 

109 llO .. 
1 Actual costs and relative costs with United States u 100, taken from Territorial RaD Coots Based on a 

Separation of the Out-of-Pocket and Constant Expenses, 1939, p. 6. Relative costs with Eastern as 100 are 
computed. "Revised method" used by Edwards Involves the Inclusion of a portion of return on Invest- . 
ment as a variable expense, and the apportionment of constant expenses on the basis of tons and ton-milel 
Instead of on the basis of out-of-pocket costs. 

' 

' 

Nearly all of Edwards' computations of relative costs show that 
the costs in the South are slightly below the United States average,-', 
and below the costs in the Eastern District. Western Territory costs 
exceed the United States average to some extent. New England costs 
are considerably above the United States average, and above the 
Eastern District average. Pocahontas Territory ·costs are. con-- , 
siderably lower than the United States average, and the lowest of 
any region. · . , :_ . . 

Summary statements of the relative costs of transportmg carload 
freight in various types of equipment in Eastern, Southern, Western, 
and Pocahontas Territories are shown in tables 146 and 147. The 
costs are based on hauls of 300 miles. The difference between table 
146 and table 147 is that the former is based on an assumed load for 
·each class of equipment, identical in each territory, whereas the , 
relative costs shown in table 147 are based on the actual average load 
for each class of equipment in each territory. 

1 Exhibit No. 12, Territorial Ran Costs Based on a Separation of the Oat-of-Pock<-t and Constant Ex· 
penses. 1939. · · 
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T.uL.Il 146.-Relalive fllll!J distributed toBls of carload lra.pi.c by classt>a of tquipment 
· baud 011 anvmed idenl&calload. Aaul of SOO miles. i,. pru&cipal t~rritor~tt, l9J9 a 

(Vnlted Statee averare•lOOl 

l:ll8t• Poca- South- We11t• 
ern hootl\11 ..... eru - -

Jloll-e&l' &ramo_ .............. __ ••••••••••••••••••••••••••••••.••••••••••. 101 87 II\ Jl)')o 
Gondola and hopper-car &ramo ••••••••• u •••••••••••••••••••••••••••••• 

Stot'll-ear &ratno .... _ .................................................. . 
lUl (1,'\ 00 )If)' 
107 146 111\ tnt 

Retrlnrftt()l'o('M &ramo •••••••••••••••••••••••••••••••••••••••••••••••••• 10.5 73 100 lU:.t 
T11111lr-ear &r~ttllo ........................... _. ••••••••••••••••••••••••••• 10~ 67 IIU lfl\)o 

J'lu-e&r tra.tno ••• ·······-··-····························· •••••••••••• 10.5 M w 108 

• Taken rrom oopy ot wortlnr paptrt D!'led In oomputln; the terrltorlalc011a eomparl~on~ apptuuln~ on 
pp. a and t of CM prepared atatem .. nt of Ford K. Edward14, date~l februar1 lll-l3,clroull\ted by the Com• 
misaloa. .A!IIIUilled lo&da were M followe: Bo• eat~. 24 &oru1; 1ondola and hopper oan, 60 to111; ltOillc cars. 
11 tona; ntrl&eracor gars. lt tooa; ~ ears. 30 eona. and Jlat cars, W to111. 

~ T.AaLJI 141.-Relalill• fully di•tributed eoal1 of carload lra.ffic by claasea of ~quipmcnt 
baa•d 011 actual arerogt load, Aaul of800 milu, in· principal lerritoritt, 1939 a 

[United Statu averap•IOOJ 

:Bos-ear trame .••••••••••• ~- •••••••••••••••••••••••••••••••••••••••••••• 
OOildola and hopper-ear trafllo ••••••••••• ~ ••••••••••••••••••••••••••••• 
I!Cocll-ear tratno •.•..•••••••••••••••••••••••••••••••••• .: •••••••••••••••• 
Retrlnrator-ear &ramo •••• - •••••••••••••••••••••••••••••••••••••••••••• 
Tant-car &.ramo .......................................................... .. 
lla&-c:ar &ramo ••••••••••• - •••••••••••••••••••••••••••••••••••••••••••• 

a Source aame u &able 146. A. Yerart load'• In ton~. u follows: 

Ea.it• 
ern -

102 
ton 
106 
)03 
101 
113 

Pora-
hont01 -

118 
1\d 
!lfl 
74 
117 
Cl8 

South- West· 
ern ern - -

07 Jill 
102 )1,\ 

117 lfl2• 
]02 )02" 
w lOIJ 

100 107 

EBIIC lloutb• Poca-~ w .. a 
era ern bontu ern --------------------1----------

:Boll ••••• -~---···········-··················-···················· 211.11 211.2 2.5.4 26.2-
0ondola and hopper •• ·····-··.................................. 110. 4 46. 0 110. 2 43. 0. 
J'lat .••• _ ••••••••••••••••••••••••••••• ·-························ 211.0 '¥1. 7 26.. 29. 0. Stock............................................................ 11. l 10. 7 11.0 11. 0. 
Retrlger&lor ········••H••• •.••.•.•...•••...•••••••.•..•. ...•.•.. 14. I 14. 4 14. 6 15. 0. 
Tau.·--···-···································-············· 29.7 29. o 2\1. 6 29.1 

. An average of these costs, based on an assumed identical load,. 
·weighted ·according to the revenue ton-miles handled in the various.' 
classes ol equipment {or· the United States as a whole, is given by 

·Dr. Edwards as follows~7 · · 

East. including New England •• -·---·-·--·-·-·------·--··--·----_--··· 102 
Pocahontas-----------·----------·-·----------·--·---·---------·-·-· 67 
South----------------------------·-····--------·----··---------···· 98 . 
VVest-----------------------------------------------··----···-····-- 108 
· On the basis of actual average loads in each territory the relative 

costs are shown by Edwards as: · 
East, including New England.----------------- ••••• ------.--------·-· 101 
Pocahontas.---------------------------------------·---------------- 67 
South------------------------·------------------------------------· 9~ VVest----------------·----·---·-----------------------------·--····· 11~ 

The relatives. shown above are constructed with the United States 
average as too: If a comparison of the Southern and Western costs is. 
made directly with Eastern Territory costs, the fully distributed costs,. 

' Statement of Ford It. Edward_, fn reply to tM crlticlslllll of exhfbitllntroduced by him, p. 4. 
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based on identical assuiD:ed loads, in the South. ~are sho\vn by the 
Edwards study as approXImately 4 percent below Eastern costs, ana· 
the. 'V estern costs as 6 percent above Eastern ·costs. . If the com
panson is based on the actual average loads, the Southern costs are 
shown as about 2 percent below Eastern costs and Western costs 
about 9 percent higher than Eastern costs. · · ' · . 

The relative costs shown above are costs' of carload traffic The· 
relative costs of less-carload traffic in the various rate .territories. 
are shO'\vn below, computed on the basis of an assumed load of 5 tons 

• in boxcars, in each territory, and also on the basis of the actual average 
loads. ' 

TABLE 148.-Relative fully distributed .costs of le~s--carload traffic in principal terri-~ 
. . tortes, 19391 

lJ~w~n8i1~~t:::::::::::::::::::::::::::::::::::::::::::~:::::::::::::::::::::~ 
Eastern, excluding New England and northern Illinois •• -·----------------------

Load of 5 Actual 
tons, in average 

. boxcars load • 

100 
109 
101 

100 
112 
92 
87 
87 ~~~~~=====~:::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::: 

89 
88 

110 '1~ 

I Computed from data in exhibit 13, Territorial Unit Costs for Railroad Freight Service, 1939, filed in 
;Interstate Commerce Commission Docket 28300. · . 

a Average loads: United States, 5.4 tons; New England, 5.1 tons; Eastern 6.5 tons; Pocahontas, 5.6 tons; . 
.Southern 5.6 tQns; Western 4.3 tons. · 

·I 

The relative costs of various freight services as sho~ for the vari-· 
oQUS territories depend upon the grouping of carriers -llSed. · Costs in . 
New England are very much above the United States average, and 
.also above the average for the rest of Eastern District. ·The inclusion 
·of New .England with the rest of Eastern Territory tends to rais~ the 
Eastern average, but only slightly, as can be seen from tables 141, 
142, 143, and 144. Transportation costs on the Pocahont'aslines are' 
:so low that if they are grouped with the Eastern roads, Eastern costs' 
are greatly reduced. Thus the relative costs (United States average= 
100) of moving 25 tons in boxcars in the Eastern District is shown as 
101 if the Pocahontas Region is not included. The inclusi.on of the 
Pocahontas lines reduces the relative to 96.8 Similarly, the inclusion 
-of the Pocahontas lines with the Eastern roads reduces the relative 
.cost of moving 50 tons in gondola and hopper· cars from 101 to 94.9 

. ,.. 

~lost of the Edwards computations show slightly lower costs in, the 
South than the United States average. It appears, howev<·r, that if 
the State of Kentucky is not included with the South, the Southern 
costs are· above the United States average--101 in a case of a 25-ton 
load in boxcars and 105 in case of a 50-ton load in gondola and hopper 
ears-but the ~elusion of Kentucky in the South reduces the relatives 
to 96 and 99, respectively. This result grows out of the greater 
traffic density in Kentucky. , 

The fact that the cost of providing railroad service in the South 
is as low or lower than in the East, comes as a shock to those who 
have ass~med that the heavier traffic density in the East must neces-

• See Statement of Ford K. Edwards in reply to the criticism of exhibits introduced by him, p. S. 
t Ibid. 
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IArily result. in lower costs in that area. Line-haul costs arl', in factf 
somewhat lower in Eastern Territory than in the South, but tcnninn 
costs are higher. Other reasons for low costs in the South have been 
pointed out,. by Dr. Edwards as: A lower compensation per emplor.ee 
~per annum, a lower ratio of empty to loaded car-milrs, more miles 
actually run per hour per train and engine ('mployce in frl'ight scrv· 
ice, and more transportation service car-miles' per employco.10 On 
the other hand the traffic density is less in the South, and also tha 
average number of tons per car, and average number of cars per train. 
, Since the terminal costs in the South are lower than in tho East, 

but Southern line-haul costs are higher than in the East, it follows. 
that. the advantaO'e of tho South is greatest on short hauls and dimin· 

, ishes as the lrngth of the haul increases. Even for the lonO'cr hauls, 
however, the Southern advantage in cost may not entirely disappear. 

·Thus, for a load of 25 tons in boxcars, tho Eastern cost (rxcluding 
New England and northern Illinois) for a distance of 100 miles is 9U 
percent, and the Southern cost. is 93 percent, of the United States 
average; for a haul of 900 miles the Eastern cost is 100 percent, and 
tho Southern cost 98 percent. of the United States avcrugo. }'or the 
lon~er dis~ance, therefore, the Southern and Eastern costs on boxcar· 
traffic are closer together, but the South still retains an advantage. 
On gondola and hopper-car trn.ffic, however, the South loses its advan
tage on the longer hauls in Javor of Eastern Territory. Thus, for a 
load of 50 tons in gondola and hopper cars' moved 100 mil(·s, the
Eastern costs (excludinO' New England and northern Illinoi.3) are 97 

. percent of the United States avera._ge, and southern costs are 95 per
cent. ·For a haul of 900 miles the Eastern costs are 98 percent of tho 
United States average, and the southern costs are 101 percent. 
· The Edwards cost. stud)" has been severely criticized. It is subject., 

of course, to the limitations or any cost analysis that involves the 
allocation of expenses incurred in common for different services,_ 
1\la.ny of the criticisms made of the Edwards study relate to details · 
of apportionment, and to the statistical information on which they are 

-based, but. improvement in these details would probably not affect. 
greatly the relative cost figures. It should be emphasized that it is. 
relative cost, rather than the absolute cost, that is of interest in any 
appraisal of the justification of difference in rate levels. The impor
tant thing, for the purposes of this study, is to know the extent t() 
which regional differences in transportation costs exist, rather than 
·to determine the adequacy or inadequacy of any computation of 
average costs as a basis for the prescription of class-rate scales. 

The most serious criticism of the Edwards cost study and one which 
might, if valid, affect the showing of realtive costs, is that tho costs 
obtained by the formula are average costs of transporting all kinds of 

. freight; and that they do not, therefore take into consideration 
differences in the composition of traffic. It is contended, therefore, 
that the costs found represent an average of unlike things. 

It must be recornized that there are differences in the kinds of 
commodities or in the relative quantities of vanous kinds of commodi
ties transported in the different territories. The Edwards study 
recognizes the importance of differences in composition of traffic, and 

•Ibid. p.t. 



INTERTERRITORIAL FREIGHT RATES 263 

distinguishes between the kmds of traffic carried on the basis 'of the 
class~s of equipment in whi~h it ordinarily- moves.. As pointed out 
previO~sly, sepa~ate calculatiOns were made of the cost of handling 
traffic m the vanous types of equipment. · This procedure is about as 
far as one can practicably go in distinguishing between the different 
kinds of commodities carried. It is about as far as one needs to go 
b~cause the cost of transporting one commodity in boxcars should not 
differ very much from that of transporting another commodity in the 
same type of equipment, except as their average loading, loss .and 
damage claims, and special-service requirements may differ. The 
same is true of commodities transported in refrigerator cars, ·or·~ any 
other types of equipment. Carloads, tons, car-miles, and ton-miles 
are the more important units from a cost-of-service standpoint, and 
most expenses are not affected by the nature of the commodity in a 
car of a particular type, or by the particular commodity constituting 
a ton. . . ·· · . · 

Differences in composition of traffic, insofar as they affect ·average 
car loading, are reflected in average loads in the different regions for 
the various classes of equipment. If differences in composition of 
traffic are so great as to make possible a greater use of heavy-tonnage. 
trains in one territory than in another, differences in average cost will 
likely appear. The heavy coal trains in the. Pocahontas Region 
explain in large part the low average costs found in that region.· In 
1939, products of mines c.onstituted 83.8 percent of the.'traffic carried 
in the Pocahontas Region. In the Eastern District they constituted 
58.1 percent of the tons carried;' in the Southern Regi9n 46.4 per-, 
cent; and in the '\Vestern District 36.6 percent. In Relative Terri.:. 
torial Costs, 1939 and 1941, Analyses of Switching Cost and Other 
Data,11 Dr. Edwards analyzes this problem. According to the analy
sis, if a trainload is increased 100 percent, from 2,000 to 4,000 tons, 
the decrease in cost (operating expenses, rents,; and t~es). does not 
e."i:ceed 5 percent on a 50-mile haul or. less. · On a 300-mile movement 
the reduction would amount to 14 percent. The reduction wollld be 
a smaller percent of the cost if the fully distributed costs, instead of 
only operatin~ expenses, reJtts, and taxes were included. Considering 
the comparatively small differences in the proportion of tonnage in 
the various territories, Pocahontas Region excepted, which is moved 
consistently in heavy-tonnage trains, it does not seem probable that 
lower costs arising from the use of such trains can seriously affect the 
validity of the Edwards figures on comparative costs. 

l . . 

D. REcONCILIATION OF SouTHERN CosTs WITH E..\RNINGS oF· :. 
SouTHERN RAILWAYS · ' 

Before 'dismissing discussion of the Edwards post study. and ~arlier 
studies, it should be pointed o~t that there has bee!! some hes1tancy 
in the acceptance of their findmgs because of ~he diffi~ulty o~ recon .. 

· cilinCI' the fiO'ures with the rather poor finane1al showmg whiCh has. 
becnb made ~y the Southern !ail~oads. If it is assUII?-ed that the ra~e 
level in Southern Territory 1s higher tha~ the lev.el ~Eastern Terrl· 
tory, and if costs of providing tr~nsportatiOn service m the South are 

II Ch. IV. 
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lower than in Eastern Territory, it would seem that .the Southern rail-
' roads should be more prosperous than the Eastern roads. The appar

.ent contradiction between the findings of the cost studies and ·the 
financial results of railway operations in the South has tended to 
.cast doubt on the accuracy of the cost analysis. . . 

It should be recognized that the argument referred to assumes that 
the average rate level is higher in the South. It should not be inferred, 
however, that the Southern level is as much higher than the Eastern 
level as the differences in levels of first-class rates would indicate. In 
this connection, it is the weighted average rate level, rather than the . 
average of. published rates, that is significant. The average levels 
()f published rates might be higher in the South,, and at the same time 
the average revenues per ton-mile might be lower, owing to differ
ences in the composition of the traffic and differences in the length of 
haul. As pointed out elsewhere, the weiglrted average level of rates ,' 
in the South is estimated to be only from 3 to 5 percent higher than . 

/in the EastY , , _ . · ' 
It should not be overlooked that although the southern average 

freight-rate level appears to be higher than the eastern lev<'l, the 
-southern passenger-fare level is lower. The average revenues per 
passenger-mile received by the class I line-haul railroads in the 
Eastern District, Southern Region, Pocahontas Region, and Western 
District forthe years 1930 to 1941 are shown in table 149. Average· 

· revenues per passenger-mile, unlike average revenues per ton-mile in 
the freight service, can be compared directly without correction for 
.di:ffere;nces in length of haul, because. passengr.r fares, for the most 
part,· increase in exact proportion to distance. The relative passenger .. 
fare .levels are indicated by the figures in the columns showing the 
relation to the Eastern Territory level. The statement that the pas
-senger-fare ·level is lower in the South than in the East does not 
necessarily mean that a higher level of fares would be more profitable, 
·since higher levels, at least in the period prior to tl:te war, might · 
baye restricted rail travel and resulted in still lower passenger rev-

,· enues. - The financial results of rail operations, however, are not de
·. -pendent upo:p. the freight-rate level alont, but also in some degree 

upon the passenger-fare level. In 1939, passenger revenues consti
tuted 18 .. 8 percent of total revenues from railway operations ~n th.e 
·Eastern District, 14.6 percent in the Southern Region, 5.2 percent in 
_the Pocaho:o,tas Region, and 14.5 percent in the V{ estern District. 

_ The financial results of operations in the Eastern Distrie,t, Southern 
'RE>gion, Pocahontas , Region, and Western District, from 1930 to , 
1941, are shown in table-150, and in figure 21. · The table shows the 
net_.railway operating income as a percent of the "book investment." 
The latter term is used to denote the investment in road and equipment 
:and other property used in transportation service as shown by the 
.carriers' accounts, less accrued depreciation, plus eash, materials, 
:and supplies, as nearly as this can be determined from available . 

--statistics for the period 1930 to 1941. , , 
: u P. 153, supra. 
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TABLE 149.1---Average revenue per passenger-mile, class I line-haul railways, by 
· regions or d~stricts, 1930-411 

Eastern District I Southern Region Pocahontes Region Western District 

Year Revenue Revenue Revenue Revenue 
per ·percent per Percent per Percent per Percent 

pass en- of passen- of pessen- of passen- of 
gcr mile Eestern ger mile Eastern ger-mile Eastern ger·mile Eestern 
(cents) (cents) (cents) {cents) 

1930 ••••••••••••••••• \ 2.63 100 3.03 115.2 3.35 127.4 2. 711 104.6 
1931. ···"··-··------ ' 2.45 100 2.84 . 115.9 3.25 132.7 2. 50 102.0 
1932 ••••••••••••••••• 2. 21 100 2.28 103.2 2.83 128.1 2. 19 99.1 
1933 .••• ········-···- 2.08 100 1.85 88.9 2.54 122.1 1.113 92.8 
1934.--"------- --···- 2.08 100 1. 72 82.7 2.28 109.6 1. 70 81.7 
1935 ••••••••••••••••• 2.12 100 1. 73 81.6 2. 21 104.2 1. 70 80.2 
1936.- ··--------····· l. 96 100 1. 72 87.8 2.14 109.2 1.67 85.2 
1937 ····-··-········- 1.88 100 1.75 93.1 2,10 111.7 1.67 88.8 
1938. ····-------·-··- 1. 93 • 100 1.97 102.1 2.20 . 114.0 1. 74 90.2 
1939 •• ···-·---------- 1.93 - 100 I. 75 00.7 2. 20 114.0 1. 71 88.6 
1940 ••••••••••••••••• 1.81 100 1.68 92.8 2.00 110.5 1.68 92.8 
1941.. -------·-······ 1.81 100 1. 71 94.5 1.86 102.8 1.68 . 92.8 

Average •••••.. 2.07 100 2.00 1 96,6 2.41 116.4 L91 92.3 

I I. c. c., Statistics or Railways. 

TABLE 150.-Rate of return on book investment, class I line-haul railways, by dis~· 
tricts or regions, 1930-411 

Return on investment Return on investment ' ' - . 
Year Poca- · Poea-Eastern Southern hontas Western Year Eastern Southern hontss Western 

District Region Region District District Region Region District 

' Peretnt Percent Percent Percent Percent Percent Percent Percent 
1930 •••••• 3.85 3.05 7.57 3. 44 1936 ••••• 3.19 2. 97 8.69 2.09 
1931.. •••• 2.23 1.54 6.11 2.15 1937 ••••• 2.53 2.63 7.69 1.88 
1932 •••••• ,1. 70 .92 5,36 .87 1938.---- 1.41' 2.14 11.25 1. 21 
1933 •••••• 2. 34 2.16 6.36 1. 41 1939.. ••. 2.63 2.81 6.87 1.83 
19.3-i ••• c •• 2.27 2.00 6.22 1. 41 1940 ••••• 3.06 2.90 7.29 2.29 
1935 •••••• 2.59 1. 72 6.93 148 1941.. ••• 4.11 4. 79 7.95 3. 75 

I I 

1 Net railway operating income as a percent of •'book value." ''Book value" from 1937 to 1941, was taken 
to be investment in road and equipmPnt and other property used in transportation service, Jess accrued 
depreciation, plus cash, materials, and supplies. Prior to 1937 it was taken as Investment in road and 
equipment, plus imProvements on le!l5ed railway property, less accrued depreciation, plus cash, materials; 
and supplies to which was added investment In road and equipment of lessor companies leased to cless I , 
line-haul railways. . · · 

• 
The table shows that from 1930 tQ 1936, inclusive, t.he Southern 

railroads earned a lower rate of return on their book investment than 
did the Eastern railroads. From 1937 to 1941, however, the Southern 
roads made a better showing in each year except in 1940. Preliminary 
figures indicate that in 1942, also, the Southern railroads earned a 
larger returp. than the Eastern roads.13 

Mention should also be made of the fact that had it not beelf for 
the larget passenger deficits .Jil, the South, the Southern .railroads 
would have made even a better financial showing. This fact can be 
shown by comparing the operating ratios of the railroads in the 
various regions and distncts, and then showing separately the freight 
operating ratios, and the passenger operating ratios. 

Table 151 and figure 22 show the operating ratios for the period 
1933 to 1941. 

D Bee Interstate Commerce Commission, Bureau of Transport Economics and Statistics, Monthly Com· 
menton Transportation Statistics, ~eb. 6, 1943, ~· li. , . . 
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'TABLE 151.-0perating ratio, class I line haul railways by regions or districts, 
. 1933-41 l , . 

' 
' ' 

Pocahon· 
l 

Year Eastern Southern tas Western Year Eastern Southern Pocahon- Western 
District Region Region District District Region tas District Region 

Percent Percent Percent Percent Percent Percent Percent Percent 
1933 ••••• 72.5 75.0 55.8 75.1 1938 ••••• 77.0 75.9 60.1 78.2 
1934 ••••• 74.11 77.2 67.7 76.8 1939 _____ '13.0 73.8 ' 56.3 73.6 
1935 ••••• 74.2 79.7 56.2 77.8 1940 ••• :. 72.2 74.2 65.0 73.7 
1936 ••••• 72.4 74.1 62.3 75.0 1941. •• ~. 70.2 67.7 52.8 69.3 
1937 ••••• 75.2 78.6 56.2 '77.2 

-
I From Interstate Commerce Commission, Statistics of Railways. 

With the exception of 1938 and 1941, the operating ratiosof th~ ,'. 
:Southern roads were less favorable than those of the Northern roads. 
If the freight operating ratios alone are considered, how~ver, the. 
ratios of the Southern and the Eastern roads were very close together 
with the Southern roads showing a more ·favorable ratio in 4 out of· 
the 9 years .. These figures are shown in table 152 and figure.23. 

TABLE 152.-Freight operating ratio, class I line-haul railways, .. 1 
• ·. · ' 

by regions or districts, 1933-411 . · · .: r · 

Eastern Southern Pocahon· Western Eastern Southern Pocahon· Western 
Year District Region tas District Year District Region tas District 

~egion 
' 

Region 
'; 

Percent Percent Percent Percent Percent Percent Percent Percent 
1933 ••••• 64.2 63.9 48.6 63.6 1938 ••••• 6~.0 66.7 53.6 67.1 
1934 ••••• 66.0 66.6 60.8 65.7 1939 ____ 64.9 65.0 50.7 65.0 
1935 ••••• 65.1 68.4 49.1 66.1 1940 ••••• 63.9 65.3 49.8 I 63.0 
1936 ••••• 64.9 65.4 47.0 65.1 1941. •••• fiil.O 61.1 48.1 61.0 
1937 ••••• 67.9 67.8 50.6 66.9 . \ .. ' 

I From Interstate Co~merce Commission, Statistics of Railways. 

The passenger operating ratios for the Southern Region ~ere' ~ore 
' unfavorable than for the Eastern· District in each year during the . 

period from 1933 to 1941, except in. 1941. These figures are shown 
in table 153 and in figure 24. · 

TABLE 153.-Passenger operating ratio, class I line-haul railways, bit regions or 
. districts, 19$3-41 l . . · · 

-
Pocahon- Pocahon· 

Eastern Southern Western Eastern Southern Western 
Year District Region tas District Year District Region tas District 

Region . ··-. 
Region 

Percent Percent Percent Percent Percent ·Percent Percent Percent 
•1933 ••••• 104.0 138.4 194.6 141.9 1938 ••••• 107.4 124.9 168.0 ' 139.0 

1934 ••••• 107.3 132.9 181.1 '143.2 1939 __ , __ 108.0 125.5 158.1 136.6 

1935 ••••• 112.5 . 139.8 184.6 148.2 1940 ••••• 1 112.4 125.0 154.0 135.5 

1936 ••••• 106.3 123.0 151.0 136.5 194L •• ..i.. \,109. 5 105.1 124.0 123.1 

1937 ••••• 107.4 117.4 152.8 137.3 ' , 
I 

I From Interstate Commerce Commission, Statistics of Railways. 

In the regional comparisons given above ~he op~rating ratios,_ 
freight operating ra~ios, and pas~enger operatmg ratiOs were used. 
If, instead, the ratios of operatmg expenses~ rents, ~nd taxes, to 
operating revenues are used, arid ~lso the ratiOs ?f freight and pas
senger operating expenses, rents, and taxes, to freight and passenger , 
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operating revrnu<'si rcspt>Ctivdy, the Southern Region would compa.re 
evrn more fa.vora.b y' w1th Eastern District. 

Table 154 shows the ratio of operating expcns('s, rents, and taxes. 
to operating revenues of the class I line-haul railways from 1935 to 
19-U. The operating ratios of the Southern roads were more favor
able in 4 out. of the 7 years than the ratios of the Eastern roads, and 
the average of the 7-yca.r period slightly favors the South. 

T.uu lM.-Ralio o/ operating ",."a111, rmt•. and la:re• lo operating rt&ltnaura, 
· claaalliM-Aaul ra·ilwaua. bv Region• O'f Diatrict•, 1935-41 a 

F.astllm 8outhtma J>oea. WMtem F.astem Southern POCftoo W1111tem y.., bontae y.., hontu DIBtrlcl .Realoo .Rea loa Dlltricl Dlatrlcl .Rea lou Rerlon Dlatrlllt 

hreml Prrmal Pml'lll Ptrunl Ptrentl Ptrllntl Pueii'RI hHTII 
103&. ..... M.t 8&3 M.l 8lt.t. 111.10 ••••• 83.t M.a 87.7 ' B!ll' 
}g;f8 ••••• 83.1 83.0 A10 811.7 1940 ••••• 84.1 83.0 89.0 l 86.0 1007 .. __ 11\t 83.. tl&.. 88.6 llltl ••••• aa.o 10.& 70.1 I IJ.I 
1\laL •••• Ill I 11.2 71.1 111.7 

• lnklrstate Com.meroe Commfaalcm. StatlatJCll olltalhraJL ltatloa lot &he Jears 1935 and 19311 wer• 
. eompu&ed. • 

Table 155 shows the ratio of freight operating- ex~nscs, rents, and 
, taxes, to frcig.ht. revenues, of the class I line-haul railways from 1. 936 
to 1941, and table 156 shows the ratio of passenger operating ex· 
~nscs, rents, and taxrs to passenger revenurs for the sa.rne period. 
The' ratios for the freight service were more favorable to the Southern 

·roads than to .the Eastern roads in each year for the period shown. 
The ratios for the passenger ser-Vice were more unfavorable to the 

· Southern lines during this period, except in 1941. · 

T.t.:BLil 155.-Ratio of freight operating npense~1 rent1, and taxes to freight terflicl" 
· operating fltle1loUII, elaBa J line-Acau.l railwa711, ou region• O'f district•, 1938-41' 

' ' 

J!s.ortnn Son them Poea- Welltem Ea~~tem Southern Poea- Western • Tear bontu Year hontu Dllltrlcl .Re&ioD .Realoa Diltrlc& Diatrlc& .Re&illD .Re&ion Diltrld 

p,cml p,cml Ptreml p,eml p,eml p,cml Ptrcntl l'treml 
1936.. •••• 73.2 74.2 11,\IJ 7.5.6 19."~9 ••••• 71'1.1 74.4 111.2 71l.6 
1937 •• __ 17.1J 73.11 69.6 77.2 11140 ••••• 76.2 75.1 ea. 1 ' '74.7 ' 
1938..-. IJ •• 76.1 Mol 711.1. 1941 ••••• '76.1 '13.1 66.1 71. 

•Interstate Commerce Commlsaion. Statistlcs ol Ralhray1. Ratl01 for the Jear 193G were eompo~. 

T .A.BLil 156.-Ralio of pasaenger operating npen1ea, rent•, and taxea to pa11enger 
operating retlenue~, elaBI lline-Aaul railways, 1938-41' 

' Pcica. Eastern Southern Poca.- WfJ!!tern EMtern Southern Westflm Yeu Dia~ Be&Ion hontu Dlat.rict Year Diltric& Re&IOD hontu Dlatric& 
.Re&ioo :keg loa 

p,cm~ p,an~ p,cmt p,t:t'nt p,cml Pmnll P,cml p,enll 
19."'.6 ••••• 122. a 138.8 176.6 156.8 1939 ••••• 125.. 14:1.2 1!14.. 157. 1 1937 ___ 1n7 132.1 174.3 1M.& 1940. -·-- 129.8 142.0 179.1 1M.6 
1938 ••••• 126.1 ua.t 197.t 100.1 1941 ••••• 124.11 1lll.. 1~0 ua.T 

I lncladell allied services. Data trom Interstate Commerce Commission, Statlatlca ot :Ra1hrayl. ltatfo• 
lor &he re- 1a36 were computed. 
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: The relative im~rtance or the passenger operating ddicit in tho 
South and m tho East can be seen from table 157, which shows tho 
pa.ssrnger operating deficits in tho Eastt>m District, Southern UrFion, 
Pocahontas Region, and 'V estern District, and their rt,lation to· oook 

• investment. 

TABU 157.~Po.tBf11(1tr deficit• i1t relalitm to book inueslmfnl, cla11 I lin .. haul 
railwa]ls. 1938-41 

• 
l'er~n&. Pert'f!nC, ., ... ,,_ 

l'&ll!ltln trfr :Book In nat· l!tml!l'f 
PI!I'Wif11!6f . :Book In Yt\IC• lltlflll:"f 

Ytar cle.Oci& • men&• d~>ftcit Year de.Ocl& t men& I •h•llt!lt 
of book of book 
lnvt!lli• lnvt~N&• 

l men& men& 

-
:Euttra l'ooahontaa 

l>lstrlct: .Kt>~rlon: 
)9.'!6 •••• S7Ut9.DIIO so. 0112. 198, 11111 0.87 11.1:111 •••• Sll,!120,MO Sl, 117, fi4A.IIM 0.!18 
19.17 •••• 80,410,240 t. 7114, 121, 77 4 .8:1 1\J:l7 •••• 10,147,111\l 1, 131, 2XU, OJ7 .w 
l\1.114 ••.• 81,707,341 t. 8114, m, 41lfJ .M }11:114 •••• 1 l, 870, 7tH 1,127, 073, 610 1.04 
)9.11J •••• u. e 16, :lflll •• 627, 7111\313 .88 l9:UJ •••• 10, 6i1J, 111\3 1, 1:19. GM, l:JH .IJ.t 
1940.. ••• IIIJ,82.'l,II03 t,IIU, 421, ~0 1.00 1940 .••• 10. MO, 126 I, 111:1, 870, IIIlO ,G:J 
194L •• IIO,Ola,04t 11,1143, 373, 8U7 .ta ID4L •• .. 773,0~ 1,107,~464 .75 

Ieath era Western -~e11ion: l>L•trlot: 19..1& ___ 30,027,847 2; 808, 300, 43d J.ll 19:llt ••. 1 Ul, 1147, 072 11,1199, 771 378 l.U 1937 ___ 211,117:1,008 2. 81ll, !144, 750 .94 11137 •••• 121. 4111,411:1 D. 723, 21111, 823 1. ~8 
193H._. 32.063,878 2,819,210,944 J.J.t 19:1H •••• )21),711\J,lll\8 V, 71111, !liD, 11114 J. 34 
1939 •••• 3l, 393,219 2. ~1. 64.\701 J. 14 lll:JIL •• 125, 100, 11113 IJ,727,4tlll,ll16 1. 211 
1940._ 33,818, 215 2, 8211, 279, 7!13 1.20 1940 .... )21, 6&1, 42l II, 773,!1116, 7M l.ll4 
11141-- 19, t73.tlllll 2. 81Yl,1107, 871 .87 11141. ••• 107, 714,070 II, 801,1115, 122 1.01 

a Net railway operatln.c Income (de~clt) from p1188en~;er ~t~rvlco u ahown In Interstate Commerce Com• 
miflllioo, Statistics of Railways. · 

• l'or dedn.ltiou of ~book lnveatment" 1M footnote 1, table 150. 

The table shows that in the Eastern District tho passenger deficit 
for the period 1936 to 1941 was generally less than 1 percent on tho 
book investment of the carriers, but that in the South it was generally 
somewhat more than 1 :percent of the book investment. 

The foregoing discussion indicates that the financial results of rail
way operations in the South have not been generally unfavorable as 

· compared with the East in recent years, and that although tho ratios 
of operating expenses to revenues have been slightly unfavorable to 
the South relatively, the ratios of operating expenses, rents, and taxes 
to revenues have not been unfavorable, and also that the freight operat
ing ratios, and ratios of freight operating expenses, rents, and taxes to 
freight operating revenues, have been favorable to the South. On the 
other hand, the passenger service has been somewhat less profitable in 
the South than m the East. 

It does not appear, therefore, that the findings of the Edwards cos~ 
study that freight-service costs in the South are no higher than those 
in th~ East, or are slightly lower than those in the East, is at variance 
·with the financial results of railway operations. 

E. REcoNCILIATION or 'VEsTERN CosTs 'WITH EARNINGs or 
'VESTERN RAILROADS 

The alleged inconsistency between the findings of the Edwards 
Study and the financial results of railway operations which has been 

. raised in connection with the South can be raised with even more 
· plausibility in connection with the 'Vest. The average rate lrvcl in 

the West has been estimated to be between 16 and 17 prrcent higher 
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than t~w Eastern level.14 The higher level of rates in the West·, how-. 
<'YeP, Is of!se~ to some extent by a lower level of -passenger fares., 
!able 14~ mdwate~ that the level of passenger fares is somewhat lower 
m the '\est than ill the East or South.. Railroad costs in the West 
~wwever, are csti:II?-ated to be .from 6 to 9 percent higher than cost~ 
m the East. In VIeW '!f the higher r!lte leve.l in'the 'Vest, one might 
expect that the operations of the ratlroads ill the. 'Vest .would show 
a better re~urn on investment than is shown by the Eastern and 
Southern ra1lroads. Exactly the opposite situation exists. Table 150 
showed that from 1930 to 1941 th.e 'Vestern,railroads; in every year, 
earned a smaller return on book illvestment than the Eastern Rail
roads, and also a lower return than the Southern roads, except in the 
years 1930 and 1931. · I · • .~ 

A somewhat different picture is obtained, however, if' the· book 
values in the various rate territories are adjusted to bring the~ into 
relation to the Bureau of Valuation's estimate. of original cost less 

' depreciation, and of cost of reproduction less depreciation. ·The esti-' 
mates referred to are figures as of .January 1, 1940, submitted by the 
Bureau as evidence in Ex Parte 11,.8. The original-cost estimates were 
not depreciated by the Bureau of Valuation. They have been ·de
preciated for the p~rpose of this study by re~ucing the original cost 
m the same proportion that cost of reproduction new was reduced to 
-obtain cost of reproduction less depreciation. ~ · . 

-The resulting figures were compared with the recorded book in-
vestment of property used in transportation service, less. accrued 
.depreciation, plus cash, materials, and supplies. as of December 31, 
1939. It was found that the original cost'less.depreciation consti
tuted 74 percent of book value in the Eastern District, 74.36 percent 
in the Southern Region, 70.75 percent in the Pocahontas ·Region, 
.:and 68.13 percent in the Western District. In other words, the 
·nureau's estimate of original cost less depreciation cut. the. book· 
investment figures in the 'Vestcrn District more than it did elsewhere.· 
The Bureau's estimate of cost of reproduction less depreciation consti
tuted 80.11 percent of the book investment figure in the Eastern 
District, 81.94 percent in the Southern Region, 74.82 percent in the 
Pocahontas Region, and 76.53 percent in the Western District. Th:us · 
the estimate of cost of reproduction less depreciation also cut the boolt 
investment of the Western District more than of Eastern District· 
:and Southern Region, but less than of th~·Pocahontas Region: Th~se 
percentao-es were applied to the book investment figures for the penod 
from-1930 to 1941 fo:r the purpose. of making a correction of the book 
investment fio-ures and recalculatillg the rates of return. It should 
not' be inferred that either the original-cost basis or. the ~ost-of-repro
.duction basis necessarily represents value for ra~e-malnng Pll!poses. 
Both arc recoo-nized as elements of value, tq b,e gtven such weight as 
may be just a~d right in arriving at fair value." 

The effect of using either set of figures for the purpose ?f recoi?· 
· puting the rates of return on investment earned ~y the railroads ill 

the various areas referred to is to bring the earnmgs \:>f the several 
groups somewhat closer together. · Table 1~8 shows tl~e.rate of return 
-of class I line-haul railways on the estrmated ongmal cost-less-
.depreciation basis for the years 1930 to 19~1. · 

11 See page 152, supra, for the method used in making the estimate referred to Bllrl fts limitations. 

90464-43-19 

\ 
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T.uu 158..-Ral• •I mu"' oft talimattd original-coal-lua.depr•nation ba1i1, claaal 
liM-Aaul railwaya, b11 District• or Re(lioM, 19SQ-4l • . 

' 
Southern Poeahon· WMtM'Q Tw Eutem Year l:Mtem Southena Poeahon· Wf!Rt~l'll 

Dlltrie& ~&loa tal Re&ion Dlltrkl& Dlatrlo& R•&IOD til Re&lon DIJtrlClt 

PfrMtl l"trenn 1'mrttl Ptret'/11 Prteml P.,eml P,eml Prreml · 
Jt.'IO-•••• 8.10 f.ll 10.70 8.04 100ft ••••• f.31 f.OO '1129 1.01 
11131 ••••• 1.0\ 2.08 8.83 a. 16 1937 ••••• 1.42 I.M 10.73 2. 78 
19.'12. •••• 2.21 1.23 7.17 1.27 19:18 ••••• 1.10 I. 87 7.43 J, 78 
19.13. •••• 1.18 2.10 I.W 2.06 1939 ••••• I.M 1.78 •• 70 2. !19 
1934.h•• 1.07 2.fl9 1.1!0 2.07 11140 ...... f.14 1.110 JO. 31 a. 17 
1934..-- uo 2.81 t.7t 2.17 11Kl ...... a.ao I.H ll.U uo 

Table 159 shows the rate of return computed on the estimated 
cost-of-reproduction-less-depreciation basis. 

TDur 159.-Ratt o! return Oft eatimat1d eost-o/-reproduction-lts,..depreciation 
luui•, cla11 lliM-Aaul railwau•, bu Districta or Reglona, 19SQ-41 

Tear Eutem Southern Poeahon· W~Rtflrn Year Ea'ltem Southern Poaahon· WMtem 
DlltrlClt .Rea to a taiRe&lon Dlltr!Clt Dlatrlo& Reatoo U.Re&lon Dlltrlo& 

Ptrmtl P,eml P.,Uftl Pmml P.reml p,_, Pml'lll Prrtl'lll 
19.10 •• -. 1.80 1.73 10.13 f.49 1938 ••••• 1.98 a. 6.1 11.113 2. 74 
1931 •• _. 2. 78 . L88 1.18 2. 81 1937 ••••• 1.16 a. 21 10.14 2.46 
193:1 ••••• 2.13 1.1:1 7.18 1.13 1938 ••••• 1.78 2.111 1.0:1 U8 
1933 ••••• 2.113 2.114 1.110 1.84 11139 ••••• a. 2lt 1.43 1.17 2. 3G 
11134 ••••• 2.84 2.44 L3Z 1. 83 1940 ••••• 8.8:1 8.64 0.75 a.oo 
llla3.. •••• &23 a.w 1.30 Lila l!Kl ••••• 6.13 &H 10. !13 t.to 

The computation of the rate of return on the original-cost-less .. 
depreciation basis and on the cost-of-reproduction-less-depreciation 
basis still shows the Western railroads earning less than the Eastern, 

'except in 1931. On both the original-cost-less-depreciation and cost
of-reproduction-less-depreciation bases the Western rate of return is 
brought somewhat closer to the rate of return earned by the Eastern 
lines. · This fact is brought out by table 160, which shows the relation 
of the Western rate of return to the Eastern when the return is com
puted on the three different bases. The 'Vestern rate of return, com-

1 puted on the basis of either estimated original cost less depreCiation, 
or on the basis of estimated cost of reproduction less depreciation, is 

T.lBLJI 160.-Ratio• of Western District rat1 of return, clasa ]line-haul railways, tn 
Eastern District rat1 of retum when computed tm book investment and on estimated 
original-cost-lea,..depreciation basi•, and on eost-of-reproduction-leSB-deprecialion 

· basi•, 19JQ-41 1 

[Eastern Dlltrlct•lOO] 

Oril{inal- Cost-of. Orl~tfnal· Co11t-of· 
Boot ID- eost·le!15- ftlprodoo- Book In· eost-lese- re prorf uo-

Tear YeatmenC deprecia- tlon·leM- Year Yestmeu& dtpreola- tlon·leM-
balta deprecla- baa Ia deprecla· tloo baala tloD basta tioobuta tloD bull 

P11U111 PITelfll P11U111 P11U111 p,U'fll P11t:m1 
1930--·····- ,89.4 96.9 93.1 1007 •••••••••• 74.3 1!0.1 77.0 
1931.----. ••• 96.4 106.0 101.1 1938 •••••••••• 811.8 113.7 89.1 
1932.------- 61.2 M.l 63.3 l9:JIJ •••••••••• 69.1 76.8 72. G 
19:!3..---·--- 60.3 611.2 63.0 1940 •••••••••• 74.8 81.4 78.6 
1934..------- 112. I 117.4 611.1 1114! •••••• -••• 91.2 98.9 o6. a 
19311----· ll1. J 1!2.0 MI. I 
1936..------ 66.4 71.2 08.0 Average •• 7t.. 11.1 78.0 

a Computed from tablea 160, 168, and 1~ 
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substantially lower than the Eastern rate of return. For the 12-year 
period, 193Q-1941, the Western rate of return averaged 74.4 percent 
of the Eastern when computed on the book investment basis, 81.1 per
cent of the Eastern rate of return when computed on the original-cost-, 
less-depreciation basis, and 78.0 percent of the Eastern rate of return 
when computed on the cost-of-reproduction-less-depreciation basis. .. 

The extent to which the lower rate of return in the Western District 
· may be attributable to the unprofitableness of passenger traffic re .. 

quires examination. Table 151, above, shows' that the operating ratio 
of the railroads in the Western District was more unfavorable than 
that of the Eastern railroads except in 1941. Table 154, above, shows 
that the ratio of operating expenses, rents, a~d taxest to operat!ng 
revenues was also unfavorable to the Western lines dunn~ the penod, 
1935-1941, except in 1941. If the freight operating rat1os and the 
passenger operating ratios are considered separately it appears that 
the freight service in the Western District makes a showing as favor
able as that of tlie Eastern roads. Table 152, above, indicates that m 
the 9-year period, 1933-1941, the freight operating ratio in the West~ 
em DlStrict was more favorable than in the Eastern: District in 6 . 
years. Table 155, above, shows that if the ratios of freight operating~ 
expenses, rents, and taxes, to freight operating revenues in the West
em and Eastern Districts are compared for the 6 years for which the. 
data are readily available, the Wes~em District shows a more favorable 

·ratio in 4 out of the 6 years: In the years in which the Western 
ratios were unfavorable the difference between theW estern and Eastern 
ratios was slight. The passenger operating ratios, .on the other hand, 
are consistently less favorable in the Western District than in the 
Eastern District or in the Southern Region, as is shown by table 153 . 
above. Table 156, above, shows the same situation if the ratios of 
passenger operating expenses, rents, and taxes to passenger operating 
revenues are compared. · · . · · · · · 

The passenger deficits in the Western District for the years 1936 to 
1941 are shown in table 157, above. It will be seen that they 
amounted to considerably more than 1 percent on "book investment,', 
while the Eastern passenger deficits wer.e generally less than 1 percent 
on "book investment." The average for the 6-year period in the· 
~astern District was slightly under 1 percent; in the Western Dis~ct, 
1t was 1.25 percent. · · · 

The combined effects of the higher passenger deficits iD. the West, 
and of the fact that "book values" in the West are somewhat higher 
than in the East in relation to estimated original cost less depreciation 
and estimated cost of reproduction less depreciation, are shown in 
tables 161 and 162. In the construction of these tables the passenger 

· deficit in Eastern District, Southern Region, .P~cahon~as Regio~, !lnd 
Western District, was expressed as a percent. of estrmated _ongmal 
cost less depreciation, and of estimated cost of reJ>roductlon less· 
depreciation. These amounts were added to the actual rate of return 
earned on the same bases. This procedure was followed in or4e~ to 
determine what rate of return would have been earned on the ongmal 
cost-less-depreciation and cost-of -reproduction~less-depreciation bases, 
if there had been no passenger deficit. · 

/ 
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T.ut.:m 161.-Ral# of rtlurft em tstimati!J oriqinal rottt l;u dtprrciaJiMt, t'ltJu 1 
li~a.r-Ae~wl railways. 1>!1 rtg·io-na or flislrirb, 1fJS8-41. u!l&irh w~Juld "'JI'" bt,.,. tt~rn11J 
if IMre led btf'Jt RIJ pasaenge'f dtjicib t 

\ 

. J:M&eMl Dllltrlct South11ro Rtaloo 

y.., Construe- l'tmont Con11truo- l'tlrcen& 
Unr.te ot &lve l'!lte of 

' 
otntun Eut~>n of returo Eutt-ro -

10!!8. •••••••••••••• •• 
1.42 JM l.ftO 101. 4lt 

1\:J,:)f • ........................ 4.33 tno 4.lll 108. lit 
111!18 ••••••••••••••••• 3.04 ltlll 4. 40 H4.N 
19~ ... ............. --···~ 4. 71 i 100 8.3:1 11:.1 Dll 
JIWO ••••••••••••••••• &80 1110 &Ill ICMll14 
1941 ................. O.ll ; 100 7.H 107.63 

A••race ••••••• a.ool 100 L481 109.60 

I Curnputtd. 

l'orahon taiJ Rea lull 

C'on11trno- J'frl'fiDt 
tlvP rate nl 
of nturo l:lllltl'tQ --

t:J.M :M9.113 
u.no ~i4.\M) 
!UIQ 211~. i:i 

H.ll:l 2:13.117 
11. !13 . :lltolll 
U.31 I 1~0.110 

11.66 231.~ 
~ 

Wo!l!ltt•ro Di.oltrlct 

C'onMnl()o 
tlvt~ ral.t' 
of rt>turo 

U9~ 4. 1\o& 
8. i4 t.MI 5. 20 
1.10. 

--a.ro-1 

hl'l'l•n& 
of 

E69tero --
110. :n 

t lOJ . .&; 
1:1:1. C);l 
117.~. 
04.6J 

11>4. l I 

100. 

'TAR\1: 162.-Ralt. of relllr" ·on tHtimat~d cod of rtproductioA ltsa dtpr't'ialiO'Tl. 
_ clau llint-ltaul railu,au•, by rtgion1 01' districta, 19J6-41, wft.iclt would have b~m 

earntJ if tAat !tad bten no pautmger defirila a 

lutera Dllltrlct Southern Rt-aion Pocahootu ~~~~~t'!&t"rn llltltrlct 
' -

l"t>U 
- I ' Construe· Percen& Constm~ Peret>DC Construe• .PerCf'ot ComtrtUl·l Pl'fCPot 

' Clvt rate ol tlnnte of tlve rate of t!n r•*" of 
of return las tens of return Eutern of return E113tero oC return F.~tt~tern 

19.18 ......... ~-----··· 'a. 01 1M 4.00 D9.M 1179 21111. 21} 4.M H7.0:J 
19:J7 ........ ~·--··· .... -· . 4.19 1CJO 4.36 104.06 11.34 270.114 4.1:J \lit, 67 
tlf:llt .............. r··· 2.8:1 100 4. 00 141.84 8.40 211'i. 87 a. a;J II~. fill 
1001*' •• -~·- ........... 4.3.5 100 4.8.1 111. oa 10. 4:1 XIIJ.II4 4.00' II:J. &It 
1940 ...................... 6.07 100 &.00 91US:J 11.00 21&.00 4.113 91.3:1 
1\Ml ....................... 6.29 IOU 1.01 100.88 lJ.M lKIJ.Oft &. 3:1 100.'18 

.Anrage ........ 4. 62 100 4.117 107.t8 10. D3 236.58 4. .. 1 D6.7.l 

t Computed • 

.. Tlu'se tablt•s show that on the ori~na1 c·ost-lrss-dPpr~dation basis 
the elimination of the passengf'r clcfictt would hn.vt> made the av(•rnge 
rate of return of the 'V estern railroads over the 6-yrar p('riod prac· 
tica.lly. the sam(.\ as that of the Eastern roads. On the cost-of-produc
tion-Iess-drprf'ciation basis. the 'Vestcm rate of return ovrr the 6-yen.r 
period would have bet>n sli(l'htly below that of the East<'rn ronds. 

It should be recognized that placing the responsibility for tht> low£'r 
actual rate of return in the "~estt>m District on the passf'nr-~r bm~iness 
does not mran either that the passengrr fart>s should hav~ oern hight'r, 
or that the freight busint•ss may not have to bear part of the expem~es 
which had bt>en allocatPd to the passcnffcr business. Higher pussf'ngrr 
fares might, prior to the war, have reuuced the volume of trnvrl and 
increased the pa.sst>nger deficit. To rt>quire- the frt>ight businrss to 
make up drfictencit-s in passenger income might app<'ur to be unCair 
in that it would make the frright service bear part of the e.:tpf'llSPS 
which should be home by the passf'nger businrss, but it should be 
recognized that the apportionment of expenses betWN'n frt•ight and 
passenger business that are incurr('d in common for both, howtwt•r 
reasonable and logical the apportionment may be, may not be an 
apportionment that the traffic will bear. If the passcngt•r traffic will 
not bear the share of expf'nscs apportioned to it, it must be collrctcd 
from the users of the freight service, or not collected at all. 
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F. REGIONAL DIFFERENCES AND INDIVIDUAL RAILROAD DIFFERENCES 
IN CosTs 

The Edwards cost study, as well as other cost studies which we 
ha:ve mentioned, sh_ows comparat~vely small differences in regional 
railroad transportation costs. It 1s well known that the differences 
in -_costs ~etween in~ividual railroads are much greater th'an the· 
regional differel?-ces m cos~s. . Dr. L?re.nz J?-Oted this. point in "the' 
1930 study entitled "Territonal Vanat10n m the Cost of Carload· 
Freight Service on Steam Railways in the United States for the 
Year 1928," in the following language: "If the method of analysis 
above used is applied to individual railways, it will be found that' 
there are wide variations in cost among the railways within·.any one 
of _the gr~ups. l:r;t fact, the differences in cost between railways: 
whiCh are Ignored m the present rate structures are· probably greater 
than the differences between the averages for groups ·of railways." 1~. 
The same point was made in the 1938 study of the Bureau of Statistics. 
See Statement No. 3812, Territorial Variation in the Cost of Carload 
Freight Service on Class I Steam Railways in the United States for 
the Calendar Year 1936, page 14. . . . . . , . 

If the Edwards cost formula is applied to the operations of indi .. 
vidual railways the same situation is revealed that Dr. Loren7. noted. 
Table 163 lists individual railroad costs, under cost level II, of trans.:. 
porting freight 300 miles in boxcars with a load of 25 tons, computed 
under the Edwards formula. The formula· used by Dr. Edwards, 
although it was applied to individual railroads before .the territp~al 
averages were computed, was developed fox: the .purpose <;>f. findmg. 
regional average costs, and some further modifications or adJustments 
would be necessary to give accurate results for individual railroads.· 
vVith all due allowance for errors from this cause the table shows a 
wide variation in costs on diffemnt railroads. · This is also shown in. 
figure 25, in which the costs by individual railroads are shown, with·.· 
the railroads arranged in order of their costs from the highest to the 
lowest. This analysis was confined to the _larger railroads.< • With 
one exception they are roads operating 200 miles of line or more. 
If all of the smaller class I roads had been included, the variationf; 
in costs shown would have been even greater, since there is a tendency 
for the smaller roads to have either very_ high or very low costs. ' 

TABLE 163.-Individual railroad costs, 25 ton~ in boxcars, 300-mile h-aul, Edwards' 
cost formula, 1939 · 

'' 

' i J . ' 

Railroad I -Cost in cents pl'r 100 pounds Railroad Cost in c.ents per 100 p~unds 

(i<lenti· Tl'rri- (identi· Terri· · fying tory J Terminal fying tory s 1 
Line-haul 

Terminal 
num- Line-haul T!'rminal and line· num· Terminal and line-
berJI 300 miles ber)l \ ~ 300 miles haul haul \, 

~ 

L. .... .l E ....... 22.4561 3.872 26.328 9 ....... MP ..... 10.911 4. 995 15.906 

L::::~! ~::::::: 17.204 4.204 21. 4()8 10 ....... E ....... 12.775 3.020 15.795 
12.423 5.270 17.693 11 ....... E ....... 11.125 4.482 15.607 

4 ....... sw ..... 14.1-'>4 3.209 17.363 12 ....... 8 ........ 11.202 4.297 15.499 
5 ....... sw _____ 13.675 3.230 16.905 13 ....... 8W ..... 11.862 3. 553 15.415 
fL ..... WTL ... 13.564 3.27fi 16.859 14 ....... E ....... 11.961 3.216 15.177 
7: ...... NE ..... 13.122 3.4()6 16.528 15 ....... 8 ........ 11.052 3.986 15.038 s_; _____ WTL ... 12.197 4.198 16.395 16 ....... W'I'T. 11. r.oo 3.357 14.863 

Footnotes at end of table. 

II P. 8. 
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T.uLII 163.-l,.diriJval railroad .ce«Ca, 15 lona in bozcara.' ~CJO..miZ. Aaul. Edward• 
·. . ' coaC JorwnJa, 1939--Continued 

Rallroed Cesa In Mn&l pet 100 poudl Railroad Ooet bloentl per 100 poundl 
' (ldeatl- Terri- (lrlt'nti- Terrio 
1 tJtnc &of71 Lln•baul Terminal btna torJ • T•nnlnal 

a urn- Tlfllllnl\1 anfllln• num· Lln•haul Terminal aad lin .. 
f w)• 3UOmUes baw ber>• 300mllee baul 

• 

17.-- l'W._ •• 11.7"3 LOTS 14.8211 n ......... 11!. •••••• UR7 u~ ll.M\ 
18... •••••• :R. ·····- 10.1132 .. 011 u.~ n ..... NJ: ••• - 7.412 ... 28 11.8-10 
Ill.-•••• MP ••••• 11.744 I.Ml 1 .. 1123 73 •••••• E ........ 8.117t t.8n8 ll 4117 ...... -... Nl!: ••••• ILM4 1.043 H.ll97 74 ...... E ..••••• 7.2W f.l79 11.478 
21 ....... sw ••••. 11.1118 I. 7!\4 11.382 75 •••••• WTL ••• 7.8M2 a. 3112 11.3114 
22'.-.... 11!- •••••• 

' 
a.m 1.11.18 ]4, 111ft 78 •••••• sw ••••• a. 2:\8 a.o:u 11. 2f\G 

1.1. ...... sw ••••. 1.~1 II.Z!O 14.11\7 77 •••••• E ••••••• 8.2-10 11.018 11. 2.'\8 ,._ ___ 
!' __ .., ••••• U.04t 2.8111 13. 11-'lO 78 •••••• E ••••••• 1.11113 1.1178 11. 2'..'\J ,., ____ 
IIW ••••• I. 3118 f.ll70 13.878 79 •••••• E ••••••• 7.426 a. 732 ll. INI 

·-···-·· I!--····· 1.0118 6.1117 13.8.'15 80..... •••• E ••••••• e. 2ll1 4.878 1t.079 

f'l--···- MP ••• - 1.1134 I. 7M 13.1104 81 •••••• 8 ..•••••• 7.749 a. 295 11.044 
2:8.. •••••• 1'! ........ 11\484 11.184 13. &1\8 82 •••••• MP .•••• O.llf\2 t-0711 11.037 
29.._ .... R ........... 10. 173 a. 475 13. MIJ 83 •••••• WTL ••• 7.034 LIM Ill. 81111 
8().. •••••• Nil! .•••• 1.327 .. 2111 13.1178 M... ...... 8 .......... 7.201 a. tiM4 10.111411 
11.- WTL ••. I.MI 1.844 13 493 u ...... 8 --····· 7.8(111 1.0.10 10.1\35 
11--·- 8 .......... 10.2111 a. 1112 13. 441 Ill •••••• WTL ••• 7.141\ 11.1147 10. 795 
13 ........ E .•••••• 1.841 .. 044 13.383 87 •••••• e ---···· 7.221 a. 664 1fl.7M5 .. ______ 

E ••••••. 1.2H 1.0111 13.803 M .••••• WTL ••• 7.421 1.849 1fl.770 
aa.. ...... _ 8 ··••••• 

1.828 1.404 13. Zl2 81J •• .' ••• MP .•••• 8.718 4.001 10.717 
lift. ...... WTL ••• t. 71\3 8.401 13.164 Ill •••••. WTL ••• I. Till 1.919 lO.AAS 17. _____ ···--··- 7.1104 1.11118 13.072 91 •••••• 1!1 ........... l.t18 I. 21lll lfl.tiU 
aa ........ 111 ........ 1.8118 4. 439 111147 ~--···· E ••••••• 11.8Nt II. 70.1 10.1\f\1 ......... WTL ••• 1.1131 .. 303 n.m ea •••••• 1: ••••••• 7.11111 1.~9 lfl.lll\ 
40..--·- MP .•••• I.M2 1.081 11823 14 ....... 8 .••••••• .. 970 I.M2 lll.IH1 
41 ••••••• WTL ••• 1.879 1.9.11 111118 ea ....... 8 .••••••• 8.849 1.1150 10.4\IV 
42..--- IL --··•· .. 3119 .. 3114 11773 

18 _____ 
8 ...••••• 8.828 II. IIIlO 10.4211 

~----- WTL ••• "1.921 .. ,30 118111 97 •••••• sw ••••. 7.!188 1.034 10.422 ..._ _____ 
Jl! 7.1175 .... 9 1111U 98 •••••• 8 ••••••. 7. 2ti6 II. t:ll 10.3118 

.a ....... MP:::: 10,328 1.2.'10 11NI7 w4 ...... E ••••••• 7.~ 11.0118 10.304 48 ______ IIW ...... 1.1128 11.975 111101 )00 •••••• 8 ........ e. 688 8.1134 to.m .., _____ 
sw .•••. 1.718 I. 782 1111110 101 •••••• MP ••••. • .• 73 I. 71fl 10.11i9 ......... ew .••.. 1.01~ .. 4118 12.486 103 ••• ~ •• sw ••••• e. 7:12 1.428 1n. tf\Q 4t. ____ 
MP .•••• 1.211 a. 21\1 12. 47:J 103 •••••• 8 ........ 7.001 1.118 tO. 119 

a.>. .......... WTL ••• .. 247 ..187 114.14 104 •••••• 8 ...••••• 8.11117 11.441 10. 109 
11 ..... -- NJ: ••••• t.l14 I.IIU3 1:2.417 105 •••••• I!IW ••••• •• 748 8.Zl3 8.970 
112.--- E, .••••• 1.048 a. 818 12.3114 lOll •••••• MP ••••• e. 363 I. 418 0. 7110 

63 ... ---·· MP ..... 1.1104 I. 772 11278 101 .••••• E ••••••• a. 778 1.981 0. 7!19 

"··-··· NE .•••• . 0.429 I. 811 11240 1411 .... _ ... 8 ........ e. 458 11.14!t 9,804 

M·-···· WTL.. •• I. 21!8 1.8.18 11~ 100 ••• -. WTL ••• 8.220 8. 3011 9.112R 
M ......... 1! ••••••• 7.049 &.1M 112113 110 ••.•••• Jl! ••••••• 7.403 1.108 o' 9.d 
61 ••••••• MP.-•• 7.80t f.3.17 12. 148 111 •••••• p ........ 1.007 I. 411 1.411 
1!8 ••••••• NE ••• - 7.083 f.122 1110& 112 •••••• E ........ 11.1108 I. &Ill 1.3;',9 
69 ••••••• sw ...... 1.081 a 9.'\4 12. O.'J5 113 •••••• 

sw ____ 
8.1174 I. 11119 I. 2113 

410.·-··· WTL ••• 7.329 4.1186 11015 114 •••••• K ........ a. 727 1.1122 8.249 
til ........ E ....... 8.672 8.264 IJ. 838 11~---··· P ........ 8.024 8.008 8.oa2 
fi'J •••••• E_ ......... 1.011 3.804 11.1115 11ft._ ••• f'--···-- 11.003 1.7M 8.756 
8.1.. •••••• sw ..••. 7.fJ'f1 4.300 lllll:J 117 ••••• 8 ........ 8.881 I. 7M 8.838 
.......... WTL ••• 7.1100 •. 712 11.1113 J IIJ •••••• BW ••••• e. 201 I. 34~ 8.1148 
M .•••••• 1!1. ••••••• 8.8!15 1.1142 11.791 1 IIJ •••••• p .......... 1.492 1.871 1.4110 
M .•• - .. E ..••• _ 1.1101 a 1.~9 U.7M 120 •••••• E ....... .. 772 1.1174 1.44& 
67 ••••••• MP •• -. e. 6.~1J f.D71 11.8:10 121. ••••• MP-••• 8.0118 I. 284 8.370 
118 ....... 8---···- 7.218 ol408 11.1127 122 •••••• 8 .••••••• 1.1111 1.873 7.38:1 
tit ••••••• F._----· 8.1118 6.072 II. Milt 123 •••••• ······-- 1.760 .1.477 1.~1 

TO •••• -. 8W ••••• 7.2>1 f.l71 lL671 

• Rant In order of eost rrom b lghe11t to lowest. 
• • E mean• Eastern; 8, Southern; N E, New Enrrtand; P, Focahontu; WTL, Weetero Trunk·Line; 8 W, 

• Southwe~~teru; MJ', MOUDtaiD-.Paeitlc. 
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I In fi~~ 26, ~he same railroads have. been grouped ... according to 

S
the reg~on m which they operate. Regional averages and the United, 

tates avera~e are both shown. Figure 26 brings out certain facts · 
t~a~ ar!! of lJ!lPOrtance in connection with- the study of the inter~ .· 
tern~nal f-\'eight-rate problem. The first is the fact, previously • 
mentioned, that the regional average costs are- close to the United · 
States average, in all regions except in New En""land and in the·, 
Pocahontas Region. · o . . -. · ·- .• 

· The chart also indicates a- wide variation· in costs within every .
r~gion except in the Po~ahontas Region, a variation far exceeding the . 
difference between the highest and lowest regional averages. , · 
•. It is also noticeable that inN ew England there is no railroad shown , 

":f.th a cost ~s low as the United State~ average, hOX: is there an i~di- • 
VIdual road m the Pocahontas group With a cost as high as the Uruted 
States average. In all other regions there are a number of railroads·, 
with costs above the United States average, and also some .with costs . ., 
below the United States average. ' 

Another fact which the chart brings out. is that although- there 
are numerous railroads whose costs are fairly close to the regional 
average, there are also numerous roads with costs which are sub-
stantially above or below the regional average. · _ 

Figures 25 and 26 do not give any indication of the sizes of the 
different railroads the costs of which are shown. A13 ~matter of fact, .. 
the larger railroads have costs that are closest to the regional average. 
This situation naturally results from the fact that the average cost 
for a region is really a weighted average, and the larger the railroad. 
the greater is its influence on the average. Not only are the costsof 
larger railroads close to the regional average, but. their: individual 
costs are fairly close together. The extremely high-cost roads, and 
the extremely low-cost roads are generally small. The reason for the 
greater approach to uniformity in costs among the larger railroads is · 
to be explained by the fact that such roads have some very 'profitable 
lines and some unprofitable lines. In other words~ the system average ~ 
conceals many variations. in cost within the system .. I! the. larger · 
systems were broken up mto smaller roads, Wide vanat10ns m cost " 
would appear. Conversely, if many of the small carriers which we 
now have were consolidated with larger roads some of the extreme 
variations in cost shown in figures 25 and 26 would disappear, not 
necessarily because of any changes in their costs, but. because thej,r 
revenues and expenses would be thrown in with those of other parts 
of the consolidated system. . . - , · 

Table 163 and figures 25 and 26 showed individual railroad costs of· 
transporting 25 tons in boxcars for 300 miles. Individual railroad 
costs of _transporting fr~igl?-t in ot?-e~ typ~s of equipment, a~.q with, 
other loads will show similar vanatlons m cqst but the position of 
the roads ~hen ranked in order of their costs, will not be the same. 

If furthe~ proof is. desired of the ~de variation among ra~oads in 
freight servlCe costs It may be found m statement No. 3120 ISsued by 
the Bureau of Statistics of the Interstate Commerce Commission in 
1931 under the title: "Variation in Cost of Railway Freight Service 
Among Class I Steam Railways: 1928_." Tabl~ 1_64, constructed from 
a table in the study referred to, shows the vanat10ns~ 
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Tuu 16-&.-l"~io-11 i• toal •J railwayf,ight ••rvict among cla•-• 1 st11arn• 
. ' . railwaua. 1918 • 

, DOt"BLE TJ:RMI~AL COST~ AND tDTJ:·UAUL COST lOR 300 MILES t 

Ttrri&WJ and roa4 

New l:nlllaod R~>rton: . 
AtJanUo & 8&. Lawrence •••••• ow .. ···••••••••••·•··· 

Baa,;or A Aroostwlr ............................... . 
IIOflton & l\laine ....••..•• 

41 
....................... . 

l'uadian l'acine Oilll"s ln J~olaine) ... ,_ ........... . 
Canadilln l'aclnc (linn m Vermont) .............. . 
l~fllntral Vermont.-............................... . 
1.\<lainf' Ct>nt.raL .................................... . 
New Yorll: C'onnf'l'tlnlt .•••...•.•..••••••••••••••••• 
N- TorS. New llana & Uartford .•••••••• - .... . 
Ruthmd ................ - ......................... . 

Gnat Lakrs ReKion: 
Ann Arbor ................... ~ ................................. _ •.••• 
Buttaio. Rocht'8tl"r & l'lttsbur1b ••••••••••••••••••• 
Dt>laware & llodsoa .............................. . 
Dt>I8WU'f', J,ackawanna & WestE'ra.._ ............ . 
f>•troit • 1\lllwklnae ............................. .. 
llt'troi& 6 Tolt'do tlhora LJnl'l ... ! ................. .. 
Erie (inf'ludinr Chit-ago & Erlt>) ................... . 

' Orand Trunll System-WtsterD Lin~a. .. - ............. .. 
Lrhi~Ch A Hudaon RIVI'f ......................... .. 
Lrhhcb & New En~tland •••••• ~ .................... : 
Ll'hlllb Valle:r ..................................... . 
Mlt•hi~Can CPntral .................................. . 
1\11 enon~~:ahela. •.• -····· .......................... .. 
1\fontour .......................................... . 
New Jpr.wy & New Yorlc.. ....................... . 
New Yorll: Ct'Titral (inrhullng Boe&on 6 AlbiUly)._ 
N~w Yorll:, Cblcal{o of& llt. Louis ................... . 
New Yorll:, Ontario • Wll!ltPm .................... . 
NPw '\"ork, t!ulltJlll"hiUlna • West0m (including 

WUltPI Barrt~ & .Ea~~tnn) ........................ . 
Pt>n 1\larquette ......................... ~ •••••••••. 
l'1U~burgh of& Lake Erie ........................... . 

• Plttsbur11 & Shawmnt ...... ·················'-····· 
P1tt~burgb & We11& Virginia. ..................... .. 
l'ttfsburlf, Shawmut. • WestPftl .••••••••••••••••••• 
Uhlt~r • .Dt>laware ••••••••••••••••••••••••••••••••• 
111' ah~L'Ib _ .......................................... . 

Central EastPTD RPiion: 
Akron, Canton ck Younrstown .................... . 
Atlantic City ..................................... . 
Baltimore • Ohio. ................................ . 
Bell~!lmcr lr l.ake Erie ............................ . 
Bullalo .. llusqliPhiUlna Railroad CorpQratlon .••••• 
Central R. R. of New Jt>r~eJ ...................... .. 
C'hicuo & F.a.qtprn l'linois ........................ . 
Cbical{o t\ lllinoi!l Midland ....................... . 

· Chkae:o, lndian11polls & l.uuls-vllle ••••••••••••••••• 
Cincinnati Northflrn .............................. . 
t"lt'velanlt, Cinclnnatf, CbicSI(o • St. Louil! .••••••. 
Dt>trolt1 Tolt'do & Iron too ....................... .. 
El!rlo, Joliet of& E118terll ............................ . 
Evansvill~>, Indianapolis 6 TPrre Haute ........... . 
Hoekln~ Valley .•••••• J ........................... . 

lllinollrl Tennillal .................. ~·-················· 
Long Island ....................................... . 
l'tnnsylvania sys~m ............................. . 
Perkioml'n ........................................ . 

~~~-~~ ~ == :::::::::::::::::::::::::::::::::: 
Wntern Maryland ............................... . 
Wbeelin~ 6 LaJr.e Erie ............................ . 

Pocahontu Rl'gion: 
C~aPfak"' .. Ohio .............................. .. 
:Norlo111 • Western ................................. . 
Richmond, J'redericksborc • Potomac ............ . 
Virrmiao •• -···---· ............................. . 

J'ootDote at end of table. 

0 ' 018 ton-mile but. Loaded ear-mile bull 
~PQII&oDII) 

COliC Pf'f Relative COlt per Rl"lntlve 
carload COli&( U · 8• • ear load 001'~ ' 1 

• 8• • 

Sl to. &3 
10"1.11:1 
li!J.2t 
7&20 

'9&. 31 
M.:l8 
M.llll 
11~.28 
83.41 
7~ 20 

87.1lft 
1111.116 
M.311 
7Jt.r.7 
t.'l. 7t 
&:lM 
M.M 
M.l\~ 
4:l.4l 
M.!\11 
"17.8a 
MI. Ill 
118.24 

)Ill. !111 
7711. f)" 
74.2/i 
1\lil.4a 
10.30 

111~. at 
117.4:1 
r.n.4A 

)(18. 8& 
11!1.29 
112.48 

187.111 
M.33 

87.14 
224.AA 
70.3:1 
M.M 
1111.1111 
81.-\0 
112.01 
77.73 
.... 31 
113.1)11 
117. 70 
!Ill Ill 
lll.liO 
113.119 
44. 0!1 
77.114 

1411.00 
77.fi6 
111'1. 44 
IM.IO 
M.U 
ft2. 1.1 
71.27 

113.~ 
.~51) 
411.112 
117.91 

100) 100) 

111&. 7 
Htl.l 
116.2 
IOilll 
)21\ 9 
11:!.2 

11tt.t 
1211. 0 
113.7 
108.0 

II'J.II 
IHI. 7 
90.1 

107. l 
127.1 
71.1 
111'1. I 
77.2 
117.8 
811. I 

100. I 
!II. 3 
93.t 

\.'il. 1 
1,0117.9 

lilt. 2 
79, 7 

100. I 

21 ~u 
Ul.t 
94.7 

148.1 
1117.2 
1211. 1 
2M.O 
87.7 

IIIU 
31111. II 

111'>.9 
no 

)30.8 
lli.O 
M.6 

100.0 
'A7.7 
72.3 
71'1. 7 

122.11 
1111.9 
117. 1 
110. I 

IIH\. 2 
21'11. 9 
10.1.9 
119.2 

)29,. 
814>.8 
84. 7 
97.2 

73.4 
77. 1 
ft2. 2 
o:u 

l\18.117 
)Uti. !Ill 
!IO.r.7 
78. 2:1 
81\.IIJ 
Ill. 116 
11~11:1 
114.01!1 
81.41 
76.~ 

71.4. 
'N.IIl 
'71.11:1 
711.~ 

]00, 11:1 
6:1.8:1 
117.(17 
1\fl. 27 
/Ill. 33 
IMI, 24 
81.34 
111\4~ 

lrn..112 
170.07 
1176.!14 

711.117 
11o.oa 
18. ()2 

11111.74 
70.37 
112.11., 

177.7fl 
140.34 
1:'111.2:1 
7.10.41 

IS.~. 48 

M.ll7 
2:'1~.11!\ 
79.14 
711.4\l 

l:W.W 
96.00 
M.O:t 

102.148 
72.11.1 
117.00 
11:1.11.1 

]Oil. 414 
lit. 4H 
93.7:1 
110.114 

liZ. I!{} 
174.32 
1!/i.z:J 
71.09 

HIUII 
711.79 
81.77 
84.71 

1111.43 
73. 73 
46.79 

Ill. 9::1 

1.'.1.. 
1:1116 
tna. z 
1110. 3 
111.2 

711.1) 
lUll. I 
120. & 
lOot. 3 
116.6 

02.1' 
1112.4 

11'.1.0 
101.11 
1:N.3 
!IU.6 
111\.6 
72.1 
&U 

lll. 6 
1114.2 
n.& 

1:111.1 
217.1 

1,123.4 
JUO. C) 
7/1.6 

ll:tl 

200.11o 
\10,:1 

119. I 
'¥!7.7 
179,1J 
173.3 
~l& 2 
83.0 

111.3 
302.3 
)Ill. 4 

116. 7 
173.0 
121.7 
!14.6 

]31.' 
!13, 3 
81\.8 
Ml.8 
1~.7 
711.8 

120. 1 
7fl. 3 

144.6 
2'.1.1. 3 
100.2 
!H. l 

]AA. 8 
1}!1.4 

11l4. 8 
109. I 

87.7 
114. 5 
110.~ 

l4:H 
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TABLE 164.-Variafion in coqt of railway freight service among class t steam 
railway'!, 1928-Continued ' 

\ 

DOUBLE TERMIXAL COST; AND LINE-HAUL COST FOR 300 MILES I 

Gross ton-mlle basis Loaded car-mile basis (55 gross tons) 

Territory and road -
. Cost per Relative Cost per Relative 

carload cost(U.B.• carload cost(U.s.-
100) 100) ' 

'uthern ltegion: ' 

Alabnma Gn>at Southern._.--·-------------------- $50.24 68.6 $52.22 • 66.9 
Atlanta & West Point (Including Western Railway 

of Alabama) .•. ------------···-----··-·······--·- 61.31 83.6 60.78 77.9 
.-\tlaota, Birmin~~:ham & Coast .•••••••••••••••••••• 111.66 124.9 92.81 . 118.9 
~~~~co?o":~ L~~~:-···--···········-······-·····- 82.34 112.2 83.24 106.6 

rg -------- -·----------------····- 70.10 95.6 68.75 88.1 
Charlt•ston & Weswrn Carolina .................... 70.53 96.1 77.85 '99. 7 
Cincinnati, New Orleans & 'fnos Pacifte .......... 57.71 78.7 58.55. 'i5.0 
C'llnchtleld ........... __ .....•.•.. __ .: _ .... _ ....... 62. 15 84.7 70.11 89.8 
fjlumbus & Greenville ............................ liS. 22 161.1 127.71 163.6 
• orida East CoiiSt ................................. 144.97 197.6 153.56 196.7 

Georgia .•. __ ....................................... 68.80 80.2 55.23 70.8 
01•or~~:ia & Florida ........ ~ ......................... 94. 13 128.3 89.12 114.2 
Oeorgia South!'rn & Florida ........................ 72.19 98.4 73.67 94.3 
Oulf & Ship Island ................................. 94.33 128.6 104.17 133.6 
flulf, Mobile & Northern .......................... 71.71 97.8 68.63 87.8 
Illinois Central (Including Yazoo & Mississippi 

Val11•y) .. _ ......... _ ............................. 67.37 91.8 74.51 95.5 
I..ouisville & Nashville ............................. 67.21 91.6 77.33 99.1 
Louisville, Henderson & St. Louis ................. 53.28 72.6 60.94 78.1 
1\I ississlppl CentraL_ •• _ ......... _----- .... __ •••••• 102. 71 140.0 101.93 130.6 
Mobile & Ohio.- .................................. 66.59 90.8 67.65 86.5 
Nashville, Chattanooga & St. Louis ................ 69.85 95.2 68.63 87.9 
Nt~w Orleans & Northeastern ................... :. •. 53.45 72.9 56.10 71.9 
New Orleans Great Northern ...................... 77.49 105.6 76.53 98.1 
Norfolk Southrrn .................................. 88. 17 120.2 79.86 .. 102.3 
Northern Alabama ................................. '• 99.37 135.5 112.00 143.5 
Seaboard A lr Line ................................. 79.58 108.5 81.05 108.8 
8outht~rn Railway .................................. 69.88 95.3 70.96 90.9 
Tcnnrssee Cl"ntral. ................................ 94.57 128.9 106.60 136.6 

estE"rn Trunk-Line Railways: -
Chicago & Alton._ .. ---------···---·--···--····---- 66.25 90.3 70.55 90.4 
Chicago & North WE'StE'rn ...... -. ................... 77.61 105.8 81.84 104.9 
Chica~~:o, Burlington & Quincy ..................... 75.80 103.3 79.11 101.4 
Chica~~:o Grt>at Wl.'stern ............................ 68.22 93.0 70:12 ' ' 89.8 
Chicago, St. Paul, Minneapolis & Omaha .......... 78.28 106.7 78.97 101.2 
Duluth & Iron Range .............................. 81.86 111.6 109.25 140.0 
Duluth, Missabe & Northern ...................... 60.23 82.1 86.18 110.4 
Duluth, South Shore & Atlantic ................... 87.11 118.7 87. 8.3 J~J Duluth, Winnipeg & Pacific ....................... 68.44 93.3 69.29 
Green Bay & Western ............................. 74.99 102.2 72.75 93.2 
Lake Superior & Ishpeming ........................ 123.55 168.4 168.74 203.4 
Minneapolis & St. Loui~--------------····--······· 75.17 102.5 78.77 100.9 
Mhmeapolis, St. Paul & Sault Bte. Marie .......... 77.56 105.7 77.11 98.8 
Quincy, Omaha & Kansas City .................... 180.48 246.0 178.12 228.2 
St. Joseph & Orand Island ......................... 64.09 87.4 59.87 76. z 

ountain Pacific railways: 
278.53 379.7 463.81 594.2 Bingham & Garfield ............................... 

Denver & Rio Grande Western .................... 93.97 128.1 98.92 126.7 
Denver & Salt Lake ................................ 120.05 163.6 148.35 190.1 
Los Angeles & Salt Lake ........................... 109.63 149.4 114.92 147.2 
Nevada Northern .................................. 103.83 141.5 142.60 182.7 
Northwestern Pacific ............................... 200.43 273.2 198.68 254.4 
Oregon Short Line .... ----------------------------- 82.27 112.1 87.55 112.2 
Oregon-Washington R. R. & Navigation Company. '123. 52 168.4 128.50 164.6 
San Diego & Arizona ............................... 229.80 313.2 233.08 298.6 
Southern Pacific ................................... 87.74 119.6' 93.75 120.1 
Spokane InternationaL ............................ 105.60 I 143.9 117.76 150.9 

106.00 \ 144.5 105.67 135.4 Spokane, Portland & Seattle ....................... 
93.80 127.9 143.61 184.0 Utah .. ---------··· ................................. 
95.26 129.9 99.25 127.2 Western Pacific -------------------···-·----·--··--

,her Northwestern and Central West_em ra~lways: 
Atchison, Topeka & Santa Fe (mcludm~ Pan· 

81.52 111.1 85.39 .109.4 handle & Santa Fe) .......... • .................... 
Chicago, Milwaukee, St. Paul & Pacific ............ 77.74 106.0 81.43 '104.3 

'54.35 74.1 61.26 78.5 Chicago, Rock Island & Gul!--····················· 76.33 104.0 79.97 102.5 Chicago, Rock Island & Pacific .................... 
86.02 117.3 97.98 125.5 Colorado & Southt~m ............................... 
62.33 85.0 64.17 82.2 Fort Worth & Dt>nYI"r City---:·······----~------·- 88.56 120.7 94.86 121.6 Great Northern.- .................................. 
93.90 128.0 95.35 122.2 Northern Pacific .. --- ............................... 
76.18 103.8 80.47 103.1 

Tol!ldo, Pe?ria & Western ............. ---···::::::: 71.86 98.0 73.43 94.1 Un10n Pacific.---.--------····-·-·······-~--

Footnote at end of tall! e. 
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T .nLil 164.-l"~alioJt '" coat of rtu1way (rtiqM •novice ·among clau I ateam 
. . ra&lUXJ11'• 1913-Continued 

DOt7BLJ: TJ:aMOU.L COST; .AND U~E-UAt7L COST FOR 300 MILES t 

. 01'0!1.~ ton-mile basil Loaded ear-mile bull . (:!$ IJ'OII &una) 

TerrltorJ and road 
JlflllltiVe C011t JIC'r CO!It rt~r RPllltlve 

ooec cu. s.- coetru.s.-evluad 100) euluall 100) 

lout1'1::1em ltedon: 
Fort..: mit'h cit \\'Mtf"'rrl. ................................. 1108. 0" 147.1 1107.21\ 137.4 
J'ort Wort!\ ll Rio OraDde ......................... 107. 7!1 141J. t 112.37 14l0 
Outl Coua LlnM ................................... - ••••• (12.117 113.3 (llt/11 8U. l 
Oult. Colorarln oil Santa J'e.··········-········-·· IIM.71 11. 7 73.6t ..... 
lnt•rnatlonal Ore1t& Northt~m .••••••••••••••••••••• 78.11.'\ 107.1 82.78 1011.0 
Kansu Ct&y. Me:t~leo & Orlena .••.••••••••••••••••• 112.87 Tl.t 67.!11) 74.1 
.Kansu C'lty. Mnlco oil Orlene of Tnu ••••••••••. 11.110 70.4 110.611 77.0 
ll::an11u CICJ Southern (lncludlnc Tuarll:aoa and 

J'ort Smith) ....................................... fl2.21 84.8 117. 13 !lft.O 
I 

XM'Ill&"• Oklahoma dl Oulf .......................... 74.28 101.2 110.414 103. & 
Loul~iana dl Arllan.~u ..•••••• ···············u•••· 74.111\ 10\. ft 71'.3lt )flO .• 
Loul:diVla Railway oil NaYhtatlon Co .••.•.••••••••• 8H.37 120.11 9.'l.3-t 122.2 
Loul~lana R11IIWQ' ll Navbt:atloa Co. ol Tuu •••• IJ &3 124.8 o.~. n 122.0 

' l\11 lrllanff Valley ..••.••••••••••••••••••••••••••••••• 70.97 911.7 [Ill, 49 J 11).1 

Mlm10urt .t North Arllan~"'-········-·•··········· 135. I~ l1'1t.2 140.1111 1M. I 
M!NiouJ"I·Kan!lftii-TuulJuu •••••••••••••••••••••. 77.4~ 1n11. a Ill. 112 104.8 
Ml!t8«lurl P11elfto .•••• ···················-·-·••••••· 7:t. 42 100. I 77.04 1111. 1 
St. Loui11-San franclllco ••••.••••••••••••••••••••••• 74. )) tnt. G 7R./12 lllO.ft 
fl&. Loul!t, ~an l'ran~lsco • Tuaa •••••••••••••••••• 110. l!t }119.3 87.119 112.7 
fit. l.ouls Southwl!ltem ••..•••••••••••••••••••••••• 73. fo7 100. a 73.03 ll:J " llc. LonlA BouthwC!Itern of Texu ••••••••••••••••••• 112.02 1.,2. 7 113 41 IU. 3 
San Antonio. Uvalda ll Oulf ••••••••••••••••••••••• 79.01 lOR. 0 94.31 )20.8 
Texu A Ne• fltlaana.. ..••••••••••••••••••••••••••. Rfl.~t lHI.O 110.110 114.8 
,.,,.,. 6 Paeffta ................. - ...................... 63.111\ 86.1 72.22 02 a 
Tl'llll Me11CaD ••••••••••••••••••••••••••••••••••••• uo. &0 l~O. 7 114. IIH J46.t 
Trinity ll Brazoe Valley ••••••••••••••••••••••••••• ll2.1lJ 121\.8 911.411 ll-1. 8 
Wichita fRill' oil Soutbem.. ••••••••••••••• - •••••••• 148.61\ 202.& 1114.07 2HUI 
Wlc.bi~ Valler.--································- 14D. ag 1111.8 13.\43 11a. a 

t Takna from Interstate Commerce Comml•lon. BurPaa of Statistics, statement No. 31:rt, pp. 6-12. 

The wide variation in individual railroad costs. makes it clear that 
any rate structure based on re~onal or national average costs still 
leaves the country with the problem arising from inequality in cam· 
ings among the individual carriers. Rate making on the basis of aver
a~e costs leaves some railroads with inadequate earnings, and others 
w1th larger earnings than they need. The impracticability of att<'mpt
ing to have different rate levels on different railroads, however, is gen
eriilly recognized, although to a. limited extent differentials for high
cost roads can be used. 
, The present inequality of earning power between individual rail
roads within a given area is obvious from an examination of the finan
cial showing of individual railroads. Demonstration of this situation 

·is afforded by a recent study of the Bureau of Statistics of the Inter
state Commerce Commission published as statement No. 4142 and 
entitled: 11 Rate of Return on Value of Property of All Operating StC'am 
Railway Companies, Calendar Year 1940." The figures in table 165 
are taken .!rom the Bureau's study. 
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TA.BLE.l65.-Variations in rate of return on estimated value of property, class[ .line-,. 
haul railways, by regions or districts, 1940 1 . 

EASTERN DISTRICT, EXCLUDING NEW ENGLAND ' 

Eambrla & Indiana .••••....•••••••••••••• · ••••••• ~--'--······ 
B etroJt & Toledo Shore Line.··················--········
C~ssemer & Lake Erie ..•••••••••••••••••••••••••••••••••••• 
M lcago & lllinols Midland ••••••••••••••••••••••••••••••••• 

on tour ...... _ .•.•.••••••••••••••••••••••••••••••••••••••• 
~dn. Joliet & Eastern ••••••••••••••••••••••••••••••••••••. 
Le heellnp: & Lake Erie .••••••••••••••••••• ~---·············-

high & New Enp:land •••••••••••••••••••••••••••••••••••. 
I1etroit. Toledo & Ironton ••••••••••••.••••••••••••••••••••• 
Monongahela ... _ •.••.•.•••••••••••••••••••••••••••••••••••. 
New York, Chicago & St.Louis ••••••••••••••••••••.••••••. 
M ls30url-llllnois .•.••••••••••••••••••••••••••••••••••••••••. 
Western l\1arrland .•• ······················--············-
Pitt~burgh & Lake Erie •••••••••••••••••••••••••••••••••• ". 
~A-high & Hudson River_ .•••••••••••••••••••••••••••••••••. 
Delaware & Hudson R. R. Corp •••••••••••••••••••••••••••• 
Akron, Canton & Youngstown •••••••••••••••••••••••.••••• 
Read lng Co .•••••••••••••••••••••••••••••••••••••••••••••••• 
Erie ••••••••.•••••••.•••••••..•. _-·-····················---
Chicago.Indianapolls & Louisville ••• - ••••••••••••••••••••• 
Baltimore & Ohio ...••••.••..••••••••••••••••••••••••••••••. 
Pittsburg, Shawmut & Northern ••••••••••••••••••••••••••• 
PennsylvanIa ....•.•••••••••••••••••••••••••••••••••••••••• _ 
Orand Trunk Westem •••••••••••• ·-············-·······-·
lllinois TerminaL ••••••••••••••••••••••• ~ ••••••••••••••••••• 
Pere Marquette •.••••••••••••••••••••••••••••••••••••••••••• 
Lch igh Valley •••••••••••••••••••••••••••••••••••••••••••••. 
Ann Arbor·--- .•.•••••••••••..••.••••••••••••••••••••••••.•• 
New York, Susquehanna & Western •••••••••••••••••••••••• 
Wabash_ •.•.•••.• ··············---~---····················· 
New York CentraL ..•••••..•••••••••••••••••••••••••••••••• 
Delaware, Lackawanna & Western •••••••••••••••••••.••••• 
Pittsbur~t & Shawmut ••••••••••••• ·-······················ 
Detroit & Mackinac._ •.•••••••••••••••••••••••••••••••••••• 
Pittsburgh & WE~st VIrginia •••••••••••••••••••••••••••••••• 
Chicago & Eastern Jlllnols •.•••••••••••••••••••••• ~ ••••••• '. 
Central R. R. Co. of New Jersey ••••••••••••••••••••• :. •••••. 
Long Island .•••••••• ----···· ••••••••••••••••••••••••••••••• 
New York, Ontario & Western .•••••••••••••••••••••••••••• 
Pcnnsylvama-Rt>adm~r Reallhore Lines •••••••••••••••••••••. 
Staten Island Rapad Transit ••••••••••••••••••••••••••• 7 •••• 

NEW ENGLAND REGION 

International Ry. Co. of Maine ••••••••••••••••••••••••••••. 
New York Conneetlng .••••.•••••••••••••••••••••••••••••••. 
M a lne Con tral .•••••.•••••• ---· •••••••••• ------------------
Boston & Maine ...•••••••••• ···--··················-'·--·-·
Bangor & Aroostook ••••••••...••••••••••••••••••••••••••••. 
Central Vermont ..• --- ..•....•. ------·---------------------
New York, New Haven & Hartford ••••••••••••••••••••••.. 
Canadian Natlrmal Lines._----------·--··-----------------
CanRdian Pacific Lmes in Vermont ..••••••••••• ~---------·-
Rutland ••••.•• ----·- -- •• --- ••••• ----·-- ------··- -----------

SOUTHERN BEGJON 
Clinchfield •..••••••. ------.------·--·--------·----~-----'----. 
Cln<'innati. New Orll'ans, & Texas Pacific •••••••••••••••••• 
Alaharna OrE'at Southern ..• ---·-·-'---------····-----·-····· 
New Orleans & N orthE'astern. -------------·----------------· 
Georgia Southern & Florida.---~------~------------·-------
Southern ..•.•.......•••••••••••••.•.•••.••••••••••••••••••• 
Louisville & Nashville ............................. _. _____ _ 
Oeorp:ia .. __ ..•... - ..• -------- :········-··········------------

Rate-making 
value Jan. 1, 

1940 I 

$5,325,000 
6,200,000 

66,800.000 
9,850,000 
7,450.000 

42,300,000 
49,250,000 
14,200,000 
29,500,000 
18, 71i0, 000 

116. 200,000 
7, 425,000 

87,000,000 
94,100,000 
4.450.000 

98,250,000 
7,675.000 

272. 000, 000 
306.000,000 

29,850,000 
701. 394, oco 
. 6.000,000 

2, 104, il82, 000 
97,600.000 
28,900,000 

105, 150,000 
189.600.0CO 
13. 100.000 
12.800,000 

155.l.OO. OCO 
1, 586. 200, oco 

250, 300, 000 
8,850,000 
5, 500,000 

40,300,000 
50, 150, 0()0 

12(), 500, 000 
136. 000, 000 
34.~.000 
33,3.'10, 000 

' 16,400,000 

7,300 000 
21,500 000 
54.3SO,OOO 

225,200,000 
28,600,000 
26,350,000 

308, 000. 000 
12,600,000 
6,600,000 

21,300,000 

39,000,000 
73,750,000 
28, 675. 000 . 
12,225,000 
9,250,000 

404.ii50. 000 
377, t\86, 500 
17,050,000 

Net railway Rate or· 
return on operating in· 
value<r· come 1940 cent 

$954,447 17.92 
842,634 13.59 

7,330,249 12.91 
I, 269,176 12.89 

875,040 11.75 
4,884.588 Jl.M 
4, 344,733 8.82 
1, 1S7, 280 8.43 
2, 293,963 ·7. 78 
1, 430,896 7.63 
8, 492,405 7.31 

474,791 '6.39 
5, 306, 4()8 ·6.10 
5, 5!11,525 5.94 

261.097 . 6.87 
li, 619,258 • li. 72 

413,297 6.38 
13,460,806 4.95. 
13,853,996 4.53 

1, 329,102 4.45 
30, 618, 531 4.37 

247,132 4. 12 
86.499,486 4. 11 

3,934,745 4 03 • 
1, 158,488 '4.01 
4.063, 208 3.86' 
6,883,261 '3. 63 

450,291 3.44 
439,084 3.43 

4.553,345 I • 2.92 
44.052,437 2.78 
6,736,538 2.119 

237,390 2.68. 
130,638 2.38 
800,211 1.99 
989,708 1.97 

1,364.795 1.08. 
757.8R~ .56 

1716~ 777 
___________ .. 

. . • ,490, 814 ... .. _________ ... 
' 288,982 ------------

561,497 7.69. 
- . 1, 451, 881 6.751 

1, 966, ~06 3. 112. 
6, OM, 241 3.08. 

843,435 2.95' 
730,142 2.77 

9, 274.354 2.52. 
I 6fJO,Oi"9 ------------'482, 468 -----------,92,534 -----------

3, 672,086 9.42' 
4, 998,100 6.78 
1, 697,157 5.92 

675,770 5.53 
494,382 5.34 

21,457, 29" 6.30, 
17,187, 9!13 4.56 

744,357 4.37 . 
3. 70 

... 

Charleston & Western Carolin&.-------···----------------
Yazoo & Mississippi Valley .•••••••••••••••••••••••••••••••. 

11,0011,000 
64,350,1100 

428,680 
2, 121,051 3.30 ' 

lllinoio Central . - ..•• -------- -·-·· -----·-'··············-···· 
Nash;ille, Chattanooga & St. Louis •••••••••••••••••••••••• 
Tennessee CAntral •••••••• i·--------------·------------···-
Seaboard A lr Line ....•. ---------·····················-··--
Western Railway of Alabama·-·························---
Florida F. ast Coast .•• -- •••••••••••••••••••••••••••••••••••• 
.Atlantic Coast Line ....•••••••••••••.••••••••••••••••••••••• 
Columbus & Or&.nville •••••••••••••••••••••••••••••••.••••. 
Gulf, Mobile & Ohio ••••••••••••••••••••••••••••••••.••••••• 
Norfolk Southern ..•••••••••.••••••••••••••••••••.•••••••••• 
Central of Oeorgfa ••••• ------------··············---··--···· 

Footnotes at end of table. . 

455, 700. 000 
68,450,000 
12,300,000 

189. 325, 000 
8,400,000 

51,600.000 
207, 000, 000 

4, 625,000 
68,650,000 
19,000,000 
94,850,000 

14,638,099 3.21 
2, 069,426 3.02 

310,615 2.53 
4,404. 333 2.33 

178,842 2. 13 
985,219 1.91 

3, 757,234 1.82 
67,202 1.45 

913,671 1.33 
247,605 1.30 
771,133 .81 
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T.uu 16S.-l"•riati,l'U ;,. roll o/rflMrft Oft 1stimat~d mlu• nf property dtlst /lint-
. A.aul railwa11s. 611 rtvio~ or diatrida,; 1940 L-Continut•d 

IOt"rBIU UOIOit-CODUnued 

Atlanta" WI'..<~& l'olna .••... --······-·········••··········· 
A&IAnta, BlnnlnlhRm .ta Cou•·····························-
0Pnr~la ,, J'lort.la ......................................... . 
Hnlf & ~hlp I~IQDd ........................................ . 
:\lktslssippl C•ntral ........................................ . 

toCABON1 All 88GIOit 
Vlrll'lniM R.y. r,_ ....................................... .. 
f'bt'I!Rl"''''u' & Ohio ••••••••• \ ••••••••••••••••••••••••••••••. 
Norfolk II WP!Itl'rD ........................................ . 
Ril'hmond, fftderil.'lcsbura .ta l'otomu .................... . 

WaSTIBit II18T'Rit"' 

ll!Uh1th, M I !IN hi! dl Iron Range .••••••• : ................... . 
L11ile Suf'l'rlor & bhpt>mlmr ................................ . 
~aumnnt, ~onr l..Akl & W ntenL ......................... . 
lS "" OTit'&DII, TP:tiUI & 1\llexlco ............................. . 

·JS 11vada N ortht>rn .......................................... . 
Kan~. Oll:lahfmla .t Oulr ................................ . 
lilt. Louis, llrowmtville c\ Mexico ••••••• --·········-·····--· 
J.nuil!ia.oa & A rllafi!IU ..................................... . 
Kan11u f'lty SouthP1'o ..................................... . 
Toledo, l'forla & We~ti!I'D ................................. . 

• 0"'"' N orth•m ............................................ . 
Uret!D Bay & Westera ..................................... . 
Tfll88 & Pll.'lflc ............................................ . 
fila. Louis ~outhwt~~~tern .................................... . 
1\llnneapoll~t & 8&. Lowa ................................... . 
trnloo l'aMfle .............................................. -

· Pout hem Ptldtlc ........................................... . 
l.l•nver & Salt Lake ....................................... . 
t~fnkane lntrr•aUonal ..................................... . 
l\ id land Valle>~ ............................................ . 
N orthl'm l'aci e ......................................... .. 
TPliM 41 New Orlftans ..................................... .. 
.AtchillflD, Topt'lla& ltltu1ta Je ............................. . 
Minneapolls, sa. Paul, & Sault Bte. Mart• ........ - .•••..•. 
1\<liliSourl l'acltle .......................................... .. 
Fort Worth & Denver CitJ ................................ . 
~· •stern Pac111e .......................................... .. 
ChlCilllO Orea& ~·e11tern .................................... . 
St. Louis-San J'ranciseo .... : ............................... . 
Chicago, Bnrllnllton & Qulncj------·- ..................... . 
('hicago, Milwaukee, St. Pau 41 l'ae111e .................. .. 
Dt'nver .k Rio Urande Wf'!ltem ............................ . 
f'hicall(o, Roell bland & Pad11.o ............................ . 
Te11a8 Mnicao ............................................. . 
Duluth, South Shore .k.Atlantlc ................ ·-········· 
Cbieaa'() & North Wf!!tem ................................. . 
Spokane, Portland .k ltleattle ............................... . 
1\lissouri-Kans-Tnas ......................... - ......... . 
t"tab ............... : ..................................... .. 
Chiclllfo, St. Paul, Mlnneapolia II Omaha. ................ .. 
1\I issouri .t Arltan11811. .. ... . .............................. .. 
I>uluth, Wlnnippg .t Paciftc ............................... . 

"' Colorado .k Southern ...................................... . 
Anon ..................................................... . 

• Burlington-Rock bland ................................... .. 
International-Oreat Sorthern .............................. . 
::-Jr,rthwestena l'acif\e ...................................... . 
Oklahoma City-Acta.Atoka. . ............................. . 
RC. Louis, !'an Francisco .t Texaa .......................... . 
San Antonio, Cval..te & OulC ............................... . 

Rati'-Dll\k lnt 
value hn. 1. 

1\HO 

t7, 71JO,OUO 
21. 1\.'11), tWill 

J'- :IIMl, 111M) 
11.111111,1110 
.. Mil, 000 

87,3110,1'100 
3114, U:t:J, IIIII) 
3411, 2110. OliO 
~101.1,000 

M, ,,'Ill, oro 
8, !lllti,IIIO 
... 21111,11110 
8, 7M.IMifl 
2. IIIlO, 11110 
t,\1110, OliO 

2l, IIIli~ OIK) 
27, 117,'}, IU') 
M. 7111l,OIK)' 
7,.5m,ot10 
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lfJQ, Ill HI, OliO 
f\.1, 349,11110 
311, 7 .'10, 1100 

11111, 0110, OliO 
737, 330, (Ill() 
~i\ 1.'11), 11110 
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11, flllO, OliO 
433, IIIlO. flllO 
IMI, 1110, flllll 
821\11110,000 
1 ,.,, 4flll, ono 
3M, lltlll, IMlll 
30, 1\1111, OliO 
911, !lUI), 0110 
flll,llfJO, 0110 

219, ZliO, 000 
114.\ 1110, OliO 
11117,400,0111) 
121, MO, fliMI 
3i'3, 3110, flllO 

4, 1110, OflO 
l 3, ~liO, 000 

· 497, Z~lll, lliiO 
IIO,!KI3,2112 

121, fliMI, flllfl 
6,01\0,flllO 

73, 111111, OliO 
7, llOO, IK 10 
7, 276, OflO 

30, I flll, Oflll 
f'J7, 3711,01111 

3,11110, nuo 
4!J, 100. OliO 
30, IIIII), Of Ill 

3, 22.~. ()Ill) 
4. 3i .1, 11110 
6, lltJO, 000 

Xtt fl\llway I' Rate of 
, I I l'l'tUMI 110 opuat na n· ~ nlu• ( per• 

romt UHO . 1 c.onu 

----,--
Stl. 114 • H 

• 2'.l.,, \).,~ ........... . 
I~ 7!19 .......... . 

• m. 112.1 1 ........... . 11\, lloU · .•••••.•.••• 

9, 117.\ 11171 11 M 
411, II'Jtl, o:~ Ill. 31i 
:.1:1, 2M, :n2 \J. 112 
1,07.:\~i 3.~ 

11,7111, 9:!9 l ... 111 
1,1W,IH7 n. M 

4.H, 1'1:!!' ltl. 27 
7'.114, U<J It :n 
Z.lll, Mil !1. 27 
714.2UI 7.tl 

1, 11:10, It 19 fl. IWI 
I, 7:U, l'l7 ll. ~ 
3, 4~lf~ Ml II. U 
4~>0.~~ ~.117 

21, 8417. 0114 &, II 
:147, ut 1 4. 47 

4. !175, ftlll 4 .... 
, 191'. ~1 4. 41 
1, 300, OM 3. ilil 

23, 3fll4, llt\H 3. fl)\ 
:lti, 711\f, 11/\:J 3. fta 

911,:01113 3.ft:l 
t.'IO,IJII/1 r 8.1~ 
3411,441\ 3. u 

J:J, t~~~:t, 07ft 3. 13 
&, tla7, ~ 3. II 

24.017,1\'J/1 3.111 
... 311"- 2:tll 2. 119 

10, 11113, Ollt 2. !17 
H44,609 2.711 

2, 11411, 041) 2. 73 
1, iM, Z:lO 2. 117 
11,391'.,121 2.-11\ 

13, 0!12, 77Jof 2 . .,, 
J:t, M\ 1144 2. 311 
l, 7tH, 1.~7 II. 'l1 
II, 133, 471 2. lit 

0 

!11\, 111411 2. fYI 
m, 1:n 

1 

2.08 
10, 0114, flllO 2. 03 

I, ~"- 071l I. M 
l,ln7, IIIH 1. li<J 

110, 3711t 1. 3J 
4116. Hl\9 • M 
4l,:lt:l .62 
34, ftM~ ~ • f)~ 
1114,0112 .23 
HI. lr." .0'~ 

• 1114. ~~~~~ ........... . 
• 34,11~'9 •• -•.• " ••••• 

131ll,iU3 j ........... . 
a 17,h:r.J 1 ........... . 

I 211, 1971 ........... . 
aaoo,6oli····== 

1 This table Is" rfflrnnllemPntnfftt{UrPII~hown In Ioter!ltate Commllfefl CommiSIII<tn, BnrPau nf !oltatiHtlr.t, 
Stlltemeot N(). 4U2, Rate of Retura oD Value of Property of All Operltting Steam Railway Com pan lea, 
CaJ,..ndar Year lli-to. 

t Values are those recommended by tha JJurPatl of Vl\luation but not eonslder6d or a•lol.lted bv th• Coaa• 
miSIIion. 

a DeftciC. 

The diffrrences in rates of return earned by the individual railroads, 
even ii they are in the same rate territory and have the same levels of 
class ratrs, and the same levels of commodity rates on a great many 
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commodities, are due partly to differences in costs, but also to other 
caus.es. Among these factors differences in the composition of traffic 
are Importa_nt. Uniform levels of class or commodity rates. will not 
produce umform rates of return for individual carriers, even when 
transpo:tation costs ar.e the ~arne, if one railroad transports a larger 
proportion of ~ell-paymg fre1g!:t~ than another, unless diffe!ences )n, 
~he rates on different commodities correspond exactly to differences 
m the costs of transporting them. . · · · _ , · 

It may be well to observe also that just as uniform rate levels may 
produce different rates of return on different railroads because of. 
differen,ces in composition of traffic, even though their costs are the
same, so, for the same reason, a rate level which was uniform through~ 
out the country might produce different rates of return in different 
rate territories, even though costs were the same. Differences .in 
composition of traffic in the different rate territories are· discussed in' 
the following chapter. / 

. G. SUMMARY . 

Certain facts brought out in this chapter should be brought to
gether at this point because of their significance in an analysis of the 
mterterritorial rate problem and of various suggestions for dealmg 
with it. . · · · · ·· 

First, the cost studies made by the Commission's -Bureau of Trans~ 
port Economics and Statistics, formerly the Bureau of Statistics; 
mdicate that the regional differences in freight service costs are not 
large. Although the conclusions of these studies should be recognized 
as approximations and subject to further refinement, and not as 
precise measures of differences in cost,, they indicate that average 
freight service costs are slightly lower in thA South than .in the East 
and somewhat higher in the West than in the East. They indicate 
also that transportation costs are considerably higher in New England , 
than the United S~ates avera.ge; and thn:t in the Pocah,ontas Region 
they are very considerably below the Umted States average. · ' · 

Second, 'because of variations in traffic and transportation condi-· 
tions within a rate territory, the regionai average costs- depend to·· 
some extent upon the i_nclus~on or excl~sion. of particular areas~ 
the territory under cons1derati~n. !he mclus10n.of Nevy England.m 
Eastern Territory tends to ra1se slightly the Eastern costs; the m-· 
elusion of the Pocahontas lines in Eastern Territory will considerably· 
reduce Eastrrn Territory costs; the exclusion of Kentucky from 
Southern Territory will raise Southern Territory .costs. This fact. 
indicates that a regio~al averag~ .repre~e~ts an ave~a.ge of very unlike 
transportation condit~ons preva1lmg WI~hu:~ ~he regio?s. . . . . 

Third, variations m cost.s ~moD;g md~v1dual railroads· w1thm. a , 
region are greater than variatiOn.s m reg10n~l ave.rage costs. With . 
the exception of Pocahontas T~rri~ory, there 'are h1gh-cost roads and 
low-cost roads in all maj.or tern~ori.es.- . 

Fourth, an examinatiOn of md1v1dual rail~oad cost data shows 
that variations in costs among the larger railroads are less than 
the variations among smaller roads,. and also t~at the <:<>st~ of ~he 
Ia.rger roads are closer to the regiOnal averages. Th1~ situatiOn 
arises in part from the fact that the costs of the larger railroads ~re 
averacre costs of both favorable and unfavorable transportatiOn 
conditions prevailing on different varts of the svstem. 



CIIAPTER X 

REGIONAL DIFFERENCES IN TilE DISTRIBUTION OF TilE 
TRANSPORTATION BURDEN 

A. ST.\TE&IENT OJ' TUE PBOBL:EM 
... 

Defense of the hi(7her levd of rates in tho South and 'V <'st hns not 
rcstrd wlt()Uy on aliegntions of higher trnnsportation costs. DifTt·r· 
cnccs in the distribution of the trn.nsp()a·tation burd .. n hnvc bN·n 
pointed out in t'Xplanation of the higher cln~!'l rates prevoiling in both 
tc•nitorics. The term "uistribulion of the tro.nsportntion bunlrn" 
ha.s ~t'tn used in different sensrs, hut. ns usrd in this report, it rrft·rs 
to. d1fTercnrrs in policy of the cnnicrs in mn.king some rommoditi(•S 
or classt•s of tJ·u.fiic contribute more or less thnu others to ~cnernl or 
ovrrhrnd expenses.' 

Tho Intt'rstnte CommcrcP. Commission has frequently rcco~nh~<'d 
thnt tht~ differences in rate lcwcls on clnssrA and commotlitir·!o' m the 

· difTt•rent trrritorics nre to be t'Xplnincd in terms of a difTt•rc·nt policy 
in the distribution of tho transEOrtntion burden. In Coke from Ala
IJama nnd Ttnnesste lo Central Tern'torv, 208 I. C. C. 281, 289 ( 1 935), 
tlu~ Commission said: 'Ve have frequently rrcognized that thr trans
portation burden is differently dist1·ibut"d in officii'\ and southern 
tt'rritoric~s • • •", and in Crishwa. and Son11 v. Arr.nde antl Attica 
R. R. Co., 185 I. C. C. 280, 288 (1932), the Commission su.id: ''The 
dil"tribution of tbe transportation burden on commouitit·s in tho South 
is dissimilar from that in Trunk-Line n.nd other territorii's • • •." 
S.•e also City •iflVir.ter 1JaVtn v. Atlantit: Coast Lin~ R. R. c,,., 169 
I. C. C .. 45~ 456 (1030); Atlantir Stfrl Co. v. Chtsapeake w Ohio' RJ!· 
Co •• 191 I. l.i. C. 749, 753 (1933); Brick&: (Jiay Products in the South 
1~5 I. C. C. 730, 7~C. (1029). The Commis~ion hn.s not only pointccf 
out thnt differences in the distribution of the trnnsportotion burden 
e~ist,. but it has pointc·d out tbe naturo of the differrnces. In llate1 
on Bristol~ Norton Lines r1 Norfolk and n·estern Railway, 102 I. C. C . 

. 315, 324 (1933), the Commission obscrvrd that "commodity ro.trs in 
the South nre o(ten on a rrlntively lower levPl in comparison with rlnss 
rnt"~' and sometimes on an absolutely lower levrl thnn tiU'y nrc in tho 
North." In Knoxville Freight Bureau v. Suutht.m Railu:ay Co., 156 
I. C. C. 315.318 (1920), the Commi~sion again observc·d this fliffrrt•ncc. 
between Official nnd Southern territories: "Class ratt·s art> r·t·lntivl'IV 
low n.nd rommodity ratrs grnrral1y arc r£'lntively high in offic·inl trni· 
torv tts compand with thos~ in the South." In Stoves, Ranf)fS, Boilers, 
and Hou.r~e-1/eating Furnaces, 169 I. C. C. 169, 179 (1930), tht> Com· 

· mis~ion Ftaid: "Speaking grnera11v, class ratt'S and commodity ruh'~ 
on mtmufrtctured articlE'S have bf'cn rl'ln.tively lowrr in th•· North 
tbn.n in th .. South and 'Vest. wherf'as rott·son rnw mntrrin)F~ hnvc hN•n 

• RailrnRII!I !lavp nhjec"tPd tn the ft'mt "transportAtion tmrrlPn" on the grounds that It Imp II•"' th11t frrhrh& 
ratf't arl' hurdto.n~me. Thill term refers to the di!ltributloo of tl>e "burrlm" or "loiVI" or common or nvto.l" 
ht'Rii r011ts. anttllot>s not connote that transportation costa are more ol a burden tbanany other coats or pro
duction an•& distribution. 
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so~e":~at higher relatively in the North than in the oth.cr two te~i~
torics. S('e also Central Leather Cu. v. Akron, Canton & Youngs
tou-n Ry. Co., 159 I. C. C. 5G, 61 (1929), and Southeastern Sugar 'I~ 
vest·tgatwn, 132 I. C. C. 477; 499 (1927). · · . . 
. Less ~fte~ d~cs the Commission explain just why these differences 
m the d1stnbuhon of the transportation burllen have occurred. The . 
r(•ason is hinted in Eastern B~tuminous Coallnt:estigation, 140 I. C. C.! 

· 3, 16 (~ 928), where the Commission .said: "Official Territory is so 
predommantly concerned in manufacturing that a rate structure has 
developed which appears on th~ whole to be more favorable to high
grade manufactured products· and less favorable to low-grade basic· 
c.ommodities, rdativdy, thn.n rn.te structures of certain other terri- . ' 
tories." . In both the """est and the South, however, favorable rates 
have been provided on the products of certain manufacturing indus- · 
trirs located in those areas. · · . 
· To nsscrt thn t the transportation burden is differently di&trihut'ed 
in the v-arious rate territories, and to point out the differences and the· 
bistorical reasons which may explain them~ is not to justify. them. · 
'\'\lH~ther such differenc('s are or are not justified must depend on a 
consideration of their necessity; or desirability. . · ' 

The all<'gcd necessity of continuing a different distribution of the 
transportation burden in the diffPrent rate territories· rests upon two·. 
closely rcln.ted considern.tions. Tbc first is the difference in the c.om:
position of traffic in the differ<'nt territories. The argum<'nt here is 1 

thnt the rnilroads in Eastern Territory haye a large proportion of ·' 
high-grade well-paying ·traffic, par.ticuln.rly manufactured articl<'s, : 
whPl"l'ns thP southern nnd west.crn railroads have a smn.ll proportion of 
trnffic of this type, but a large proportion of low-grade product~. I~ is 
contcndecf that this situation requires that the southern and wrstem 
railroads derive more revenue, relatively, from the high-gracfc traffic. 
Thl' s£'cond consideration, often unconsciously combined vdth the first, 
whirh is allegt>d to r('quirc high ratrs on thP higher-grade commodities 

' in the South and West, is the relative sparsity of traffic,- or the lighter 
traffic d<'nsity. The thought is that this situation compels the rail~ 
roads in the South and West to give greatt>r weight to value of service . 
considerations than do the railron.ds in Official Territory in_ order ,to 
rnisc nec<'sRary rt>venues. Each of these two reasons for a different 
distribution of the transportation burden in the various rate territories 
is analyzed below. 

B. REGIONAL DIFFERENCES IN THE CoMPOSITION oF TRAFFIC - · 

In the discussion of the cost studies purporting to show rt>gional 
differences in transportation costs, it was pointed out that two rai~:
roads or two regions, might show the same ,avernge transportation 
costs ' but that the same level of class and C-ommodity· rates might 
prod{lCe quite differ·~nt earnin~s on the tw~ ~a.ilroads, or_ in the .t~·o 
regions,. because of differences m the compo~Illon ~f traffic. Th~ r~il
rond or the region having the larger proportiOn o_f Its traffic consistmg 
of hiO'b-grade traffic would have the larger carrungs, unless. the rates 
on all commodities corresponded to the costs of transportmg them. 
] t follows that the composition of traffic in a rate territory may bo 
important in the determination of the rate levels necessary to support 
the c.arriers in that area. .· . • . 
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This truth, however, should not lend to the WlwnrrU:ntt•tl assump
tion that a railroad, or a region, having a lar~e proportion of its trafiic 
consisting of low-grade commoditics must of nt>eessity dUJ,rgo hi()"hl•r 
rates on the hi~h-grade traffic in order t.o obtain sutncitmt rcve;ut>s, 
.This can be easily seen from dnta prt•sented later in this chapter which 
show that some very prosperous railroads have a large proportion of 
their traffic consisting of low-grndo tra.flio. The Pocahontas road~, 
with appromnntcly 85 percrnt of thrir traffic consisting .of produrts 
of minrs which yield them revenues of less than 6 mills per ton-milt•, 
are among the most prosperous railroads of tho country. This should 
amply demonstrate that low-grade traffic can make a railroad pros .. 
perous provided there is enough of it. No ono contends that tho 
·Pocahontas lines must~ because only 10 percent of th<'ir traffic con· 
sists of articles in the manufactures and miscellaneous group, chargo 
hii!her rates on class traffic than other railroads. It must not bt~ 
assumed, therefore, that a large proportion of low-grado traffic arul 
a small proportion of high-grade traffic necessarily mean that high 
rttes must be char~ed on the latter. A l!lmall proportion of high
grade traffic may, however, accentuate difficulties arising out of o. 
sma.ll total volume of traffic. But. if there is a sufficiE'nt volurnf:' of low .. 
grade tonnage it should reduce costs of transporting all traffic, nnd 
enable low rates to' be charged on tho high-grado traffic' even if the 
proportion of the latter is small. 

""ith these considerations in mind, an examination of the composi
tion of railroad traffic in. the different parts of the country may Le 

. made. Regional differences in composition of traffic are indicated to 
·some extent by table 166: 

TABLE 166.-Com.position of carload tra.ffi.c, clau 1 line-haul railway1, by major 
, commodity gro·upa, by diatricta or regiona, 1039 I 

PP!'etnt of tons carrletl 

F.A..~tPm Snutht~rn Pnf'ahon ta.'l WI'..~ tern 
l>it~trict Reglom U~gJon District 

---
Products of agriculture ••••••••••••••••••••••••••••••••• 11.69 11.11 2.11~ Ill IR 
A nlmnls and products .•••••.••••••.••••..•••.••.•••.••. t. &7 1. 49 . 40 :\.04 
Producu of minPS .••••••••••••••••••••••••• __ •••••••••• W.Oit 47. 7IJ 84 .... ~ 37.20 
Products of rori'St~--- --.----.-- ••• -·- ---- ••• -- --· •.•• -- 2.47 It 72 2.42 10.71\ 
Jrlanuf8cturea and misr.ellaneous .• _ •••••••••.•.••••••.. 30.011 37. ll!t II. tl7 211.!14 

Total •••••••••••••••••••••••••••••••••••••••••••. 100.00 100.00 100.00 100.00 

t I. C. C .• Statistles of :Railway•. 

The .figures in table 166 show the proportion of the carload traffic, 
in tons, in the Eastern District, Southern Region, Pocahontas Region, 
and 'V estern Districts,2 which consists of commodities in the .five major 
commodity groups recognized by the Interstate Commerce Commis· 
sion for statistical purposes. The figures used in computing the per
centages were tons carried, instead of tons originated, or tons tcnni· 
na.ted. The reason for taking tons carried was that it gives a. better 
representation of the traffic than .figures showing tons originated or 

1 Seep. 151, footnote 2, rorlellplanatlon of Ea.qtl'm Distrirt, South~>rn R••gion, Poeahontaa Region, and 
Weatena District. 
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tons te~minated. The figures showing tons originated tend to over
emphastze the products produced in a region and shipped out.· Simi
larly, tons terminated would underemphasize these commodities and 
o~·eremphasize those used in a particular area but produced elsewhere. 
~1gures of absolute quantities of freight carried are open to the objec
tion that they include duplications, since a ton carried by three differ
ent railroads is reported by each .. Since we are not interested in 
absolute tonnages, but in proportions of the total traffic classified 
~ccording to the major commodity groups, the duplication of tonnage- · 
1s not important. The proportions of traffic in each commodity classi
fication would be distorted to some extent if the traffic· in one com-. 
modity classification had more joint line-hauls than the traffic in . 
another commodity. group. It does not seem probable that the 
regional comparisons of the relative amounts of traffic ii::t the five 
broad commodity ·groups w'ould be seriously distorted on account ·of 
the situation described. The proportion of tons carried by com
modity groups is certainly more significant than the proportion of 
tons originated, or tons terminated, if the object is to obtain: an idea 
of the composition of the traffic in the different areas. In interpret .. 
in~ these figures it must be kept in mind that manufaCtures and mis- . 
ccllaneous is the group that contains the most high-grade or high-. 
rated traffic. The other groups, particula.rly products of mines arid · 
forests, are presumed to represent lower-grade traffic. · . . 

An examination of table 166 shows that products o£ agriculture are , 
most important in the Western District, and that although they do not 
constitute a large proportion of the traffic in either the. Eastern Dis
trict or Southern Region, they are, nevertheless, relatively more im- · 
portant to the Southern roads tha~ to the Eastern roads. Animals 
and products do not constitute a large proportion of the traffic in· 
any one of the districts or regions, nor are the differences between 
the -territories great, except for the comparative insignificance of this 
traffic in the Pocahontas region. Products of mines are an important 
item of traffic in all regions, but in the Pocahontas region they _con
stitute nearly 85 percent of the traffic carried. Products of mines are 
a somewhat less important item of tonnage in the Southern region than 
in the Eastern District, and still less important in theW estern District, -
althouO'h even in the Western District they constituted 37 percent of 
the to;s carried. Products of forests are considerably more important 
in the Southern region and Western District than in the Eastern District 
or in the Pocahontas region. So far as the group manufactures and · 
miscellaneous is concerned, the table reveals that, with the exception 
of the Pocahontas region, the proportion of t~e _traffic consisting of 
commodities in this group is nearly the same m all the areas. 

Table 166 is based on the tonnage of a single year, but in ord~r to 
show that the same general situation has exist~d for some time, figures 
are presented in table 167 for the years 1930 to•I94.1.. So far as tren~s 
are concerned, table 167 reveals th~t t~e prop?r~Ion of the traffic m· 
the Southern region and "\Ves~ern D1str1ct cons1_stmg of manufactures 
and miscellaneous increased m the 12-year perwd. . 

90454-4:1-20 
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T uu 161.-Co"'JIO.!ilio._ of railroad earload traffic &11 . commoditv groups, bv 
' • di&trid• or regaona ••• ptrc•nt oJ lon• cam•d, l93D-41 l 

. Manu• 
l'roducta Anlm!tll l'roductl Produt'ts farturt'l y.., District or ncloa ol~~~:rle IDd Prod· IDdmlao To tAla 
culture ucta olmlnea ol ron:ats oellano-

oua 

1930 l:utl!ra Diatrlc& •• --··········-- .. 14 ua eo. 12 1.12 29.04 100 
South•rn "'!lion ••••••••••••••••••••• 1103 1. 31 41Ul 13.03 24.03 100 
Pueahonta!l l'l'trloo...-••••••••••••••• 3.04 .38 MOl li.IS 1'-43 100 
W~ttoro Ui!!tricL ••••• - ••••••••••• l!U7 a. 47 40.36 10. 3R 2tl.73 I flO 

lim Eastt'rD District.········-···-···· 7. 14 I.M 110. &3 174 'n.M )flO .... South•ru ft••lon ••••••••••••••••••••• 1183 1.&3 &l.04 10. fl3 2"J. DR )00 
• J'Ol'ahontu l'l'•ioo.. •••••••••••• - •••• 3.38 ,4.\ 8~&0 2.114 8.03 )110 
~ Westura Dilltrk:L ••••••••• - •••••••• 21.119 4.:14 17.1M a. 38 2"1.44 1110 

1932 Eutrra Di!l&rlc& ••••••••• --........ 8. IS 2.111 fll. tl3 1.29 21\. n ltlO 
Southern r·rlon .•••••••••••••••••••• 13.93 I. 81 &1113 •. 44 22.711 1110 
Pocabont!l!l Nllloa •• _ ••••••••••••• _ I. 17 .49 87.09 I. IN 7.07 )flO 
W•stera Distric& •••••• - ............... 

211. "" 
11.18 33. J3 7.1.1 214.110 )I)() 

Jg:)3 Euwm D istrlc&. ··········-· •••••• 7.07 2. 37 U.29 2.2R 2~W )()() 
Sontllt>rD 1'\lJion ••••• _ .............. IJ.IJ.1 L78 41lH 10.44 ,..01 )110 
P~hootll8 "'•ion ••••••••••••••••••• 2.118 .48 811.33 2. 3R 7 37 )flO 
WMtero Dl"trlc&.-···-•••••••••••· 23.80 1.70 H. !Itt a. 70 2"1.04 100 

1113f l:a.'ltrrn District.·····-··········· 1.39 2. 17 8:183 2. 04 :It~ 47 )flO 
!loutht~m fttrlon .•••••••••••••••••••• J1M I. IS 110. 13 •. 71 211. 4ft )f)() 
Pocahentaa Pftrloo.-••••••••••••••• 2.M .49 llf\88 J.lle 7.83 )()() 

W l'!lttont Dltll rieL-··········-•••·•· 22.21 A. 3ft 34.38 8.1\8 29.ilft 100 
193S r.utero Dtatrtc& .............. - ........ 1.04 J. 78 60.87 2.44 211. 87 100 

8outhrrn ftllllon. ········-·-······· 11.26 1.&7 41J.78 11.37 2fi.03 100 
Pocahoa tall noJrlon ................... 146 .37 81\.03 2. 32 8.83 )flO 
Wrsr.t•n DiAtrfc&-••··---·-···-·· 19. 7l I.M 36.7$ 10. :14 :n. 74 )flO 

1934 Eutrro Dl.,.trlcL •••••••••• - •••••••• ..... J. 67 60.13 2.&11 2\I.DI I flO 
Southern ftl!fllon ••• _ ................. u.os 1.44 49.1111 II. 97 23-M lllO 
Pneahon tll!t "'Ilion ••••••••••••••••••• I. 39 .as M.M 2.3fl 9.04 )()() 

1\'t~~\f>ro Dilltrlc& ••••• -.-········· 17.48 1.08 38.M 10.71 30. 14 )flO 
1937 l:a'~tero Dilltrlc!& •••••••••• - ••••••• 4.48 I. 41 69.49 2.118 30.04 )flO 

Sou t her11 re~r I on •••••• ·-•••••••••••• 10.&0 L30 4A. 70 11ft7 26.83 )IJO 
PocahontM ri!Jioo.. •••• - •••••••••••• 2.44 .33 84.10 1 &4 t.M )flO 
W ra&t'rD Dif'trtcL-... ...-••••••••••• II\ 79 2. ftt 40.2"1 10.83 20.113 l!lO 

1938 Ea.'ltem Dl!ltrlc& •••••••• - ••••••••• 7. 711 ..... 68.80 2.113 211.811 JOO 
Southern "'Jioa ...................... 12. 7n 1.68 47. 14 11.42 'rl. Ill 100 
PocahontRII re~rlon·-···············- 3. 10 .43 84.M 2.28 9.34 100 
W rse.m Dl!!t•·tca •••••••••• - •••••••• 2:J. 13 I.M 31110 10.47 3fl43 100 

1931 Eutt>m Di~trlr&. ·-····--·····-· 1.110 1.fl7 119.0lJ 2. 47 30. lie 100 
Southern l't!Jiuo .•••••••••••••••••••• li.Jt 149 47.70 11.73 2"1.118 )00 
Pocahonta~ l'l'•loo..-·••••••u••••••• 2. 8.\ .40 84.44 2. 43 8.87 100 
Wt>!!tl'm DlstrlcL-•• - ••••••••••••• 

Ill. '" 
1.04 37. 20 10.711 29.114 100 

1940 Eutt>rD Dilltrlc&. ........... - •••••••• a. 74 1.&3 &0.113 2.&9 30.113 )flO 
Southern "'lion ..................... t.IIO 1.43 411. 119 12. 10 28.28 100 
POC'Bhoatu noJrloo.. .................. I.:M .38 84.ft8 2. 39 J().JD 100 
Wt'lterD District •• - .................. 17.311 2.13 3D.40 II. 4:1 29.00 100 

liHJ J:u&rro Dilltrlcc •••• _ ••••••• _ ••••• a. 4:1 J. 43 67.2& 3.03 33.88 100 
Southern "''too .•••••••••••••••••••• a.n L23 47.88 12. 4.1 29. 71l JllO 
Pneahonf!l.~ I'I'Jrlna_ ••••• --••••••• 12/t .37 82.47 2.117 11M 100 
W litera Dlatrlct •••••••• - •••••••••• l&M 2.30 46.111 11.34 80.08 100 

• • Clue llm.haul ,.DwaJS. 
Boone. hltcmate Commorw Commlllloa.lltatlstlcl of :RallwaJS. 

Attention bas been rallrd to tl1e fact that tbo proportion of traffic 
. in the manufactures and misct'llancous group is nearly the Aame in 
all tcrritorirs, constituting bf'tween 28 pt'rrent and 30 pf'rcrnt of tl1e 
traffic in each of the arras except in the Pocn.llontas RE>gion w}lf're it 
is much smaller. These figure~ tend to minimize tl1e importance of 
manufacturt'd artic)rs in all regions, since there- are mnn.v manufnc
turcd rommodities which appear in the other commo,fity ~oups. 
In an effort to obtain a truer pirturc of the relative amounts of t.raffic 
which consist of processed or mnnu£artur<.'d commoclitie~, tl1c tons 
carried of certain other commodities which may properly be con-
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sider~d ns manufactured or processed have been add~d to the tons . · 
classified by tl1e Interstate Commerce Commission as manufnctures. 
and miscellaneous. The results are shown in tables 168 and 169~8 ·. 

TABLE 168.-Amount of manufactured commodities in total-carload traffic 'carried., 
class-/ line-ha~l railways, by districts or regions, 1939 1 . _ · 

r.c.c. 
com mod· 

lty 
number 

840 
60 
Ill 
62 

Commodlt7 Eastern 
District 

Tou 
Manufactures and miscellaneous ••• __ ~-- 245.878. 361 
Flour, wheat •••••••••••••••••••••••••••• · 7, 725. 142 
M cal. corn .•.••••••.. -------------...... 178, 578 
Flour and meal, edible. not otherwise 

splll'lllcd ··-·-···---·-····-··-····-··· 626.194 
60 Cerel\l rood preparations, edible, not 

otht>rv.·i~ specified .•• .•••.•.•.•••••• 1. 085.335 
61 

lOt 
160 

210 
220 
221 
222 

2..,1) 
261 
271 
280 
310 
353 
430 
431 
432 
440 
441 

MIll product.~. not otherwL~e spocUlcd... 6, 963. 2.~7 
Cottollilred ml'al and cake............... 333,482 
Vcl"ctahle-oll cake and weal, except cot· 

ton.'!Cil'd .............................. . 
Fresh meats, not otherwl!ll' •Jl('Clried .... . 
M e-al!l, cure!!. f!rlod or smoked .......... . 
Butterlne and mar~X&rlne ............... . 
Packln~:-hou2e produrts, edible, not 

otherwise svecilled, not Including can· 
ned meats ............................ . 

nutter . ·--•• ----------- ·-----------.... . 
Chl't'SO.- -------------------------····---
Leather ............ ---------·----·-····-Fish and sea-animal oil ................ .. 
Coke ................................... . 
Stone, finished, nnt otht'rwiso specified .. 
Lumhcr, shlnglflll and lath.· ............. . 
Box, crate, and coopel'ftlre materials .... . 
Vl'nl'er and built-up wood .............. . 

1,051!.012 
3, 932,169 

690.117 
23,295 

471.746 
801,287 
316.612 
366,405 
219.523 

13,806.512 
495.085 

12.708. 128 
1,214.9.n 

233,516 
245,027 

811,541 

Southern Pocahontas Wt>stern 
Region Region· District 

'56,~~~808 
2,076. 878 

75,392 

175,728 

138,537 
1,800. 507 

886,966 

237.1106 
742,985 
3.'i11.898 
- 14,145 

406.7110 
62.029 
66.230 
37,909 
49.365 

1,411, 456 
273.326 

11.086. 2:l8 
1,354. 573 

170.888 
602.641 
125.897 

Tom Ton11 
12, 738, 902 136, 902. 4 73 

383. 084 8, 321, 0.';4 
24, 81.5 187. 662 

23,804 

32,505 
305.286 

22,741 

176,75& 

. 660.084 
5, 721,395 

995,132 

25,087 
95.781 
66.073 ' 
.4,046 

571,340 
2. 146. 210 

362,202 
13,131 

64,424 
9,290 

13,1110 
16.556 
9,221 

959.141 
27,538 

1, 848,420 
174.990 
33,678 
40,327 
21,443 

583,554 
470,635 

- 226. fl54 
211.329 

' 257,039 
2. 340,168 

212,619 
23.922.858 

. 1, 790,013 
'72.~. 927 

' 88.640 
34,617 Rosin ....• •···········------------···--Turpentine •••• · ••••••• _ ••••••••••••••••• 

~--------+--------1--------1-------~ Total tons, manufactured commod-
Ities .......................... 299,259,2i5 78,794.762 111.940.762 186.737.094 

Total tons carried (rarload traffic)....... 817,181\ 137 202,813,420 129,098, 442 458,842, 913 
Perce~t, manufactured ortotaJ........... 36.62 38.85 • 13.12 40. 7D 

I lntl'rstate Commerce Commission, Statistics or Railways. 
. . 

TABLE 169.-Amount of manufactured commodities in total carload traffic carried,. 
class-/ line-haul railway•, by di8trict8 or regions, 1940 1 . , 

.. I 

r.c.c. Eastern Sou them Pocahontas Western com mod· Commodlt7 
ity District Region Region District 

number .. 

Ton• Toni Tonll T0111 

840 Manufactures and mi'!Cellaneous ... ----- 285,39/i, 751 65,022,981 15,207,993 145. 341, 656 

60. Flour. wheat ............................ 7, 651.776 2,048, 276 379,688 8,181. 540 
til Meal, corn .............................. 131,601 102,843 19,082 190,560 
62 I Flour and meal, edible, not otherwise 

449,746 143,868 \ 25,694 204,831 I ·~~peciftcd .............................. 

60 I c~~ta~r~iseds~~~K:~a~~~~:-~-~~-~~~:--~~~- 1,080.455 :t36,114 34,224 646.952 
61 Mill products, not otherwise specified ••• 7,057,109 1,'920. 080 317,630 5, 556,595 

101 Cottonst>ed meal and cake ............... 22\1,417 762,337 ~4,564 829,802 

160 1 v~;,~~~~~~~~~-~~~-~~~·-~~~~~~-~- 1,360,921 345.597 34,514 8113.793 
210 Frt>sh meats, not otht>rwL"e <~pN:iflcd ..... 4, 1117. 81i9 8i8. 153 1011.715 2, 2~5. 229 

. .......... 163 406,948 68,821 422.577 2:?0 Ml•ats, cun•tl, dried or '!ruokcd.. •• 644, 

1 Inter!'tate Commerce Commission, Statistics or Railways. 

. . 1 dlty j!roups not includPd might be considered as manufactured or processed 
1 8omt> addJtJona com moo 410 Railroad Tics. and some or the commodities, at least, which are included 

comrr.odi~I'S, r~ttj!r~~l f>ri~d or Evaporatrd. Somt' QUestion might bl' raised eoncernio~ th_e inclu_~ion of 
In groUJI o. · • ru nuracturt'd commoditirs. It was included because much processwg IS reqmrcd to 
"fre!!h mea

1
it" amoknl!tomra sh meat and also because most rrcsh meaL Is a product of packing plants which are 

tran~rorm vl'~toc n• ··. . . 
classified as manufacturing establishments. . . 
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TA8LJ: 169.-.·\mo,•nJ of miJ'uifadwr•~l tumn~o,Wit's i" tolal tt&rll)(&cl traffic tarried, · 
' dasa-llira~-hakl railways, bJI district• or rtgiofls, 19~0 '--Continued 

r.c.c. 
commod

i&J 
number 

Commodltf F.R.~t .. rn 
l>il!trld 

Suuthl'rn roc'l\hontaa WI'Mtfllrrt 
lir111oo lit11iou lJilltrlc& 

221 Buttl'rln" and marcartne ............... . 
:.rJ1 J>wlr.inJr•bOU..._ fl"Mftl(•ts, ltfibJe, Do& 

otht>rw~ specified. no& lncludtnl eao-
llt'lt meats •••••••••••••.•.••••••••••••. 

2.'10 Butt~>r .•••••••••••••••••••••••••••••••••• 
2.'i& Cb•-- .••...•...•...•.•.•.•••.•..•••••. 
:r.t IA'Bther .•.••.••••••.•••••••••••••••••••• 
::lfo!O J'i.'b or llt' ... nimal oil. ••••••••••••••••••• 
310 Coke .•.....•.•••.•••.•••••••.••••...•••• 
31\a l-ltont~, llnlshflti, not ethflrwlse apeeiftt~d .. 
4:10 Lumber, shlnlllea and lath •.•...•.••••••• 
43& Ao1, rrate, anti eooperal(e materlala .••••. 
4:1:1 Veneer and buli&-up wood ••••••••••••••• 

+&0 Rosin ••. ·················-············· +U TurpenUne. ••••••••••••••••••••••••••••• 

Total &one, manufactured f!ommod-

To"' :n.s:n 

4\l3, M7 
7141, 1:1~ 
3:1H, 0116 
3:.14,4118 
:l.lll, 114:1 

17,11:.'11, 61\l 
412, 4»2 

15,4\lll,OIJO 
),3114,247 

317,Ul" 
2:111.11111 

110, 07 .. 

Toni 
ll,llll3 

&O:t. 3.114 
1\H, 711 
iO, 1\4,, 
3-l. 11:..'6 
li'J. 041 

1,4141.11116 
l.jM,III\4 

13,0117,HJ 
1, 273, 7"JII 

:til, tlllll 
631, :till 
l:.U.lW 

ltiel •••••••.••.••••••••. _.... ••••• 3-lfl, m, 278 119, 473. 836 
Total Ions canied (carload tmlftc,) ........ 1134, !107,llH m II'Jtl. 3:11 

• Peree11&, manufactured ol &otal.... •••••• 37. O>t 3H.Il1 

llntentate Commerce Commission. Statistics of Railway!. 

l!l,flflll 
8, 2\l:t 

1-l,lllll 
1-l, :iMI4 
II, '177 

1, ll:J, 7144 
H.07:t 

2, 113, 94;) 
171, 80.'1 
3M, 2:114 
4:t, ltlM 
a.l,O~ 

Tlm.t 
1ti,ISO 

7:1.1. v:t 
4<1'.1,117~ 
21:.1, :J\1~ 
~~. ft;IIJ 

111.'\ II~ 
:I,IIM,IJ;J-4 

Hl\,1111 
'/:1, l\1\7, 3,,:1 

1,11111,3110 
1,0:.111, 7711 

\l:l,fli\1) 
U,7U 

19,8117, 8M 100, &03, 379 
1411, :la:i. 311.'1 601, :1:114, 711:1 

lJ. 31 39.80 

It is interesting to note that_ the inclusion of the additional manu· 
facturcd commodities with mnnufacturrs and misrdlanrous to gPt a 
closer approximation of the total amount of manufnrturetl commoditi<'s 
rt'Sults m showing that a larger proportion of the trnflic in the South 
consists of manufactured commodities than in the East, nud a still 
larger proportion of that in the 'Vest consists of manufactured com· 
moditics. The differences between the various arrns arc not great, 
however. 

The grouping of commodities into products of n~iculturc, animals 
and animal products, products of minrsf products of forrsts, and manu· 
facturcd articles is not the best. possib e ~!ron ping of commodities for 
the purpose of analyzing tbc question of wlu•ther the ditrcrcnrt•s in tho 
composttion of traffic require a difTerrnt distribution of tho trans· 
portation burden in different an•as. The W('aknrss of the rlnssitica.· 
tion arises from the fact that all of the fiYc clnsst•s of commoditiPs 
contain some traffic that is high grade nnd some that is low grade. A 
better classification for tbe purpose of detrrmining whether the rail
roads bave a. greater proportion of hi~b-gracle or low-graclc traffic 
would be one which is based on the ratrs charged on the different com· 
modities. No such classification is availablE', but nverage rcvrnues 
JX'r ton-mile by commodities give some idra of wlwther particular 
commodities constitute high-grade or low-grade traffic. 

Revenurs per ton-mile by commoditit's are not rrgularly compiled 
and published. The Federal Coordinn.tor of Transportation, how· 
ever, compu~d the average revenue per ton-mile which the railroads 
obtained from the commoditirs carried in 1932, classified according to 
the 156 commodity groups used by the lntrrstnte Commerce Commis· 
sion for statistical purposes. See F-rt>ight Traffic Rt•port, volume III, 
page 126. :Many of the groups, of course, contain several different 
commoditif>s which may tttke difft>rrnt rat<'S, but the average revenuPs 
pi•r ton-mile which these commodities yie!flt·d in 1932 give some indi· 
cation of whether the commodities constitutrd high-grade or low· 
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grnde t~a.ffic. To obtain some idea of the regional differences in the, 
eomposttlon of the traffic based on whether it is high-grade or low
grade. traffic, the C<?mmodities for which the average revenues per 
ton-mlle were obtamcd by the Federal Coordinator were further 
grouped into seven groups, as follows:. . . 

Group I. Those commodities yielding an a:verage 'revenue of· 
less than 6 mills per ton-mile. · · 

Group II. Those yielding 6 mills but less than 8. 
Group III. Those yielding 8 mills but less than 10. 
Group IV. Those yielding 10 mills but less than 12. 
Group V. Those yielding 12 mills but less than 15. 
Group VI. Those yielding 15 mills but less than 20. 
Group VII. Those yielding 20 mills o·r over. , , 

. It should be noted that the average re,renues per ton-mile used 
wore United States averages, not regional averages.· Thus, the com-
moditirs were classified according to whether, for the United States 
as a whole, they constituted high-grade or low-grade traffic. No 
traffic was found in group I, but when the. commodities were later 
grouped according to the average revenue per ton-mile by districts or 
regions, some tonnage in the Western District, in the Pocahontas. 
RPgion, and in the Southern Region fell into group l. No attempt 
was made to allow for differences in the average length of haul on the 
various commodities. Low revenue per ton-mile may result from 
charging low rates on a commodity, or from carrying it long distance 
n t moderate rates. This is because rates do not increase in direct -
proportion to distance, and hence average revenue per ton-mile· 
~lecrcases as distance incr~ases. The traffic ~all~g in groups I~ and III 
IS low-grade traffic only m the sense that 1t y1elds low earnmgs per . 
ton-mile. Traffic in groups V, VI, and VII is high-grade traffic in. 
the sense that it yields high revenues per ton-mile, whether this result 
is due to high rates or to short hauls. · 

After the commodities were grouped into the seven groups, the tons 
carried in each group were found for the years 1932 to 1941, inclusive, 
for each region or district, and- ~xpressed as a percent of the total 
tons carried in that r~;>gion 'or district. The results are shown in I ' 

table 170. 
I ' 

TABLE 170.-Composition of railroad carload traffic classified according to Interstate
Commerce Commission commodity groups, grouped according to average revenue 
per ton-mile (United States 1932), by di.~tricts or regions, for 10-year piriod, 
1932-41 

. Percent of total tons of carload freight , 
carried 

Group ' ' Pocahon· Ea.ste~n Southern Western ' District .Region ta.s District Region 

Group I. Groups yieldin~ average revenue per ton-mile of less 
---------- -·-------- ----------than 6 mills_ .. --.-- --- •• - ----- ·-----·----- ·-- · · • •-- ·----·-• • · --··ao~io· Group II. Groups yielding average of 6 mii.Js but less than 8 __ -- •• 41. 32 82.43 23. 24 

Group III. Groups yielding average of 8 m1~ls but less than 10_-.- 11.115 12.55 3. 80 Ill. 21 
Group IV. Groups yielding average of 10 r:.;ulls but less than 12_ •• 20.45 20. 01 4. Ill . 22. 73 
Group V. Groups yieldingaverageof 12 mil.ls but less than 15 ____ 22.24 15. Oil · 6. 83 21. 7\l 
Group VI. Groups yielding avera!!'e of 15 nul.ls but less than 20. -· 5.30 9, 24 . 1. 59 11. 65 
Group VII. Groups yielding average of 20 mills or over •• -···-·-· .87 - 1. 79 • 43 1. 38 

~otal.---·····-···--·········--···········-·······---·-·· 
100.00 100. oo 1 w. 9\l . 100. oo 
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The table revfo.ls that 82.43 percent of tho traffic of tho Pocahontas 
lines consisted of tra.ffic yielding, for the United States as a whole, 
from 6 to 8 mills per ton-mile. The table also reveals a striking 
similarity of the composition of tho traffic in tho Eastern District 
and Southern Region. The Southrrn Refi'on had only a slightly 
larger proportion of trn.ffic in groups II and II, i.e., tho_groups which 
yield from 6 to 8 and 8 to 10 mills per ton-milo as a United States · 
average •. In comparison with the Eastern District the Southern 
Region had a somewhat smaller proportion of its traffic conshoting of 

- commodities yielding from 12 to 15 miHs per ton-milo on the average, 
but a somewhat larger proportion consisting of commodities in groups 

·VI and VII, i. e., those yieldin~ 15 mills per ton-mile or over. These 
figures indicate that when traffic is classified according to the average 

-revenue per ton-mile which it yielded for the United States as a 
'!bolo ~ 1932 the composition of the traffic. in ~he Southern Uc!?ioo is 

-httle different from that of the Eastern D1stnct. The traffic m the 
""estern District differs from that in the Eastern District priocipalJy 
in that it contains considerably less of the lowest grade traffic, i. e., 
that. yielding o.n average of 6 mills but less than 8 mills per too-milo, 
but somewhat more traffic than in tho Eastern District that consists 
of commodities yielding 8 but less than 12 mills per ton-mile. 

Since regional differences in rate levels on particular commodities 
might cause some traffic to be considered a lower-grade traffic in one 
territory ·than in another, the 156 commodity groups have also been 
grouped into the seven ton-mile:Jicld grou.Ps accordmg to the regional 
average revenues per ton-mile. This ~oupmg differs from tho previous 
one in that it may put a commodity m one group in one region and in 
another group in another region. Thus in tho first grouping it was 
found that no commodities fell in grouP. I, that is, the ~oup of com
modities which yielded less than 6 mills :per ton-mile in 1932 as a 
United States average. But it commodities are grouped according 
to the revenue per ton·mile :yielded in each region, it is found that 83.4 
percent of the tonnagA in Pocahontas Region fell in group l. The 
e.."Cplanation is to be found in the fact that coal yielded an avera~e 
revenue per ton·mile for the United States as a whole of 6.5 mills m 
1932, but_yielded only 5.3 mills per ton-mile in the Pocahontas 

· Region. Under this second method of grouping, therefore, a com
modity considered as low-grade tonnage in one region may l:e con· 
sidered as higher grade in another, depending on the revenue per ton
mile which it yields, which, in turn, will depend on the rate level or 
on the average length of haul in the territory under consideration. 
This grouping, therefore, shows the proportion of the traffic in each 
region that is hiO'h grade or low grade, according to the standard of 
-that region. Table 171 shows the proportion of tho carload trnffic 
in each region or district in 1!>32 which fell into each of the seven 
revenue·per-ton·mile groups. The tonnage figures were obtained 
only for 1932, since it was felt that regional changes in rates on par
ticular commodities might shift commodities from one group to 
another, and impair the usefulness of the figures if traffic for later 
years was classified on the basis of 1932 regional revenues per ton-mile. 

\ 
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TACLE 1?1.-:-Composition of railroad carload traffic according to Interstate Com~erce · 

!'mmts~ton commodity groups, grouped according to average revenue per ton-mile 
1/~elded &n each district or region, 1932 ·-

' 

' Percent of total tons of carload traffic 

Group . Poca- . ERSU>tn Southt>rn 'hontas We.~tern 
District Region Region District. 

Group I. Yielding B'l"erage revenue per ton·m!le or less than 6 
tnills .•••.•••.••••• 0 0.7 83.4 4.5 

Group U. Yielding aieriiieniveoiiiii>Cr"ioii:iiiiii;ciiiiiiiiJii"liui· 
Je~ thAD 8 . . . . .•. 43.0 42.0 - L3 8.11 

Group III. Yielding aviiriiierovi!i:iue.pertoii-IDiieofS.DiiiiSiiut· 

G~:'~1~. 1~1ri;fliii"avcriige"rovenue"i>Cr~iou:IDij8"0iio"iiiiiii" 7.1 11.6 5.0 26.2 
' 

but less than 12... . 20.3 18.3 5.6 20.1 
Group V. Yielding avcragiireveniieperton:mii(iori2"mili;i)iii. 

G~~'::~~~~ ~'cidi.Dg -.~iiriige·re-;eiiiie Pili-"iOri:riiiie -or iiiiiius iliir 16.5 13.0 2.3 -. 32.1 

o~~~i~ll.2\-Iclding"a·.;;r;g;·;eveiiiieperton-iiiii8"cif2iiiiiiiii" 11.2 ' 11.5 2.1 5.4 

o_r o\·er •••••• ··-----·········-----------·-----····----------·- Lll 3.0 .3 2.8 

This table further supports the view that the composition of railroad' 
carload traffic, when classified according to average revenues per ton-, 
mile, is not much different in the South from that in the Eastern 
District. The composition of the traffic in the Western District -is . 
somewhat different, but the traffic in that area cannot be said to . 
consist more largely of low-grade tonnage. The Pocahontas Region· 
is again shown to be strikingly different from the other areas with 83.4 ·· 
percent of its 1932 tonnage consisting of traffic which yielded less than 
6 mills per ton-mile. . · · , 

Calculations of this type cannot be made of railroad traffic for every ' 
·year since average revenues per ton-mile by Interstate Commer~e . ' 
Commission commodity groups are not reported by the railroads to · 
the Interstate Commerce Commission. Regional average revenues · 
per ton-mile by Interstate Commerce Commission commodity groups, .. 
however, were estimated for the year 1939 irian exhibit introduced in 
the Class-Rate ln1:estigation.4 If the 1939 traffic is classified in each' 
region according to the same average-revenue-per-ton-mile groups 
shown in the previous tables, the distribution in the different terri
tories is as shown in table 172. 

TABLE 172.-Composition of railroad carload traffic classified according to Interstate 
Commerce Commission commodity· groups, grouped according to average revenue 
per ton-mile yielded in Eastern District, Southern Region, and Western District,1939 

I 
Percent of total tons of carload traffic 

Group 
Eastern Southern Western 

, District Region District · 
• . 

Group I. Yielding average revenue per ton-mil~ of less than 6 mills .. 0.89 33.93 7.13 
Group II. Yielding a'l"erage revenue per ton-mile of 6 mills but less 

33.49 7. 70 - 32.13 than 8 ---------·····-······------------
Group Iii:vieiding-avenge.revenue per ton-mile of 8 mills but less ' 

than 10 -------------------··--·--------·-- 28.22 20.96 2L59 
0 roup IV.-Yieiili.rig ii.verage revenue per ton-mile of 10 mills but less 9.20 13.30 17.74 than 12 -------------------·----·---------
Group v: Yieiiliiiiiii.ve;&iei-eveniie per ton-mile of 12 mills but less 18.17 19.22 6.00 than 15 --------------- · ··- ·-- --- · · ----- ·· · --
Oroup vi. "Yiet<iii:iiiii.vemenivenue per ton-mile of 15 mills but less -

than 20 ------------------------------------- 9.26 3.30 11.00 
Oroup vir:· iiietdiiiii ii.vei-Sie ;;;venue per ton-mile of 20 mills or more. .77 1.59 3.50 

Total ••• -----------------------·------- ----------------------- ioo.oo 100.00 100.00 

c Exhibit No.195, Unit Costs for the Eastern Temtory, etc., table 3. 
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The composition of the traffic in the Eastern District and Southern 
Re~ion was not greatly different e~crpt for the fact that the bituminous 
coal traffic in the South yieldt'd onlv 5.88 mill:3 per ton-mile, nntl thf'l·e
fore swells the {Wtcentage of the traffic in f:roup I, while in the Eastcnt 
District bitummous coal yielded 6.65 mtlls per ton-mile, and swt>ll~ 
the perct'ntage of the traffic in group II. ""estern District traffic 
differed from Eastern in that it had somewhat more traffic in the 
e~treme groups, i. e., group I, and ~ups VI and VII. There are 
differences in the other group~1 but if 'Vrstcm District had less traffic · 
in one ~oup~ than Eastern, tne rrlationship is ravened in the urxt 
group. In Eastern District, 62.60 percent of the traffic yirldrd an 
average revenue per ton-mile of less than 10 mills; in Southern Urgion, · 
62.49 percent; and in \V'cstem District, 60.85 percent. 

The regional differences in composition of traffic seem surprisingly 
small. In fact, the rrgiona.l differences are insignificant when eom
pared with the differences found within the various districts, and the 
differences on individual railroads within a given rato territory. 

There is shown below, in tables 173 and 174, the differences in tho 
proportions of products of agriculture, products of minrs, animals and 
products, products of forests, and manufactures and miscellanrous, in 
the various regions in the Eastcn1 District, and in the 'Vrsteru 
District in 1939.1 

T.ULII 113.-Compositio'lt of carload traffic, clau 1 linf.-hau.l railway•, by major 
e.ommoditv groupa, bu regiona within Eastern Diatrict, 1939 l 

Percent of tons carried, carloa.l&raffio 

' Commodit11roup N9W 01't'at C'Pntral 
- F.ngland LakPI F.Rilt .. rn 

HeKIOD Re11lon HllilOB 

l'rodoeta of 61[1'1cultnre ••••••••••••••••••••••••••••••••••••••••••••• 17.113 7.21\ t.IIO 
.AnlmNs and producta •••••••••••••••••••••••••••••••••••••••••••••. a. aM 2.0ft t.n 
Products ol min~•- •••••••••••••••••••••••••••••••.••••••••••••••••• 214.46 60.4~ 61. 8~ 
Producta ollorestl .•••••.••••••.•...••••••• ~-···· ••••••••••••••••. -- lUll 2. 111 2. :~o 
Ma.nutaeturea and mlacellaneou.s. ••••••••••••••••••••••••••••••••••• 43.7~ 28.12 30.00 

1rotal •••••••••••••••••••••••••••••••••••••••••••••••• , •••••••• 100.00 100.00 100.00 

I Computed from Interstate Commerce Commission, Statistics ot Rail wan. 

TABLE 114.-Composition of carload trajJi.c1 clmM 1 line-haul railwaya, bv maj01' 
commodity groups, by regiona witflin Western District, J.939 1 

Percent of tons carried, ear load &ramo 

Commodity &roup 

:Prodocta of agriculture .•••••••.•.•••••••.•••••.•••••••••.•••• -.•••. 
Anim~ an<t products •••••••••••••.••••••••••••••.•••••••••..•.•••. 
:Products ol mines ••••••••••..•••••••.•••••.••••••••.••••••••••••••• 
Products of forests .• _ .•. _ .......................................... . 
.Manufactures and miscellaneous .•••••••••••••••.••••••••••••••••••. 

1rotal •.••••••••••••••••••••••••••••••••••••.•••••••••••••••••• 

North· 
wrstem 
Rf'ilon 

111.20 
2.00 

47.39 
11.118 
2'J. 44 

100.00 

a Compated from I.nter!ltate Commerce Commission, Stat!!ltics of Railway•. 

C'entral South· 
We~~tern Wf'Mtern 
Rrglon kpglon 

23.Ml 18. 72 
3.118 2. 2:J 

31.43 2!t. 9-'l 
10. 12 9.M 
31.28 40. 41} 

101). 00 100.00 

i For description of the arras rmbracerl within the various r~lons see Interstate Commerce Comml~loo, 
Statistics of Railways, 193.,, p. 63. 
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. ~v~n greater are the variations in composition of traffic among 
mdividual railroads. 
~abies 17 5, 176, and 177 show the proportions of the traffic in each 

maJor commodity group by individual railroads in Eastern Districtt 
Southern Region, and Western District, respectively. . .. 

-
TABLE 175.-Composition of carload traffic of individual railroads in. Eastern. . · 

District, by major commodity groups, 1939 1 

Percent of total tons carried, carload trame 

Products A..nimals Products Products of agri· and of mines of forests culture products 
1 

Bangor&: Arotm.ook •••••••• : ••••••••••••• 34.3 '0.1 18.0 12.3 
Boston&: Maine .......................... 16.3 4.2 32.1 6.2 
Canadian National (in New England) ..... 10.9 4.0 27.8 6.9 
Central Vermont. ____ .................... 36.7 . 3.7 14.2 11.0 
Canadian Pacific (In Vermont) ........... 24.6 5.7 13.7 10.8 
Inwmatlonal Ry. Co. of Maine .•••••••••• 46.6 3.9 6.4 6.1 
Maine CentraL ........................... 20.4 .9 17.6 16.6 
New York, New Haven&: Hartford ........ 12.5 . 3.6 33.2 3.7 
New York Connecting .................... 14.3 3.2 29.7 5.4 
Rut land .................................. 9.8 1.5 39.2. 5.6 
Cambria&: Indiana ....................... (2) . (') 99.9 (2) 
Grand Trunk Western .................... 11.1 3.6 38.0 4.7 
Erie .. ----·----········-·················· 7.4 2.1 66.6 2.4 
New York, Chicago& St. Louis .•••••••••• 13.8 4.6 46.0 3.3 
New York, Susquehanna & Western •.•••. 1. 7 1.2 68.5 1.2 
Delaware&: Hudson ...................... 6.5 1. 6 67.9 2.6 
Delaware, Lackawanna & Western ••••••• 6.6 2.7 61.3 1.7 
Detroit&: \hck!nac ...................... 5.6 · .• 2 67.0 3.5 
Detroit & Toledo Shore Line ......... -.... 3.8 .2 70.8 2.3 
Lehigh & Hudson River •••• ·-···"·····--· 3.7 1.0 68.3 1.7 
Lehigh & New England ••••• ·-·········· .4 (') t 77.1 .2 
Lehigh Valley ······-------······•·······- 9.1 2.3 66.7 1.6 
Monon~ahela .•••••••••••••••••••••••••••• .3 ' (2) 98.2 .2 
Montour ..... ----- ........................ .1 (2J ' 94.0 .1 
New York, Ontario&: Western ........... 1!.8 2.0 71.0 1. 6 
New York CentraL ..•••••••••••••••••••. . 7.3 1. 9 60.5 2.1 
Pittsburgh & Lake Erie .... --·--···-···-· .6 .1 69.3 .5 
Pere Marquette ..... -·····-············-·· 10.2 ' 1. 7 46.8 4.0 
Pittsburg & Shawmut .................... .4 (1) 94.4 .6 
Pittsburgh &: West Virginia ............... 2.6 2.4 6f. 8 1.4 
Pittsburv, Shawmut & Northern ......... .7 .7 75.2 1. 6 
Ann Arbor ........ ~-----····-···········-- 9.1 3.0 41.7 9.9 
Wabash ..• _ .•••••...••. -·--····--········- 21.5 3.6 35.0 4.0 
Akron, Canton&: Youngstown .••••••••••• 3.6 1.0 59.5 3.9 
Baltimore & Ohio ......................... 4.9 L3 62.2 2.6 
Staten Island Rapid Transit .••••••••••••• 2.2 3.9 43.9 I 1.3 
Bessemer&: Lake Erie .................... .2 (2)2.4 

94.8 .1 
Chica~o & F.astem Illinois ................ . 13.8 45.7 6.3 
Chicago&: Illinois Midlr~nd ............... 6.6 .3 84.5 1. 3 
Chicago, Indianapolis & Louisville ........ 10.0 1.4 '59.2 4.2 
Detroit, Toledo & Ironton ................ 2.6 .2 33.7 2.3 
Elgin, Joliet & Eastern .••••••••••.•••..•. 3.0 .2 43.7 1.6 
Illinois TerminaL ....................... - 3.1 .3 45.3 2.0 
Missouri-Illinois ••••• -- •••••••••• -.---- ••• 2.0 (') - 66.8 2.2 
Long Island ...................... -------- 7.6 3.4 43.2 5.6 
Pennsylvania .••••.••... ---- •••••••••••••• 6.3 1.2 61.4 2.3 
Pennsylvania·Re.ading Seashore •••••••••. 4.5 1.0 51.8 2.«$ 
Central of New Jersey .................... 3.4 1.3 57.6 2.1 
Reading. ___ .............................. 3.0 1.2 69.0 1.6 

3.3 1.4 68.8 2.2 Western Maryland .. -----········-······· 
Wheeling&: Lake Erie .•••••••••••••••••• 3.0 1.0 5fj.3 1.2 

\. 

1 Computed from Interstate Commerce Commisston, Statistics of Railways. 
1 Less than one-tenth of 1 percent. 

Manufao-
tures and 

miscel· 
laneous 

35.4 
41.2 
50.4 
34.4 
45.3 
37.1 
44.6 
47.0 
47.3 
44.0 

.1 
42.7 
31.0 
32.2 
27.4 
22.5 
27.8 
23.8 
22.9 
25.3 
22.4 
30.5 
'1.4 
5.8 

19.7 
28.2 
29.6 
37.2 
4.7 

31.8 
21.9 
36.4 
35.9 
32.1 
29.1 
48.6. 
4.9 

31.7 
8.3 

25.1 
61.4 
51.5 
49.3 
28.9 
40.3 
28.8 
40.0 
35.7 
25.3 
24.2 
38.4 

~ 

Total' 

100 
100 
100 
100 

. 10(). 
100 
100 
100• 
100 
100 
10()-

~ 100 
·100· 

100· 

' 
100· 
100 

. 100 
100 
100· 
100 

'100 
100 

.-- 100 
100 
100, 
100· 
100· 
10()-
100 

.100' 
100 
100 
100 
100 
100 

. 10() 
100 
100· 
100 
100 
10() 
100 
100, 
100 
100 
100 
100 
10()-
100 

' 100 

' 
100 
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T.uu 176.-Composiliota o/ earload lroJfic of i,.dividwal railroad• '" Southma 
. RtgioA. ~~~ major eommod&l11 (/Toupa, 193!1 I 

P~~Wnt ol total tune carried, carload tramo 

Prodnetl J.nlmala Manurao-
Producta Productl tlll'f'll and of ani- and or mluee ol fonltl ml~tJelo Total 

eult~ productl laneoue -• 
Atlanta & W,q Poln& ••••••••• ·-········ 10.0 u 2ft. I ll.t 43.1 100 
.ltlanta. Blrmtn•bam • CouL---····-- 211 .I 13.1 110 4&0 100 
A tlantle Cout Line ..••••••••••••••••••••• ll. 2 1.1 87.1 21.' 27.4 100 
Charl""toa• Weatena CarollDL--······ 1.0 ',4 68.1 10. I 24.2 1tl0 
Clinch.fteld.. ... - ................... --··-·· 1.1 .a 711.1 4.1 14. I 100 
QI()I'Jria ................... - ........ _.... ....... lll 2.2 41.1 11.1 33.11 JUO Louisville & Nashville •••••••••••• _____ t.l ,I 72.1 4.1 17.0 1110 
NubvUie Cbattanoo~:a. • SL Lou!L--. 1~1 1.4 S0.4 II. I 37.' JUO 
Wt~~~tto~m RJ. of .A.labllma ••••• _ •• _____ 13.t u at. a 8.7 44.0 100 
Columbtt'! • Ont8Dv1Ue .................... 1lt .4 82.1 111 43.2 100 
J'lorlda E1111t C081'1t •••••••••••• --······· 17.4 Ll 113 17.1 60.2 100 
0"1l!'fia and J'lorlda. ····-···-····-··· 15.4 ·' ~- 24. I 89.1 100 
Owt. Mobile • Northera.. ••• ·-·········· 7.0 .I 21.7 S0.7 40.1 100 
Central of Oeorrta .............. _ ••••••••• 14.1 u 83.1 lt.t 811.1 1110 
Oult .t1 Ship l!~land ••••••••••••••• - •••••• 10. .a 7.4 63.1 27. I 1110 
Jlllnota Centl'llJ •••••••••••••••• - •••••••• 15.1 LO 49.4 7.7 :nt 1110 
Y•oo • Ml11sts~l Valle7----········· 17.0 ,I U.t 23 •• U.l 100 
M118t..-tppl Ceo ··•••••••··-······--·· .. , ,I 11.1 24.4 M.O 100 
~orfolk South~~ ........................ ll.l •• 8~1 14.4 U.7 1110 
Sea~ Air Line ........................... 1.4 •• 44.1 18.0 27.4 1110 
.Alabama Or•at Sootbem ••••••••••••••••• 7.7 .I 24.4 1a.o 64.0 100 
Cincinnati, New Orlt>an1 & Tuat Pacl11o •• 11.4 1.1 83.7 13.6 14.2 100 
Oeorvla Southena • J'lorlda.. •• -·····-·· 11.2 2.1 27.1 17. I 40.1 100 
Mobile II Oblo ............................ 11. I 2.0 lll. 0 23.7 83.7 1110 
New Orlean• & Nortbeutern ••• _ •••••••• 114 .I 18.0 14.2 1111.8 100 
Northera AlabiUDa.. •••••••••••••••••••• _ 4.0 .I 73. I a. 1 11t.t 100 
!ontbern ................ _ ••••••• - ••••••••• 10.1 11 47.1 10. a 80. 1 100 
.TIIlDeasee Cent.tal-·············411••••••411• ... .7 110.1 ... ao.• 100 

I Computed from Jnterstatt Commerce.Commllllfoa, lltatlatlct ol RaUwaJ. 

T.t.BLJ1 177.-Compoaiticm of earload tra.ffte of individual railroad• in W11ter11 Di,.. 
tricl, b11 major eommodit11 fiTOUpl, J9S9 I 

rercent ot total toni carrled, carload t.ramo 

Prodoetl Anlmala Manurao-. of agrt. and Productl Productl tnre1 and Total ol mine~ ol foresta mlscel-culture productl laneou1 

Dutnth, Wlnnlp~ lr Pacific •••••••••••• _ 7.1 J.J 21.8 43.1 28.1 100 
Duluth, South Shore .t Atll\ntlo ••••••••• 2.1 1.4 49.1 28.0 20.6 100 
M lnnMpolls. BL Paul& Saw& S&e. Marte.. 13.4 2.4 44.2 14. t 28.0 100 
Spokane lnteornatlonal. •. ·-·············· 4.1 . I 42.8 43. • II. 1 100 
CbiC8ii:O & Nortb Westera •.•••••••••••••• 15.0 .... 42. I II. I 28.8 100 
ChlcR~to, St. Paul. Mlnneapolls .t Omaha.. 3:14 8. 7 21.2 l2.t 30.2 100 
ChiC8ii:O Orea& Western ................... 22.2 11.1 18. I e.t 41.2 100 
Cbleaii'O. Milwaukee. 8&. Paul.t PaeUle •• 17 •• a.o 34.4 12.1 81.0 100 
Duluth, Ml9118hell Iroa Range. •••••••••• (~It. I (') 2 117.2 •• 2.4 100 
01'flaL Northern .•• ····-····-·····-······· 1. 110.3 8.11 13.7 100 
Oreen BaJ & Weetem •••••••••••••••••••• 0.2 &4 29.8 lfU 41.6 100 
LAke Superior 1r bhpemlnr •••••••••••••• ,I ('1)4.1 ln.7 a. a l. 7 100 
MinneR polls & se. Louia •••••••••••••••••• 31.1 211.4 7.4 81.~ 100 
Northem Paeitlo •••.•••••. ·······--···- 21.1 2.0 :U.I 27.11 23.7 100 
Spokane, Portland .t Seattle .•••• --···· 17.1 L3 8.11 48.6 31.2 100 
.lteblsoo, Topeka II Santa ~'•·····-···- 2tU 4.0 29.4 4.11 33.1 100 
Alton ..................... ····-··-···· 19.2 2.0 31.3 8.3 44.2 100 
Chleag"• Bnrllnp:toa & QulDCJ.------· ~· 

.... 40.7 1.4 28.1 100 
Colomdo & Soutbem ••••••••••••••••••••• 14.4 2.1 62.3 4.4 211.4 11l0 
J'on Worth & Denver C'ltJ .. ---······-·- 23.2 iJ.O 7AJ.I 4. t 47.2 100 
DII!Dver • Rio Grande W eetem.. •••••••••• 10.1 3.o 611.8 7.3 22.6 100 
Denvn • Salt Lake •••••••••••••••••••••• , J.O a. a 87.1 1. J 8.8 100 
Nevatla Northern •••• ·······-·-·-······· .1 •• 73.4 4.0 21.1 100 
Chicago. Rock lsiRDd .t Oulf ••••. --···- 111.1 .... 12.3 1.8 80.3 100 
ChiCI\Ifo, :Rock lslnnd & Pael11c.. •••••••••• 28.0 4.0 26. J 1.7 361 100 
Nort.tnrest.ena Paei1lc ••• ·-··············· lt.O Ll 27.8 40.0 17.0 100 

Footnotes at end of table. 
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TABLE 117.-Co'!'-position .of carload traffic of individual ra·ilroad~ in Western Dis-·· 
tnct, by maJor commodity groups, 1939 L-Continued ! 

Percent of total tons carried, cafload traffic 
., 

Prod neb! Anlmall Manufac-. 
of asni- and Products Products tares and 'l'otal 
c:ulture produetl of mluea of forests mi"Clel· 

' laneous J . 
~~!l:Up~~fl~-w- -· ·--. .: ............... ·19.2 2.1 24.5 22.3 31.11 100 
Union Pacl1l estern •••••••••••••••• 35.0 3.8 13.6 6.9 4L7 100 
Utah c.. •••••••••••••••••••••••••••• 81.3 L5 25.6 11.7 26.9 100 
w estero "i>&Ciii ---------------------.•••• :. <·l (1)2.0 119.6 .1 .3 100 
B II R ~r······················· . 9.11 24.6 18.6 35.7 100 
st~~~~~n oFrar:tand •••••••••••••••••• 87.9 .9 3.6 .9 66.6 100 
Bt. J.ouls, Ban Fran°~"&"T'eiai"""""""·· 19.2 1.7 84.9 7.1 87.0 100 
KanSfts Cit South ••••••••• 

88.3 2.0 11.2 6.3 43.3 100 
L l I y ern •••••••••••••••••••• 8.6 1.7 27.3 16.7 45.8 100 
Kou sana & Arkan881 •••••••••••••••••••• 7.1 .5 26.8 17.1 48.6 100 
~t'i'' Oklahoma & GulL.~---········· 7.5 1.6 86.1 2.0 62.9 100' 
Ml~t~:~avArkao881 & Texas ••••••••••••• 17.7 .8 8.7 18.0 64.8 100 
M alley •.•••••••••••••••••••.•••. 4.0 1.9 81.2 2.9 60.0 100 
M=u~ & Arkansas ••••••••••••••••••••• 111.4 .4 '..7.7 26.11 29.0 100 

u -Kansas-Texu •••••••••••••••••• 24.1 3.2 22.3 3.0 47.4 100 
International-Great Northern .•••••••••••• 18.1 3.2 21.7 8.2 47.9 '· .. 100 
~eRumont, Sour Lake & Western. •••••••• 22.3 1.11 15.3 16.4 45.8 100 

lssouri Pac11lc •••••••••••••••••••••••••• 21.2 2.7 86.8 10.6 29.1 100 
New Orlean<t. Texas & Mexico •••••••••••• 24.6 .7 23.8 8.6 42.2 100 
St. Louis, Brownsville & Mexico ••••••••• 23.2 8.1 89.9 L2 29.6 100 
Ban Antonio, Uvalde It Gulf •••••••••••••• 8.3 2.8 49.6 1.6 88.0 100 
Texu & P&.clfto ••••••••••••••••••••••••••• :ln. I 8.0 14.5 9.9 61.7 100 
Texas Mexican •••••••••••••••••••••••••• 19.6 8.8 '19.9 6.4 61.3 100 
Oklahoma Clty-Ada.-Atoka ••••••••••••••• 8.6 1. 7 13.1 8.2 78.4 100 
St. Louis Bouthwestem ••••••••••••••••••• 17.6 1.1 16.9 16.4 48.0 100 
'l'exaa It New Orleans •••••••••.•••••••••• 18.3 1.8 27.9 1.7 42.3 100 

. 

I Computed from Interstate Commerce CommJssfon, StaUsUcs of Ball ways. 
• Less than one-tenth of 1 percent. · 

' . 
Such a wide range in composition of traffic occurs on different rail

roads that it may be said that the regional averages have very little 
meaning. The extent of the range within a particular region can be 
seen by noting the extreme cases. So far as commodities in the manu
factures and miscellaneous group are concerned, the range in the 
Eastern District, in 1939, was from 0.1' percent on the Cambria and 
Indiana to 61.4 percent on the Detroit, Toledo & Ironton. In the' 
Southern Region the carrier with the lowest proportion of manufac
tures and miscellaneous was the Clinchfield1 with 14.1 percent of its 
traffic in this group. The carrier with the highest percentage of man
ufactures and miscellaneous was the Mississippi Central, with 58 per
cent of its traffic in this group. ~n the W ~stem ;District, the ,Utah 
Railway had only 0.3 percent of 1ts traffic m the manufactures and 
miscellaneous _group, but the Oklahoma City-Ada-Atoka had 78.4 per.; 
cent of its traffic in this group. The proportions of traffic in the other 
groups also show wide variations. ' ' 

CONCLUSION 
.I 

' ' \ 
It has been pointed out in this section, first, that a small proportion 

of high-grade traffic on a particulat: railroad, or in a particular region, . 
does not of itself make necessary higher rates on such traffic than are 
charO'ed on other roads or in other regions, although such a condition 
mayo accentuate difficulties caused by a very small total volume of 
traffic· second that existing regional differences in the proportions of 
high-g;.ade and low-gr!lde traffic see~ to be slight; and t~r~,. that 
very great differences m the compos1tlon of traffic among md1v1dual 
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railroads within, a n'gion have not prevented substantial uniformity 
in rate structure within existing rate territories. There is very little, 
therefore, to support the claim that regional uilferNlCl'S in the composi
tion of traffic require a dillerent distribution of the transportation 
burden in the different territories as between class traffic and com· 
modity-rate tru.ffie, or as between numufactured articles and othrr 
commodities. .. 

c. REGIONAL DIJ'J'J:RENCES IN TRAJ'J'IC DEXSlTY 

It was pointed out earlier in this chaptl·r that a railroad with a 
small proportion of tbe better-paying traffic may have to ha\'o u 
larger total amount of traffic to earn tho samo rt•turn as a railroatl 
with a large proportion of high-grade trnffic, or it will have to havo 
a higher level of rates. Dut if the total volume of truffie which o. 
railroad carries is sufficient, the fact that only a small proportion 
of it is high-grade tr~c. docs. not preve~t tJ10 load from being a 
profitable one, nor does 1t requue that a htgh level of rates Lo main
tained on the high-grade traffic. If the volume of traffic is small, 

·however, a railroad may find it necessary to exploit to the fullrst tho 
po~sibility of charging high rates on such traffic as will stun(l it, and 
to develop other tra.flic at rates that will covf•r little more tluin out
of-pocket expenses, when such rates are necessary to induce its move
ment, or to prevent its diversion to competing curriers. 

It may be that only in this way can a railroad with a small volumo 
of traflic obtain sufficient rCIVenue to maintain itself in operation. 
Th& ability of individual railroads to adjust ratrs in this mnnner, 
however, has been restricted by their adherence to a uniform 
classification within regions, anc.l to the establishment, either voluu
tarily or by the Commission, of uniform levels of commodity ratt•s 

· on some commodities over wide areas. Total volume of tru.ffic in 
relation to the size of railroad plant, i. e., traffic dt.•nsity, may never
theless be an important factor in considering the rate policy which 
A railroad or group of railroads will adopt. 

This situation has long been l'ecognizcd by writms on railway 
rates, as well as by persons concerned with dillerential pricing in 
any industry. The principal justification of the pructice of charging 
what the traffic will bear, or charging accordin('l' to the value of the 
service, i. e., charging rates that are l1igher or iower than allocated 
costs, has rested on the assumption of unused capacity.• The lighter 
the density of traffic, the greater· is the incentive to make ratrs on 
the~ value-of-service principle or to charge accOiding to whnt thl• 
traffic will bear. It becomes important, therefore, to compare the 
total volume of traffic in relation to the physical plant of the railroad~ 
in the different territories in order to determine whether such differ
ences may account for and justify a differt"nt rate ·policy in the differ
ent areas. 

• The followinll reiPreDeH will hf' or value t~ penona 11ot ftCQliBIDtNJ with Lhft nplanatlon of dllferentlal 
pr~ing 1n the railroad or f>ther lnflustrles: W • .M. Acworth, The RallwRy!l and the Tr&flPrs (11!111), F.le
ments of Railway Economics (1004), "The Theory of Railway Ratt>s," 7 Economic Joumal317, 322 (IR97); 
H. 0. ErMlfn, Transportatioo RatP8 and Their Resrnlatloo (HH6J; M. 0. LorPnz, "('fll!t anrl Vah1e o( Aerv• 
ice In RailroBII Rate-Makinll," 30 QuartP.rly Journal of EconomiC!! 206 (111111) · 0. P. Watkins, "The Th.,ory 
of Dltferential Rate!J," ao QusrtP-rly Journal of EconomiCII flll2 (1911J); J. M. Clarlr, The Economics of OVPf• 
head Cost• (11123); A. T. Radley, Railroad TraD!Iportatioo (1886); E. R. A. tlelill'mao ''Railway TarHh 
and the Interstate Commerce Law," 2 Political Science Quarterly 223 (1887); Douglu knoop, Outlln~s of 
Railway Eeonomic8 (1913). 
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Table 178 shows the traffic density-revenue ton-miles per mile · . 
of ~o~d-of t~e class I line-haul railways for the years 1930 to 1941. · 
Th1s mformat10n is charted in figure 27. 

' . 
TABLE 178.-Revenue ton-mileB per mile of road, claBs I line-haul railways,· by ' 

districts or regions, 193D-41 1 · , , 

Year Eastem Southern Pocahontas Western 
District Region· Region · District 

2,669,853 
2, 153,994 
1, 653,887 
1, 760,002 
1,900,572 
1, 984,121 
2,359,287 
2,499,270 
1, 912,804 
2, 322,114 
2,624, 236 
3,346,120 

1, 172,875 
941,238 
706,179 
757,725 
810,841 
871,228 

-1,058,474 
1,135,452 

6,239,933 
5, 230,903 
4, 281,340 
4, 738,947 
5,043,123 
5, 156,514 
6, 173, 47a 
6, 266,521 
4, 993,731 
5, 794,269 
6 662,917 
1, 355,398 

1,022, 596 
814,519 .. 
595,793 
632,777 
699,610 
748,378 
920,020 

987,619 
1, 107,930 
1,240,640 
1,608,262 

1,005,160 
839,083. 
927,227 

1,026, 366 
1, 355,356 

----------~------------------~----~----~------~----
I From I. 0, 0., Statistics of Railways. 

The table and chart show that the traffic density is- the highest J.n 
the· Pocahontas Region .. The .Eastern District has the next most 
favorable showing. The roads in the Southern Region have a less 
favorable density than those in the Eastern District; and the roilds 
in the '\Vestern District have the least favorable showing. · ' 
! -These figures taken by themselves would indicate that the '\\.,.estern 
i\.nd Southern railroads might naturally seek to increase their revenues 
by exploiting the possibilities of high rates on such traffic as will stand 
it, and stimulate additional traffic by very low rates on such traffic 

\ 

~1s requires it. . · ./ 
Figures showing r~venue ton-miles per mile of road fail to take into 

~onsideration the nature of the railroad plant. The amount of 
traffic neeessary to utilize fully a single-track system is much less than 
the traffic required to utilize fully a double-track system. For the 
purpose of compari?g the ~xt~~t of utiliza~ion .. of facilities. of t~o' rail
roads, or of the railroads m ·different regions, revenue ton-miles per ' 
mile of track is of more si~nificance than reyenue ton-miles per mile " 
o0f road. Table 179 and ngure 28 show these figures by regions or 
tlistricts for the years 1930 to 1Q41. -- --. · 

'TABLE 179.-Revenue ton-miles per mile''of track,. cla88 I line-haul railways; by 
districts or. regions, 193D-41 I · ' 

Year 

1930.---------------------------------------------------
1931 __ ------ ---· ----------------------------------------
1932.---------------------------------------------------1933 ___________________________________________________ _ 

1934.----~---------------------------··-··------------·-
1935 ••• --------------------------------------: _________ _ 1936 ___________________________________________________ _ 
193i ___________________________________________________ _ 

1938----------------------------------------------------1939 ___________________________________________________ _ 

1940.---------------------------------------------------
194L--------~---------------·--------------------------

1 Computed from I. 0. 0., Statistics of ~ail ways. 

Eastern. Southern Pocahontas Western 
District Region Region District 

1,237,751 
993,479 
763,239 
816,647 
881,184 
921,987 

1,101, 3fl3 
1, 170,271 

898,263 
1,093, 379 
1,237,387 
1,580, 985 

' 754,596 
~606,045 

455,794 . 
486,6'l5 
520,533 
561,010 
680.269 
730,287 
636,861 
714,219 
799,671 

1,039, 0!!7 

3,052,766 
2, 615,155 
2, 156,400 
2, 353,455 
2, 470,811 

. 2, 539,429 
3, 033,565 
3,096,368 
2,463,873 
2,866,623 
3, 278,244 
3, 634,966 

/ 

682,156 
543,292 
397,020 
422,771 
467, 175 
499,464 
614,839 

- 669,960 
559,724 
618,176 
6tS6, 541 
906,204 

• 
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. , Tht'se figurt's show tht' po~ition of tlu~ Routlu'rn nrul 'rt•sh•rn mil
roacj~ to be lt>ss unftnorable in rt'lation to the }4:u.sh•rn railrond~ tlum 
i~ indicatrd by th~ rt'Yl'llUP ton-milt•s p('r milP of roatl. although tht' 
Southt'rn and ·"·rstl'rll railroadl'l are still lt·ss fortunate thn.n tho 
Eastcm railroads so far ti.~ utilization of thrir plants is cont·e•rrw'l. 

Evt.'n tbe revt.'nue ton-milrs pt'r miln of trark fail to give a tnw 
picture of eomparntive utilizat1on of fucilitit's b('(·nu~' thry fail to 
take into considt>ration numerous ft'aturt's of the railroad r.lant. Ont' 

. railroad plant may be largt>r than anotht•r though tho mllrs of t rark 
art' the same, since one may have more t>quipmrnt, moro ~tation fncili
ties, and shop fncilitit>s than the other, and may nl~o luwo hravif•r 
rails, better ballast, and hav.e t'xpentlrd largt•r sums for retlucing 
runt's, ~ades, and for improving its physical plant. It is not with
out significanee, therefore, to relate tho volume of traffic, not only to 
miles of road, or miles of track, but also to dollars of invrstm<•nt in road 
and rquipmrnt. Fi~ures of this sort ar~ found in tablo 180 and figurl'29. 

}i'rom 1930 to 1935, inclu~ivr, thr Southrrn roads wrrc in a lt•ss 
fayorabl~ position than the Eastern roads, so far as revenue ton-miles 

, per dollar of invrstmcnt are concrrnrd, but sinco thrn they have bern 
m a better position than the Eastt>rn roads. The 'V rstrn1 road~, 
bowf\vrr, have shown fewrr ton-milrs pt•r dollar of investment than 
the Eastern roads except in 1938. 

TABLil 180.-Revenue ton-milu pe1' dolla1' of in.oestmer£1 in 1'oad an.d equipment, 
. clas1 lline-Aau.l railways, 193D-41.• 

Year 

,930 .••••••••••••••••••••••••••••••••••••••••••••••••••• 
1931 •••••••••••••••••••••••••••••••••••••••••••••••••••• 

_ 1va2 •••••••••••••••••••••••••••••••••••••••••••••••••••• 
~~---·-···············-··-···························
l~i4 •••••••••••••••••••••••••••••••••••••••••••••••••••• 

' 1935 •••••••••••••••••••••••••••••••••••••••••••••••••••• 
19:!6 •••••••••••••••••••••••••••••••••••••• ·-···-······· 

1!J37 ·····················-····························· 1\138 __________________________________ •••••••••••••••• 

1\l:ill .••••••••••••••••••••••••••• - •••••••••••••••••••••• 
1940 .••••••••••••••••••••••••••••••••••••••••••••••••••• 
11141 •••••••••••••••••••••••••••••••••••••••••••••••••••• 

F.1111trrn 
l>lstrlca 

16.28 
J:l.IJIJ 
9.88 

10.113 
11. 3:J 
11.81 
14.09 
JJ. 70 
10.61 
12. 7:J 
14,21 
11!1.25 

SouthPrD 
Realoo 

U.27 
J:J.:J:J 
IU9 
9.94 

10. 7:J 
11.60 
14. 1:J 
)4.43 
1:J.« 
l:J.fl6 
U48 
~~ 7:J 

Pol'ahontas Wt>~&ern · 
.Uealon DIBtrict 

31.71 13.1}2 
'¥1. I" • 10. 8h 
22.33 7.94 
24.40 8.112 
2.~. Ill 8.2.\ 
21\.06 8.KU 
30.1111 l:J. J(J 
30.11:1 l:J. 79 
24.32 10.M 
:17.113 H. lilt 
31.111 l:J.81J 
34.17 lG. 91 

• Prior to 11137 the lnvest~n& ftgures used are those of Investment In road and eqrtiproont of cla~~~t I line
haul railways, flus lmpronments on lellllf'!d railway property, plus lnvlllltmf!nt In rood and equlpmen& of 
lt>880rl to clatla railwayt. J'rom JIJ37 to 11141ftgures u.~ed are those of investment ln road and ll}uipmen& 
.and t~tht>r proPf'rty used In transportation M>rvice. l:ltrtctly spf'aking the lnnstmrnt In property used 
exclusively in passengl'r service should btle~cluded before computing the ftJCUrtll In th11 table. i:luob llgure1 
ar'! not reRd1ly available, however, and it II doubtcuJ II they woul<J areatly altect the relaUve 11&uroa at 
between re~rioos. 

Table 180 suggests that in all thrco territories tho railroad plant haiJ 
been fairly well adjusted to the traffic available, and hence that the 
pressure to resort to value-of-service or what-the-traflic-will-bcar rato 
policies cannot be as great as if traffic could be increased greatly 
without additional capital expenditures. 

The comparative utilization of facilities by the railroads in Eastern 
District, Southern Region, and 'Vestcm District, as measured by tho 
th~ee standards described above, is shown by the relatives in table 181. 
The first set of three columns in tho table shows that tho traffic 
density of the Southern and 'Vcstem lines is very unfavorable corn· 
pared to that of the Eastern lin('S (Eastern density= 100). On the 
basis of revenue ton-miles per mile of track as shown in columns 5 G, 
and 7, the position of both Southern and 'Vestcm roads is considerably 
better, relative to Eastern Territory. On the basis of revenue ton· 
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miles per dollar. of investment tlie relative position. of tho Southllrn 
and \lest em roads is still better. 

The Ngional dit!crences in tra.ffic density as shown· by revonuo ton
miles per mile of road, and revenue ton-miles per mile of track, suggest 
that a somewhat different distribution of the transportation burden 
in the dit!erent areas may not have been without a logical explanation. 
It is quite natural that Southern and 'Vcstem railroads should have 
sought more revenue from the tra.ffic which it was thought would bear 
it, and at tho same time1 to have maintained low rates on low .. grade 

. products of the areas which they S<'rved when low rates seemed neces
sary to encourage the dcvelo~mcnt of tra.ffic, and to bring about bctt<'r 
utilization' of facilities. A similar point was made by Dr. Lorenz in 
1916. After mentioning the fact that the traffic density had. reached 
a point in the Eastern District where additional traffic did not reduce 
unit costs appreciably, whereas traffic density in the South was much 
less, Lorenz pointed out that value of service was therefore a somewhat 
more important element ol rate making in the Soutb, temporarily at 
least, than in the East.' But even il differences in tralllc density 
explain, in part, existing difl'erences in the distribution of tl1e trans
portation burden, it docs not follow that it is in tbe best intcrcsts o( tho 
carriers, or of the country, to continue to maintain such dillt~rcnccs 
as now exist in class-rate levels in the different parts of the country. 
Thi~ docs not mean that all regional differences in rates that cannot 
be justified b}' dillerences in transportation costs are objectionable . 
. The part· which value--ot-service factors may properly play in rate 
making is discussed later in the chapter. 

In connection with differences in traffic density, mention should bo 
. made or the fact that the regional difl'crcnccs in traffic density aro not 
as great as individual raiload differences within areas. 

T.ABLJ: 181.-Relative utili1ation of facilities by Ewttern, Southern, Pocahontas, and 
Weatern cla•alline-haul railwa111, 193Q-41 .. 

[Eaatero Distrlct•lOO] • 

Ou basis of revenue Con-mllea Ou baala of revenue ton-mllel On basis of revenue ton-mllea 
per mile of road per mile of track per dollar of lnve~~tmen& 

Yeu 

Soutbero Pocahon- Weatero Sou them Poeahon- \y"eatern Southern Pocshon- Weatern ' taa tal &aa 

.(1) (2) (3) (4) (4) (6) (7) (8) (0) (10) 

1930 ______ 
43.113 233.72 3R.30 110.07 WI. 64 1111.12 03.80 198.111 83.04 1931. _____ 
43.70 242.84 37.81 111.00 2ti.1. 23 64.119 04.44 2119.88 83.7!1 

1932 ••••••• 42.70 25lf.86 36.02 119.72 2M2. 6.1 11202 93.02 226.01 80,36 1933 ______ 
43.0& 2f,9, 26 35.95 119.114 2H8.40 ' Ill. 81 94.40 2:H. 72 110.91 

1\134 ••••••• 42. fl6 2115.35 36.81 59.07 2H0.40 1!3.02 94.70 221\.24 81. 71 
11135 ••••••• 43.91 259.80 37.72 110.85 275.43 64.17 91t. 22 220.1!8 U.41J 
19a6 ••••••• 44.86 261.67 38.99 61.77 275.44 M.83 100.21 217.10 fl.~811 
1937 ••••••• 45. 4.1 200.73 40.27 62. 40 264.69 fJ7.2.S 106.33 222.77 113. 3/l 
19:38 ••••••• ' 111.113 261.07 4.1. 87 71).90 274.29 62.31 1111. 3IJ 231.40 101. H 
1939 ••••••• 47.71 249.153 39.93 611.32 2fl:l. 18 66.64 109.117 219.1!8 91.fol2 1940 ______ 

47.28 253.90 39.11 64.113 2114.93 M.4>l 108.94 221.76 911.71 
1941 ••••••• .a.OG 219.82 40.61 66.72 229.92 67.32 108.04 187.18 02.110 

T~Lblcs 182, 183, 184, and 185 show the traffic densities of individual 
class I railroads in the Eastern District, Southern Region, Pocahontas 
Region, and 'Vestem District.z_ respectively, for the year 1930. Even 

. if the Staten Island Rapid Transit Co. is excluded as an extreme 
' .. Coet and Value of Service Ia Railroad Rate Making.'~ 30 Quarterly Journal of Economics 204, 219 '" 

(1916). 
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case, the range of traffic densities in the Eastern District was from 
a low of 233,975 ton-miles of revenue freight per mile of road, carried 
by the Long Island Railroad Co. to 8,166,672 ton-miles transported• 
by the Bessemer & Lake Erie.. In the Southern Region the low was 
222,711 ·ton-miles per mile of' road for the Georgia & Florida,· and. 
the high was 4,803,650 ton-miles for the Cincinnati, New Orleans,·& 
Texas Pacific. In the '\Vestern District the low was 91,778 ton-:ffiiles 
per mile of road for the Oklahoma City-Ada-Atoka Railway and· the 
high was 3,039,131 ton-miles on the Duluth, Missabe and Iron Ra~ge. 

TABLE 182.-Tra.flic density, individual class] ra~"lways in Eastern District, 1939.1 · 

Bessemer de Lake Erie _______ _ 
Pittsburgh & Lake Erie . .' •••. 
Detroit & Toledo Shore Line. 
Pennsylvania ___ ••••• _ •••••• __ 
Delaware, Lackawanna & 

Western .•• ----_·--········-
Delaware & Hudson •••••••••• 
Reading __ ••••••••••• ---------
Erie.-- ____ ------------·-····-Lehigh VaHey _______________ _ 
Wheeling & Lake Erie _______ _ 
Central of New Jersey-------
Chicago & Illinois Midland_. 
New York, Chlcago & St. 

Louis _____ ----_-------·····-
Elgin, Joliet & Eastern .•••••• Monongahela ________________ _ 
Baltimore & Ohio.-----------
New York Central .•••• ____ _ 
Western Maryland ..•••••••••. 
Lehigh & Hudson River •••••• · 
Montour_.----_----------- ••• 
Pittsburgh & West Virginia •• 
Cambria & Indiana .••••••••• 
Lehigh & New England .••••• 
Wabash_ ••••.. ---------------
Orand Trunk Western .•••.•• 
Chicago, Indianapolis de 

Louisville •• ------•.••••• ---

Average 
miles 

of road 
operated 

Ton
miles of 
revenue 
freight 

per mile 
of road 

224 8,166, 672 
233 6, 723, 166 
50 5, 682, 4k4 

' 10, 288 3, 376, 501 

990 3, 273, 572 
840 3, 232, 722 

I, 450 3, 200, 6.'15 
2, 289 3, 198,081 
1, 283 3, 026, M4 

508 2, i38, 243 
711 2, 702, 744 
131 2,671, 3119 

1, 704 2, 653, 469 
390 2, 540, 135 
172 2, 501,690 

6, 396 2, 407, 704 
11, 008 2, 364, 638 

870 2, 211, 037 
97 2, 137. 325 
53 2, 107, 445 

136 2, 054, 117 
38 1, 780, 809 

196 1, 702, 831 
2, 409 1, 6111, 940 
1, 023 1, 6.56, 1165 

649 1,438,8114 

New York, New Haven & 
Hartford._----------·-····-

Chicago & Eastern IIllnols ... 
Ann Arbor_·--·----·········-
Pere Marquette.--~·-···-···· 
Boston & Maine •••••••••••••• 
Central Vermont .•••••••••••• 
Detroit, Toledo & Ironton •. .:.. 
New York, Ontario & West-. 

em •••. ----- •.• ------ ••• ___ _ 
Akron, Canton & Youngs-

town.---------------·····-Maine Central .••••••.•••••••• 
Dlinois TerminaL •• .: .•••••••• 
Pittsburg & Shawmut .••••••. 
Missouri-IIllnois .••••••••••••. 
Rutland ...................... . 
New York, Susquehanna & 

Western. •••.• -•••• -_-------

Average 
miles 

of road 
operated 

1,873. 
927 
294 

2,115 
1,939 

' 426 
472 

' 576 

171 
994 
485 
101 
390 
407 

Ton
miles of 
revenue 
freight 

per mile 
ofi'084 ' 

1,411,47Z 
1,343,444 
1, 238,773 
1,167, 200 
1,159,626 
1, 151,528 
- 942.13~ 

873,329 

85i, 7lli 
610,628 
607,987 
586,013 
533,47S 
432, 75S 

141i ; '431, 933 
Pittsburg, Shawmut . . de .. 

Northern ..••..••••••• ~----- 190 431,395 
Bangor & Aroostook.......... · 603 370, 47~ 
Pennsylvania-Reading Sea-

shore .•• ---------------~---- • 412 . 290243,' 177721 Detroit & Mackinac ••••••• :.. 242 
Long Island__________________ 382 233,975 
Staten. Island Bapid Transit.. 24 , Ill, 23i , ____ , ___ _ 

Avel&ge·-·····---~--~~~ ---------- 2, 322,114 

1 Interstate Commerce Commission, Stattsties of Railways. 

TABLE 183.-Traffic den8ity, individual class I railways in Southern Region, 1939 t ~ 

. Ton- Ton-
,Average miles of. Average miles of 

miles revenue miles revenue 
of road freight of road freight . operated per mile operated per mile 

of road of road 

' 
Cl~cinnat!, New Orleans de Northern Alabama .•••• ~----- 100 718,093 

Texas Pacific ..••••••••••••. 337 4,80.1, 650 Seaboard Air Line ..• -------- 4,317 693,162• 

Clinchfield.------------------ . 308 3,043, 661 Yazoo & Mississippi Valley •• 1,619 675,059 
Alabama Great Southern .••. 315 2, .51,877 Central of Ooorg!a .•••••••••• 1,871 656,557 
Louisville & Nashville •••• ~-- 4,907 1,923, 232 Tennessee CentraL •••••••••. 286 633,0&5-

Dlinois CentraL.------------- 4, 949 1,849,598 Atlantic Coast Line •• ···----- 5,105 515,93S 

New Orleans& Northeastern. 204 J, 430,490 Florida East Coast ...•..•••.• 685 507,181 

Southern. __ .--------------··· 6,5119 1, 09l, 401 Atlanta, Birmingham & Coast. 639 495,037 

Mobile & OhiO.-------······· 1,180 1,030,387 Georgia Southern & Florida.. 1,180 442,814 

Atlanta & West Point-----·· 93 912,232 Norfolk Southern _____ -------- 805 419,665-

Nashville, Chattanooga & St. Columbus & Greenville •.•••. 168 412,652' 
1,111 905,344 l\1isslss~pi CentraL _________ 150 328,100· 

Louis ••••••••••• --·--------- Gulf an Ship Island ••••••••. 2t9 302,34~ 
Georgia_ •. --···-·· ------- ····- 329 900,039 
Gulf Mobile & Northern .••. 824 '800,643 Georgia and Florida .••••.•.•• 408 222,711 

Western Railway of A.lahama. 13.1 763,142 
A. verage •• --·-··- ••••••• 1, 107, 93(). 'Jharleston & Western Caro-

______ ., ___ 

lina •••• -------------------- 343 718,776 

1 L C. C., Statistics of Railways. 
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T .uu: 18-l.-Tra,Di~ d1uilv, individual dcua I railwa11• in PocaAontaa r~gion. 1939 ' 

• Too- Ton• 
A•erage mllee of Av~>ratte rullo'l ol milee nYPnne Dlllllll "'VI'III18 .ef road l'rllll!ha otroad trtolllhC 
operated Jll'' mile OP\'rated l"'' rulle otroad ul road 

Nortolt and Weflt4'1M'L.-•••• 2, tot 8, 117,0111 Richmond, JrederlckabUl'l& 
Cbi'!!Rfltaktand Obio •••••••. 3,113 a, 1011, &r.o l'otomao •••••••••••••••••.. ' 118 3, 400, t!IJS 
l""lrl~---··············· .. tall a, l;M.617 

, A•ernge ••••••••••••••. ........... 8, 794, 2ClO 

•t. C. C., 8tl\tistlea ot Rlllwan. 

'T.uu.Jl 185..-Tro.Oic d•nntv, indindual claaa I railwa11• in Western Distrid, 1939 • 

Dulutb, M!Baabe 6 Iron 
Ranae .•••.•••••••••••••••• 

W •~t.,rD l'acttlo .••..••••..••. 
llouthfti'D l'ac1l1o (lucludiDI 

ltli\Sed liD1!8) ............... . 
Eansaa Cltf Southam and 

eon trolled properties. ___ •••• 
Union Pacltlo (IDoludlDI 

JeMec.t linea) •• ,-••••••••••• 
Alton .•••••••••••••••••••••• 
:Benumont. Sour Lake • 

w lllterD .• ---- --····· ....... . 
CbiCBJrO Oreal Weatem. •••••. 
Oll!&• Nortbl!m •••••••••••••• 
M lliSOnrl l'acllie ............. . 
St. J,oul't Southwestem and 

affiliated eompanlea.. ..... .. 
Tl!xM • Paclno .• ····---· .. .. 
Chicago, Burlington .1: Quincy. 
New Orleans, •ruu • Mu· 

teo-·- •••• -.••••••••••••.••••• 
Atchi!OD, Topeka • Banta 
• J'e and affiliated eompanlP.a. 
Cblca(lo • .Roell .blaDd ic J>a-

eifto .•••••.••••••••••••••••• 
Denver, .Rio Grande ic 

Westeru .••••••••••••••••••• 
Loulsiar:aa .t1 Arkansaa .••••••. 
Spokane, Portland II Seattle. 
CbiC!II!O Mllwalliee, St. l'aul 

ic i'acltio .................. . 
Chicago St. Paul. l.llnnea

polis & Omaha ••••••••••••• 
Northern Pactlle ........... . 
Tuaa & New Orleana •••••••• 

AYI'f"'tl 
IDilea 

of road 
operated 

Too
mlll!l of 
re•enue 
freight 

per mila 
of road 

1141J a, oao, tal 
!, 208 1, 030, 6113 

.. 11116 1, 870, 330 

8'N 1, 361, 261 

0,001 1,31A,877 
1M J, 307, 778 

' 
146 1, 274,432 

1,11011 1, 191, 823 
8, 072 1, 07~. 014 
7, 146 1, 071,11011 

1, ~oo 010, :n 1 
1, 9311 9117,867 
8, 973 138, 068 

191 911, ·~:a 

13, 4M 8119, 133 

7, 4111 860, 204 

2, 856 BM, 8.'50 
728 853, 851) 
1148 8111,817 

10, 920 844. 682 

1, 11'29 837, 1142 
II, 721 836, 41JO 
4. 416 7119, &66 

I I. C. C., Statlstict al Rallwaya. 

Sl. J,ouls-San J'ranclsco ...... 
Toledo l'eorla .t1 W estero •••. 
Colorado & Boutht'lrn ..• _ •••••• 
CblCIIIO & N ortb W uteru •••. 
Utab •••• _. __ .•••.••••. __ .••. 
Kan!lal, Okll\homa & Gnlf.. _ 
lntematlonai-Great Northam. 
St. Louis, Brown1vllle & 

Mexico ................... . 
Denver & Salt Lalrl •••. _ .. __ 
Mls..~url, X'ln!lfts, & Texaa 

and control111<1 eompanlea. _ 
Oreen Bay 41 Weatem ....... . 
Fort WorLh It Dtmnr City._ 

M ~~:."R,f~~:~ ~.: -~~~~. ~ ~~-~~-\-
J,ake Snperlor & Jshpemlnl- _ 
Memphis & St. LouiL ••••••. 
N nrthem Paclllo __ ••••••••• _ 
l!t. Louie, SaD J'ranci1100 & 

TfiX!\11. ·····------···-······ Jlurllnl!ton-Roclt Island ...... 
ChiC!Igo, Rock Island & GulL 
Spokanelntl'matlonaL ••••••. 
Mllilsnd Valll'y ............. . 
Duluth, Boutb Shore & At-

lsntlo ...................... . 
Missouri & Arkan~aa ........ . 
San Antonio, Unlde & GulL 
Nt~vada Northeru .••••..•••. 
Loulslflna, Arkansaa, &: TuaL 
Tft:cns Mexican .............. . 
Oklahoma CltJ·Ada-Atoka ••. 

A•l!r&Ke 
mtlea 

ot rolld 
operated 

f,l33 
l-:19 
7110 

8,340 
Ill 
827 

1,163 

1102 
23:1 

a.m 
234 
1102 

4,2119 
1M 

1,1118 
8, 7:11 

\ 231 
2r.& 
627 
1~2 
3112 

11110 
3111 
317 
166 
241 
1112 
132 

Average ........................ .. 

CONCLUSION 

Too
mllt'll of 
revenue 
trlllf(h& 

Jll'r mila 
of road 

7~4,13<& 
7211,024 
7nli,347 
IIIIa, !HI 
117!1, 2\19 
!WI, 0'.18 
1Ml5, 064 

11117,863 
1110,031 

647,3116 
~6/il 
641},063 

M7,llll4 
6411, lH7 
ll:\3, 123 
430,900 

423,llll4. 
Bllh, {121 
371,4:10 
lHI, 2'.18 
27!i,3M 

272,218 
2112, 112 
2:\(1,1132 
2'l3,ll49 
2HI, a7& 
1H3,1U2 
01,778 

92'1,21:1 

The differences in policies of rate-making, or in the distribution 
of the transportation burden, in the various rate territories have 
been defended on the ground that differences in traffic density, or 
in the degree of utilization of facilities, have made these differences 
necessary. The preceding paragraph:t have shown that there are 
some regi_onal differences in the volume of traffic in relation to railroad 
plant which may offer an explanation of historical differences in rate 
policy. Regional differences in utilization of railroad plant_, however, 
are less than figures showing ton-miles per mile of road wou1d suggest, 

• 
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and are less than individual railroad differences Within the various · 
'!ate .territories. The rate structures \vithin regions have developed 

m sp1te of such individual railroad differences. · ' \ · 
There is something particularly artificial in ConSidering that , 

!JlOderat~ . re~onal differen~es either in composition of .. traffic Qr 
m the utilizatiOn of railroad plant, make necessary a different pattern 
of rates, '_Vhen greater _differences are ignored within a rate territory. 
If each railroad could make its own rates it is doubtless true that such 
differences.would be reflected in the rate structures of the individual. 
lines. Under such a policy of rate-making, som.e railroads, now . 
adversely affected by a regional rate structure, could improve their 
earnings. Regional structures, as we have noted, have developed in· 
disregard of such individual road differences., To a large extent com-.-

, petition has forced this degree of uniformity in the rate structure. 
To some extent, also, the pressure of public opinion and the policies 
of regulatory authorities have brought about greater uniformity in. 
rate structures1 which disregards differences between· individual 
railroads and aifferences between subareas within the major· .rate 
territories. In view of the differences, both in composition of traffic 
and in traffic density and other measures of. utilization bf fa~ilities . 
that now exist on different railroads, and in different parts of existing 
rate territories, it cannot be said that the lesser regional differences 
now existing require a different rate policy _and different ·p_istribution', 
of the transportation burden .. This does not mean that. complete · 
uniformity in the rate structure is desirable, but merely that the. 
present regional differences are not a necessary consequence of· either . 
. differences in the composition of ~raffic or in density.of traffic.· .. 

D. THE PLACE OF VALUE-OF-SERVICE FACTORS IN THE RATE 
• STRUCTURE 

. . ' ' 
In the preceding chapter it was shown that differences in average 

transportation costs in Eastern, Southern, and Western Territories,. 
do not warrant .the present differences in the levels of class· rates, · 
nor the differences in the levels of many commodity rates. Preceding· .. 
sections of this chapter have indicated that neither regional differ--· 
enccs in the composition of traffic, nor in the degree of utilization of· 
railroad plant, make necessary existing differences in class-rat~ levels. 
It has been· suggested, however, that. a somewh!l-t ~ea~er use of the 
value-of-service or what-the-traffic-will-bear pnnCiple m the South 
and West has been a logical consequence of the lighter traffic. density 
in the latter areas. . . . ·· 

There remains for consideration the extent to which differences · 
in rate levels on particular commodities, or differences in the . dis
tribution of the transportation burden, may p:r;operly characterize the 
rate structure. · . . ifi'·· • . f .. diff 

There is both legal and econ~m1c Just. catiOn. or erenc~s 
in rates which are based upon ~Ifference~ m what the .traffic will 
bear, even though there are no differences m costs of serviCe. ;tfr?m 
the beginning of its existence the. Interst!lte C?mmerce Corm;n~sswn 
has recognized that value-of-serviCe consideratiOns .had a ~egitlll?-ate · 
place in rate-making.. ~n recent years, value-of-serVIce consideratiOns 
have received emphasis m two.s~atutory enactments of ~ongress .. ':fhe 
first of these statutory provisiOns· was the Hoch-Smith ResolutiOn, 
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enacted in 1925.• The importance ol rllh's which will ft'nnit the 
movrrocnt of traffic was emphasized in the utn10 polic..~y,. o rate mak .. 
ing "·hich was laid down in the Resolution. This poHcy wns "that tbe 
conditions which at any given time prevail in our sev('ral industries 
should be considered insofar as it is lrgally possible to uo so, to tho end 
that commodities may freely move." Amt'ndmcnts to section loa of 
the Interstate Commerce Act in 1933 have also stressed tho importance 
of considering demand factors in prescribing rates, i. c., factors which 
relate to the abilit,- or inability of traffic to move under particular 

, rates. Paragraph (2) of section 15a provides that: .. In the C.."<tlrcise 
of its ~ower to prescribe just and reasonable rates the CommiHsion 
shall gtve due consideration, among other factors, to the effect or 
rates on the movement of traffic by the carrier or carriers lor which 
the rates are prescribed • • • .'' 

The provisions of section 15a have been frequently cited by the 
Commission in justification of giving weight to value-of-service factors 
in thing ratrs on particular commodities which will move only on 
low rates. For cxamJ?les, see ll' aste At at erial Dealen Assoc. v. Chicago, 
Ro~k Island and Pacific Ry. Co., 226 I. C. C. 683 69Q-691 (1938), 
and ]lay Rates within lVestem Territory, 195 I. C. C. 461, 477 (1933). 
Tbe principle is. sometimes invoked to justify low rail rates to meet 
the competition or other forms of transportation. Ji""or example!! sec 
Suga,. }rom Gulf Coast Port Groups to !tlorthern Points 220 I. lJ. C. 
623, 643 (1937); and also Fresh Sea Food _from the South, 210 I. C. C. 
605, 613 (1935). The principle has also been invoked to justify low 
ratrs to meet market competition. See Sugar from &ulj Coast Port 
Groups to Northern Points, supra; also State oj Alabama v. New York 
Central R. R. Co., 235 I. C. C. 255, 327-328 (1939). To invoke tho 
provision of the Act relating to "the effect of rates on the movement 
of traffic" to justify requiring the carriers to make competitive ratesl 
'·ither to meet market competition or to meet the competition o 
other forms of transportation, raises important questions of policy· 
which need not be discussed here. '1110 point which needs to be 
made at this point, however, is that there is legal sanction !or dcyartin_g 
from rates which would result from cost allocations in favor o modt· 
fications which will take into consideration the ability or inability of 
traffic to stand existing or prorosed rates. 

From an economic point o view variations in rates, to take into 
account differences in the ability of the traffic to stand a charge ara 
justified, if kept within proper limits. It would bo highly arbitrary, 
and contrary to practical business sense, to make rates on a commodity 
which were based on an allocation of constant or overhead expenses, 
without paying some attention to whether the traffic will move on 
the resulting rates. Rates on particular commodities or on particular 
movements should cover direct costs and make some contnbution to 
constant or overhead costs, including a return on capital invested. 
It is doubtless true that in the past this policy of rate-making has 
been abused, both by making rates under tho stress of competition 
which did not really cover direct costs, except possibly from a short.. 
run point of view, and also by charging excessive rates on such traffic 
·as could stand it. It is also true that such a policy has led to wasteful 
and uneconomic competition. It should be made clear, however, 

• 43 Stat. L. 801. 
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that charging rates on low-grade traffic does not cast a b~d~n: on 
other traffic so long as the rates more than cover the direct cpsts 
.ttnd so long as it induces the movement of traffic that 'woUld' not 
otherwise move .. On the contrary, it reduces unit costs, and hence, 
lowers the cost of carrying the high-grade . traffic. This principle.· -
op.e~ates much more strongly when there is insufficient traffic to. 
~blize the carrier's facilities fully. That there is economic justifica ... 

. t10n for some variation in rates among commodities on the basis_· of ·· 
.. t~~ effect of the rates on the volume of traffic has long been ·recog
mzed." In the light of the foregoing discussion it should be clear · 
that to pay some attention to the effect of rates on the movement'. 
of traffic is not inconsistent with giving consideration to the revenue ,. 
needs ?f th~ ca~ers. In fact, to prescribe rates strictly on' a cost , 
allocatiOn, m disregard of the effect of rates on the movement :Of 
traffic, would be inconsistent with giving consideration to the revenue· 
needs of the carriers. . · · . · · · ', · 

If it is granted that some deviations in rates from those which. 
would result from a strict allocation of constant or overhead costs -· 

· are justified, the further question is raised of the extent to which _ 
existing differences in class and commodity rates are justified. 

.. So far as class rates, as a whole, are concerned, it cannot ordinarily 
be said that one territory is justified in making them higher or lower 
than another because of value-of-service .considerations. Class traffic 
is not a homogeneous thing. It is made up of thousands of articles 
of varying abilities to pay transportation charges'; and among which . 
there may be important regional differences .. It is-- equally illogical/ 

·to consider that manufactured articles, as ,a grpup, will or will not · 
stand higher rates in one territory than another because of differences 
in what traffic will bear. If value-of-service factors are to be giveiJ. 
consideration, and if they may possibly justify higher or lower rates 
on particular commodities in one territory than another, ~ach' com ..... 
modity or article must ordinarily be considered separately, and .. the . 
factors affecting .the rates it can pay must be analyzed.· In other 
words, if region~l. diff.erences in value-of-service fa~tors a~e to ~e. 
given any recogmt10n, It s)lould be done on a C.<?mmod1.ty. basu;;. This. 
would have to be done either through. the freight classificat10n pro- · 
cess to or ·by means of commodity rates. An exc-eption to the state- · 
men't that value-of-service factors must be considered on an individual 
commodity basis may be necessary when the competition of other 
forms of transportation puts a limit o~ wh!lt railroads ca~ _ ch~rge 
without diverting traffic to the other age~Cies. In such situat10ns · 
factors limiting ability to stand transportation charges may apply to. 
all commodities or large classes of tra~c. · . 

The present differenc.es in commod1ty-rate l~vel~ on ma~y of the· 
commodities referred tom chapter IV ~annot b€1 J~st~ed by d~erenc~s 
in transportation. costs, and ha.ve thmr explanatiOn, m part! ~1ther In 
differences of opinion concemmg a prop~r rate level, or m reai·?r 
assumed differences in the value of servwe or what the traffic will 
bear. In the same way, t~e extreme d~ere!lces in the leyels o~ ~las~ 
rates which arise out of different ~lassificat10n or exceptions ratmgs 

1 ~ee references cited on p. 300. supra, footnote 6. , 
1oJ:• a uniform freight classification were adopted, any justlfiabl~ re~onal diffe~ences in ratings b_ased 

on differen<'es in value-of-service factors would be published as clac;slficatiOn exceptions. . 
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in the different. territories· must. have their explanation to a largo 
extent, either in diffcrrnces in the judgment of those responsible for 
making rates, or in real or imagined differ~nccs in what the traffic 
will bear. ' ' 

CONCLUSION 

Tho effects of rates on the movement. of traffic, and hence on 
carrier revenues, must be taken into consideration in the fixing of 
rates, and may tustify some regional differences in rates on pa.rticular 
commodities which cannot be justified by differences in transportation 
costs. If regional differences in such value-of-service factors are to 
be given consideration in rate-making, it should be dono on a com· 
modity basis, that is, through the freinht classification process, or by 
means of commodity· rates. GcnerOJJy speaking, it 1s illo~1cal to 
apeak of higher or lower class rates as a whole in any region as JUstified 
by differences in va.lue-of-scrvice factors. 



CHAPTER XI 

ANALYSIS OF VARIOUS SUGGESTED SOLUTIONS OF THE 
INTERTERRITORIAL FREIGHT RATE PROBLEl\1 ' ' . 

. In this.cha:r.ter a number of suggestions which have been made from_ 
time .to time for dealing with the interterritorial freight rate problem 
are discussed. 

-
A. INDIVIDUAL ADJUSTMENTS IN pARTICULAR CASES 

'FJlose who are satisfied on the whole with the present inter~erritorial 
frmg~t r~tes defend the present structure and suggest no general 
modificatiOn thereOf. They are willing, however, to admit that 
individual instances arise in which readjustments may be found desir
able. They prefer that these adjustments be made through the process 
of negotiation between shippers and the carriers, or, if necessary, by 
action of the Interstate Commerce Commission in individual cases 
brought before it. These suggestions assume a continuance of regional 
differences in rate levels and of the general bases of constructing inter., 
territorial rates, but do n~t preclude the possibility of a general change 
as a result of comprehensive investigations by the Interstate ,Com- . 
merce Commission to the extent that existing rates may be found
unlawful under the provisions of the Interstate Act. It is the con.;,, 
tention of this school of thou~ht, however, that the present, or at 
least substantial, differences m rate levels are justified; that. the 
present methods of constructing interterritorial rates are· generally 
satisfactory; and that the only need is for modification in individual 
situations where the existing oases of rates can be definitely shown to 
be unreasonable, l.mduly preferential or prejudicial, or otherwise· 

. unlawful. _ ' 
An examination of numerous cases which involve the adjustment 

of interterritorial rates which have come before the Commission 
reveal the major weaknesses of this method of dealing with interterri-, 
torial rates. - . - . · · 

In the first place, the proceedings are too limited in scope to get at 
the fundamental issues involved. The cases are decided against a. 
background of the existing general rate structure which is not under 
attack as a whole. To a considerable extent the Commission accepts 
the intraterritorial rate levels either as reflecting differences in trans
portation costs or as reflecting differe~ces. in \he distri~uti?n of the 
transportation burden. The proceedings are not ordinarily .·broad_ 
enough to warrant a revision of the whole_rB;te structure and. a review 
of the intraterritoriallevels. If the CommiSSion accepts the differences 
in intraterritorial rate levels as just!fied, or beyond the s?o~e of the 
proceeding befpre it, it canna~ logiCa}ly .do othe! t~n msist on· a 
blending. of the different levels m making mtertern.torial rates, unless 
some special reason can ?e shown for domg otherWise.. · 

313 
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The Commission, however, bas in a number of casrs rN.lt.ict'd inter
territorial rates when a blrnding of two different intratrrritoriallcvds 
would no\ pennit a free flow of tram~, or when the blcndt.'U lcvt>l St'cmcd 
to impose serious handicaps on producers in the highrr-ratrd territory. 
In so doing, however, the Commission's action has been inconsistent 
with the assumption that the intratcrritoriallevds are rrasonablo on 
the bo.Ais of di.trcrencrs in transportation ·costs and diifcrenct'S in the 
distribution of the transportation burdt'n in tho different tcrritorit's. 
To justify such action, the Commission has based its decision in some· 
instances on the dubious ground that departure from a blended basis 
of rates was necessary to enable tho matm!acturers in a higher-rated 
territory to compete with those in a lower-rated area. 

For e~amplcs ol cases in which the Commission has iustificd tho 
construction of rates from the South to the North on the nortJlC•m, 
leTd, in part at least, by reference to purely "commercial" rather 
than transportation conditions, see Ilositry from Southern Points, 156 
I. C. C. 117, 13Q-131 (1929), and Commissioner Eastman's disst.'nting 
opinion therein, pp. 132-133; Coke from Alabama and Tennessee to 
Central Territory! 208 I. C. C. 281 (1935 }, 215 I. C. C. 384 (1 036 ), and 
Commissioner ~·eyer's dissenting opinion therein 215 I. C. C. 387, 
387-388: Sugar from Gulf Coasl Porl Groups to Northern Points 220 
I. C. C. 623 (1937}; and disscntin~ opinion of Commissioner 1lillcr, 
therein, pp. 644-645; and State of .11labama v. New l"ort Central R. R. 
Co., 235 I. C. C. 255 (1939), 237 I. C. C. 515 (1940t._ and dissenting 
opinion of Commissioner Eastman therein, 235 I. C.- v. 333, 334-339. 
In connection with the last·mentioned caso it should be noted that 
the Commission was satisfied that differences in transportation costs 
did not warrant intertcrritorial rates higher than the northern level, 
although if tho case had turned on that point alone the Commission 
would nave reduced the interterritorial rates on all of the commodities 
in the complaint, instead of on a limited number. In all of the abovo 

. cases the cucumstances may have warranted the reduction of the rates, 
from the South to the North to the northern level, but the soun<lnc!'ls 
of the contention that the commercial necessities of shippers, instead 
of differences in transportation costs, should be a'factor m tho disposi· 
tion of cases which involve competition between rival sets of producers 
in attempting to sell goods in common markets is certainly 
q ues tiona ble. 

No solution of the interterritorial freight rate problem is possible by 
piec£>meal adjustments based on principlrs of rate making which arc 
lacking in consistency and are of questionable soundness, and without 
inquiry into the basic underlying source of the difficulties-tho difrcr
ences m the levels of intraterritorial rates on the commodities in f!UC'S· 
tion. These underlying causes of the difficulty with intertcrritorial 
class rates have been brought in issuel so far as the rates east of the 
Rocky 1Iountains are concerned, in tne class rate investigation now 
before the Commission. 

Another difficulty with the attempt to deal with tho interterritorial 
rate. problem through piecemeal adjustments is that it appears to 
place small shipf!ers and new industries at a disadvantage. The larger 
shh>pers and well-established industries are more likely to 6btain favor· 
able rate adjustments throu9h negotiations with the railroads. This 
iS a natural con..qequence of tne fact that they have the traffic to ofrer, 
and are the shippers and industries which the railroads, acting in their 
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own 'sel!-interest, are most likely to heed. \'If favorable r~tes cannot 
be ~b.tam_ed through negotiations with the carriers, and there is ;res~:rt. : 
to. ht1gat10n before the Interstate Commerce Commission; the· large. 

· shippers and the established industries again appear to have the ad- ' 
vantage. Formal complaints will ordinarily be prosecuted only by 
those who are already established in business, and who can, show that 
th~y are adversely affected by the existing rate adjustment. ' 81-D-aller· 
shippers and new industries may not obtain relief from unjustifiable . 

· r~trs, either because of the difficulty, expense, and slowness of litiga
tiOn, or because of the difficulty of making satisfactory proof that tne ' 
rates complained of are in violation of the law. ' ' 
. The basic complaint which is currently being made against the struc~ 
ture_of interterritorial rates is that it prevents the industrial and eco
!lomic development of the regions having higher rates. Although the 
rmportance of the rate structure in explaining 'the lack of industrial 
development in the 'Vest and South has often been exaggerated, no .· 
substantial change in rates can be expected, except over a long period : 
of time, if change must wait for the establishment of industries to bring ; · 
complaints. The normal development of industry or other economia -· 
activity in any section of the country should not be restricted by rate ' 
differences that cannot be justified primarily by differences in trans
portation costs. . · . · . . .. · . · 

' .. ' ,I ,_ ... 

B. THE DESTINATION-LEVEL THEO.RY '.I 

One suggestion which has frequently been made as a solution of the 
interterritorial rate problem is to make interterritorial' rates on the : 
basis of the level prevailing in the destination territory. This policy. · 
of rate making has been urged upon 'the Commission: in many' cases 
involving interterritorial rates. It has also been suggested that. Con
gress, bv legislation, require that interterritorial rates be constructed. 
on the basis of the destination level. Bills· to accomplish this end; · 
were introduced in Congress in 1939.1 · Aside from the gerleral objec- -
tion that a legislative rule of rate making may prove- to be too in:flex-. 
ible to meet exceptional situations,· the destination-level basis should 
not be required by law, even with provision for exceptions, unl~ss it . 
commends itself as appropriate generally. ·- , · . · . · .. , 

Tho destination-level basis "of rate making has a strong .Qppeal to. 
shippers in the higher-rated territories. ·. It permits them to ship intQ" 
a lower-rated territory on the lower level of rates, giving them 'a mile-- · 
for-mile equality with ~he ~hippers loca~ed in the lower-rat~d terri~ory .. 
Furthermore, the destll.lat10n-level ba~1s ac~s as a protective t~~ to 
the producers in the h1gher-rat.ed .reg10n, SI~ce t~e produ~ers m the 
lower-rated territory, when sh1ppmg to pomts ~ the higher-rate.d 
territory are forced to pay rates for, the whole distance on the basis r · 
of the hi~her level. The destination-level thedry also has some appeal 
to the ca~riers in the higher-rated terri.tory. This b.asi~ of rate making 
would enable the railroads to help shippers on thmr lines to compete 
in markets in the lower-rated ter!itory, without ch.allen~g the ,higher . 
intraterritoriallevel of rates which ~h~y do not Wish to dtsturb.. . 

The Interstate Commerce Commission has refused to subscnbe to 
the theory that, as a matter of princi~le, interterritorial rates should 

1 see HeBl'lngs, 76th Cong.,1st S!'SS., on S. Res. 99, S. 126, S. 137, and 8. 1483, S. 158, fi\. 1299, 8. J, Res. 27. 
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be constructed on the destination-levd Lngi~. In fact, the Commis.. 
sion has point~d out on various occasions that it cannot prescribe tho 
destination levrl excrpt under special circumstnnct~s that warrant it. 
ln Colorado Portland Cemenl Co. v. AAnaft' and Jrestun Railway Co., 

. 142 I. C. C. 591, 603 (1928) the Corrumssion rrplied to tho pll'a for 
ratrs on the destination level by saying: "As hereinbdoro stated, it is 
conceded that application of the principle must bo grounded upon 
commercial, rather than transportation conditions." In Iron and 
Stttl Article1 6etu:ttn lhc North and th• S01tth, 213 I. C. C. 51, 54 (1935), 
the Commission said: 

Lo!l;ie&Uy • • • the interterritorial traffic mhould be accorded a ba.'lis 
aomewhere betwrt"n theee levels which will reflec& as nearly as pOAI'Iihle the ad
'f&ntap;es and disadvant.ap;cs of the conditions incident to the hauls within tho 
r~~pf-etive territories. This ls e!lpecially true where~ as here, both north('rn and 
Southern manufacturers are In direct competition in rach territory. The d£>stina
tion-1evel theory advocated by southern respond('nts on the north-bound tra.tno 
di~:~rPgards this situation. The theory implies that tran~portatlon conrlitlon" can .. 
lng for higher rates in Southern Territory n1ay be tgnorl'i in the north-bound dirr-c
tion 1\·hile they may ba used to ju~tify an arbiLrary on the same traffio In the 

- revt'rse dinetlon. ' 

The destination-level basis was inferentially disapproved by the 
Commission in the si~th supplemental report m U'estern Trunk-Lin1 
Clau Rates, 204 I. C. C. 595 671 (1934)1 when the Commission con· 

· sidered the question of whether tho origm or tho drstination classifi
cation should apply on intcrt(,'l'ritorial shipments. Tho Commission 
11aid: 

Tbi~ proposition should not be conrounded with the theory advaneod by 111ome 
that the rate level in the destination territory should apply to the through move-
ment. Composite lnterritorial rates. which approximate the lawful rato levels 
encounter£'d in the respective territories traversed, euch as prodUCfJd by tho 
Westrrn Trunk-Line formula, are neither unreal'lonable nor unduly prejudicial 
from a rate viewpo~t. · 

It must also be recognized that the Commission has placed inter· 
territorial class rates generally on a blended bnsis1 and in n few cases · 
has ~:one to considerable length to de!rnd a basis of interterritorial 
rates that reflected the various intra territorial rato levels to the extent 
that the movement occurs in each territory. An outstanding example 
of this is in Cottonseed, Its Products, and Related Articles{ 188 I. C. C. 
605, 635-636 (1932}. Although the Commission aLanc oned the so-
called cottonseed formula in a supplemental report, 203 I. C. C. 177 
(1934), it prescribed 8 basis which .would "not depart to any marked 
extent from the rates which would result from the formula" (\>· 179). 

There are somo decisions, however, in which the Commiss10n has 
shown 8 leaning toward the destination-level doctrine. In Stoves, 
Ranges, Boilers, and Ilouse-IIeating Furnaces, 182 I. C. C. 50, 62-63 
(1932), the Commission said: 

In determining whether in this case it i8 proper to have hip;her rat~l'll'IOUth-bound 
than north-bound it must. be borne in mind that we are here dealing with the 
inter-territorial movements betwt>en a lower-rated territory and a higher-rated 
territory. In such a case it follows that if the rates in both directions are made 
the same, those using the north-bound rates will be at a disadYantage in com· 
peting with shippers within the lower-rated Official Territory and thoso using the 
south-bound rates will have an Advantage over thoae shipping on tho higher 
rates applicable within the South . . 
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.. Commissioner Eastman, in the same case, effectively answered 'the 
above argument by saying: · · . · .· ... · 1. ,, •· ; ·. 

· .. I~ this case the southern shippers are asking only that tr~nsportation condi· 
tJons be.considered in determining the proper rate relation, and they are-on sound 
ground m so asking. However, it is undeniable, I think, that in the past both, 
southern manufacturers and southern carriers have shown a tendency to demand 
that the rates to the North be equalized in level with those within the North, on 
the ground that such equalization is commercially essential to the .southern in
dustries. It is a sufficient answer to say that it is not our province to equalize 
commercial conditions (p. 74). , · , · · . 

The cases mentioned previous(y in _which the Commission pre
scribed the northern level of rates on· certai.D. commodities moving 
from the South to the North 2 might be construed as acceptance by 
the Commission of the destination-level theory. The circumstances 
surrounding those cases, however, were complex, and the decisions 
could be explained on other grounds. They should not, therefore,·be 
taken as acceptanco of the destination-level basis of making inte~ 

-territorial rates. There is a recent case, however, in which the Com-· 
mission seems to have been governed by the destination-level theory 
and the philosophy behind it. The case referred to is Paper, Official:. 
Illinois Territories to the South, 238 I. C. C. 104 (1940). In this case 
south-bound rates were in issue and they were placed.upon the higher 
Southern level, instead of upon a blended basis .• That the Commis-

. sion was impressed by the philosophy behind the destination-level 
theory is revealed by the following l~uage in the decision: 

Since a producer's ability to distribute his products is naturally affected by the 
relation between the rates he pays and those paid by his competitors, there is. 
sound reason for believing that the establishment of rates south-bound lower, 
mile for mile, than the level of rates in Southern Territory in conjunctioQ.. with 
the approved north-bound rates would seriously handicap southern shippers of 
pulp and paper articles and thus have a tendency to discourage further develop
ment of the industry in the South to the. disadvantage of consumers in both 
territories (pp. 106-107). 

That commercial equality was uppermost in the mindofthe Com-
mission in this c~e is also shown by ·t~e stateme~t that:. . 

Observance of the destination level and system of rates as the minimum and 
the pattern in constructing these interterritorial rates, even though it results in· 
different rates over the same lines of railroad in reverse directions, would place all 
shippers and receivers _on as ne!t~ly an ~qual b~sis1 from a practical and realistic' 
point of view, as ex1stmg cond1t10ns will pernut \P· 110). . . , 

The decision of the Commission in the Paper case brought forth a. 
dissent from Commissioners Eastman, Mahaffie, and Miller. · ·. 

In analyzing the destination-level basis of constructing inter
territorial rates it is necessary to distinguish between a situation 
in which the different levels of rates within the origin and destination 
territories on the commodity in question are based on differences in 
transportation costs,_ ~d <?ne in wh!ch the ~iff~ren~ intraterritorial 
levels have their basiS m differences m th~ diStnbutiO?- of t~e trans_. 
portation burden, or in what-t!I-e-t~affic-will-be~r ~onsi?-erB;tiOns. · · 

In the former ·case the 'destmation-Jev:ei basis I~ obJectiO~able on 
several grounds. In th~ first pl~ce It I~ores differences m trans
portation costs. If regiOnal dif!erenc~ m tJ;le ~ate level~ on ·the 
particular commodity under consideratiOn are JUstified by ~Ifferences 
in transportation costs, rates constructed on a blended basis are not 

• P.314, supra. 
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unreasonable. For the Commission to require a lowl'r basis on 
shipml'nts. movin~ from the higher-rated to the low('r-rntrd territory 

. is to ignore the higher costs in the origin territory. On trafiic moving 
from the lowcr-rntctl to the higher-rated territory the Ut'stinntion
level basis is unfair in that it mnkes no allowance for the fu.ct that 
a portion of the haul tnkcs place in the lowcr-ratf'd territory. Here 
again the logical basis for constructing tho rates is one in which the 
transportation costs in both territories are recognized to the extent 
that. the movement takes plnce in cnch. The destination basis of rate 
making is similar in its effect to a bounty to the shippers in the hif"her
rated territory when they ship to a lower-rated territory, and a~ pro
tective tarifl' to protect them from outside competition in their own 
territory. · . • 

In the second place, the destination-level basis of rate making 
results in differr.nt rates in opposite directions. Although such rates 
may sometimes be justified even on the basis of cost considerations, 
the destination-level basis would make tho rates different in opposite 
directions whether cost considerations justi!v it or not. 

A third objection to the destination-level basis of rate making is 
that it places too much emphasis on :purely commercial consideration~, 
or the competitive necessities of shippers, in rate making. In fact, 
for the Commission. to require rates on this basis would be in conflict 
with the principle, recogmzcd repeatedly by the Commission and the 
courts, that· it 1s not the province of the Commission ., to attempt to 
·equalize fortune, opportunities, or abilities" in disregard of trans· 
portation costs, or to make the abilitv or inabilit.Y of one set of pro
ducers to compete with another set of producers m common markets 
the criterion of rate reasonableness or unreasonableness.• 

One more point regardin~ the destina.tion-level principle needs to 
be considered with care. 'Vhen differences in intraterritorio.l rate 
levels reflect differences in transportation costs should a blending 
of intraterritorial levels in fixing interterritorial rates bo modified · 
by considerations of "what the traffic will bear" or "the effect of 
rates on the movement of traffic"? Sometimes the situation is such 
that traffic will not move from the hif"her-rated territory to the lower
rated area on a blended rate level, an~ the destinntien level is required 
if producers of a product in the higher-rated area are to compete with 
producers in the lower-rated area at destinations in tho latter. Situa
tions of this kind probably explain, in part, the instances in which the 
Interstate CommPrce Commission has leaned toward tbe dr.stinntion· 
level theory. 'Vhere differences in intraterritorial rate levels are 
based on differences in trn.nsyortation costs, it would appear that the 
wise policy, from the point o view of facilitating the most economical 
location of industries, would be to make no concession to the desti
nation-level theory, but to have the interterritorial rates reflect tho 
costs of thA higher-rated r£>gion to the extent that movement occurs 
therein. This policy would encourage the location of industries in 
the area having lower transportation costs, and discourage their 
location in the region with hi~hcr costs except where other advantages 
offset the disadvantage of htgher transportation costs. This policy 
should be administered, however, with an eye on the possibility that 

i Intt:r&tatl Com~rt CommiiMim Y. Dlf!mhaU{!fl, 2'l2 U. 8. ~2 (1911). For a ctl~~~fon of this principle 
lee L L. Shar!mau, Tbe Interstate Commerce Commlsslou, vol. IU-D, pp. 606-6113. 
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the hJgh c.osts in one area result from its light traffic density, a~d that. 
the hght traffic density may result from the freight rates ,charged. 
_ For the reasons stated above, it would be unfortunate if Iegislt1tion' 
were enacted which required that interterritorial rates be constructed 
on the destination-le' el basis. It would also be unfortunate if the 
Inte~ta~e C~mmerce.Co~ission adopted the view.that, as a matter. 
of prmCiple, mterterr1tonal rates should be constructed on the desti-

. nation level. . 
To the extent that carrier and market competition is allowed to· 

, affect the rate structure, voluntary reductions of rates from high-: 
rated ~o low-rated ~reas to the basis prevailing in the destination 
area will not be uncommon. Although· this policy causes some eco~ 
nomic waste; that waste is probably a. small pr1ce. to pay ~or the 
advantages of carrier and industrial competition if the competitive 
rate making is held within reasonable limits, - · · , · . : -· 

The foregoing discussion of the destination-level theory of con.: 
structing interterritorial rates has assumed that the territorial dif
f~rences in .the rates on t~e comm<?d~ty in .question w~re tust~ed by 
differences m transportatiOn costs m the different terr1tones. · When 
differences in intraterritorial levels are not based on differences in. 
transportation costs, but result from diff~rences in the distribution 
of the transportation burden1 ,or differences in rate policy which have 
"their foundation in real or rmagined differences in· what the traffic 
will bear, the case against the destination-level basis must 'be 
reexamined. · · · · . · · 

In such cases it cannot ·be said. that· the _destinatiQn-level ba~is 
ignores differences in transportation· costs; n6r can it·be~ said that a· 
blended basis is required to reflect differences iri transportation costs. 
In situations of this· sort, however, it. would .seem reasonable -·to 
require interterritorial shipments to contribute to the .trarisportation 
overhead on the same basis as intraterritorial traffic; in proportion to 
the haul in each territory. In other words, a blended basis of rate~ 
would seem desirable. 'Vhen the traffic from the.higher-rated to the 
lower-rated territory will not bear·such a rate, however,_ .it may be 
both wise and expedient to put }he interterritorial rate on the basis 
of the lower-rated territory or as near thereto as ·ro.ay,· be 'necessary. 
It is simply a case in w;hich the 'interterritorial traffic will not stand 
the same distribution of' the. transportation burden that the· intra~ 
territorial traffic will stand. · This departure from a: blended basis ·of· 
rates it should be not~d, is limited to situations in which three con-' 
ditio~s prevail concurrently: First, that the differences in intraterri
toriallevels on the commodity involved are based on -va\ue-of-service 
or what-the-traffic-will-bear considerations, or merely on differences. 
in rate policy; seco~d, ~hat transp.ortation costs are substantia~y the 
same in the two temtor1es; and, third, that the, traffic from the higher
rated to the lower-rated territory will not stand rates constructed on 
a blended basis. In· situations of this kind, however, it would be. 
well to be sure that the differences in intraterritoriallevels are justi
fied, and that they represen~ l~gitimate us~ of t~e valu~-of-servic~ or 
what-the-traffic-will-bear prmCiple. 'l'he s1tuatwn agam emphasizes 
the need for reexamining differences in intraterritorial levels on 
particular commodities. 
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C. UNII'ORM CLAss-RATE LEvELS AND UNtrORM ,CLASSIFICATION 

The rt>medy most commMly urgt•d as a solution of the intcrh•rri
torial frright-ru.tt' problem is to t·stablish a unifonn class-ru.to lcvd, 
and a Wliform freight classification, applicablo tltroughout tho 
country. It is important to note that neither a uniform rlassiflcation 
alone, nor Wlifonn scales of class rates alone, would bring about 
equality in rate levels. This situation arises, in part, from the fact 
that many differences in classification ratin~ (in terms of pt·rccn t of 
first class) grow out of differt>nccs in the levels of first-class rates. 
The effect of establishing uniformity in ratings, in rercent of first 
class, without changes in tho class-rate scales, or o t.>stablish.ing o. 
uniform level of first-class ratt•s without changing cxistin~ ratingg, 
can be seen from an examination of table 66 in chapter III.' That 
table shows the extent of tho differences in class-rate levels in tho 
South and Official Territory, after taking into consideration tho 
differences in classification and exceptions ratings. If tho applicablt• 

.ratings were made·uniform, but no chan~e was made in the levels or 
first-class rates, the rates on all commodtty descriptions in tho South 
would be 39 percent higher, on tho avrragc, than in Official Territory. 
This would leave unaffected tho relative rate levels on 41034 carlond 
commodity descriptions, and 5,742 less-carload commouity descrip
tions, on which ratings are now uniform. It would rcduca the sprrntr' 

· between the Southern level and the Northern level on the 4,315 car
load commodity descriptions, and 295 less-carload descriptions, on 

·which the spread now exceeds 39 percent. On tho other hancl, it 
would raise the Southern level relative to tho Northern level on 1,360 
commodity descriptions on which the Southern rates are now either 
tho same as or lower than tho Northern level, and would increase tlw 
spread between the levels on 41741 commodity descriptions on which 
the Southern level now exceeas the Northern level by less than 39 
~~- I 

- A uniform scale of class rates, without a change in ratings, would 
equalize rate levels on 41034 carload commodity descriptions nntl 
5,742 less-carload descriptions, since they now have the same ratings 
in the two territories, in percent of first dass. It would leave the 
Southern rate level somewhat higher than the Official Territory lcvrl 
on the 4,315 carload commodity descriptions and on tho 295 less· 
carload commodity descriptions, on which the Southern level now is 
more than 139 percent of the. Official Territory level. On all other 
commodity descriptions, 2,043 carload descriptions, and 4,030 less
carload descriptions, the Southern level of ratrs would be lower than 
the Official Territory level. 

It is thus apparent that the establishment of uniformity in rate 
levels would require both a revision of the levels of the class-rate scales 
and a revision of the classification ratings. 

1. ADVANTAGES OJ' UNIJ'OR."-llTY IN RA'IE LEV.ELS 1 , 

Uni!onnity in rate levels, to the extent that it is practicable, would 
be desirable for a number of reasons. In the first place, it would re
move· any unjustifiable rate differences which may now result from the 

• P. 88, above. 
t Tbis section l• written with special reference to class rates but the argumtnts Rpply also to some com

modity rates asls mentioned later. 
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spreads between interterritorial rates, and rates in the lower-rated -
territory. Such differences arise· principally from the fact that, for 

. ~he mos~ p~rt, interterritorial class rates represent a: blend of ·the -
mtraterntormllevels, but in many instances the differences in intra
territorial levels cannot be justified. Insofar as the interterritorial , 
rates blend different intraterritorial levels which are not themselves 
justified by dillerences in transportation costs,· the. interterritorial 
rates do not properly reflect costs. It has also been noted that even·· 
if regional differences in class-rate levels were justified by dillerences 
in transportation costs, the present basis of constructing interterri: _ 
torial r~tes would be to some extent objectionable, because it generally ·· 
results m rates that are not a proper blend of the two intraterritorial . 
rate levcls1 but in rates that are ~oo close to the level of -the-higher--
rated terntory. . . .· · · 
· The fact that the Interstate Commerce Commission has, 1n some .. 

instances, prescribed interterritorial rates on ip.dividual commodities · · 
from the higher-rated to the lower-rated. territories on the destfuatio-n · 
level, or close thereto, is a recognition that it is sometimes improper .. 
to make interterritorial rates reflect intraterritorial rate levels, when -· 
the differences in intra territorial levels are greater than can be· justified 
-by differences in transportation costs. The railroads themselves seem 
to recognize that the blending of existing intraterritoriallevels in tb..e ~ 
construction of interterritorial rates does not always result in appro-
priate rates, since they voluntarily depart from this basis on occasion~ 
to aid prod!J.cers in a higher-rated territory in selling their products' · 
in a lower-rated territory. · · , . . · 

A second ad vantage that would be derived from making· class-rate · 
levels as nearly uniform as conditions will permit arises from the fact· 
that relief from the present general basis of constructing interterri: 
torial rates is commonly granted to shippers of some commodities · 
and not to others, or to some shipping points and not to others.- This .. 
results from the fact that the railroads, when convinced that it is to· 
their advantage to do so, will voluntarily establish interterritorial 
rates from particular points, or on particular commodities generally, 
on a more favorable basis. As a result, shippers or industries with a ' 
greater ba~gaining P?Wer ~ay. get · rel~ef from . the. general basis .. · 
Smaller shippers, or mdustnes attemptmg to establish themselves, 
particularly if their operations wil). not be .very extensive, labor 
under the disadvantage of a rate basis from which the more fortunate 
have obtained relief. Some shippers, refused·a lower interterritorial 
basis of rates succeed in obtaining relief by resort to the Interstate . 
Commerce C~mmission. · Here again, as has been previously pointed 
out the larger shippers, having. ample financial resources, appear to 
ha~e an advantage, over th:e smaJier ~nes because .of th~ sloWDe~s a:J?-d . 
expense of litigation. It -Is desirable that' 8:: basis. of mt~rtemtorial 
rates which is fair for new as well a.s establJthed 1Iidustnes, and for . 
small as well as large shippers, be established as a general basis. · 

Another advantage in. the est:tblishment ~f. such uniformi~y of r~te _ 
, levels as is practicable 1s that 1t would. facilitate the locatiOn ?f ~- · 
dustrics in the most advantageous lo~a~10ns, unhampe~ed by ~n]ustl
fiable freight rates. Although the enst~ng p~tterns of mdustnalloca- , 
tion in the United States may be explamed m large me~:tsure by con
siderations other than the differences in freight-rate levels, a~d prob-
. . ' 
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abl.1 would not be drastica.lly chan~rd by equalization of the rate 
levels, freight rates are a factor which cannot be ignored in deter
mining on a plant location. Freight ·rates are also important' iu 
detr.rmining the output of established locations, since they frequently 
limit the size of the market area that an indiviuual producer or group 
of £:ducers can serve. · ' . 

·· tly, it should be pointed out that the r.sta.blishment of such 
uniformity' in class-rate levcls as is practicable would greatly simplify 
the freight-rate structure and frei~ht tarilr:!J. This is in itself a de. 

· aira.ble end. ~lany of the complexities in the rate structure grow out 
of regional differences in rate levels and the methods of constructing 
rates from one territory to another. · 

In addition to these reasons for the establishment of a uniform 
level of class rate~1 insofar as it is practicable, it may well be pointed 
out that if the railroads \\·ere operatt'd privately as one huge system 
the prt'sent differences in rate levels m different rrgions woUld in 
some instances be in violation of section 3 of the Interstate Commerce 
Act which prohibits undue preference and prejudice, since many 
of the differences could not be justified by differences in transporta· 
tion costs or by other valid considerations. It may al3o be observed 
that under Government ownership and operation of railroad!'~ tl1e 

·present inequalit7, in rate levels would probably not be tol~ratcd, since 
1t would be cons1dered as favoring one section of the country anti dis-
criminating against the others.• . 

2. OBJECTIONS TO UNIJ'ORMITY OJ' RATE LEVELS 
I 

' ·' There are several objections to the establislJmcnt of uniform rate 
levels, either class or commodity, throughout the United States. One 
of these is that uniformity in rate levels would if;Ilore difTcrcnc<'s in 

· tru.nsportation costs. The extent to which reg~onal differences in 
transportation costs should be reflected in the class rate levels is more 

,· fully discussed below. Regional differences in costs are also discussed 
in,connection with commodity rate levels. 

A second objection to uniformity in rate levels is that it would dis-
. regard differences in rate policy which are found~d upon differences in 
value-of-service or what-thc--traffic-wilJ-bcar factors. It bas been 
pointed out earlier in this report that there is a place for the recognition 
of demand factors in fi.,;ing railroad rates. Any intelligent rate policy 
must take into consideration the effect of proposed rates on the move .. 
men t of traffic. 

Value-of-service factors play an important part in tho making of 
commodity rates. So far as class rates are concerned, dillereuccs in 
rates on particular articles based on differences in value-of-service 

·factors can only be brought about through the process of freight 
classification. Any attempt to establish uni!onmt~ in rate levels 
must recognize that there may be some justifiable d1ffcrences in rate 
levels on particular articles in different areas which grow out of diffcr
~nces in the conditions o~ del!lu.nd: Recognit~o~ of tl!ia fact, ho.wever, 
lS by no means blanket JUstificatiOn of all ex.1stm15 differences m rate 
levels on particular commodities that cannot be JUstified by cost-of .. 

··service considerations. 
• Under Government ownership of raflroads It Ill quite likely that equality lo rates would be dPmAndl:ld 

even where transportation coeta dHJer ife&tly, and also that other 10rts or preCerencea mlib& be IOUihC. 
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. .A third .o~jection to uniformity in rate levels is that it would result 
~ a too ng~d rate stru~ture, and would upset many competitive ad
~ustments ·of long standing to which industry has become adjusted.' ·It 
1s clear that a revision of the rate structure would remove some·of the 
frei~ht rate advantages of this nature. Some northern manufactw:ers,. 
for mstance, would presum!lbly lose rate advantages, arising out' of 
the class-rate structure, whteh they may now have over rival manu.o.
facturers in the South. Various Southern and Western· interests; 
now having advantageous rates arising out of differences in classifica
tion or exceptions ratings would presumably lose these advantages in 
any wholesale equalization of class-rate levels._ The fact that some 
shippers or· localities would lose rate advantage now possessed should 
be no bar to a revision of the rate structure if such rate advantages 
have no adequate justification.· . · · · ·. - · 

It should be recognized also; that the establishment of uniformity 
in rate levels, or ~eater approach thereto, would not necessarily bar 
the way to indiVIdual competitive rate adjustments resulting from, 
carrier or market competition. Such adiustments exist today both fu 
the commodity rate structures and in the class rate structi:tres, an,d 
although they may often have been carried too far,· the establishment 
of greater uniformity in rate levels would not necessarily mean a rigid 
rate structure in which·no competitive adjustments are allowed; · · 

" 
I 

8. TO WHAT EXTENT 18 A UNIFORM FREIGHT CLASSIFICATION · 
PRACTICABLE? · . 

Nearly every railroad in the United States originally. had its own 
freight classification.· . Later, the railroads formed pools and . traffic 
associations for the purpose of controlling rates in local territories, 
and a process of unifying the many freight classifications began .. In 
1886; when a .Senate committee made its report submitting a bill which, 
with amendments, became the Act to Regulate Commerce, 'there were. 
about 50 different classifications in ~se in the United States. ·The . 
enactment of the Act to Regulate Commerce, in 1887, was a stimulus 
to further efforts to unify the classifications, and before the act .went 
into effect the number of classifications had been reduced to 3 major 
ones plus some minor ones that later disappeared. _ , · . 

The Interstate Commerce .Commission, in its first aimual report; 
indicated that a uniform classification of freight was desirable.7· .An 
unsuccessful attempt was made to unify the Official and Western classi
fications in 1887 and 1888. The interests of the Eastern and Western 
lines were so different that they could not agree upon a classification. 
In December of 1888 a convention of traffic officers from the principal 
rate assodations met in Chicago in another effort to establish a uni
form classification. A committee was appo~ted to ~aw up s~ch ~
classification, and it finally produced a proposed uniform cla~sifica
tion which it recommended should be adopted by all the earners on 
January 1, 1890. Tqe Ea~tern trunk lines. refused to adopt. tJ;te classi
fication and it never went mto effect. The Western roads, 1t IS under
stood, stood ready to reject it also, for fear th~t it would mean a loss 
of revenue to them., . . . , . . 

Various efforts ,have been ~ade to ~nact leg~sl~bon. which wo~d 
compel the carriers to estabhsh a umform classificatiOn, or which 

' First Annual Report, 1887 PP 30-32. 
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would direct tho ~ommission to pt·cscribo one. No h•gislation or tbi~ 
sort was ever passed by Congn•s8. Tho Intrrstato Cummrn·o Com4 
mission has, from time to time, expressed tho bdid that uniformity in 
classification wa~ desirable.• '!'he task of t\stqblishing a uniform clussi· 
fication is probably fl'ndcred more dillicult today thau en•t· Ldo1·o by 
U1e existt'llCe of so many classilication Jatings on particulnr art.icll·~ 
that are designt•d to offset, in whole or in po..rt, dilft•rcnct•s in the level:5 
of first-class rates in the different territories. 

A study of tho vn.rious efforts to establish a uniform classilicution or 
fnight reveal~ that one of the principal stwnbling blocks to tho at
tainment of uniformity has been the fear of pnrticulu.r co..rrit•rs ot· 
~oups of carriera that their revenues would Le adversely .atrccteu . 
.fho ('stablishment of a uniform classification limits in some measUJ'(' 
the ability of the carriers to adjust rates to the conditions on their 
lines or in the areas which they serve. 'l'he establishment of unifotm
ity in ratings is apt to affect adversely some ca.n-ier or group of carrieN 
desiring a higher or lower rating on a pn.rticulllr commoditl, In many 
insta.ncrs the differences in 1atings grow out of a desire o tlte canicrs 
in a particular area to aid industries on their lines; and in other cases 
they result from an effort to e.l:ploit the possibilities of higher rates on 
certain commodities than are feasible in another area. Diversity or 
economic conditions, and the necessity for ratings which wilJ meet the 

· conditions peculiar to a particular territory, are pqintcd out in def<·w~e 
of the maintenauce of the different classilications .. 

The same arguments which are used against the cstablishme.nt or a 
uniform classification were used against the establishment of uniform
ity within the present classification territories. Differences in condi
tions existing within tho major territories are fully as great as those 
among the territories. In spite of this situation, however, unifOimitJ 
was attained within the three classification territories. No doubi tlus 
adversely affected the revenues of some carriers which might have 
fared better if they had had I free hand in classifying their freight . 

. Such departure from uniformity within a classification ten-itory as 
now exists is accomplished through classification exceptions of limited 
application, or through the establishment of commodity rates. 
, In determining whether uni!01·mity of classification is possible, 
attention sllould be called to the fact that il cost-of-service considcra4 

tions alone dete1mined the rating of an article, the classifications in 
the different territories would be substantialJy uniform. This would 
be true regardless of di1Ierences in transportation costs generally, in 
the di!Tcrent territories. A freight classification based on cost-of4 

service principles would group commodities accordin~ to the relative 
costs of transporting them. Generally speaking, if 1t costs more to 
transport one article than another in one territory, it costs more to 
transport the first article than the second in all territories. There are 
doubtless some exceptions to this situation, growing out of differcnce:i 
in products p10duced in one area and those of the same name or des· 
cription produced in another, but the number of instances in which 
this would happen would be very limited. Some regional differences 
in the relative cost of transporting couunodities might arise from 
differences in quantities shipped, methods of handling, and differences 
in equipment used, but these again would be of limited number. ' 

• l'or a eomparatively recent eomment to &hll effect, see Wellmt Trunlc-Lim Cla11 Rater. I~& I. C. C. 
1, 217 (1930). 
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It is because cost-of-service factors are not the· sole considerati~n in 
. classifying freight that such a variety of ratings exists on the same 
· art~clcs in different territories. In fact, many .of the differences. in 
~atmgs probably rest upon nothing more substantial than different 
Ideas of rate-making officials concerning what the commodity should .· 
properly be called upon to pay. On the great majority of articles in.· •. 
the classification there are probably no significant territorial differ~ 
cnccs in _value-of-service characteristics. On other commodities, dif.., · 
f~re:J?-ces m what the traffic ~ill bear m9:y exi~t, and may ~e of su:fficieJ?-t, · 
significance to warrant different ratmgs m one terntory than m · 
another. · · · · · 

'!'here is no convincing reason why a uniform cla~sification for ' 
general application throughout the United States could not be adopted.' 
Such a classification would be desirable in that it would eliminate 
many unjustifiable differences in rates. Any necessary or desirable 
rc{:,.;,onal or local differences in ratings could be published in classi
fication exceptions of limited application in the same way that 
differences within rate territories are now handled. Departures from 
uniform ratings should not be allowed too freely, but should be per• 
,mit ted when adequate reasons for them exist. Such a policyi together 
with the use of commodity rates for special situations, wou d permit 
whatever degree of flexibility is necessary to meet different conditions. 
in the different parts of the country. · 

In recent years, motor-carrier competition has made weight· 
density and other factors affecting the relative cost of transporting _ 
different commodities of more importance, and diffe:t:ences iri the 
value of commodities and other value-of-service considerations· of· \ 
less importance, in the making of rates on l>articular commodities.9 

· · 

The development of motortruck transportatiOn has created a situa-· · 
tion in which it is no longer possible to charge extremely high ;rates _. 
on valuable articles without causing much of the traffic to be diverted 
to private or contract carriers by motor vehicle. Motor-vehicle. _ 
transportation has to some extent destroyed the basis on which much . 
of the traditional classification of freight rested. This situation 
suggests the ne~d fo: a modernizati?n of freight elassifi~atio!!-s with 
more consideratiOn given to the relative costs of transportmg different 
kinds of freight. The esta~~ishment of a u~for~ class~~ation ~ight 
be incidental to such a reVIsion of the classificatlo?s. ,· . · . 

4, ALTERNATIVE PLANS FOR OBTAINING G~EATER UNIFORMITY IN_ CLAsg.. 
RATE LEVELS 

The extent to which unifor~ scales of class rates throughout the 
countzy. would be practicable d~pends largely UJ>.on the exte~t of ' 
regional differences in tr~s:portat10n costs, anq possibly u~on reg~on_al 
differences in the compositiOn of traffic. It lias been pomted out Ul 

·earlier chapters that. the. present ~ifferences. in class-rate !evels are ' 
greater than can be JUStified by differences m transportation costs,· 
nor do they. seem to be justified by differences in the composition of 
traffic. 

, For recoJmition or this condition by the Interstate Commerce Commission, see Trunk· Line Territorv · 
:Motor Carrier Ratu, 24M. C. C. 501,. 614 (1940). , .. 

. .... ' . 
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Three distinct plans couhl be adopted to advance greater unilormity 
in the cld.SS-ratc levels. These are: · 

(1) ·adoption of a single scale of first-dn.ss ratt.•s for applica· 
tion throughout the country,1o 

(2) recognition of rate territories, and the prescription of 
class-rate scales which reflect di1Tcrcnces in average transpor
tation costs and the revenue needs of the carriers in such 
tcnitorics, and 

(3) adoption of a basio scale of class ratrs for application 
throughout the United States, with such exceptions ns may 
be necessary to meet the needs of particular railroads, or of 
particular subareas within the present rate territories, wbrro 
unfavorable transportation conditions and the rcvl'nue nct>U::t 
of the carriers require a highrr level. ' 

A brief discussion of each plan follows. 
Uniform scale of cla!l rates. 

The ado{>tion of a single scale of class rat~s woul<l eliminate at a 
:stroke the mtertenitorial rate problem, so far as class rates nrc con

cerned, since the uniform scale would apply between, as well as 
within, the present rate territories. This policy, however,; would 
ignore regional differences in transportation costs, and raises the 

· fundamental question whether such dillerenct•s in. costs should bo 
recognized in the cJass-rate levels. . 

In support of the contention that differences in transportation 
costs might well be ignored in fixing levels of class rates, the following 
points may be made: First, that the public is interested in tho main to· 
nance of an adequate transportation system, including lines in thinly 
populated areas or in areas hav.ing high capital and operating costs, 
and that shippers1 regardless of where they may be located, may 
properly be askee1 to help support the entire system. Second, 1t 
may be' further argued that 'dillerences in transportation costs are 
ignored, so far as individual railroads aro concerned, in fixing regional 
rate levels, and also that variations in cost occur on the lines of a 
particular railroad which are often ignored in making rates. , 

. There are practical limitations to the recognition of diffcrenres in 
cost on the different parts of a single railway, although it is not un· 
common for railroads to maintain higher or lower rates in some areas 
than in others, or to maintain branch-line differentials on high-cost 
branch lines. ~Disregard of differences in individual railroad costs 
within a region is largely brought about by competition between 
carriers. Competition does not apply with equal force to bring about 
the disregard of regional differences in transportation costs. It is 
interesting to note, however, that if the railroads of tho United States 
·were differently grouped, with Eastern systems operating lines in the 
South~ and Southern railroads operating more cxten·sivcly in Eastern 
Territory, and with 'Vestem railroads penetrating Eastern and 
Southern Tenitories more extensively, or Southern and Eastern roads 
penetrating 'Vestem Tenitory more extensively1 it is quite likely that 
the force of carrier and market competition would have brought about 
substantial equalization of rate levels. The tendency for the Chica.go, 
Indianapolis & Louisville Railway, which is controlled by the Louis· 

• Wbere the term! "unlfonn aeale," "slrude ~eale," or ''baste aesle,. are oiled bel'f!ln, It ehould be nnt!nr· 
stood that a aeale of fl.rst-cl8811 rates 11 meant, wltb ratea on the othllr eiM!M'II l'f!latM thereto on a unHonn 
pereent8We basta. This, however, would 110t preclude aeparate Jevela and relatlonshlpa of carload and leoo 
carload rates. 
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· vi~e ~ Nashville Railroad and the Southern Railway, and. for the.- . 
· Illin?IS 9entral Railroad, which ~perates in both Southern .and Official -
Terntones, to. make rates on some commodities from the South to 
Central.Territory on the Central Temtory level, or_close thereto, has,_ 
been pomted out elsewhere.U This policy on the part of the two r~il
roads has forced other.carriers to acquiesce in such rates to the same area, 
whi~h is known as "Triangle Territory," or "Controlled Territory." 
- Smce competitive influences have not fo'rced the carriers· to disregard ' 

--regional differences in transportation costs to the same eX.tent that it · 
has forc~d them to disregard costs within regions it is possible to 
recognize the regional differences in cost and to see that they- ar~. 
reflected in the rate levels .• It is not possible to the same extent to 
vary rates on individual railroads within regions according to the 
costs of the individual railroad. - · · - · · 

From a purely economic standpoint it is desirable, as a general ·, 
principle, to recognize regional differences in transportation costs when . 
such differences are substantial. The contrary policy would operate.· 
somewhat as a subsidy to shippers in the regions having high-cost,~. 
transportation at the expense of shippers in low-cost-transportation~
regions. Recognition of differences in regional transportation .costs .. 1 

would minimize this burdening of shippers in areas having low trans-. 
portation costs and favoring of shippers in areas having high transpor- · · · 
tation costs. Recognition of regional differences in transportation -
cost would facilitate the location of industries where_ total production · 
costs, including transportation costs, are lowest. It would discourage· 
the location of industries in areas having high-cost transportation. 
unless other advantages outweighed. the higher transportation ·costs · · 
involved and so made location in the area economically s~und .. _- . · · 

A second reason, however, for recognizing the higher transportati()n.
costs in some areas is the necessity of supporting the railroads in those 
areas. If these railroads are parts of a larger sy~tem, _operating inr 
more favorable areas also, this problem may not be urgent~ but when 
the railroads in the high-cost region are independent of other roads the.· 
problem of supporting th~ must· be met ,someho:w. If the railro~ds 
were operated as one big system, whether under pnvate or government: 
ownership, the difficulty of supporting all parts of the railroad system: 

, would not be encountered, since revenues as a whole could be adjusted . 
to expenses, even if some portions of. the system were operated at a· . 
loss; Although it should not be assumed that the fiXing of rate levels . 
on a recional basis guarantees the support of all the necessary railroads ·
in a region, since variations in costs. and revE:m~e ~E'~ds wit~in .a region · . · 
will still result in verJ: unequal.earnmgs to the mdiVIdual ra~oa9-s, ~he · 
establishment of a uniform basis throughout the country, disregarding .. 
regional differences in cost, would tend to aggravate- the so-called 
weak-and-strong-road problem. · _. . . __ 
. Although the principal objection to the ado~tio~ of a si?gle scale.of' -
class rates for application throu~hout the C?ountry IS that It w:ould diS-_ 
regard differences in tra:r:sportat10n co~ts, It should be_recogruzed that 
the regional differences m .tr11;nspor.tat10n ~osts are not great, ~nd are 
less than the differences Within reg~ons which are now largely Ignored 
in fixing class-rate levels. It follows that the adoption of a uniform 
class-rate scale would be by no means a radical step. It would, bow
ever, as suggested above, tend to aggravate the so.:.called weak-and
·strong-road problem. • - , -· 

u See p. 178, supra. 
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Just how great the revrnuo t'ffects on the cnrrit>rs of t'qunlit.ntiun or 
ratt' levels would he, 1\·ould depend to a considerable rxtPnt upon how 
far the poli!'Y of equalization ~as carried. If l'qnalization was con .. 
fined to traffic movmg on cla.ssit1cation or rX<.'t'ption~ rntin~s it would, 
according to a ft'cent rstimate, have nn t'ffect on only approximatrly 15 
percent of the carload traffic, representing about 22 pen·t•nt of tho 
revt'nues from carload frei~ht, e."'tct'pt ns a rrduction of dnss ratrs 
resulted in the cancelation or modification of cornmoditv ratf's. 12 

If the policy of equalization were e."'ttendl•c.l to nll traffic, tho· r!Tect ora 
the revenues of individual carriers would bo much grcatrr. , 
· The establishment of a single scale of class rat('S would be more 
practicable if adequate methods of dealing with the weak-and-strong .. 
road problrm had previously bern incorporated into our J"('gulatory 
system. The consolidation of railroads in to fewer eyst.ems would make 
Jrss t'Xtrcme the individual railroad differences in cost. A more work· 
able recapture ,clause than the one in effect from 1920 to 1933, or such 
ntcasures ns the poolin~ of a portion of the receipts of strongrr lines for 
the use of the weaker lines, or more extensive use of sE-ction 15 (6) of 
the Intrntate Commerce Act, which authorizes tho division of joint 
rates to some extent on the basis of thn revenue needs of the cnm('rs 
concerned, could be used to relieve the weak-and-strong-road problem 
and might make more feasible the ,adoption of a single scale of class 
rates. , 

·In connection with the proposnl to establish a uniform lcvrl of class 
rates mention should be made of the fact that the present class rate 
stntcture in Official Territory is designed to move much more traffic 
than the class-rate structures of the South and 'Vest where commodity 
rates have been more freguently provided for traffic that moves in 
volume. This difference m the class-rate structures of the various 
territories has frequently been mentioned by the Interstate Commerce 
Commission. See Southern (Jlasl Rate Investigation, 109 I. C. C. 300, 
~03 (1926); Eastern Class Rate Investigation, 164 I. C. C. 314, 391 

. (1930); State of Alabama v. New York Central R. R. Co., 235 I. C. C. 
255, 265-266 (1939). The differences in the functions of class rates 
in the past in the different territories should not be a bar to the attain· 
ment of greater uniformity in class-rate levels. If a uniform scale 
were adopted approaching Southern or 'Vestem levels, it is possible 
that many commodities now moving on class rates in Official T('rritory 
would haTe to be _given commodity rates. On the other hand, if the 
Official Territory level of class rates were extended to the rest of the 
country, many commodities in Southern and 'Yestem Territories 
now moving on commodity rates would logically find a place in the 
class-rate structure. In either case, the changes in rate levels on many 
commodities would not be nearly as great as might, at first glance, 
appear to follow from the adoption of a tmifonn class-rate level. 
Recognition of rate territories uith rate let•els based on regional differ· 

ences in costs. 
Under this plan se.parate rate territories would be recognized. 

The$e could be existing territories, modifications thereof, or entirely 
different territories than those now recognized. Rate levels would 
reflect differences in transportation costs or in the revenue needs of 

u·na."!ert mti!Xhiblt No. 228, CJa.q• Rate, J:.tcoeptlons, and Commodity Rate TrAtrie, lntroouerd In I. 0. 0, 
Docke& 28300. 
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the ~arriers in the various territories. In order to place .rates on 
partiCular articles on a basis which reflected the territorial differences 

, in cost, a uniform classification would have to be adopted and the 
progression of the first-class scales, and the relationship of rates ori 
the lower classes to first class, would need to be brought into harmony·. 
in tho different rate territories. , · · . . ' · 

The extent to which different levels would be required in .the differ
ent territories would depend upon the regional differences in trans..: 
portation costs and possibly upon differences in the composition of 
traffic. The extent to which there are regional differences in trans
portation costs,.according to best available estimates, has been pointed 
out earlier. It will be recalled that the differences between average· 
transportation costs in the South and in Eastern Territory are slight, 
but that \Vcstern Territory costs tend to run somewhat higher.13 

By themselves, these differences in cost would warrant only small 
differences in class-rate levels. , Some consideration, however, might 
have to be given to differences in the composition of traffic, since; as . 
has been pointed out previously, the same leyel 'of class rates will 
produce different amounts of revenue on two railroads with identical. 
costs, or in two regions with the same ~verage costs, depending upon 
the relative amount of high-grade a:Q.d low-~ade traffic, unless ·.the 
differences in rates on the different commodities and Classes of. freight 
should happen to conform strictly to the differences in the cost of 
transporting them. It was found in chapter X that there did not seem. 
to be any substantial differences in composition of 'traffic ·in Eastern 
District, Southern Region, and \Vestern District when classi.fted into 
groups according to the United States average revenues per ton-niile, 
or accordin~ to regional average revenues per ton-mile. On the other. · 
hand, it might be that, taking class traffic by itself, th~ l?roportions 
moving in the higher and low~r classes Jjllight differ considerably in 
the different territories~14 The extent to which these .differences 

JJ See ch. IX, pp. 259-261, · . 
u According to the less-carload tramo survey made by the Association of American Rallroads covering 

all less-carload trafflc which moved during the week or Septemoor 8 to 14, 11139, the proportions of tot~l 
lntraterrltorlal less-carload traffic moving on class rates were distributed among the various ratings (in 
percent of tlrst class) as follows: \ ~ 

· Percent of total pounds 
Ratings 

omclal Southern Western 

-
100 or over...... .. • . • •• . • ... •. • ... .• • .• • . • • • • . ••. 13. 11 4. 39 12.68 
85 to but not Including 100....... ••. . •.•... .... •. 14.37 1~. 90 14.40 
70 to but not Including 85 ... • ........... -- ... • .. •• 24

15
.· 8
79
1 1

1
5
3

.· ~ 25.86 
55 to but not Including 70 ................... ···••· .,.. 35.68 
50 to but not Including 65... .• . . . . •. • . .... . .•• • •• 2~.· ~67 5. 85 , 52.· 9235 . 
40 to but not lncludine: 50 .................... ···-· 22

1 
.. 
0
68
2 

" 
37.5 to but not Including 40......... ............... 00.03 0.01 
35 to but not Including 37.5.'. .................... • oooo:g3g 13.65 1. 22 
32 5 to but not including 35.. ...... ...... ......... 0. 05 0. 06 
21:5 to but not Including 32.5...... ........... ...... 00. li 2. 21 '1. 70 
22.5tobutnotlncludlng27.5..................... 00.17 3.19 0.18 
Under 22.5 ....................................... 

1 
___ oo_.o_1_

1 
____ 2_.3_9-l--- 0.12 

TotaL....................................... 100.00 ' 100.00 99.99 

It b demonstrated mathematlcolly that, with these differences in the distribution of the traffic among 
tb can ie us ratings In the different territories, the level of first-class rates in the South would have to be 

6 var 0 b · h r than ln the East to produce tho same average revenue from less-carload traJfic 
~bout 1

18 vgr~n~nJglnethe West the level of first-class rates could be about 4 percent lower than the Eastern 
f},r a g ;en t~ 8ame avemge revenue ror a given haul. (Based on adaptation or forumla of Dr. Edwards 
1 ~~t uce t ~f Ford K Edwards in reply to the criticisms of exhibits introduced by hlm1 p. 118). It 
~ ld ~nen membered however that if the levels of tlrst-class rates had not been so much nigher in the 
~o~~h th:~ein the East. the ratin'gs, in the Soutb on ma.ny articles would have been higher, · , 
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mi~ht require or make expedient differcn<'rs in tho lovrls of clns.i mtrs 
in the. different territories is uncrrtain. The door shoul\1 not be closed 
to such considerations in determining a proper levl'l of first-class rntl'S. 
There is danger; however, in adjusting class-rate hwcls up or down 
because of a difference in the proportions of the high-rated and low
rated class trnffic in differrnt territories. One danger arises from the 
fact that articles moving on low class rates in one territory may move 
on commodity rates in another, thus distorting any comparison based 
on class traffic alone. Another difficulty with varying the level of 
first--class rates because of differences in tho proportion of low-grade 
traffic arisrs from the fact that it may start a chain of rate readjust
ments. The larger the proportion of the traffic in. the lower classes, 
the higher must be the levd of fll'st-class rates to yield a certain aver• 
age revenue, but the hi~hcr the level of first-class rates, tho lower must 
be the ratings on ccrtam articles in order that they may move. 

The proposal to reco~ze existing class-rate territories, but to 
bring about as great a ac{n'ee of unitormity in the class-rate levels 
as would be consistent W1th transportation costs and the revenue 
needs of the carriers, would result in bringing the levels of class rates 

· · much nearer together than they are at present. This would certainly 
be the case if the d.ifier~nces in levels reflected onlr. differences in 
cost. Rate levels so determined, however, might poss1bly be modified 
by consideration of di.f!erences in the composition of traffic as a 
whole, or of di.f!erences in the class-rate traffic. To the extent. that 
clifferent levels of class rates were maintained in the di.f!crcnt terri· 
tories, even though those differences were small1 there would be an 
interterritorial rate problem; that is, the problem of constructing 
rates from one territory to another. The normal and proper basis 
f~r constructing such rates would be on a blended basis. 
Basic scale of cla81 rates with apecial treatment of high-cost area.,, 

The third method of bringing' about such approach to uniformity 
in class-rate levels as may be practicable would be through the 
adoption of a basic scale for application throughout the country 
generally, but with appropriate exceptions where hi~hcr transporta
tion costs or the revenue needs of the carriers reqmred it. Higher 
rates, where necessary, could be authorized for individual railroads 
or for particular areas. 

There is precedent for special consideration of special areas in 
the present regional rate structures. In Eastern Territory, New 
England has a higher basis of class rates than Eastern Territory 
generally. In fact, New England is subdivided into zone A and 
zone B, and has two levels of class rates, both higher than the basic 
Eastern scale.t4 Zone C in Michigan likewise has a level of class 
rates which is higher than the basic Eastern scale.16 In Southern 
Territory, the peninsula of Florida has been given a higher level of 
rates.l7 "\Vestem Trunk-Line Territory has four levels of class ratcs.11 

In addition to the special treatment of subareas, it is.- a common 
practice to authorize the use of arbitraries on various weak or short 
~ailroads, an~ in some instances on branch lines. \Vithout att~mpt
mg to pass Judgment on whether the treatment of these particular 

• See ch. U, pp. 8-f. 
•· See ch. II, p. 8 . 

• 1'1 See cb. II, p. 11. 
• See eh. n. pp.12-·-12. 
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areas ~s, or is not, justified, it can be seen from the examples that 
t~ere 1s ample precedent for departing from a basic · scal.e '·where 
Circumstances have seemed to require it. . ' · ~ · 1 · · · · · 

The principal argument, on economic grounds, for having a basic 
sc.ale of·cl~ss rates, applicable over as much'ol the country as possible, 
Wlth· speCial treatment of the particularly high-cost areas,· is that it· 
":'ould represent a closer ap:proach to cost-of-service principles than· 
either the prescription of a smgle scale for nation-wide application, or· 
the prescription of rates on a regional basis. It has been shown that 
there are differences in transportation costs in different areas. On 
the other. hand, regionai average costs have ·little meaning unless 
there is some homogeneity in transportation conditions in an arett. 
The present rate territories are large; the transportation costs . of
individual railroads within the regions vary widely, with no marked 
concentration about the regional average; and operating and traffic 
conditions within each territory are widely divergent. Under the 
circumstances there is no great merit in attempting to 'adjust clas~.:.: 
rate levels to differences in territorial average costs. The controversy.· 
over whether the Pocahontas lines should be considered by themselves, · 
or in Southern Territory, where they have been placed by the Inter· 
state Commerce Commission for statistical purposes, or in Official 
Territory;- where· they are for rate-making purposes, ·illustrates the ~ 
artificiality of the regional averages. Transportation costs· on the · 
Pocahontas lines are very low. The inclusion of these lines in the · 
Eastern District lowers Eastern Territory costs. . Their inclusion. in 
Southern Territory reduces the Southern average costs. The ques- · 
tion might well be asked why other railroads in Eastern Territory OI_" . 
in Southern Territory should have their rates affected by _whether the ' 
Pocahontas lines are placed in Eastern Territory~ Southern Territory~ 
or ~onsidered by them~elves. In the sam~ way it m!ght b~ · aske~ . 
whether· the rate level m ·the South should be made higher br lower, .· 
depending on whether Kentucky is excluded or included in' Southern 
Territory., The merit of the third method of adjusting class-rate 
levels is that it attempts· to· make rate leve1s ·uniform where costs. ' 
are substantially the same, but recognizes higher transportation costs . 
where they actually exist, instead of adjusting rates· to average _costs/ 
over wide areas havin~ unlike transportation conditions.. . .. . · · 

There are certain difficulties with attempting to have a basic scale' 
with exceptions where hi~her operatmg costs or the revenue needs of ' 
the carriers requir~ it .. C'?mpetition betw~en railroads .has b~e~ ~~ 
important factor m bnngmg . about equal1ty of rate levels w1thiri 
reO'ions and would limit the possibilities ·of. special provision fo:r 
p~ticular railways or p~rtic.ular a~eas with.in the pre~ent rate terri- · 
tories. Attempt~ to. mamtam a higher bas1s of ra~es m sub-~eas of. 
existinO' rate terntories would also be strongly resiSt~d by shippers. 
·on ma~w commodities, ~urt~ermore, .. the force of mark~t co~p~tition 
would prevent the apphcation of hi~her scales .or arb1t~ar1es m the· 
high-cost areas, or on particular railroa4s.. Altho?gh ;t would be 
sensible for the railroads to forego collectiOn of arb1trarws on traffic 
that would not, because of market competit~on o_r for some other. 
reason, stand the higher rates, the resultl~g· s1tuati?I?- would. be one 
in which the attempts to meet the fin~nc1al n.ecess1t1es of h1gh-cost 
roads by special rate levels had proved u::p.p:r:act1~able. -· 
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CONCLUSION . . 
The forrgoing discussion of methods of bringing about uniConnity in 

dass-rate lcvd~,. or such approach to uniformity u.s is ft'nsiblt', is for 
the purpose of making clear the possible ways of dealing with tho 
problem, and also for tho purpose of indicating tho nature of tho 
difficulties that would be rncountered. ll Con~rcs:s is of tho opinion 
that it is desirable, in the public interest, to establish a uniform 
freight classification, and to make levcl9 of class rates on as nearly 
a uniform basis as is consistent with transportation costs and the 
revenue nced:5 of tho carriers1 it would be a.Ppropriate for it so to 
declare."' Tho extent to which uniformity m freight classification 
and uniformity in tho class-rate scales in the various territories can 
bo brought about, however, and the method::~ which may bl•st be 
emplo1.ed to accomplish that end, are questions which can hl~st be 
left w1th the Interstate Commerce Commission as the body on which 
is placed the responsibility for determining whether rates subjrct to 
its jurisdiction are just, reasonable, and otherwise lawful under tho 
provisions of the Interstate Commerce Act. It might be pointed 
out in passing that if present class-rato lcvrls and rclntionships 
meet the test of reasonableness under tho present Act and aro in all 
respects lawful, it does not follow that all other levels or relationships 
woUld be unlawful. It would be easier for tho Commission to bring 
about a revision of the rate structure if it had a mandate from Con
gress to bring about uniformity to the extent that it is practicable. 

It is important; however that any adjustments in rates be brou~ht 
about through the established agencies of control. Direct lrgislat1ve 
prescription of rates is fraught with many difficulties and should be 
avoided. It is entirely fittmg, however, and consistent wiU1 tradi· 

· tional methods of re~lation, that Congress declare what policies it 
· wisbes to be observed in the regulation of carriers. . · 

,Aside from the general provisions of the act that rates must he just · 
and reasonablei and not unduly preferentin.l or prejudicial, there is 
nothing in the nterstate Commerce Act that expresses definitely any 
congressional policy regarding regional differences in rate levels anil 
the structure of interterritoriil rates. It is true that section 3 (1) of 
the Interstate Commerce Act was amended in 1940 to include any 
region, district, or territory within the scope of the prohibition against 
undueJreference and prejudice. This amendment r£'cognizcs that 
re~on differences in rate levels may possibly be discriminatory, but 
it lS doubtful whether it changes the substance of the Jaw. 

:Mention should be made also of section 5 (b) of the Transportation 
· Act of 1940. This section provides that: 

The Interstate Commerce Commission lit authorized and directed to Institute 
an inveatigation into the rates on manufactured products, agricultural commodi· 
ties, and raw materials, between points fn one classification territory and points 
fn another zueh territory, and into like rates within any of such territories, main
tained by eomrnon carriers by rall or water subject to part I of the Interstate 
Commerce Act, aa amended, for the purpose of determining whether Bald rate~ 
are unjust and unreasonable or unlawful in any other respect in and of themselves 
or in their relation to each other, and to enter such orders aa may be appropriate 
for the removal of any unlawfulness which may be found to exist: Provided, That 
the Commission in its discretion may confine its investigati6n to such manufac· 
tured products, agricultural commodities, and raw materials, and the rates thereon 
as! shippers may specifically request be included in such investigation. 

• See footnote 20, p. 333,ror further commentortbe director orthutudJ u to appropriate leJrlslatlveactloo, 
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~his provision of the act clearly authorizes and .directs ~ investiga·. · 
bon of interterritorial and intra territorial rates, but does not set. up . 
any new standards of lavrfulness, nqr declare any policy with respect· 
to the structure of such rates. · · 

Because of the absence of any declaration of policy relating to inter.: . 
territorial rates in the present act, it would be appropriate for the 

· Congress to declare by joint resolution or by amendment to the Inter· 
state Commerce Act, that it is in the interest of a proper development 
of all parts of the country in accordance with their natural advan
tages, and "ithout such artificial handicaps or preferences as result 
from unjustifiable rate differences, that a uniform clRSsification of ' 
freight be established for Nation-wide application, but with apprO.: 
priate provision for exceptions where differences are clearly justified, . 
and that levels of. class rates be made as nearly uniform throughout. 
the United States· as is consistent with differences in transportation 
costs and· the revenue needs of the carriers, and to direct the Inter· 
state Commerce Commission to take such steps as may be found nee• 
essary or appropriate to effectuate this policy.20 Such a declaration 
of policy and directive to the Commission would recognize the tradi
tional functions of the Congress and of the Interstate Commerce Com
mission, respectively, in the regulation of transportation agencies. · -

In connection with the establishment of a unifmm freight clas.sifi· 
cation and such uniformity in class-rate scales as is consistent with .. 
transportation costs and· the revenue needs of the carriers, an effort 
should be made to bring as many of the present classification excep- ~ 
tions ratings into the classification proper as is possible .. It h~s been , 
previously indicated that more traffic moves on exceptions ratings : 
than on the regular classification ratings.21 This fact indicates that · 
to a considcrab[e extent the present freight classifications are obsolete. 
Tl1ere is a tendency in some quarters to regard the classification .ratings 
and resulting rates on particular articles as a ceiling of rates, and, to 
accept the .fact that if th~re is a~y substantial mo.vement of an article 
it will bP. ~1ven 8.? exceptions ~atmg mo:e ap_Propnate than ~e t·e~ar. · 
classification ratmg. The freight classJficatiOn should provide ratmgs 
that are appropriate for'the movement of traffic generally. . · 

· D. CoMMODITY-RATE LEVELS AND RELATIONSHIPs ·• 

It has been suggested that a uniform classification of freight be 
adopted, and that .class-rate sca~cs sho~ld be ~ade as nearly .uniform 
throughout the Uruted States as 1S consiStent With transportation costs 
and the revenue needs of the carriers. The question arises as to 
whether commodity rates also should be made more nearly/ uniform. 

Commodity-rate structur~s, as noted· elsewhere, are construct~d on 
varying b~ses. Some a1 e bed to the class rates; others are buil~ on 
distance scales unre)ated ~o. class rat~; ~d kome are cha~actenz~d 
by extensive grouping of or1g1I1S, or destmat10ns, or both. Differential 

» The report submitted to the Board by the director or the study.IX!nf.l>ined language at this point to e:a:~ 
re.'lS the view that the appropriate steps to be taken by tlte CoiDJ?11SSIOn, and the pr<!ce?ure to be adopted 

~ It In carrying out the directive or Congre.'lS shonld be det~muned by ihe ,CommJssJo~ •. and 1.hat Con· i'ess should not attPmpt to deal with such mat~rs. by legis.!at.JOn~ It Is the dJrector:s C?PIDJon that l~sla.
g. h ld be avoided which would place restrictions or limitations on the CommJSSJon In determining, 
~~~.; ~~rits, the eoctent to which unifonnity is practica!"le and CC?nsistent with other provi~ons of the act1 

· d termiDing the rate readjustments most appropnl\te to bnng about greater umforonty; nor shoula 
r:l!~~lat!on be enacted which might prevent the ready adjustment or rates to changed condli;ions. . 

t1 See p. 48, supra. · 
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rcl~tionships a_nd. other competitive adjustments frequently charac· 
· tenze commod1ty-rate structures. . 
· U should be recognized that many commodities moving on com
modity rates are low-grade commodities and move relativdy short. 
distances. There is no necessity for national, or even~regiona.I,·uni
formity on commodities, the- movement of which is highly localized. 
Rates on such commodities may be made with a closer adJustment to 
local tra.nsporta.tion costs than is practicable with class rates. ~!oro 
recognition can be given also to !Special conditions of demand which 
may justify higher rates or require lower rates than apply in other 
areas •. An example of a situation of this sort is provided in flay Rate~ 
within lrutern l.Jiatricl, 195 ·1. C. C. 4tH, 476-477 (1933), wlu're tho 
Commission refused to prescribe a uniform basis of rates on hay in 
lVcstem District because the movement was localized, and the rates 
had been adjusted t~ '!a.rying local conditions. . 
.. On othel' commodit1cs which move on commod1ty rates, however, 
regional ot even Nation-wide uniformity in rate levels may be desirable. 
In Lit·estock-lrestern District Rate1, 176 I. C. C. 1, 11 (1931), the 
Interstate Commerce Commission said: "Greater occasion !or uni
formity in rates and regulations exists in case of a commodity which 
• • • is shipped in considerable volumo from every part of a vast 
territory, than m the case of commodities the movement of which is 
largely localized," and. in State oj .Alahama v. New York Centralll. R. 
Co., 235 I. C. C. 255, 319 (1939), the Commission said: "'rho dcsira4 
bility of rate structures providing reasonably uniform levels of rates 
from adjacent producing sections of the country to common markets 
is not open to serious question." .The extent to which uniformity 
may properl1 be attained, however, should rest primarily on the 
~tent to wh1ch transportation costs, and other conditions which may 
properly ail'ect rate levels, are uniform, although some leeway may be 
desU'lloble to permit the carriers to meet competitive situations, if such 
adjustments are held within reasonable limits. On such commodities 
,uniiormity in rate levels to the extent that it is justified by transporta4 
tion costs is as important as in the case of class rates. 
·The movement of many commodities which aro commonl,y charged 

commodity rates is from a limited number of origins to a lim1tcd num .. 
her of destinations. The rates on such commodities can be adjusted 
to the cost of specific movements without reference to differences in 
regional avera~e costs. On such commodities also, specific dilfercn
tial relationships which have resulted from competitive forces are 
common. Although it is doubtful whether the Commission should be 
governed by such competitive conditions in the prescription of maxi
mum reasonable rates, it may not be contrary to the public interest to 
permit voluntary competitive adjustments, as has been done in tbe 
past if they are kept within reasonable bounds • 
. The extent, then, to which uniformity in commodity-rate levels 

is desirable depends upon the conditions and circumstances surround
ing the production, marketing, and movement of the commodity in 
question. Since such conditions vary greatly with different com· 
modities, and since a rate adjustment suitable for one commodity 
may not be suitable for another, it is particularly. fitting that the 
structures be dealt with individually, and that administrative discre
tion be allowed the Commission in handling such adjustments rather 
than that there be an attempt to force commodity rates into a single 
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pattern, or to require uniformity in levels, where either rost-of-service· 
or what-the-traffic-will-bear considerations may justify differences in 
levels. .. · ·.:, , . , . ·" · ; . ; r /, ,, • : , .1 ~. • , 

· It s~ould be x;toted that many of the existing commodity-rate struc
t~es m the Uruted States that liave been prescribed by the Commis-· 
ston have be~n the 1esult of comprehensive p10ceedings ~volving such 
rates over wtde areas. Some of these cases resulted from the Hoch
Smith resolution of 1925, which required a thorough investigation· of· 
rate structures. Although the Commission found that these investi
~ations developed unwieldy records because of the wide scope of the 
mvestigations and so discontinued further investigations of this nature 
it is difficult to see how consistent commodity-rate structures can b~ 
brought about without occasional investigations of very broad scope. 
The experience of the Commission with the Hoch-Smith cases, how
ever, should make it clear that any attempt to revise the commodity
rate structure as a result of investigations that are not limited to' 
specific C?.mmo~ities or gf?UPS of commodities would be too unwieldy 
for effectrve actwn. Section 5 (b) of the Transportation Act Qf 1940, 
previously described, might well become the basis for instituting1 a 
series of mvestigations of intraterritorial and interterritorial rates on 
specific commodities now moving to a large extent on commodity rates. 

The foregoing conclusions relate to the rates on commodities which 
move almost entirely on commodity rates, and which are characteriZed · 
by systematic commodity-rate structures. Mention should be made, 
however, of point:to-point commodity rates which are, not a part. of a 
consistent rate structure; but which are designed to take care of some .· 
special situation. Commodity rates of this kind are the means by .· 

' which the rigidity of th~ class-rate st!llcture, or of some commoffi.ty~ ' 
rate structures; lS modified for pattlcular movements. . There lS a 
place for commodity rates of this nature in the rate structure, .but 
care should- be observed to prevent them from destroying the ad-. 
vantages gained from greater con~~ency an~ approach to Uniformity . 
in class rates, or from a systematic_ commodity-rate s~ruct~e.. · 

, E. CoNcLusioNs 

The salient conclusions ;reached as a result of the analy~ in t1:Us 
chapter may now be summarized as follows: · . . . . 

First, the interterritorial freight-rate problem cannot be dealt· 
with satisfactorily by piecemeal . adju~t~ents of. rates Oil:, pa~ticular. 
articles either as a result of negotiatiOns between shippers and 
carrier; or as a result of individual cases of limited scope brought 
before the Interstate Commerce Commission. There is need for a 
reexamination of the structure of interterritorial rates in proceedings 
which are broad eno~gh to get. at the. unded~g. source <?f the diffi
culties namely the differences m the mtratertJ,tortal rate levels. 

Seco'nd the 'destination-level basis of constructing interterritorial 
rates is n~t sound as a gene:al princ}pl~ of ra~e making, and does not 
provide a solution of the mterterritonal fretght-rate problem. Al
though there are special con4itions under whicp.. the use of t~e desti
nation-level basis of eonstructmg rates from a higher-rated to a lower
rated territory may n,ot be <?bjectionable, ~his method of conl?tructing 
rates disregards differences m transportatiOn cost ft!!d for. this r_eason 
it frequently gives an unwarranted preference to shippers m a higher-
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rated territory when they are shipping to points in a lowor-ratod 
territory, and .imposes an unwarranted rate burden on shippers in a 
lower-rated territory when they sb.ip to points in a higher-rated terri· 
. tory. The destination.•lovt>l theory of rate making rl'prcscnts an 
effort to solve the interterritorial frc1ght-rate problem without facing 
the problem· of intraterritorial levels whi"h are the cause of the 
difficulty. . 

, Third1 both the ado{>tion of a uniform freight classification and 
the estaDlishment of uniform scales of class rates would be necessary 
if complete uniformity in the levels of class ratt•s were to be attained. 
The rsta.bUshment of a uniform classification of freight alone, or the 
establishment of uniform scales of class rates without uniformity in 
classification, would increase the territorial differences in tho rate 
levels on many articles. · 

Fourth, in the interest of ~romoting the development ol all parts of 
the country in accordance Wlth their natural advantages, and without 
such artificia.l ha.ndic&{>S or preferences as result from unjustifiable 
rate differences it is desuahle that a uniform classification of freight be 
established for Nation-wide ~pplication, but with apP-ropriate pro
Tision for exceptions where dillerences are clearly justified, and that 

· levels of class rates be made as nearly uniform throu~hout the United 
States as is consistent with differences in trn.nsportat1on costs and the 
revenue needs· of the carriers. 

Fi!t~, if the Con~ess is of the OJ!inion tha~ it i~ dcsirab~e, in the 
pubhe mterest, to brmg about a uniionn classification of freight, and 
to establish class-rate scales. on as nearly a uniform basis throughout 
the cotmtry as is consistent with transportation costs and the revenue 
needs of the carriers, it would be appropriate for it so to declare and 
to direct the Commission to take such steps as maybe found necessary, 
or appropriate to carry out that policy.22 

• 

Sixth, the extent to which clas~rate levels and structures in the 
various rate territories can be brought together and the methods . 
which may best be employed to' accomplish that end, are questions 
which can best be left to the Interstate Commerce Commission as tho 
body o:n which is placed the responsibility for detennining whether 
rates subject to its jurisdiction are just, reasonable, and otherwise 
la.wfu] under the provisions of the Interstate Commerce Act. 

Seventh, commodity rates on commodities the movement of which 
is largely local can be adjusted to local conditions of cost and value of 
service, and Nation-wide or regional unilonnity is not required, but 
on other commodities, particularly those shipped from a large number 
of points or over wide areas, unifonnity is desirable to the extent that 
it is consistent with differences in transportation costs and the revenue 
needs of the carriers. Commodity-rate structures, therefore, should be 
dealt with individually as a result of comprehensive investigations 
by the Interstate Commerce Commission on a commodity basis. 

• See p. 333, footnote 20. 



RECOMMENDATIONS OF THE BOARD -

The report suggest~ three plans for bringing about such uniformity. 
in class-rate levels as may be justified. The Board recommends that 
part I of the Interstate Commerce Act be amended by adding-·\ · 

(1) A declaration that it is in the interest of a proper development , 
-of the count:ry as a whole that there should be established a uniform 
cla~sification of freight and a uniform scale of class rates, for applica·. 
tion in interstate commerce throughout the United States, except 
where departures from uniformity may be clearly shown to be required; 

(2) A direction to the Interstate Commerce Commission to admin· 
ister and enforce the provisions of the Interstate Commerce Act with 
a view to carrying out the declaration referred to above; . 

(3) Appropriate provisions authorizing and directing the Interstate 
Comm~rce Commission- · . . . - · 

(a) To prepare and make public, by such procedure~ as it deems 
advisable, within 9 months from the effective date of this amendment, 
a proposed uniform classification of freight and a proposed uniform 
scale of class rates, to apply locally and jointly for transportation by 
railroad of carload and less-carload traffic throughout the United 
States; ' - · 1 

(b) To enter upon hearings, within 3 months thereafter, conce:fning 
the lawfulness of such proposed classification and rates, and any other 
-proposed uniform classification and uniform class rates that the carriers ~ 
-or other interested parties may reasonably submit for consideration; 
together with any exceptions or modific~tions that may be proposed; · 

(c) To issue, after full hearings, an order or orders, to become effec- · 
tive not later than 2 years fron;t the commencement. of the hearings 
rcquirin(J' the establishment of such uniform classification and uniform 
scale of~lass .rates as it may find to be just, reasonable, and lawful,. 
and in conformity with the act as thus. amended, with only such excep· 
tions as in particular instances may be shown to be necessary to c9r· 
rcct inequitable conditions, or provide adequate tran~portatio!l .serv· 
ice in particular areas, or adequate revenues for partiCular railroads. 

Respectfully submitted. · , 

WAsHINGTON, D. C., September 24-, 191,.3. • 

·90454--43----2a 

RoBERT E. WEBB. 
c. E. CHILDE • 

337 



. ' \ ' 
) 

SEPARATE STATEMENT OF NELSON LEE ~1\UTH 
\ 1 ' 

I 

Wben the Board filed its summary report o.D, this subject,· March 30, ." · 
1943, the majority made a recommendation of legislative action in 
which I did not then join and with which I do not now concur. At that-. 
time I expressed agreement with much of the underlying staff analysis ·· 
but was unable to accept ~he concl~sions as then stat~d for purposes of ' 
the summary report. W1th the fihng of the Board's complete report;. · · 
it is possible to indicate more specifically the differences between 'my~: 
conclusions and those of the ~ajority and to devel~p more- fully the 
reasons why I do not agree w1th the recommendation made by the· 
Board. · . . · · . · 

FUNCTION OF RESEARCH 
, . ... •' ' 

. Interterritorial freight rates have become a controversial ·public 
question which is national in scope. Many of the issues, however, are 
such aa to naturally encourage cleavages along sectional lines; many 
of the pertinent facts are of a technical nature, and therefore are not 
easy to determine and apP.raise. . . · · · . : · · 

In a situation of this character economic research can perform a. 
useful function.· The facts and issues· can be set forth objectiv.ely. 
They . can be interpreted from the broad viewpoint of the national . 
welfare, rather than in accordance with the advancement of parti~ular: '
interests. Sound objectives. of public policy can be developed in. -
proper perspective. The merits of proposed .solutions can be weighed, 
not as means of furthering predetermined purposes, but in-relation to 
the long-run economic interests of the Nation as a whole .. · - . .· 

To dE'al adequately and realistically with such a ~mplex-- public 
question requires consideration·of ndd~tional factors. , Decision con"\ 
ccrning the extent to which the ideal is in fact attainable, appraisal 
of the economic implications of ~mediate dislocations and attendant 
readjustments, conclusions about the speed with which any'transition .. 
should be attempted, and choice .among available methods of cha:o.ging 
existing conditions to conform more closely to the pattern desired- ·· 
all are essential steps calling for broad judgments. The weight to be 
given data. which may be somewhat inconclusive or conflicting atj10ints 
of major consequence should be taken into account. The administra
tive feasibility of any action contemplated, along with its probable 
consequences, b?th good and bad, should likewise receiv~ co_nsidera
tion. To examme thoroughly all of these consequences 1s, .1t seems 
to me an unavoidable responsibility of ·any- agency advocating' a. 
course' of action based upon the results of its research, 'I ' 

The Board's studies of transportation problems, to be fully useful, 
must include all these considerations, although it is important that 
they not be confused. Tperefor~, in what. follows I s~all deal first 
with the economic analyslS and mterpretat10n of facts m the report 
and later with the legislative reco~endation mad~ by the Boa,rd. 
Since, as indicated in the preface, thlB recommendat10n goes beyond 
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th~ eonclus~ns arriv~ at by the .sta.fl', and since changl'S which have 
been ma.~e m the report. 8..!! subnut~ed by the sta.fl' may altrr the in .. 
terpretation an~ empha.s1~ m some lnlporta.nt respects, I shall discuss 
the report and 1ts concluSions at somewhat greater length than mi"·ht 
otherwise be necessary. 

0 

D1scusstoN or REronT . 
~ I have state4 previo~sly, tli~ Board's repo~t should, in m1 

op1!:uon, help to da.ri!y ccrtam questions o.f fact and economic o.nalys11 
which are fundamental to an understandmg of the problem of inter· 
territorial freight rates. This should be true particularly of the 
c:hapters dealing With existing rate structures and with their economic 
effects. 

ECONOMIC I:J'J'ECTS OJ' J'RJ:IGHT RATES 

It is shown in the report that the railroad rate structurrs of the 
country have evolved from the character of transportation develop· 
mcnt and conditions in the various areAtt. Rf'gional diHcrcncrs m 

, frei~"~'ht rates are viewed on the whole as the result, and not the cause, 
of differences in the stage and character of the economic devdopment 
of the d.ilferent rate territories. The po!lition is taken that frci(l'ht 
rates should not be used as a device to promote any particular '{>att~rn 

· .of industrial development, but that, as a maUer of economic pnnciple, 
they should be adjusted as closely as possible- to transportation costs. 

, . The question whether changes in the levels of freight rates would 
have any effect upon economic activity and devclopml'.nt. is, ol eourso, 

·not the real issue. It is obvious that, in a very _J;eneral sense, any 
environmental chan~e will influence economic actlvlty to some extent; 
the important question is, to what extent. The· report points out that, 
in particular instances freight rates may be a maior, or even a con• 
trolling, consideration in industrial location, but. that in many types 
of enttvrprise freight, rates .are relatively unimportant o.mong the 
numerous factors affecting location. To appraise more exactly the in
fluence of freight rates would require examination of all the inter
related cost and market elements involved in a large number of repre-
sentative situations. -

The report adopts the view that the equalization of freight-rate 
levels, particularly those applying to manufactured articles, would 
create somewhat more favorable conditions for some types of industrial 
development in the South and 'Vest. The staff report expressed the 
jud!!lllent that such equalization would probably affect the locational 
pattern of the manufacturing industries of the country to only a 
limited extent. In view of the many other elements involved and their 
frequently much greater relative importance, it appears that sweeping 
contentions regarding freight-rate handicaps to regional economic de
velopment have often been exaggerated. I fmd in the report no reason 
for believing that differences in rate levels and the structure of inter
territorial freight rates have materially affected the economic develop
ment of the various sections of the country. 

These generalizations regarding the significance of freight rates in 
influencing economic development should not be interpreted as reasons 
for perpetuating any freight rates which may in fact be unjustified. 
·To show that the results of a particular act are relatively unimportant 
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is not to condone action which is wrong in principle. But th~y are 
conclusions which should .. be helpful to dispassionate consideration of 
~he interterritorial freight-rate question from a national viewpoint 
m appraisinf?' proposed solutions, and in selecting appropriate means 
of dealing Wlth the problem. 

. I . 

RELATIVE IMPORTANCE OF VARIOUS RATES. 

Shippers are interested in the relative. levels of the cha:rge~- ~hich 
they_ and their competitors must pay for the transportation of articles 

, between given points, rather than in the technical form of such rates 
or their relationships to general averages of published rates. . . . . 

Unfortunate![ data concerning the relative importance· of these 
various types o rates in the actual movement of the commerce of'the 
country are meager. The best estimates now available, however, indi-, 
cate that about one-fourth of the total carload traffic moves inter
territorially while the remaining three-fourths is intraterritorial;. 
that about 85 percent of the tot8l carload traffic is transported <>n 
commodity rates and only about 15_percent on class rates, although on 
a revenue basis the class-rate traffic accounts for nearly 25 percent 
of carload freight revenues; and that the proportion of the carload 
traffic moving on class rates is much higher in Official Territory than 
within the other rate territories. In the case· of less-than-carload 
traffic, whieh amounts to less than 2 percent of the total tonnage, only 
15 percent is shipp'ed interterritorially, while nearly 80 percent of the. 
total takes c~ass rates and about 20 percent moves under commodity 
rates. · - •;;..-1 

The adequacy of the samples and methods used in developing these· 
estimates may be· <?PC~ to some question. ~ evertheless an approxi..
mation of the relative unportance of the various types of rates m the 
movement of the commerce of the United States should be helpful in 

. considering broadly the freight-rate question as a whole. . 
• Such data necessarily relate to traffic movement under rate relation-

ships as they are, rather than as they perhaps ought to be, and there
fore do not justify the maintenance of. rat~s which may be economi-1 

cally unwarranted. 'Vher~ the questiOn Is, as here, the effects of 
freight rates upon economic development, upon the flow of traffic 
and upon the utilization of the national transportation system~ali 
from the standpoint of the general public interest~the comparative 
avera.gc levels of freight ra~~s as published are important .. And· 
because of the broad competitive aspects of the problem, all rates
intraterritorial and interterritorial, class and commodity rates alike
must be taken into account. / · · 

' 
CLASS-RATE LEVELS 1 

\ 

Comparison of th.e leve~s of intr~ter:itoria~ class ra~es is an ess~ntial 
strp in the analysts of mterterr1tonal freight rates beca~se Inter
territorial class rates generally are the product of blendmg rates 
applicable within each. of ~he areas through which the .traffi.c moves .. 
The study of intraterntor1al class-rate scales and relatiOnships made 
by the staff shows t~at comparisons o.f t~e :first-~lass scales applying 
for ]imited distances m the several terr1tones are madequate, and that 
due allowance should be made for territorial differences i:u classifica-
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~ion ratings and lo! t~o nume~us c."tceptions whi~h apply vario.usl.Y 
m the severaJ·terrltortes. Takmg theso ft1.ctors mto account, 1t JS 

. concluded that the following relatives c.."tprcss the average levels of 
cla.ss rates within the major rate territorirs: Officin)1 100; SouU1cm, 
133; 'Vestem Tnmk-Line, zones I, 11, III, and Iv, 127, 145,160, 
and 183, respectively; and Southwestern, 153. 

His recognized that. with respect to particular commodity descrip
tion~ there are wide variations of class-rato relationships as among 
the several territories. Comparison of the levels of published class 
rates is further complicated bv the fact thnt some nrticll's move 
partly on dnss rates and partly on commodity rates in tho same 
tenitoty or move on class rates in one territory and not in another. 
It has not been feasible to reflect such variatiOns in the indices of 
average published class-rate levels. It is recognized, also, that these 
comparisons of the averages of published cla~s ratrs are not wr.ightf'd 
to reflect the relative importance of particular rates in tho movement 
or the traffic of the country or or the regular class rates ns compared 
with the c."tceptions ratings, under which it is estimated that more 
than two-thirds of the class-rate traffic moves. 

COMMODITY-RAT£ LEVELS . . 
A number of important commodity-rate adjustments-tho pre

'ponderance of which have, like the greater part of the class-rate 
structure, been prescribed or approved by the Interstate Commerce 
Commisston-are analyzed in the report. It is shown that a variety 
of bases have been used in the construction of these rates. Because 

· of the weight given to such factors as market competition and equali· 
zo.tion of competitive opportunity, there is often no discernible rate 
pattern, and even less frequently1s there any consistent relationship 
to transportation costs. 

Generalization regarding the levels of these rates is, therefore, 
difficult. ~fany of the intraterritorial commodity rates which were 
studied are on a somewhat higher level in the South and 'Vest than in 
Official Territory, although the differences are less than those found 
in the case of class rates. There are, however, important commodity 
rates which are lower for competitive reasons in the South than in the 
other territories.' . 

The construction of interterritorial commodity rates sometimes 
reflects a blending of intraterritoriallevels; other methods, however, 
including the destination-level basis, are used. Compctittve factors 
appear to be given greater weight than in the case of the class-rate 
structure. Because of the multiplicity of these rates and the varia· 
tions encountered, it has not been feasible to develop quantitative 
over-all measures of differences in the average levels of published 
commodity rates. · 

J'REIGHT-RATE LEVELS 
• 

· For reasons apparent from the foregoing, it has not been possible 
for the Board to develop general indices of the relative levels of all 
published freight rates. In considering possible rate changes, their 
probable effects upon the movement of traffic and upon the resulting 
revenues of the carriers should be taken into account. Tl1o report 
therefore refers to average rate levels as indicated by thA charges 
actually collected on the tonnage moving. 
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~ Existing statU;tics are not very satisfactory for this pur-Pose. The 
md.ex most co~only_ employed is average revenues per ton-mile 
whiCh, expressed m mills and averaged over the twelve-year period 
1930-1941, compare as follows: Western District 10.49· Southern 
Region, 10.25; Ea~tern District, 10.19; and Pocaho~tas R~gion,· 6.35 .. 
T~e rocahontas hnes ar~ ordinarily grouped for statistical_ purposes. 
With the Southern RegiOn roads to form the Southern District 
-although for rate purposes they are included in Official·Territoey. ~ 

Average revenues per ton-mile are affected by the compositio:n of 
the. traffic and its. loading characteristics and by the length of hauls; . 
which vary considerably: among the several rate territories. As · 
.stated in the report, it is difficult to know how much allowance should
be made for these differences. Furthermore, ton-mile revenue aver
.ages reflect, not only rate levels within the areas in question, but· also 
the divisions of rates on traffic which moves interterritorially. This 
is a particularly important limitation of these indices for, without any 
alteration of the rates published and collected, changes in the division 
-of revenues among carriers participating in interterritorial hauls 
would modify the, territorial average revenues per ton-mile. ·There
f~re, ·although these figure~ are interpreted 'as indica tin~ somewhat 
htgher average rate levels m the West and South than m the East,· 
it is ~ecogmzed that they do not constitute satisfactory measures of 
the dtfJ erences. · , · · · 

Using such data as are available,· attempts to measure such differ..: · 
.ences more accurately have been made, resulting in the folloWing 
relatives as measures of the average freight rate or revenue levels:· 
Eastern District, 100; Southern District, 105.5; and Western District; 
116.6. · The methods used in makin~ these estimates are necessarily'· 
somewhat rough; for example, existmg divisions of carrier reveimes 
.are reflected in these indices. N eve~theless, -they are the. best esti-. 
mates now available of average freight-rate levels throughout- the 
United States-taking class and commodity rates together-as 
weighted by the tonnage moving; therefore their broad im.plicp.tions 
should not be disre~arded.- · · . 

These indices pomt to the probability that the differences in the 
average levels of all rates in the several territories are much less than · 
the differences in the average levels· of class rates, that higher rate 
levels on many commodities in the South and West are accompanied 
by low rates on others, and that the averages are affected to a IJlaterial 
extent by the relative!y large volu.me of traffic moving on such . 
favorable rates. The rmportance of these latter rates-frequently 
-commodity rates-in the traffic and economy of the country is, of 
course, widely recognized. 

These generaliz~tions are not unimportant in an appraisal. of several_ 
aspects of the freight-rate problem, nor should they be disregarded 
in any attempt to take into account the probable results of ~uggested 
rate changes. • 

COST LEVELS . 

The report gives consideration to transportation costs in the several 
territories as developed by the ~nterst.ate Cm:m~1erce ~ommission in 
decided cases and by its staff m vanous studies which have been . 
made. The greatest emphasis is placed on the s~-ca~led Edwards 
study, prepared for purposes of the Class Rate InvestigatiOn now pend-· 

- . 
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ing before the Commission. This is the most rcccnJ and elaborate 
of the studies referred to; it attempts to avoid a common weakness 
of other cost averages by giving weight to the effects of differences 
in the composition of trafiio to the extent. thd they are retlccted in 
the use of different types of equipment. 

Average carload cos~ indic«ls developed in tho Edwards study, 
based on 1939 expenditures and average loads in the several territories 
and taking_ the national avera9~ as 100, are stated as follows: East, 
including New England, 101; .rocahontas, 67; South, 99; and 'Vest, 
110. From these studies it is concluded that average freight service 
costs are slightly lower in the South than in the East, somewhat 
higher in the 'Vest than in the Eastl considerably above the national 
average in New EI1~;land, where c ass and some commodity rates 
are on a generally htgher basis than in Official Territory, and very 
considerably below the national average in the Pocahontas Uegion, 
where Official Territory rates apply generall.r. The report points 
out that variations of avera~o costs among individual railroads within 
regions are greater than vanations in regional average costs1 although 
in each region the costs of the major railroads naturally tenu to cluster 
closely around the regional average. 

Certain criticisms and limitations of the Edwards study are dis· 
cussed. Because of variations in traffic and transportation conditions 
within the rate territories, cost indices depend to some extent upon 
whether the territorial boundaries are drawn to include or exclude 
particular areas. Thus, tho inclusion of New England raises eastern 

. costs slightly, and to exclude Kentucky from the South would raise 
the average costs of the South to some extent. Tho treatment of the 
low-cost Pocahontas lines is particularly controversial, since their 
treatment with either the East or the South would materially affect. 
the average cost comparisons. Cost indices have not been computed 
separately for the different zones of 'Vestern Trunk-Line Territory 

, or for the Southwestern or 1\Iountain-Pacific Territories. 

COMPARISON OJ' RATES AND COST.S 

The report accepts the Edwards study indices as tho best available 
approximations of average transportatiOn costs, but recognizes that 
they are subject to further refinement and cannot be taken as precise 
measures. Because differences in regional average transportation 
costs as so indicated are relatively small as compared with differences' 
in the indices of regional average levels of published class rates, it is 
concluded that existinp- differences in class-rate levels are greater 
than can be justified oy differences in transportation costs. This 
general conclusion is warranted on the basis of the data available. 

Because of tho character of the analysis, however, this comparison 
cannot be accepted as measuring the extent to which such differences 

' in class-rate levels are unjustified and should, therefore, be reduced. 
Nor can the conclusion properly be limited to class rates, since the 
cost comparisons are not limited to class-rate traffic. 

lVhile it has not been feasible to develop over-all indices of regional 
' average commodity-rate levels, many of the rate adjustments which 

have been studied also show considerable variations from regional 
average transportation costs. The differences in average rate levels 
on traffic actually moved in the different territories, however, corre-
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spond closely to the indicated differences in average. transportation 
costs. This may be explained partly by the fact that discrepancies 

. between class-rate levels and relative transportation costs m. the 
different territories are offset by reverse discrepancies in some com-
modity-rate levels. - · · , · . 1 ~· . 

Although the commodity-rate differences may be smaller in indi
vidual cases, their total effect may be at least as great because of the' 
much larger volume of traffic. moving under such ·rates~ · Thus a 
difference of, say, 30 percent in class'l'ates might be offset by a reverse · 
difference of only 5 or 6 percent in average commodity-rate levels .. 

, It would seem to follow, therefore, that a reduction or the elimination 
of class-rate differences would, from an over-all point of view; require 
only a small increase in average commodity rates in the South and 
West to. compensate for any revenue.loss which mi~ht be suft:ered by 
the earners on class-rate traffic. · This should be pomted out lri order . 

-to bring the question of class-rate levels into proper relationship with· 
the freight-rate prob!em as a whole. . . · ; ·. . . . ··· ·, 

· TRANSPORTATION BURDEN· · 
• ' ! t , ' ~. 'I • - • ' i 

Consideration is given in the report to the' question of the justifica• 
tion of present differences in freight rates_-whatever may be their 
historical explanation-on the basis of differences in the "distribution 

.of the trahsportation burden." For this purpose, differences in the 
composition and density of the traffic are examined on the basis of·. 
available data; but since existing traffic and revenue statistics are-by 
·no means fully adequate f6r the purpose, the question is not answered :. 
conclusively. · . · ,· .. . . · 

In general it is reco~nized that a high proportion of low-grade traffic 
does not necessitate high rates on lit small balance of high-grade traffic. · 
Obviously, low-grade tonnage moving in sufficient volume and at low 
unit cost can be profitable-witness the prosperity of the Pocahontas· 
lines. The position is taken, therefore, that a high proportion ,of 
low-grade traffic in a given area does not necessarily require or justify 
relatively high rates in that .area 'on high-grade tonnage of the natura 
generally thou~ht of as movmg on class rates. . · · · . 

Various statistical approaches to an analysis of the character and 
density of the traffic movin:g in the several major rate territories are 
explored. Carload tonnage stati~tics classifi~d acco!ding to the 
five major groups of pro.ducts-Agncultural, Aruma!, Mmeral, Forest, -
and l\1anufactures and Miscellaneous-_ show in ~eneral the relative , 
importance of these groups in transportation withm the several areas~ 
Mineral products are predominant in ~he rail traffic of the country as 
a whole .and especially in the Pocahontas Region, although the relative. 
import~nce of this movement is less in the We~tern J?ist~ct than.else
where. Agricul.tural and forest .Pr<?ducts are earned ~ relatlve!y 
greater volume m the Western D1stnct and Southern Region ·than 1Il 
the Eastern District or in the Pocahontas Region. Animals and 
animal products have a relatively larger movement in the West than, " 
elsewhere. The st~tist.ics show ~lso thn:t ~anufactures. and miscel
laneous traffic, havmg Increased .m relatl.ve Importance. m the South 
and 'Vest during the 12-year penod studied, now constitutes close to 
30 percent of the total tonnage carried in all the areas except the 
Pocahontas Region, where it'Rccounts for less than 10 percent of the 



346 INTERTJ:RRITORIAL FRElGIIT RATES 

totAl. As mit?ht- be expected, variations in these proportions among 
individual railroads are greater than those found when roads are· 
grouped for statistical purposes along existing rr"'ional lines. All 
these data, howeverif even when further refined by adaing to the manu. 
factures and misce aneous group the tonnages of certain other com
modities which may be considered as manufactured or processed, are 
only very rough approximations of the nature of the traffic. Tho 
commodity . groupin~ are broad, including both high-grade and 
low-grade commodit1es moving on both class a.nd commodity rates. 

An attempt has been made to measure differences in tho composition 
of the traffic by comparing the relative movement of commoditire 
p-ouped according ~o their average revenue yield per ton-mil~. Dur
mg the 10-yrar penod 1932-41 over 82 ,Percent of the tro.fitc' or the 
Pocahontas Region consisted ol commod1ties which over the country 
as a whole in 1932 were in groups yieldin~ the lowest average revenues 
per ton-mile. On the same basis, it is mdicated that proportions of 
traffic yielding high a.nd low revenues per ton-mile d.id not differ 
f,Teatly as between the Eastern District and the Southern Region, but 
that the "1' estern District had a smaller proportion of very low and a 
greater proportion of vecy high revenue-yield traffic than was the cn..qe 
elsewhere. ''nen modified by the grouping of commodities according 
to rrgional, rather than national, average revenue yields in Hl32, and 
when further modified by using the estimated 1039 rrgional distribu
tion of traffic revenue-yield groups, this general comparison is not 
altered subs tan tia.lly. 

As is recognized m the report, these comparisons based on average. 
revenue yields, like those based on the classification of tonnages ac
cording to the five major types of products, necessarily compare 
commodity groups which are not homogeneous and which move under 
both class and commodity rates. Furthermore, they, like the gross 
statistics of revenues per ton-mile used in comparing rate levels and 
discussed previously, are affected both by dillerences in the average· 
lengths of haul within the several rate territories and by existing divi· 
sions of revenue among the :participating carriers. Therefore only 
very general conclusions of limited application may properly be drawn 
from the statistical data now available. Regional differences in the 
com~osition of the traffic are viewed in the report as an insufficient 
justification for differences in the "distribution of the transportation 
burden" as between class-rate traffic and commodity-rate traffic or as 
between manufactured articles and other commodities. 

TRAJ'J'IC DENSITY 

' • 
Regional differences in traffic density are discussed in the report 

with reference to the usual statistical measures, to indicate the rela
tive intensity with which railroad facilities have been utilized over 
the 12-year period, 103Q-41. The Pocahontas lines are treated sep
arately and occupy the most favorable position in every instance. 
On the basis· of revenue ton-miles per mile of road and per mile or 
track, the lines in the 'Vestern District and Southern Region arP shown 
to be in a much less favorable yosition than those of the Eastern 
District, although the difference IS somewhat less on the second basis 
than on the first. Differences in revenues per ton-mile among individ· 
ual railroads within areas in 1039 were greater than differences in 
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corresponding regional averages. In terms of revenue ton-miles per 
dollar of investment, the lines in the Southern Region showed some
what better results, 1936-41, than those of the Eastern District, as\ 
did the 'Vestern District lines in 1938. . · - . 

The condition indicated by the comparisons of revenue ton-miles 
per mile of road and per mile of track, referred to above, is viewed in 
the report as a possible historical' explanation-although not neces
sarily a current justification-of reg10nal differences in carrier rate 
policies, perhaps leading_ to greater emphasis on the practice of charg
mg "what the traffic will bear" in the South and West and thus hel:p- · 
ing to explain the existence of low rates on low-grade'commodities'm · 
those areas. It is concluded th,t, although there are regi9nal differ-, 
ences in the utilization of railroad plant, such differences exist also 
among individual railroads within regions. . Nevertheless, competitive 
and other factors have led to much greater uniformity of class rates 
within regions than exists among regions. This is not interpreted,. · 
. however, as indicating that Nation-wide uniformity of class rates • is' 
desirable. · 

VALUE-OF-SERVICE IN RATE MAKING 

The report takes the position that weight should be given- to v8J.ue-, . 
of-service factors-to whatever extent· they should be considered-

. in terms of the transportation characteristics of particular commodi .... ·, 
' ties. . Therefore this element should be reflected through the classifica,.. 

tion and exceptions, or in commodity rates; rather than in class-rate . 
levels. To what extent, however, value-of-service considerations · · 
should be applied in rate making is not so clear. . 

In the report it is pointed out that value-of-service considerations 
have too often been relied upon to excuse the use of freight rates as a 
device for equalizing competitive conditions and opportunities-a 
policy which the report condemns-· and to explain away unwarranted. 
inconsistencies in the rate structure. V alue-of-ser.vice factors· arE.' 
invoked also to justify departures from the strict application of a 
cost-of-service prmciple for other ·reasons, such as proVIsion of flexibil
!ty in the rate structure and the meeting of carrier revenue needs. 
Not to recognize the impracticability of basing all rates exactly upon· 
allocated costs would be unrealistic, particularly when inadequacies 
of present methods of cost findmg are considered. The report seems 
to allow greater scope to such factors in the case of commodity rates~ 
primar~y on the theory t~at value-of;-se~~ce elements c~~. better ~e ' 
determmed and reflected m rates on md1v1dual commodities than m 
class rates which are of more general application. ' ·· 

The difficulty, ho'Yever, Iie~ in.re~tricting. the applica:tion of value
of-service consideratiOns Within hmits suffiCiently definite to prevent 
abuse even when applied to particular commodities. rather than to 
broad' classes. Value of service is a inuch '·used, but nevertheless 
vn!!tle t£'rm. Such factors do not justify a policy of charging whatever 
rates :Uay be required to retain competitive .traffic, without regard to 
the limitinO' effect of known costs. If apphed too broadly, value-of
service co;'siderations could defeat completely the objective sought , 
throuO'hout the report-that of reasonable conformity of rates ·to 
costs band as great uniformity of rate structures as is practicable. 
A class-rate structure consistently related to cost would be reduced to 
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an l'mpty shrll if. frre rein were given to tho- t•stablishmrnt of com-
modity ratt'S based on value-of..servico considerations. · · 

' 
SUGGESTED SOLUTIONS 
• 

, Procel'ding from the proposition that rxisting regional diffcrcnC('S 
in c:lass-rate levels are greater than are justifil'd by transportation 
costs and conditions, tho report consitlers various means of corrrcting 
this situation. . 

Individual rate procl'cdings in particular rases are rrjccted as 
being too limited in scope to deal Wlth the problem in tcnns of bronll 
principles. The necessary data r.&lating to transportation rn.tcs, 
-costs, and conditions generally are not likely to be available under 
such a pit'('cmcal process. Ji'urthcrmor«', such proceedings niay bo 
unduly burdensome to those whoso direct interests nro rdatlvf'ly 
small, while the broader aspects of the public intcr£•st may not bo r,t't'
scntcd adequately. The dt'Stination-levcl b!lsis of rate mal~in~, like.. 
wise, ill rejected as a general remedy-the cure being rt•gnrd£'d a.s 
worse than the disease-although it is thought to have a limited role 
in some special situations because of value-of-service considerations. 

Uniformity of classification and of class-rate levrls is next consid-
. ~rrd. Such uniformity is regarded as a means of removing o.ny 
unjustified ro.to uiffcnnccs which may exist, of exten,ling relief to 
small as well as large shippers o.nd communities, of facilitating indus
tria.t locatio~ free from artificial handicaps, and of tariff simpli
fication. On the other hand it is recognized that such uniformity 
would ignore justified, as web o.s unjustified, differences in rates
thus artificially ·encouraging an uneconomic ·pattern of industrial 
location-would upset competitive adjustments of long standing, and 

·would produce an unduly n~d rate structure. It is pointed out that 
the same advantages and diSadvantages would o.pply to commodity- ' 
rate uniformity. 

Reviewing the history of early attempts to secure uniConnity of 
classification, and of successful carrier opposition to these efforts, the 
report concludes that uniformit,. of classtfication, with greater empha
sis on commodity charactcnstics affecting transportation costs 
would be desirable o.nd feasible if some flexibility were provided 
through exceptions and commodity ratesr Such exceptions and com
modity rates, however, should not be used as a device for unduly 
weighting value-of-service considerations; nor should they in any event 
be so used as to still further reduce the movement of traffic under class 
rates reasonably related to transportation costs. 

Assuming the practicability of a uniform classification of freight, 
to the extent indicated, the report discusses means whereby greo.teJ 
uniformity of class rate levels might be o.chieved. Three possible 
methods are examined: the adoption of o. completely uniform class
rate scale for application throughout the country; the recognition of 
separate rate tcrritorie~, with the prescription in each of rate scales 
reflecting territorial differences in transportation costs and carrier 
needs; and the adoption of o. basic scale of class rates with only such 
exceptions as might be required by carrier needs or by particularly 
un,fa. vorable transportation conditions. 

A uniform class-rate scale would eliminate all elMs-rate differences 
a~ a single stroke, but it would also ignora all cost differences-whether 
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justified or not-and this would not be conducive to the most effective 
utilization of economic resources. To the extent that the revenue' 

· ne?ds of the carriers w_ere not properly taken into accollllt, such a· 
umform scale would be harmful to them and might accentuate the 
strong-and-weak road problem. Just what the revenue effects· of 
such a policy of rate making might be cannot be predicted. A larger 
proportion of the total traffic moves on .class rates in Official Terri
tory than elsewhere; if the Official scale were used for national applica
tion, the revenue effects on the Southern and Western roads might not 
be as great as is sometimes supposed, particularly if much of the traffic 
now lmoving on commodity rates in those territories were brought· 
under the class-rate structure. , · . · . -

The plan of separate rate territories, each with its own rates based 
upon transportation' costs and carrier needs, mi~ht utilize presen,t, 
territorial boundaries-or might call for entirely different groupi.rigs.' 
There would be a uniform classification, with the progression of 'first:.· 
class rates and the relationships of lower-class scales to first .class· 
harmonized, but rate levels would be determined by differences in 
transportation costs, and perhaps be influenced by differenCes in the 
regional composition of the traffic in order to meet carrier revenue" 
needs. It is thought that this might reduce existing regional.differ:.. 
enccs in class-rate levels, although it would still not avoid the qecessity ·· 
of constructing interterritorial cl~s rates as a blend of the applicable 
intraterritorial rates. , . ' · . 

The use of a basic class-rate scale with special tr~atment, of hi~h--, 
cost areas bears some resemblance to the present basis of rate makmg' 
in certain subareas and zones of the major rate territories and is akin·. 
to the arbitrarie~ sometime~ per~it~ed on weak an~ shor~ railroads .. · 
Presumably, lower rates might similarly be established m areas ·of 
unusually favorable transportation conditions and costs. The advan
tage s~en in this method is its provisiC?n for the reflectio~ ip, rates of.· 
cost differences where they actually exist, rather than basmg rates on 
average costs over wide areas. th:oughout. which _co!lditions are not 
similar. On the other hand, 1t IS recognized that 1t ~ould, not be . 
easy to maintain higher-than-average class rates in ·areas where they 
miaht be justified against the intense pressures of carrier.·and market 
co~petition dnd the vigorous opposition of shippers.. .-, · · 

As to commodity rates, it is concluded that the need for uniformity 
is less clear. These rates are now constructed on ~variety of bases. 
They frequently apply in a limited way ru;~ ofte?- wi~h differential 
relationships established to meet competitive. situatiOns. In the 
report a distinction is drawn between COm!fiOditi~s moving f?r COID~ 
paratively shC?rt distanc:e~ and those movmg over longer distances,. 
from many different ongms to co~mon· ~arkets .. On the former, 
uniformity-nationally, or even reg~onally-IS p.ot viewed as a matter 
of great moment .. On the latter,. uniformity 'is dee~ed desirable if 
not inconsistent with transportatiOn costs and earner needs. The 
report suggests that such. com~od~ty-rate structur.es be ~ealt with 
through a series of broad mvestiga~I<?ns, eac~ covermg a smgle com-
modity or group of relate4 commodities. . · 

Point-to-point coii?modity rates, however, whiCh. ar~ ?-ot _part of 
a consistent commodity-rate str~cture but represent mdividual exc~.p
tions to either the class-rate basis o_r an orderly pa~teri?- of e:ommod1ty _ 
rates are viewed as a means of takmg care of special situations where ' . ' 
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!~ch d~parturrs are deemed justified hv carrier nrcds and otlt('; con
stderatJOns, an~ ~m~ as a means of avoi'din(l' undue ri~duity in tho rnto 
structure. It 1s mdtcated that care should be excrctsrd to avoid tho 
loss of advantages gained from greater consist~ncy o.nd uniformity 
elsewhere and to guard against the further erosion of the clnss-rato 
structure. throug~ tl1e gcne!nliz~d us!' of such commodity ratf's. 
Here agam, as w1th the f'nrlier d1scuss10n of vn.luo-oC-servico in rate 
making, Ute difficulty is in defining the limits of such doparturf's from 
the standard closely enough to prevrnt undue disregard of costs in 
rate making. 

CONCLUSION 

ln. thus reviewing at some length the analysis contained in tbe 
nport, it. is not. my purpose either to emphasize unduly inadequacies 
of the data or to suggest that the report lacks \'&lue. On tho con
trary. factual material has been gathered o.nd interpreted in a manner 
'Which should be helpful to a better public tmderstanding of tl1o issues 
involved in the intertcrritorial freight-rate question. The report 
recognizes the fact that some of the data are not very satisfactory, 
and consequently certain of its conclusions are stated in carefully 
q_ualified language. In condensed statements and summaries of con
clusi?ns, ~owever, it is often impossi~le to reta!n the full wei¢1t of 
qualificatiOns necessary to a correct ,mtcrpretatlon and appratsal of 
the analysis. Yet. it is essential that the significance of such qualifi
cations be understood if the analysis is not to be taken as eithE'r more 
or less than it purports to be. It is important also that n.ny lack or 
limitations of data be taken into account in forming broad judgments 
as to courses of action which should be followed . 

. ' ~ly conclusions concerning the action which is appropriate and 
should be- recommended differ somewhat. from those of the report, and 
materially from those rerresented by the legislative recommendation 
made by the majority o the Board. In my opinion the report does 
not afford a sufficient basis for the recommendation. 

CONCLUSIONS OJ' THE :REPORT 

The principal factual conclusion of the report is that existing 
regional differences in class rates are greater than can be justified. 
From the studies made of the present rate levels and the data avail
able concerning transportation costs and conditions, this general 
~onclusion is warranted. This, however, does not dispose of the 
problem. 

As indicated in ·the foregoing review of the report, commodity 
rates are far more important than class rates in moving the commerce 
<>f the country, and intraterritorial tonnage is of much greater volume 
than is intcrterritorial traffic. The economic influence attributed 
to intertcrritorial freight rates-particularly interterritorial class 
rates-is sometimes greatly exaggerated. It is the class-rate struc
ture that is the special subject of current {>Ublic controversy, and it 
has not been feasible in this study to examme the entire commodity
rate situation in the same detail. It is recognized, however, that any 
~eneral revision of the class-rate structure would necessarily havo 
mipacts upon the corrunodity-rate situation1 which would have to be 
dealt .with in some way. lfrom the broad standpoint of national 
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interest nn4 policy, sound rate-making principles should apply 'no less~, 
to commodity rates than to class rates. This should be made clear' 
at the .outset beyo!ld. any p~ssibility of misu~derstanding. . . . 

Agam, as to ex1strng rcgwnal differences m class rates while the 
report concludes that they are greater than is now justified it recog- · 
nizes that the data available concerning average rate levels 'and aver-. 
age costs do not p~rmit a quantitative determination of the extent to· 
which this i~ so. The report, as ~ ma~ter of fact, is careful to. avoid
nny ~onclus10n th!l-t abso!ute uniformity o~ class rates is a proper 
solutiOn, nor does It contam any reasonable rmplication to this effect. 
It conclud~s, simply, that uniformity is a desirable objective, gener4 

ally speaking, and that an effort should be made to secure greater·~· 
uniformity-to approach this objective as closely as is consistent 
wit~ differences in transportation costs and the revenue needs-of the 
.earners. . . 

Concerning this broad conclusion there can hardly be difference of 
opinion. Obvious inconsistencies of freight classification and unex
plained differences of rate levels and scales of progression encourage 
public controversy. Greater uniformity of classification would facil
Itate direct rate comparisons, without the complication of adjustments 
for differences of commodity ratings in the several territories, and. 
may be feasible. A closer approach to uniformity of class-rate scales 
'B.nd levels can be effec~ed, although the extent to which this is possible 
is a question which the report does not answer. . , · . . . · _, 

The report, finally, discusses in general terms three methods 
whereby gr£>ater uniformity of class rates might be soug~t. The staff. 
report recognizes the many and complex factors . which should be 
taken into consideration in any sweeping readjustment of the freight 
rates of the country or in any radical revision of the form and levels 
of existing class rates. Therefore, after_ discussing in general terms 
three alternative means whereqy gre~ter uniformity of class rates. 
might be obtained, the staff report concludes that decision concern-' 
ing the extent to which uniformity o£ class rates is justified and ·the' 
-steps whereby such degree of uniformity should be. promoted ·are 
matters which should be determined by the Interstate Commerce 
Commission. This properly recognizes the necessary limitations of 

· the study; in my opinion ~he rep~rt- affords a basis, for, no different 
~onclusion or recommendatiOn. 

The staff report goes somewhat further, however, iri suggesting 
that because of the absence of any declaration' of policy relating 
-specifically to interterritorial freight rates in the present Interstate 
Commerce Act, it would be aPJ't!opriate for the Congress to declare; 
by joint resolution or by amen ent to the act- · · 
that it is in the interest of a proper developmen~ of all parts o~ t~e count~ in 
accordance v.ith their natural advantages, and Without such artificial handicaps 
or preferences as result fro.m unjustifia~le ra!e diffe~r\.cc:s, that a !Jniform clS;Ssi• 
fication of freight be established fo~ Nation-Wide apphcat~on,_ but With appropr:mte 
provisions for exceptions where differences are clearly JUStified, and that levels· 
of class rates be made as nearly unifo~ throughout the United States as is.· 
·consistent with differences in transportation costs and ~h.~ revenue needs of the 
carriers and to direct the Interstate Commerce Commission to take such steps 
as may' be found necessary or appropriate by the Commission to effectuate this 
policy. ' · 
It may be pointed out that the emphasis upon "I?-atural ~dvantages" 
.and "artificial handicaps" seems not wholly consiStent w1th ·a proper 
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interpretation of the conclusions of tho rl•port regn.nlin~ tho limited 
economic effects of the rates in question, and might, thcr·eCoro, be 
susceptible of misinterpretation. Although this SUJ.."gl'stion. is open to 
less objection than the legislative proposal contained in tho rrport 
and recommendation of the Doard, it is one with which I do not agree. 
Just. what its effect would be is uncertain. It might have some 
influence in the establishment of new standards of lawfulness, although 
not itSt'lf defining them. Its principal effect might be to indicate 
tho interest. of Congress in the problem; this seems unnecessary. 

The Interstate Commerce Commission evidently interrrcts section 
5 (b) of the Transportation Act of 1940 as a congrcssiona mandate to 
proceed with its inTestigation of the class-rate structure, which 
was initiated some months before the enactment of this legislation. 
The major issues involved in the question of intertcrritorial freight 
rates are now pending before the Commission in that ~rocccding; the 
Commission has gone ahead with the case despite petitions from the 
carriers and others asking that further action be deferred because of 

• the war. It is not indicated that its disposition will be delayed 
unduly •. lf, as may be doubted, statutory authority to deal properly 
with these rates is lacking, -any defects of existing law can be pomtcu 
out specifically in the disposition of the prestnt class-rate investigation. 

Under all these circumstances it would seem to be wiser folicy to 
see just what-if any-authority is lacking, and just how-i at all

- & declaration of policy could be most helpful, than to urge upon Con· 
gress the enactment of legislation of very doubtful meaning and effect. 

RECOMMENDATION OJ' .THE BOARD 

The legislative recommendation of tho Board, in addition to being 
· subject to the same objection that it is premature, is in many respects 

not consonant with the substance of the report taken as a whole. 
'Vhere the nport recognizes that some differences in class rates may 
in fact be justified and accepts uniformity as an objective to be 
approached as closely as is reasonably practicable, the recommended 
legislation establishes uniformity of freight classification and class
rate_ scales as the standard to be aP.plied throughout the United States~ 
exce:pt where departures from umformity may be clearly shown to be 
requrred. The Board's recommendation, unlike the qualified con
clusion of the report, seems to take it as an established fact that 
absolute uniformity is warranted as a point of departure in dealing 
with this problem. · 

'Vhile the report leaves to the Interstate Commerce Commission 
determination of the extent to which existing regional differences in 
class rates may in fact be justifie(~ the recommended legislation 
gives to the Commission the duty ot preparing a proposed uniform 
freight cla$sification and class-rate scale and of determining, there
after, the extent to which departures or exceptions may be necessary. 
Where the report provides for the choice by the Commission of 
methods to be followed in correcting any existing regional differences in 
classification and class-rate levels which are found to be in fact. 
unwarranted, the recommended legislation selects tho approach to be 
followed, prescribes the procedure, and imposes time limits which 
might not be sufficient for a task of such magnitude. The report pro
vides for a tentative approach to a problem of great complexity 
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requiring ma_ture_ consid~ration. of many factors; the legislative 
r~con~mendatwn calls for rmm~d1ate and sweeping action of an over~ -
srmplified character, the practical consequences of which cannot be 
foreseen. . . . · ' 

If this recommendation were to recel.ve the serious consideration ' 
of the Congress, num~rous mf).tters of greater or lesser consequence 
could no doubt be clarified before the enactment of legislation. This 
would presumably be true of such questions of intent,. as whether the 
provisions would apply to railroads only and not to other· carriers in 
interstate commer~e subject als? to" part I of the act, whether the 
rates to be prescribed as a umform ·standard would be maximum 
reasonable rates only or both maximum and minimum rates,· and 
wheth~r th~ procedure 8.?-d standards prescribed would supersed~ those 
recogmzed m other sections of the act. Presumably also,. in VIew of . 
what is said in the report regarding the relation of rates to trans
portation costs and conditions, the reference to a uniform classification~ 
and uniform class rates '.'to apply jointly and locally for. transportation 
by railroad of carload and less..earload traffic throughout the United 
States" is not intended to require aJ>plication of the same scale to both 
carload and less-than..earload traffic, or to require the progression 
of scales solely and rigidly in accordance with distance. . In view of 
what is said in the report regarding the role of commodity.rates in 
tho freight-rate structure of the country, the l~guage just quoted is 
probably not intended to preclude the future establishment of such 
rates where circumstances justify them. · 

The recommendation, however, does not make fully clear what is 
intended regarding these matters, and other important questions of 
intent are left unanswered. Is it proposed, for . example, to later 
bring such commodity rates as are now tied mare or less directly . to 
the class-rate structure into· conformity with· the· proposed uniform 
classification and class-rate scale? Is it intended subsequently to 
broaden the rule of uniformity to the rates of carriers subject to other 
parts of the act which are competitive with rail carriers.. and which 
must be considered in any broad treatment of national transporta .. 
tion polic:y? What is meant by th.e "inequitable conditions" which 
may requiTe departures from uniformity? How may the necessity . 
of departures for this and the other reasons mentioned be demon-
strated? · . · · · 

'Vhile some of these defects might be corrected without lindue _ 
difficulty, it would be more difficult to interpret other features of the · 

· recommendation. It is not recommended that the proposed uniform.' 
classification and class-rate scale be applied with complete uniformity; 
departures are to be permitted where "shown to be clearly required." 
The Interstate Commerce Commission, under the procedure proposed, 
would promulgate such classification and seal~ and, after ~onsi4era-' 
tion of other proposals and proposed e:~ce:t?twns or modifications, 
order their esta.blislrment as just, reasonable, and lawful, "with only 
such exceptions as in .particular ~stances may .be shown to be neces
sary to correct inequitable conditwns, or provide adequate transpor
tation service in particular areas, or adequate revenues for particular 
railroads." . -

These standards for departures from the rule of uniformity are 
by no means clear. The correction of inequitable conditions is so 

90454-43-24 
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broad a term that it might mean almost anything. Departures 
required to .. provide adequate transportation servico in particular 
areas" would require further definition if it were to be US<'tl as a basis 
for proof. .. Adequate revenues for particular railroads" is somo
what less ambiguous, although individual carriers would encounter 
difficulties, as in tho ~ast, if they attempted to charge more for tho 

· same service than d1d their competitors. Taken together thc~e 
standatds would require considerable clarification if intended to be 
used in the practical application of a statute of this character. The 
necessity of administrative and judicial constn1ction might require 
time and lead to some confusion and uncertainty. 
. I do not mean to imply that my objection to the lc~slative rccom· 
mendation of the majority is based solely, or even prmcipally, on its 
present ambiguities. 1\ly disagreement runs pnmaril{ to what 
appears to be the basic purpose of the proposal. This, take it, is 
the curtailment by statute of the discretionary authority of the ad
ministr~tive. age~cy pre;;ently ent~s.t!d with the d.uty ~~ apply,ing 
to specific S1tuat1ons, With the fle:ubil1ty necessary m th1s tcclm1cal 
field, the broad outlines of national policy n.s declared by the Con press. 
It is my opinion that specific mandates of the sort proposed snould 
not be enacted unless the value of such enactment is clearly ifparcnt

1 and then only if the objective sought by the statute is we defined 
·and practically attainable. The Board's recommendation as to 
legislation does not, in myJ'udgment, meet these standards. 

\Vhile it might be argue that-because of the procedure provided 
for in the consideration of possible exceptions to the rule of absolute 
uniformity-the legislation recommended would no' absolutely bind 
the administrative agency, still the enactment of such legislation 
during the pendency of proceedin!!S involving the same subject 
matter could scarcely· be construca otherwise than as a specific 
congressional mandate. Although it is for the Congress to deter· 
mine the extent to which discretionary authority can satis!actorilv 
be left with its administrative agencies, it seems appropriate to call 
attention to the fact tl1at intervention of the sort suggested could, if 
ge~eralized, destroy the advantages of the present regulatory process . 

. In commenting upon the report and expressing objections to the 
legislative recommendations, I do not intend either to condone 
existing regional class-rate cti.fi'erences which are unwarranted or to 
take the position that nothing should he done to correct any rate 
adjustments which are not justified. This should be clone reason· 
ably, expeditiously, and in a proper and orderly manner. No one 
familiar with the vagaries of rate ma.kin~ and the inconsistencies of 
the present rate structure can be entirety unsympathetic with the 
urge for abrupt changes by direct action. As I interpret the report, 
however, desrrable chan_gcs in the freight-rate structure should bA 
brought about through the established regulatory process. 

It is clear that responsibility, both for the madequacies of data 
and for the improvement of the existing rate situation, rests on thA 
carriers and the regulatory agency. That carriers should sometimeR 
resist efforts to secure information essential to determination of funda
mental questions in rate mn.king is perhaps explainable in terms of 

' ' 
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immediate self-interest in maintaining existing rate relationships and 
·divisions; but unwillingness to cooperate in the disclosure of needed 
data and reluctance to join in open-minded consideration of new 
approaches to rate problems promote neither self.:interest nor the. 
public interest in the long run. These are matters which it is within 
the function of the carriers and the regulatory agency to correct. -

To emphasize this ,. oint responsibility and opportunity wo:uld, in 
my judgment, be help ul. But to recommend legislative action under 
these circumstances-without demonstration of immediate need, 
clarity of objective, or probable result-is neither to advance ·the 
proper resolution of a controversial issue nor to contribute effectively 

·to the development of sound national transportation policy. -
1
• 

NELSON LEE SMITH •. 
SEPTEMBER 24, 1943. 
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APPENDIX A 

lntraterritorial acales of first-class rates excluding Ex Parte 1!3 increases. 

Miles 

1 to~~-----------------------~---6 to 10 ...•••••••.••••••••••••••. 
11 to 13 ••••••••••••••••••••••••• 
16 to 20 ••••••••••••••••••••••••• 
21 to 2.'1 ••••••••••••••••••••••••• 
26 to 30 ••••••••••••••••••••••••• 
31 to 3.'1 ••••••••••••••••••••••••• 
36 to 40 ••••••••••••••••••••••••• 41 to 4/i ________________________ _ 
46 to ro ________________________ _ 
Ill to 115 .•.•••••.•••••••••••••••• 
116 to 60 .••.••.•••.•••••••••••••. 
61 to 65 ••••••••••••••••••••••••• 
66 to 70 .•• ----·--·------·--·----71 to 75 •••••••••••••••••••• ___ _ 
76 to so __ •••••••••••••••••••••• 
81 to 85 ••••••••••••••••••••••••• 
86 to !10 ••••••••••••••••••••••••• 
91 to 95 .•••••••••••••••••••••••• 
96 to 100 •••••••••••••••••••••••• 
101 to 110 •.•..•••••••.•••••.•••. 
111 to 120 ••••••••••••••••••••••• 
121 to 130 ...•••••••••.••••••.... 
131 to 140 •••••••••••••••••••••• 
141 to 1/iO ••••••••••••••••••••••• 
151 to 160 ••••••••••••••••••••••• 
161 to 170 ••••••••••••••••••••••• 
171 to 180 ••••••••••••••••••••••• 
181 to 1!10 ••••••••••••••••••••••• 
191 to 200 .•••••••••••••••••••••• 
201 to 210 ••••••••••••••••••••••• 
211 to 220 ••••••••••••••••••••••• 
221 to 2JO ••••••••••••••••••••••• 
231 to 240 ••••••••••••••••••••••• 
241 to 250 ••••••••••••••••••••••• 
261 to 280 ••••••••••••••••••••••• 
281 to 300 ••••••••••••••••••••••• 
301 to 320 ••••••••••••••••••••••• 
321 to 340 ••••••••••••••••••••••• 
341 to 31i0 ...•.. ~------~---------
361 to 380 .•..••..••••..••••••••. 
381 to 400.----------------------
401 to 420 •• ---------------------
421 to 440 ...•.•...••....••...••. 
441 to 4f>O ••••••••••••••••••••••• 
461 to 480 ••• --,-----------------
481 to 500 ••••••••••••••••••••••• 
50. t.o 520 ••••••••• : ••••••••••••• 
521 to 540 ••••••••••••••••••••••• 
541 to 1\G0 •• ~--------------------
561 to 580 ••••••••••••••••••••••• 
581 to 600 ••••••••••••••••••••••• 
601 to 620 ••••••••••• .: ••••••••••• 
621 to 640 .•• --------------------
641 to 660 .•• --------------------
661 to 680 ••••••••••••••••••••••• 
681 to 700 .••• -------------------
701 to 720 ••• --------------------
721 to 740 .•• --------------------
741 to 760 ..• --------------------

Footnotes at end of table. 

.. 

[In cents per hundred pounds) 

East· 
em 1 (ap-
pendlx 

E) 

30 
31 
33 
34 
36 
37 
39 
40 
42 
43 
45 
46 
48 
49 
51 
52 
113 
54 
55 
56 
58 
60 
62 
64 
66 
67 
69 
70 
72 
73 
75 
76 
78 
79 
82 
84 
87 
89 
92 
94 
96 
99 

101 
104 
~06 
108 
111 
113 
116 
118 
120 
123 
125 
.128 
]30 
132 
135 
137 
139 
141 

South· 
ern •(ap-
pendlx 
K-2)· 

34 
36 
39 
41 
44 
46 
49 
51 
54 
56 
59 
61 
64 
66 
68 
70 
72 

' 73 
74 
76 
79 
82 
85 
88 
91 
94 
96 
98 

100 
102 
104 
106 
108 
110 
114 
118 
122 
126 
130 
134 
138 
142 
145 
148 
151 
154 
157 
160 
163 
166 
169 
172 
175 
178 
181 
184 
187 
1!10 
193 
196 

Zone I 

32 
33 
35 
36 
38 
40 

' 42 
44 
46 
48 
50 
52 
54 
56 
58 
60 
62 
64 
65 
66 
69 
71 
74 
76 
78 
80 
82 
84 
86 
88 
go 
92 
93 
95 
99 

103 
106 
110. 
114 
118 
121 
124 
128 
132 
136 
139 
142 
146 
150 
153 
157 
160 
164 
168 
171 
175 
178 
181 
183 
186 

•' 

Western •-

Zone II Zone III 

34 
36 
as 
40 

. '42 
45 
47 
50 
52 
55 
57 
59 
62 
64 
66 
68 
70 
72 
74 
75 
7!1 
81 
84 
86 
89 
91 
94 
96 
99 

101 
103 
105 
107 
110 
114 
119 
122 
126 
130 
134 
138 
142 
146 
150 
154 
lli8 
162 
166 
170 
174 • 
178 

1182 
~186 
190 
194 
198 
202 
205 
208 
211 

36 
38 
41 
43 
46 
49 
51 
54 
56 
.119 
62 
64 
67 
69 
72 

.74 
76 
78 
80 
82 
85 
88 
91 
94 
97 

'100 
103 
106 
109 
112 
114 
116 
118 
121 
125 
130 
13+ 
139 

' 143 
148 
152 
156 
161 
166 
170 
174 
178 
183 
187 
192 
196 
200 
205 
209 
213 
218 
222 
226 
229 
233 

-
Moun·. 
tain-

Pacific 
Zone IV ~in~le· 

me ' 

88 41 ••• ., •• ~-25-. 
44 
47 ···--···so. 
110 
53 ·;······ai. 
56 59 -~---··;o. 

62 ,• 65 --------45 
~ ·.-:'"-·so: 

'74 
~ 77 --·-----55 

80 
83. -------~oo. 
86 89 ---~----66_ 

92 
94 
98 

101 
105 
108 
111 
115 
118 
122 

.. 125 
128 
131 
13:J 
136 
139 
144 
149 
153 
159 
164 
169 
174 
179 
185 
1!10 
195 
200 
205 
210 
215 
220 
225 
230 
235 
240 
245 
250 
255 
259 
263 
267 . 

---.··-~-- ... 
/ 79· 

--·.··--"85 
--~-----go. 

------~-9&. 

""-~-------101 

-·=-~·-ior 
-·--·--ii3 

118 
124 
128-
134 
14(). 
145 
1511 
155 
160' 
166-

. 171 
.. 176 

I 18Z" 
186 
191 
197 
203 
207 
212: 
217 
222' 
227 
231 
23(1. 
241 
246. 

359 

'I 

__, 



360 V.TJ:RTERRITORIAL J'REJGUT RATES 

I ' 

lualm'iloriol 1calea of flraklau ral11 uclwding EJ Part• Jl3 incrtillei-Con. 
Cia eenta per bundrtd poundsl 

~· 

' 'East• South- Western • Mnuo-
'• ern a ('IP. ern • (1\P- taln• 

' 
Mnee »t!Ddi& pend Ia l'nl'lno 

E) ·~ Zonel Zone II Zone Ill Zone IV ~~lnlfl .. 
,lne) • 

"''tom ........ _ ............ ..,.. 143 1119 18~ Itt 2!18 271 2111 
781 to 8()f) .... ---······ .. -······ HI aoa 191 217 239 275 2.'3 
10\. •• 820 ............... , •••••••••• ...... i.- ....... icli .. ····--i~- ....... i:ii .. ....... j4.i .. •••••• 380. 2110 
ICll .. l!lll .... --..................... ·······w 121 to 8altl .•••••••• - ............ --····iao· ······iOi· ······i98" ·----·~a- ······iia· •••••• 284" U to 8-'i() .................. _. ___ ............. 
841 lo 8f\O...-..................... .............. ............ ............... . ........ _.,_ .......... -.... .. ......... -- ... 270 
8111 teii7S .• --················· 1113 Ill aoa 2211 ~2 ~ ..•..•. i7i 
14'1 lo 8Rf).. -······ .. ······••••• •• ··-··iaa· •••••• iii"" ······20r •••••. ijj" ······w· ······:wr 1178 to lllO..----····-········· .......... 4. 
IRA to tM)() ... -•·•••••-·••••••• .. • ··-······ ............. ........... .......•... .......... ······-·· ~79 
IIIli &o 920 .••••••••••• .-•••••••• ................ .............. ............... .............. .............. ·····--- ... 2M 
lilt •• 928... ••••••• ·-····-···- 1118 217 209 237 261 299 ... ••• iSa 
121 ao 144) .......... _ •••••••••••••• ............... ................. .. .............. ......... --- ·······- ... .............. 9:16 &o 9110--·····-············· 160 220 213 2-ll 2tl4 aot 

·······2~ '141 &o ttl() ... _ ................. _ •• ............... ................ .. .............. .............. ......... ...... ······· ...... tft) .. t7l..-..................... 163 223 211 245 261» aog ·······21ii "'' ... ~ ~-···················· ............... ................ ................ .............. .......... .... . ............. 
971 &o l,f)O() •••••••••.•••••••••••• 166 228 211 248 273 a a ·······ai,i 
Ml lo l.()t)() _ ·-················· ·::···ii\8" -·····m· •••••• 222" ······i~i· ······r,i· ······aig· 1,001 .... 0~ ......................... 3H8 
1,028 to 1,000 ••••••••••••••••••• 

' 
170 233 221l ~1\1} 2143 8:14 312 

1,0111 t!¥.07~ ••••••••••••••••••• 17:1 233 229 2110 21411 329 8111 
1.0711 &o 1,100 ••••••••••••••••••• 178 238 2:13 ~fl.ot 2!10 333 320 
1,101 •• 1,12~ •••••••••••••••••• 178 241 238 2fllt 2fl6 i38 328 
1,J2fl &o 1,1.50 ••••••••••••••••• _ . 1M 244 239 ~72 2\19 343 ll~ 
1,131 •• 1,173 ••••••••••••••••••• 183 247 243 27ft , 303 848 3:13 
1,178 to 1,200 •••••••• -.'.. ••••••• 183 2110 248 279 307 ll/13 3:17 
1,201 •• l,221l ••••••••••••••••••• 1118 2.~3 249 2143 812 81\ll 342 
1,2"J6 to 1.2110 ••••• ···-····· •••• 100 258 ~52 2H7 8111 8113 1-111 

1.2111 •• 1,27~. ·--·········--·· 193 2.~9 2118 291 320 3118 3110 
:1,271 •• I ,300 •• --······-····- 1118 2fl:l 2.59 298 824 372 3M 
1,301 &o l,32a.~-················ li»J ~M 2fi3 2\19 3:11) 877 11\9 
1,3211 to 1,3110 ••• , ••••••••••••••• 200 2118 2118 803 333 3H:I 81\3 
l,MI to 1,378 •• ••••••••••-••••• 20:1 271 2fll} 307 337 3H7 3117 

1,378 to 1 • .00 •• ···--·-·-··-·· 2011 274 27:1 310 141 3112 371 
1,401 •• 1,428 .... - ............... 208 m 278 314 148 3Q7 8711 

1,428 &o 1,4110 •• ·············--· 210 2M 279 818 3110 402 3HO 
1,461 to 1,473 ••••••••••••••••••• 213 283 2!13 an 

' 
3114 407 8114 

1.471 to~~---···········.-··· 215 284 286 828 861 411 388 

t Appeadlll !,.I. 0, C. Docket No. 15879, Ea8tma Cl11111 Rat1 1»H8tloat1MI, 1M I. 0. C. 814, 4117 (1030). 
I AJ)fendill A.-; I. C. C. Docii:11C No. 13494.!.. Soulller11 Cl11111 Rat1 ln1111tlgatl1111, 1131. C. 0. 200, 207 (19211), 
I Appendla U 1. 0. C. Docket No. 17000 t"arl 2, W18tm1 TrWitlr·Ltnl Cl11111 Rat11 20t I. 0. 0. 6!11l1_7_0Q 

(1934). Appendla B,l. C. C. Docket No. 13/S.'J3, C~•tl8oo.lflwt~t.,'lt CIJMI, :ll6 L 0. 0.101, 873 (LIIa4), 
• t!taA SIWJ11Wfl, Y.A. T •• 8. J'. RJ. Co.,17:11. o. o. 306,311 (11131). , 

• 



INTERTERRITORIAL FREIGHT RATES 

APPENDIX B 

' .. 
361 

Intraterritorial scales of first-class rates including E:r; Parte 123 increases 

[In cents per hundred pounds] 

Miles 

1 to~~--------------------------6 to 10 .•..•.••..•.••..•.•••.•.•. 
11 to lti. •••••••••••••••••••••••• 
16 to 20 .......•.....•.•.•••••.•. 
21 to 25 ••••••••••••••••••••••••• 
26 to 30 ...•...••..•..••..•.•.••. 
31 to 35 .•••••••••••••••••••••••• 
36 to 40 .•••••••••••••••••••••••• 
41 to 45 ...•.•....•..•....••• ~---
46 to 50 ••••••••••••••••••••••••• 51 to 55 ________ ,_ ________________ 

li6 to 60 ..•..•. :. ..••...•.•••••.•. 
61 to 65 ...•......•...••.••...••. 
66 to 70 ..••.••.....••••••..•••••. 
71 to 75 ......................... 
76 to 80 ..•.......•••.•.•.•.••••. 
81 to !!5 ___ ••••••••••••••••••••• 
86 to 00 ••••••••••••••••••••••••• 
91 to 115 ......................... 
00 to 100 ..•.•....••••..•.••.•••• 
101 to 110 ...............•••••••. 
111 to 120 .....•...••••.•...•••.. 
121 to 130 ......•.•..••....•.•.•. 
131 to 140 .•••••••••••••••••••••• 
141 to 150 .•.....•.•.•••....•..•. 
151 to 160 .•.••••••••••••••.•.•.. 

61 to 170 ..•.••........•••.•••.• 
171 to 180 .....•....•.•.•.••.•.•. 

81 to 190 ....•..•••...•.•....•.. 1 
1 
20 
2 
22 
2 
2 
2 
28 
3 
3 
3 
3 
38 
4 
4 
4 
4 
4 
50 
5 
54 
56 
58 
6 
6 
6 
66 
68 
7 
7 
7 
7 
7 
8 
80 
8 
8 
8 
8 
8 
8 
88 

91 to 200 ...•...•.•.....•.••.•.. 
1 to 210 ......•..•...•••.....•. 

11 to 220 ••••••••••••••••••••••• 
1 to 230 ••••••••••••••••••••••• 

31 to 240 ...•.••.......•.•.••... 
41 to 260 ••••••••••••••••••••••• 
61 to 21'0 .....•.••......••••.... 
1 to 300 ••••••••••••••••••••••• 

01 to 32<l. ..•• _ .••••..•....••••. 
21 to 340 ....•....•..•..••.•.•.. 
41 to 360 ........••...•.••...... 
61 to 380 .•...•...•...•.......•. 
1 to 400 •••••• -------~--------

01 to 420 .....• --------~--------
21 to 440 ••••••••••••••••••••••• 
41 to 460 .....•...•...•......... 
61 to 480 ...•••...•.....•.•..... 
81 to 500 ••••••••••••••••••••••• 
1 to 520 .•.......•••.•...••..•. 

21 to 540 ••••••••••••••••••••••• 
1 to 560 •••• -------------------
1 to 580 . .-••••••••••••••••••••• 
1 to 600-~-------------------·-

Ol to 620 ...••..•....••..•...... 
21 to 1140 ••••••••••••••••••••••• 
H to 660 ••••••••••••••••••••••. 
,1 to 680 .•• ------------~-------
1 to 700 ........•......•.•..... 

01 to 720 ..•..•... --------····-
21 to 740 ..•.....•.•.•....•..... 
41 to 760 .......•.•.•....•...••. 
61 to 780 ................•..•... 
81 to 800 ••••••••••••••••••••••• 
01 to 820 ...................•... 
1 to 825 ................•...... 

21 to 840 ...........•........•.. 
26 to 8.50 .............•......... 
41 to 860 .................•.•... 
51 to 875 ..........•.....•...•.. 
61 to !!80 ..........•.........•.. 
76 to 900 ••••••••• -------------
1 to 900 .•••••••••••••••••••••• 

Easteml 

33 
34 
36 
37 
40 
41 
43 
« 
46 

' 47 
50 
51 
li3 
54 
li6 
57 
58 
59 
61 
62 
64 
66 
68 
70 
73 
74 
76 
77 
79 
80 
83 
84 
86 
87 
90 
92 
96 
9fJ 

101 
103 
106 
109 
111 
114 
117 
110 
122 
124 
128 
130 
132 
135 
138 
141 
143 
145 
149 
151 
153 
155 
157 
160 

------163" 
------i65" 
------i68" 
------iii" 
----------

South-
ern a 

Zone I 

40 35 
40 36 
42 39 
« 40 
46 42 
48 « 
51 . ·46 
53 48 
55 . 51 
57 53 
59 55 
62 57 
64 59 
66 62 
68 64 
70 66 
73 68 
75 70 
77 72 
79 73 
83 76 
86 78 
89 81 
92 84 
00 86 
99 !Ill 

102 90 
106 92 
109 95 
112 - 97 
114 99 
117 101 
119 102 
121 105 
125 109 
130 113 
134 117 
139 121 
143 125 
147 130 
152 133 
156 136 
160 141 
163 145 
166 150 
169 153 
173 156 
176 161 
179 165 
183 168 
186 173 
189 176 
193 180 
196 185 
199 188 
202 193 
206 196 
209 )99 
212 201 
216 205 
219 208 
222 210 . ·---------------226" 215 

---···m· ----=-218" 
------232" ----··m· 

----------------235" 226 
---------- ----------

' Western• 

Zonell Zone III Zone IV 

37 40 42 
40 42 45 
42 45 48 
« 47 62 
46 51 li5 
liO 54 liS 
52 56 62 . 65 59 65 
57 62 68 
61 65 .72 
63 68 75 
65 70 7~ 
68 . 74 81 
70 76 85 
73 79 88 
75 81 ~ 91 
77 84 - 95 
79 86 98 
81 88 101 
83 90 103 
86 94 108 
89 97 111 - 92 100 116 
95 103 119 
98 107 122 

I . 100 110 , 127 
103 113 130 
106 117 134 
109 120 138 
111 123 141 

- 113 125 144 
116 128 ' 146 
118 130 150 
121 133 153 
125 138 158 
131 143 164 
134 147 168 
139 153 175 
143 157 180 
147 \ 163 186 
152 167 191 
156• 172 197 - 161 ;177 204 
165 183 209 
169 - 187 215 
174 191 220 
178 196 226 
183 . 201 231 
187 206 237 
191 211 242 
196 216 248 
200 220 253 
205 226 259 
209 

I 
230 264 

213 234 270 
218 240 275 
222 244 281 

' 
226 249 285 
229 252 289 
232 256 294 

1235 260 298 
~.239 263 303 

------.243" ------268" --·-···oos· 
------248- ------273" ···-··air 
------252" ----··m· ... ---------319 
------256- ..................... ----------282 323 _______ .,. __ ---------- ........................ 

001 to 1!20 ..................................................... --------·· ---------- ----------

Footnotes at end of table. 

·Moon-
tam-

Pacific .. 
.(single-
. line)' 

............................. - 28 . ----------33 
----------· . 39 
...... , .................... 

44 
----------

50 
----------

65 
------6i 
----------6G 
----------73 
---------· 77 
--"---------

~7 
----------

94 

--------99 
-------i~ 

------1'"----
111 

-------iis 
----------124 

13() 
'•laG 
141 
147 
154 
100 
leG , 171 
176 
183 
ISS . ··194 
200 
205 
21()> 
217 
223 
228 - 233 
239' 
244 
25() 
2M 
2f,{) 
265-
271 
276 
281 
28G 

-------292 
-------297 
----·-·ao3 
----···aor 

312' 

·l 



':362 INTE.RTERRITORIAL FREIGHT :RATES 

lntraterritorialscales of first-class rates including Ex Parte 129 increases-Continued 
' . 

[In cents per hundred pounds] 

Western' Moun~ 

South- tRin· 
Miles Eastern' ern s Pacific 

Zone I Zone II Zone III Zone IV (single-
' line)' 

1101 to 925 •• ·-------------------- 174 239 230 261 287 329 -···------·921 to 940 ••••••••••••••••••••••• ........... --- ............ --- ................... .......................... -·------·· ................ 318 
926 to 950 ••••••••••••••••••••••• . 176 242 233 265 292 334 ...................... 
'941 to 960 ....................... ........... --- -·-------- ---------- ....................... ... :;;. ................... ---·------ 323 
951 to 975 .•••••••••••••••••••••• 179 245 237 270 296 340 -----·----I 

'961 to 980-------·----------·---- ........................ ........................ --·------- -------·-· ----·----- ---------- 329 •976 to-1,000 _____________________ 182 249 240 273 300 345 ----·-·aas 981 to 1,000. -----·-------·------- ---------- -----·252- --·----- -- ------277" ---------- ----------1,001 to 1,025 ______________ ~---- 185 244 306 351 339 
1,026 to 1,050 ••••••••••••••••••• 187 256 248 .. ' 282 310 356 343 
1,051 to 1,071 .................... 190 259 252 .... 286 315 362 348 
1,076 to 1,100 ••••••••••••••••••• 193 262 255 290 319 366 352 1,101 to 1,125. __________________ 

196 265 260 295 325 372 358 
1,126 to 1,150 ••••••••••••••••••• 198 268 263 299 329 377 362 '1,151 to 1,175 ___________________ 201 272 266 304 3::13 383 366 
1.176 to 1,200. __ -'--------------- 204 275 270 307 338 388 371 
1,2()1 to 1,225 ••••••••••••••••••• 207 278 274 :m 343 394 376 
1,226 to 1,2150. __ -·----~----· --·- 209 282 277 316 348 399 381 
1,251 to 1,275 ••••••••••••••••••• 212 2115 282 320 352 405 385 
1,276 to 1,300 ••••••••••••••••••• 215 288 285 325 356 4.09 389 
1,301 to 1,325 .•••••••••••••••••• 218 292 289 329 ::162 415 395 
1.,326 to 1 ,3/iO •• --------------··· 220 295 293 333 366 420 399 
1,351 to 1,375 .•••••••••••••••••• 223 298 296 338 371 426 404 
1,376 to 1,400 ••••••••••••••••••• 226 ' 301 299 341 373 431 4.08 
1,401 to 1,425 ••••• ~--------·---- 229 805 304 345 381 437 414 
1,4211 to 1,450 •• -~--------------- 231 808 307 350 385 442 418 
1,451 to 1,475. --------------·--- 234 311 311 354 389 448 422 
1,476 to 1,500.-,----------------- 237 315 315 359 31J4 452 427 

I Appendix-E, I. C. C. Docket No. 15879, Eutem Cla11 Fate Iwestigation, 164 I. C. C. 314, 467 (1930). · 
I Appendix K-2, I. C. C. Docket No. 13494, Southern Clan !?ate Iwtallgation, 113 I. C. C. 200, 207 (1926), 

-as modified by carriers following decision In the Matter of Cla81 Rates within the State of North Carolina, 
Docket No. 27000, 248 ~.C. C. 479 (1942). _ 

s Appendix U, I. C. C. Docket No. 17000, pt. 2, Wutern Truni:-Li'Yu Clast Fates, 204 I. C. C. 595, 709 
(1934) and Appendix B, I. C. C. Docket No. 13535, Consolidated Southwettem Case&, 205 L C. C. 001, 673 
~~. - . ' 

_. Utah Shipper I v. A. T. ct S • .F. Rr. Co., 172 L C. C. 306, 311 (1931). 



INTERTERRITORIAL' FREIGHT RATES 

APPENDIX C 

"Appendix Q-1", scales of first-class differentials 

[DoeS' ~ot lnclpde :& Parte 1fl1 increases] 

r .. 1 2 3 4 ·, 1 
·-- --:'. 

Cents Cents Cents Cents Cents 

-----
10 miles and under------ 10 10 10 -10 650 miles and over 625 ___ 112 
'20 mlles and over 10 _____ 13 12 10 10 675 miles and over 650 ___ 95. ·so miles and over 20 _____ 16 14 12 10 700 miles and over 675 ___ 9S 
-4.0 mlles and over 30 _____ 19 . 16 14. 10 725 miles and over 700 ___ 101 
o60 miles and over 40 _____ . 22 19 16 12 7.50 miles and over 725 ___ 103 
80 miles and over 60 _____ 25 22 19 15 775 miles and over 750 ___ 106 
100 miles and over 80 ____ 27 24 21 17 · 800 miles and over 775 ___ 108 
120 miles and over 100 ___ 29 26 23 111 . 825 miles and over 800 ___ 111 
140 miles and o-ver 120 ___ 31 ,28 25 21 850 miles and over 825 ___ 113 
160 miles and over 140~-- 34 31 28 24 : 875 miles and over 850 ___ 116 
180 miles and over 160 ___ 36 33 30 26 '900 miles and over 875_;_ 118 
'200 miles and over 180 ___ 38 35 32 28 925 miles and over 900 ___ 121 
'220 miles and over 200_' __ 41 ·38 35 31 950 miles and over 925 ___ 123 
·240 miles and over 220 ___ 43 4.0 37 33 975 miles and over 950 ___ 126 
·200 miles and over 240 ___ 45 42 39 35 1,000 miles and over 975. 128 
280 miles and over 260 ___ 48 45 42 . 38 1,025 miles a.nd over 1,000_ 131 

1100 miles and over 280 ___ 50 47 44 40 1,050 miles and over i,025. 133 
:325'Iriiles and: over 3(10_;_ 53 50 47 43 . l,ll75 miles and over 1,050. 136 
·350 miles and over 325 ___ 56 53 50 46 1,100 miles and over 1,075. - 138 
·375 miles snd over 350 ___ 59 56 53 - 49 1,125milesandover1,100. 141 
400 miles and over 375 ___ 62 59 56 ii2 1,150 miles and over 1,125. 143 
-425 miles and over 400 ___ 65 62 59 55 . 1,175 miles and over 1, 11i0. 146 
· 450 miles and over 425 ___ 68 65 62 58 1,200milesandover1,175. 148 
-475 miles and over 450 __ ·_ 71 68 65 61 1,225milils and over 1,200. 151 
-500 miles and over 475 ___ 74 71 68 64 1,250 miles and over 1,2'.!5. 153 
Ji25 miles and o.ver 500 ___ 77 . 74 71 67 1,275milesandover1,250_ 156 

,-550 rn!les and over 525 ___ 80 77 . 74 70 1,300 miles and over 1,275: 158 
!i75 mil~s and over 550 ___ 83 80 77 73 1,325 miles and over 1,300. 161 
-600 miles and over 575_.:_ 86 ' 83 80 76 1,350 miles and over 1,325. 163 
-625 miles and over 600_c_ 89 86 83 79 

EXPLANATORY NOTE 

' ' 

2, 3 

----
Cents Cents 

----
89 

\ 
86 

92 89 
•95 112 
98 95 

100 97 
103 100 
105 102 
108 105 
110 107 
113 110 
115 112 
118 115 
120 . 117 

' 123 120 
125 122 

. 128 125 
130 127 
133 130 
135 132 
138 135 
140 137 
143 140 
145 142 
1148 145 
150 147 
153 150 
155 152 
158 155 
160 157 

363 

4. 

Cent 8 

I 

I 

J 

' 

8 2 
5 8 

88 
91 
9 3 

6 
8 
1 
3 
6 
8 
1 
3 
6 
8 

9 
9 

10 
10 
10 
10 
11 
11 
11 
11 
121 
123 
12 
128 

6, 

131 
133 
13. 6 
13!1 
141 
143 
14 6 
148 
1.51 
153 

The differentials in column 1apply to or from points In Southern Territory 30 miles or Jess from the gate. 
ways. , 

I 
The differentials in column 2 apply on traffic til or from points in Southern Territory more than 30 miles 

but not more than 100 miles from the gateways. . · . 
~_The di11'erf!ll tials in column 3 apply to or from points more than 100 miles but not more than 340 mnes , 
1rom the gateways. · · 

. 'fhe differentials in column 4 apply to or from points more than 340 miles from the gateways. 

APPENDIX D 
' f • 

&ale of southern factors, first~class, lor computing interterritorial rates between 
Official Territory qnd 'border territory" in the South . , , · 

- lDoes not .nclude :& Parte 1111 increases] 

Cents 

10 miles and under-----------··-------------- 36 
:20 miles and over 10.------------------------ 40 
80 miles and over 20---------------------~--- 44 
-40 miles and over 30·------------------------- 48 
ro miles and over 40--------C---------------- 52 
<60 miles and over 50-------------·----------- .t 56 

· 10 miles and over 60--------------~---•--"--- 60 
/ 80 miles and over 70------------------------- '64 

1lO miles and over 80 ... ---------------------- 68 
100 miles and over 90·----·-----------~---:__ 72 
110 miles and over 100---·-----------------~- 75 
120 miles and over 110----------------------- 78 

.130 miles and over 120----------------------- 81 
140 miles and over 130----------------------- 84 

"i50 miles and over 140----------------------- 87 

160 miles and over 150---------~--------·--·-
170 miles and over 160-----·---.--------------
180 miles and over 170 _______________ ~-----·- · 
190 miles and over 180-----------------------
200 miles and over 190----------~------------
210 miles and over 200-------------------·---
220 miles and over 210-------·-------------·--
230 miles and over 220-----------------------
240 miles and over 230-----------•-------'----
260 miles and over 240-------"-----•------·---
160 miles and over 250_"-------0-------------
270 miles and over 260----------"-------: ___ _ 
280 miles and over 270-----------------•-----
290 miles ilnd over 280------------~----------
300 miles and over 290_·---------------------

Cents 

90 
93 
96. 
99 

102 
104 
106 
108 
110 
112 
lli 
116 
118 
120 
122 
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APPENDIX E 

Scal~t of F•kllua li/•mt.iala opplicabl•for dialam~a tft Official TtrrilorJI &&ltd i~t 
eompuh"f irt.lff'tm'ilor'iaj rcdet klvefl\ Official TtrrilorJI and •'border t~rritor:l'' tft 
CMSo~ ' '· 

J>oee ao& IDclwle .1:1 ,PII,. llf IDcnuesJ 

Col- Col- Colo Col- , Col- Col· Col- Col-
ama am a am a om a am a amo uma uma 
.At Bl o• D• .\I B• o• Dt - ~ - - - --

- c..u Cl!lla Cl!lla a.u ', 
C'ttllt Cmlt Clftlt Cml• 

lO miles ud ander ....... • a • :1 ano mllelud onr 37!. •• 67 6:1 47 44 
l S milt~~ ud ever 10. •••• • • • I 376 mllelud onr 3110.. •• 110 lliJ 60 47 
:ID milllll and onr 1111. •••• 7 • • • 41l0 mime ud over 37!. •• &;l &8 6:1 
25 mllea ud ner n .... I 7 • a 4:.14 miltll and ovl'lr 400 ••• 116 81 M &;a 
30 mile~ and over 7111. •••• 10 8 7 • 4110 mile~ and over 4:4-' ••• 69 84 61J 118 
H milellud onr ao. •••• II • • 1 475 mllee and our 4M>.. •• 71 87 1:1 119 
40 miiM ud ovw 3&. •••• u 11) I • 1100 mlleeaad over 475 ••• 75 70 llS !Ia 
4S mll1111 and over 40.. •••• 13 n 10 • 1123 mlllllud over aoo •• _ 'T1t 73 Ill 113 
60 mllllllud over 4&. •••• 14 u 10 • MO miiN and over &2-' ••• 81 78 71 lilt 
as milllllud over ao. •••• u 13 II • 67& mllea and over MO ••• 84 79 74 71 
eo m ile11 ud over &&. •••• 1& 14 1:1 10 800 mllee and over &7!. •• 87 81 77 7" 
M mlle~~ud over 11\. •••• 17 J5 13 n 8:13 mllea and over lllO ••• 110 84 80 77 
70 m 11811 ud over 8&. --· 18 18 14 12' 8110 miiM and onr II~!. •• lilt M ll3 80 
80 mlll'l!l andover 70.. •••• 20 18 18 13 87& mllfll and over 61ID ••• 118 Ill 811 8:1 
110 m liM and over 80 ••••• 2l li 17 It 700 mlll'lll and over 875 ••• 119 114 (Ill "" 100 mil!'lllud over 10 .••• 24 21 18 ' I& 7111 mile~ and over 700 ••• 10~ 97 Ill 81) 
l:JO m liM ud onr 100.. _ 27 24 .:IC) 17 7110 mllet and over 721L. 104 Ill) 114 IH 
HO mlll'l!laac1 over 120.. •• 3() 26 2:1 19 7711 mllfllud over 730 ••• 101 IO'J 87 114 
1110 mllell and nver 140._ 33 29 ~ 2:1 aoo mlll'llland over 77~ ••• 109 1114 99 
11'10 mile~ an• I over 160.. •• 38 3:1 21 24 826 mllt11and onr 800 ••• 111 101 101 119 
~10 milea and over 11'10 ••• 39 84 29 2& 8M mllea and ov!'lf 82& ••• 114 109 Jot 101 
2'JO miletand over ~10 ••• •• 38 31 28 8711 mlltlland over MO ••• 117 111 lll7 104 
240 m IIIli and over 2:M ••• .... 39 84 31 1100 mlle11 and over 11711 ••• lliJ 114 109 Jill) 
2110 mile~ and over 240 ••• 48 41 36 33 11211 mlltlland ov!'lf 900 ••• 1:11 117 111 1 
2140 mll!'lll and over 2111) ••• 49 ... 311 38 liM mile~ anrl ov11r 112/t •• 124 119 114 Ill 
31l0 mlll'llud over 2110 ••• at 48 41 38 11711 milt~ll and over 11110 ••• 127 121 117 114 
324 milellud over 300.. •• M 49 H u 1,000 mllelud over 117 5 •• 1l9 1:H 119 11 

/ 

• J. ppllcahle wbn 8oathem orflrlns or delltlnatlona are 30 mnea or 18!111 trom tbocatewaya, 
• Applicable when Soal.hem orlalna or deat.iDationaaro more thao 30 mlle1 bu•not more 'haD 80 mlleafrom 

Cbe ratewttYt. 
• AppUoable wbell Soutbem ortatns or destlnatton• art more thalli!O mJlea bat not more Chao 180 mlle~~from, 

Cbeptewaj's. 
• A.ppllcable wbell Southern or!i1Da or deatfnatimla .,, more &baa 180 mUee from theaatewara. 

I 

APPENDIX F .· 
Westerta Trunk-Lin• "baait: ~cale,'" of ji.ra~cltut rate~ and zone differential• 

[Does not include ~ Parll 118lncr88181) 

Distance ... 

I mileaud under ............................................ . 

10 milee and over 6. ···············-······--················· 15 milea and over 10 .......................................... . 
20 mile~ and over 15 ••••••••••••••••••••• ---·····--········•· 
2S mnes and over 20 .......................................... . 
30 miles and over 26 •••••••••••• ·---------····--··-········· 
35 mile~ and over 30 .......................................... . 
40 miles and over 35 ........................ ---·············-
45 mile~ and over 40 •••••••••••••• ---·········-----·-·······-
00 miles and over 46 ............. - •••••••••••••• ·-·········•· 
M miles and oTer 150 ••••••••••••••••••••• - ••••••••••.••••••••. 
80 miles and over &5 ••••••••• ----············-·········•····-
83 mllea and over 80 ••••••••••• ·--·--·-····----·-··•········-
70 miles and over 65 •••••••••••••••••••••••• ----··-.-········· 
75 milea and OTer 70 ••••••••••••• - •••••••••••••••••••••••••••• 
80 miles and over 75 •••••••• ---·-----·········-·····--······· 
M miles and oTer 80 ••••••••• ·-······························· 110 milea and over 85 •••••••••••••••••••••••••••• - ••••••••••••• 
911 miles and over 110 •••••••••••••••• ---····-················· 
100 milea and over 95 ......................................... . 
110 li:lilea and over 100 •••••••••••• _ ••••••••••••••••••••••••••• 
120 milea. and over 110 ........................................ . 

Dttferentlala (cents) 
Baslo I---,.---:----:----
K&le 

(cents) 

30 
31 
33 
34 
36 
37 
39 
40 
42 
43 
43 
46 
48 
49 
a& 
62 
113 
M 
M 
a7 
80 
Ill 

Zone Zont Zone Zono 
J 11 Jll IV 

t---1--·-

2 
2 
2 
2 
2 
I 
a 
f • I 
6 
I 
I 
7 
7 
I 
tJ • ' tJ 
t 
II 

2 
a 
a 
t 
4 
I 
6 
I • 7 
7 
1 
8 
8 
8 
8 
8 
8 
t 
t 
t 

10 

2 
2 
I 
I • 
' 4 
4 
f 

' 6 
I 
I 
6 • • I • 8 
1 
7 ., 

t • .. • • • ' ' &. 
8 
8 
7 
T • 8 • 10 

11 
13' 
12 
13 
13 
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Western Trunk-Line "basic scale," of first-class rates and zone differentials--Con. 
. I 

[Does not lnolnde & Pam liS increases] 

Distance 

Dltlerentials (cents) . 
Basic I---..---..---.,....-~ 
scale 

(cents) Zone Zone Zone Zone 
I II Ill IV. 

--------------------1-----------_.---
130 miles and over 120 ••••••••••••••••••••••••••••••••••••••••• 
140 miles and over 130 ••••••••••••••••••••••••••••••••••••••••• 
1110 miles and over 140 .•••••••••••••••••••••••••••••••••••••••• 
11\0 miles and over 150 ••••••••••••••••••••••••••••••••••••••••• 
170 miles and over 160 ...•...•••••••.•••.•••.•..•.•.••...•.•... 
11<0 miles and over 170 ••••••••••••••••••••••••••••••••••••••••• 
100 mill'-8 and over 1RO .•••••••••••••••••••••••••••••••••••••••• 
'2CJO miles and over 190 .•••••••••••••••••••••••••••••••••••••••• 
210 miles and over 200 ••••••••••••••••••••••••••••••••••••••••• 
2:.>0 miles and over 210 ••••••••••••••••••••••••••••••••••••••••• 
230 miles and over 220 ••• ----·················-···--·-········ 
240 mil .. s and over 230 .•••••••••••••••••••••••••••••••••••••••• 
~.0 miles and over 240 ••••••••••••••••••••••••••••••••••••••••• 
2XO miles and over 2fl0 ••••••••••••••••••••••••••••••••••••••••• 
300 miles and over 2XO ••••••••••••••••••••••••••••••••••••••••• 
320 miles and over 300 ••••••••••••••••••••••••••••••••••••••••• 
:HO Dliles and over 320 ••••••••••••••••••••••••••••••••••••••••• 
360 miles and over 340 ••••••••••••••••••••••••••••••••••••••••• 
a~;o miles and over 3tJO. --------····~---------···-·······•··-·-
4<JO mill'S and over~~~~>. •••••••••••••••••••••••••••••••••••••••• 
4:.!0 miles and over 4fl0 .••••••••••••••••••••••••••••••••••••••••• 
440 milt'S and over 420 .•• ·-·········-············-------------
4t\O miles and over 440 •••• •-······-·····-·····-···h··········· 
4SO miles and over 4f,Q_ •••••••••••••••••••••••• : ••••••••••••••• 
500 miles and over 480 ••••••••••••••••••••••••••••••••••••••••• 
5:.!0 miles and over 600 .•••••••••••••••••••••••••••••••••••••••• 
MO miles and over 520 ••••••••••••••••••••••••••••••••••••••••• 
MO miles and over MO ••••••••••••••••••••••••••••••••••••• -. ••• 
580 miles and over 560 ... ----------··--------------···---------
600 miles and over 680 •••• ----------·-··------··--------------
(L>O miles and over 600 ••••••••••••••••••••••••••••••••••••••••• 
t\40 miles and over 620 ••••••••••••••••••••••••••• L.~---~:~ ••• : .. 
r.r.o miles and over 640 ••••••••••••••••••••••••••••••••••••••••• 
6HO mil(\, and over 6!\0 ••••••••••••••••••••••••••••••••••••••••• 
'1'00 miles and over t\80. ········-·········-------·---'-----~---·-
720 miles and over 700 ••••••••••••••••••••••••••••••••••••••••• 
740 miles and over 720 ••••••••••••••••••••• .: ••••• ---------····-
760 miles and over 740 •••••••••••••••••••••••••••••••••••••••••. 
780 mill'S and over 7flO ••••••••• .,t.. ••••••••••••••••••••••••••••• J 

80fl miles and over 780 •• ·--------············-------------~---~ 
825 miles and over 800 •••••• ------·------·-------·--·--·~--.:-~ 
850 mill's and over 825. -----··--·----·----·-·-··-·········----~ 
875 mill'S and over 850 •••••••••••••••••••••••••••••••••••••••• .: 
iiOO m!le-B 1\nd over 875 ••••••••• ······-------··---~,-----.--•·'---i 
11'25 mtles and over 900 •••••••••••••••••••••••••••••••••••••••• ..: 
950 milr.s and over 1125. -----··"······-·-·----•-·--·-!·----~----
975 mill'S and over 950 •• ···--·-----······--·--------···:··-------
1,()()() miles 1\nd over 975 ................................ ~.-·-----·· 
1,fl25 miles and over 1,000 •••••••••••••••••••••••••••••••••••••• 
1,050 miltiS and over 1,025 •••••• ----------·---·------··------·--
1,075 milt•s and over 1,050 ••••••••• ---------··----------------·J 
1,100 miles and over 1,075 ••••• ---------···------·-····---------
1,125 mill'.S and over 1,100 •••••• --------------·-·---···-"·------
1,150 milrs and over 1,125 •••••••••••••••••••••••• 1: •••.••• ~--~·~ 
1,175 miles and over 1,150 ••• ------··--·--·-·---------------·-·· 
1,200 miles and over 1,175 ••••••••• ----------..---~---··-----·----
1,225 miles and over 1,200 •••••••• ---------~------·-------------
1,250 miles and over 1,225 •••••• ----------··'-·····--··•-----~-"' 
1,275 mih•s and over 1,250 ••••••••••• ------·-·------------------
1,3110 miks and over 1,275 •••••••••••••••••••••• , ••••• ~ ••••••••• 
1,325 miles and over 1,300 .•• ----------·-------------------.-----
1,3.'i0 miles and over 1,325 •••••• ---------------------·----------; 
1,375 miles and over 1,350 .................................... · ••• 
1,400 miles and over 1,375 ... ------·--------------··-·--···~----
1,425 miles and over 1,400 ........ ~----------·-·-··---------·---
1,450 miles and over 1,425 .•• ·---------~------------··-···------
1,475 milt'S and over 1,450 •••• ------------·--------------"····-J 
1,500 miles and over 1,475 •••••• -------------------·-----·------~ 
l,li:!5 milrs and over 1,500 •••••••••••••••••••••. ----·-·"------··"" 
1,5.'\0 miles and over 1,525 .•••••••••••••••••••••••••••••••••••• .! 
1,575 miles and over 1,5.'i0 .•• ------------------------·----------, 
1,600 miles and over 1,575 .•••••••••• --------~-------··--: ••••• : 
1,1125 milE'S and over 1,fl00 •••••••••••••••• , ••••••••••••• ~-------.: 
1,6f.O miles and over 1,625 ••• --~·-----·--------------~---------.: 
1,675 miles and over 1,650 •••• ----------------:::.: • .:.: -·---- ----

64 
66 
68 
70 
72 
74 
76 
78 
80 
81 
82 
83 
87 
90 
93 
97 

100 
103 
106 
109 
113 
116 
119 
122 
125 
128 
131 
134 
137 

- 140 
143 
146 
149 

-152 
. ·- 155 

158 
160 
163 
165 
167 
170 
173 
176 
179 
182 
185 
188 
1Q1 
194 
197 
200 
203 
206 
209 
212 
215 
218 
221 
224 
227 
230 
233 
236 

~~ 
245 
248 
251 
2M 
257 
260 
263 
266 
269 
272 

10 
10 

. 10 
10 
10 
10 
10 
10 
10 
11 
11 
12 
12 

.13 
13 
13 
14 
15 
15 
15 
15 
16 
17 
17 
17 
18 
19 
19 
20 
20 
21 
22 
22 
23 
23 
23 
23 
23 
24 
24 
25 

- 25 
26 
26 
27 
27 -
27 
27 
28 

.28 
29 
29 
30 
30 
30 
30 
31 
31 
32 
32 
33 
33 
33 
33 
34 
34 
35 
35 
36 
36 
37 
37 
38 
38 
39 

10 
10 
11 

·n 
12 
12 
13 
13 
13 
13 
14 
15 
15 
16 
16 
16 
16 
16 
17 
18 
18 
18 
18 
19 

'20 
20 
20 
21 
21 
22 
22 

'22 
23 
23 
24 
24 
25 
25 
25 
26 
26 
27 
27 
28 
28 
29 
30 
30 
30 
31 
31 
32 
32 
33 
34 
34 
34 
35 
35 
36 
36 
37 
38 
38 
38 
39 
39 
40 
40 
41 
41 
41 
41 
42 
42 

7 
8 
8 
9 
9 

10 
10 .. u 
11 

"11 
11 
11 
11 
Jl 
12 
13 
13 
14 
14 
14 
15 
16 
16 
16 
16 
17 
17 
18 
18 
18 
19 
19 
19 
20 

·20 
21 
21 
22 
22 

< 22 
23 
23 
23 
23 
24 
24 
24 
25 
26 
26 
26 
26 
27 
27 
'27 
28 
29 
29 
29 
29 
30 
30 
30 
31 
32 
32 
82 
32 
33 
33 
33 
34 
35 
35 
35 

.14 
14 
14 
15 
15 
16 
16 
16 
17. 
17 
18 
18 
19 

'19 
19 
20 

< 21 
21 
22 
23 
24 
24 
25 
26 
27 
27 
28 
28 
29 
30 
30 
31 
32 
32 
33 
33 
34 
34 
35 
36. 
36 
37 
38 
38 
38 
39 
40 
41 
41 
42 
43 

I 43 
43 

'44 
45 
46 
46 
47 
48 
48 
48 
49-
50 
51 

·51 
52 
53 
53 
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. Wt~tcna 'Trau,l-Liac "bal'ic ual1, .. of jiral-cltJII ral11 ontJ 10"' ~iff'crtntialt-Coo. 

(.'Dtlell DO& Include £1 Pwf• 113 lllcnuea) 

DMIO 
scale 
(cen~s) 

Dlllerentlala (cents) 

Zone 
I 

F. nne 
1U 

Zone 
IV ------------------------------1-----

1,7'.!5 mni!S and .... 1,11'10 .•••••••••••••• _ ••••••••••••••••••••• 
1.7:10 mill'l and •••• l,T25 .•••••••••••••••• -·············--··· 
1,775 miles and O'ftf l,7:lO ............ n ••••••••••••••••••••••••• 

l.llOO mill!! anti •••r 1,775 __ .................................. . 
1.8'15 mlleaand • .,., 1.1100 •••••••••••••••••••••••••••••••••••••• 
l,S:IO miles and O'ftr 1,825.-................................ _ •• 
1,875 mi!N and •••r 1,8.'10 •••••••••••••••••••••• ~ ••••••••••••••• 

40 
40 
40 
40 
4l 
tl 
n 
u 

38 
88 
3ft 
87 
38 
118 
311 
18 1,1100 mllt>a and O'ftt L 871.----···•·-·····-·············--·· 

1,\l'.lS milee and O'ftr 1,11110 ••••• - ... ··-·········---······•···· 
l,I}M mill'llt and •••• 1.925 .••••••••••••••.•••••••••••••••••••••• 
1.975 milee and o•er 1,9110 •• - •••••••••••••••••••••••••••••••••• 
2,lJClO miles and ••• 1,9711.---················-·············· 

278 
2!1l 
2!14 
2H7 
ll\10 
:193 
2116 
200 
an~ 
803 
anA 
au 
814 
817 
8:10 
8:0!3 
326 
829 
832 
8:18 
8:18 
1-41 
844 
847 
3..'i0 
BM 
8M 
lllll 

.. ........................................ . . .............................. ., ............ . 
_ 2,005 mlllllt and ••• 2,noo._ .................................. . 

2,0M milM and O'ftf 2,021l .••• - •••••• -·•··--•••••••·••••••••••· 
2,075 milet and •••r 2,0M .................................. , ........... . 
2,100 mllee and • .,., 2,071l ••••••• u·················-·········· .. ............................. ····-·-· 

' 1,12ll mHM ud o•u 2,100 ....... - ..... - •••••• _ ..................... . 
2,1.'10 mile~ and O'ftr 2,125 •• ., ................................... . 
2.17S miles and •••r 2,Jro •••••••••••• .,. •••••••••••••••••••••••• 
2,201) mllM llDtl OYef 2,178 ........... ~••••••••••••••••••• .. •••••••••• 
2,2".!8 mtl• and •••r 2,200 ........ - ................ - ............. - •• 
2,21!0 miles and o•er 2,22& •••••••••••••••••••••••••••••••••••••• 
2,2i5 Illite and over 2,2ro ....................................... .. 
2,3110 mile~ and ••• 2,275 .................................... .. 
1,323 m nee and ••er 2,300 •••••••••••••••••••••••••••••••••••••• 
2,3110 m Uet and ovu 2,32& •••••••••••••••••••••••••••••••••••••• 
2,378 mil• and o•u 2,3110 ••••••••••••••••••••••• ·-············ 
I,G milel and ovn2.37L ....... - ................................. . 

APPENDIX Q 

... ..... ..... 

.. 
~. Bridg• acou" of Ji.raf,..clall arbilroriea Ulcd '" w ,.,.,:,. Trunk-Linf-Offi,cial OdJu•lminl 

(D~ DOt l{lcfwlt~.EI h1tl 1J3lnCll'e&IIS) 

' 
Dlltanoe ArbS. Dllltanee Arbt-

&nu7 &rary -
C1111• Cmt• 

20 mlle1and nuder •••••••••••••••••••••••• 10 10 miles and over 75 .•••••••••••••••••••••• " 30 mJlea and over 20 ••••••••••••••••••••.••• 12 110 mllea and o•er IIIL ••••••••••••••••••••• w 
40 mlleaand over 30 ••••••••••••••••••••••• 14 130 mlleaand o•er 110 ••••••••••••••••••••• 84 
60 mila and O'ftl 40 •••••••••••••••• ., •••••• 18 1.50 mllea and o•er 130 ••••••••••••••••••••• Bll 
eo mllu and O'ftl ro ••••••••• ·-····-···- 11 170 &Dilel and over 160 ..................... .. 
76 mileland over I5Q. ··--······-······· 21 

APPENDIX U 

., Bridge acale" of ji1'1f,..clau orbilrtJriea uecl in Southwe•ter.,.,jJicial and 
Sou.thweaterfii"So"UI.hern adju.&tmen' , 

(Doel DOC luc:Jude "b PaTti 113 lnerea!M} 

Dilltance Arbl- Dlatance Arblo 
&IBI'J &rart 

-
C111U Cmt• 

1» m ilea and onder ........................ 11 110 miiM and over 78 .••••.•••••••••••• , ••••. 31 
30 miles and over 20 ....................... 14 106 milea and over 110 .••••••••••••••••••••• 3& 
40 mll81 and over 30 ••••••••••••••••••••• _ 17 120 mllel and over 108 ••••••••••••••••••••. ag 
10 m1les and over 40 ••••••••••••••••••••••• 20. 136 milea and over 120 .•••••••••••••••••••. 4-1 
110 mile1 and over ro ••••••••••••••••••••••• Zl 1.50 mtlea and over 1:13 .•••••••••••••••••••• t7 
75 mlle1 and over 110--·--·····--····-····· 71 170 milel and over tro .••••••••••.••••••••. 62 

• 
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APPENDIX J 

STATISTICS SUPPLEMENTING CHAPTER VIII 

TABLE I.-Percentage of United States production of sugar beets and beet sugar 
p~oduced by certain States, 19391 · ' 

Percent of U. 8. 
production 

Percent oru. 8. 
production .-

State State 
Sugar Beet 
beets sugar 

Sagar Beet 
beets sugar 

J.lfchigan .••. -----·- ----········-
Ohlo ..... ·····----··--------···-
Colora<lo ••••••••••••••••••••••••• 
Nebraska ..••••••••••••••••••••••. 
Wyoming···----········-·-·-----

9.6 
3.4 

H.l 
7.3 
t.9 

9.9 
2.6 

15.9 
6.f 
.5.6 

lJtah ••••••••••••••••••••••••••••• 
Idaho .•• ----------------------
Montana ••••••••••••••••••••••• ~-
California .•••••••• ~--------------

6.3 
9.1 

' 8.3 
25.1 

6.1 
7.7 
8.5 

,27.6 

1 From U. 8. Department of Agriculture, Agricultural Statistics. lllfl, and 16th CeD.SIU of the United_ 
States, :Manulacturea, 111~9. , · .. . . 

TABLE H.-Percentage of United Statu production of copper ore, and of smelter -
otdput o~ cU>mestic ores, by Statu, 1939 1 . 

Percent Percent Percent P:!l'cent 
oru. s. ofU. 8. or u.s. smelter of U.S. smelter 

State produc- output State produc- output tion of tion of 
domestic from ' cbmestic from 

domestic domestic ore ore ore ore 

~ 

:P.flchhmn ... ········-··------- 6.M 6.27 Montana ••••• ----·-------·-- 13.40 1t.28 
Colorado ....•.•••••••••••••••• 1.81 1.711 ~ev~-------------··------- 9.~ 9.M 
~ew .Mexico .................. 6.33 5.~ Utah .•• -·--····--·--·····---- . 23.00 22.89 
Ari~ona •••••••••••••••••••••. 36.02 36.87 California •••••••••••••••••••• .00 .60 
Idaho .•• ·--·-··-·----····-··· .40 .32 Washington •••• ·------------ L~ Ll8 

/ 

1 Data from Minerals Yearbook, Review of 1940. pp; QO and 9L 

TABLE III.-Number of establishments, persona employed, and flalue added by manu
facture in the nonalcoholic beveragu industry, by Statu and freight rate territories, 
19391 . 

-
Percent 

~amber Manu- of Value Bdded 
of estab- factoring United by manufac-
lisbments employees Statu tore 

Official Territory: 
Connecticut •••••••••• ----------·----···---------
M aine ....... -·--·--·----·----·-·-···-·····-·-··· 
Massachusett9 ..••••••••••••••••••••••••••••••••• 
Nt'w Hampshire ••••••••••••••••••••••••••••••••. 
Rhode Island...- ••.•.• ---·--·---····--···--·-··· 
Vermont .••••••••••••••.•••••••.•••••• ------ •••• 
Delaware ..••.•••...••••• --- ••• ---· •••••••••• ---. 
District of Columbia.--····-···-··········--···-
Illinois •••• ·---------·-·--·-··--········--·-···-
Indiana_ .•.•••••••••••••••••.• -------····--·---
l\1 aryland ••••••••• ----··· ••••••••• -------···----
l\1 ichiga.n ..• : • ---- ___ •••••••• ---- •••••••••••• ···.-
New Jt'rseY --- -·--··-------·· ·······-- ·······- ·
New York ...•••••••••••••••••••••••• --·-·-·-·---
Ohio .••••• --············-·-·--------·-··-------
Pennsylt"ania •••••••••••••••••••••••••••••••••••• 

UM 

82 
42 

162 
24 
28 
12 
11 
13 

259 
115 
67 

115 
153 
329 
193 
31f 
106 

M,991 

582 
292 

1,963 
159 
349 
65 

121 
,436 

3,'415 
1,1176 

952 
1,583 
1,853 
3,649 

• 2, 701 
3,315 
1, 332 Virginia .•... --·----···--- ••••••••••••••••••••••• 

West Virginia •• ---·-···--··-------······-··-···-
1 
____ i----67 6j6 

2,0821 Total Olliclal .• ------·----···-··----------·-··1=== 25,119 
I 

ll'nl\tnntA At end Of table. 

total 

100.00 $211, 843, 681 

LOO 2, 039,838 
.53 772,373 

3.67 1, Ill, 389 
.29 423,169 
.63 926,490 
.12 178,473 
.22 4.'19, 885 
.79 1, 783,182 

6.21 13,207,503 
3.05 6,659,644 
L 73 3,269,931 
2.88 6,435,494 
3.37 6,426, 468 
6.64 14,544,856 
'- 91 11,336,203 
6.03 12,237,804 
2.42 5,560.661 
1.23 2, 439,220 

45.68 95,792,643 

Percent 
of 

United 
States· 
total. ' 

100.00 

.96 

.3& 
3.36 
-~ .« 
.08' 
.21 
.84 

6.23 
3.14 
l.M 
3.04 
3.03 
6.87 
6.35 
II. 78 
2.62 
1.15 

45.22 
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I ' Pef('ti!Dt Pel't'4!n& 
Numbfor Manu- of Value lk!ttlld of 
ot estabo fbcturlnl United bJ manllllloo tTnlted 
Uahmenta employ.- Stattoa &ure Stllllll 

&otal &otal 

-----------------------------r------~----1-----1--------1----
South.m~ 

.-labsma .. .... _.,................................... 0() 1, m t. 32 
J'lorltta ........................................... Jn 1, 40-t 1.1111 
OI"'tTTa •• ····-·-~---················--········· , 1:"' l,IIM4 a. fit 
JCf'nttiC'k)' ••••••••• -............................ 811 '· 141 2. Ill\ 
~tL'II'iS!Ifppl. ••••••••••••••••••••••••••••••••••••• "9 l, 031 1.117 
Nortb Carnlln&.---···•········-····--········ 11!4 3, Sfl4 f. 30 
~uth CarollDa.. •• -............................. 77 11116 1. Ill 
Tt~---· ••·•· •••••••••• ......... •. ........... D8 I, Ml 2. M 

... 83:1,871 
&, HO,Mt 
"'4117. tilT 
4. AAS, 911~ 
4,li'JI,IIIIt 
8,11 ...... ,07S 
4, XIII, 411\l 
e. 271.471 

2. ,. 
1.43 
4. 01 
:1.81 
2.04 
4.11.') 
2.00 
U6 

·· • t----1----1·-1-----~-
Total SoutherL. ...... _ ... _................. 1M 11,739 31.15 u, 7-&3, «o :1:1. M 

Wllltml Tnmt·lJn•: , 
r oiOII'ado .............................................. . 
I tl'Wft-... ............ ~ ................... •· .......... • ... .. 
JC•nSAa ........................................... . 
)ffnn.eota ...................................... . 
Mk<!ourL ••••••••••••••••••••••••••••••••••••••• 
N•bruk"- .. ; .. ........................................ .. 
North Datnta. •••••••••••••••••••••••••••••••••• 
Flnntb Dakota. ••••••·•••••••··••••••·······••••• 
WJomin•·····-································· W iM'onaiD ................ _ .......................... . 

~----·1"" ___ _ 
41 
"9 
7A 
Ill 

1311 
49 
17 
19 
1:1 

140 

~ft 
fill 
6113 
fl4:t 

2. lilt 
• 400 

)t13 
1~3 
7~ 

1.092 

.70 
).116 
I. 011 
). 7l 
a. llllt 
• 73 
.:!0 
.7~ 

•• t:t 
1.98 

-
1, 201, 9/1.'1 • 6T 
a. :l72, 113 J. 114 
1. 01111, a '10 • H 
'· !127, 1174 1. 33 
7,1111, 100 3 .. ~ll 
1, 3111\ WI • M 

' 11113, 377 • 2~ 
4111,1\lO .:l3 
217,234 ,If) 

.. 31)6, 1100 2. 03 

23.7119.8211 II. 23 ~----·1------1-----1-----------1-----Total Watma TruDk·Line.. •••••••••••••••• •• 1172 8.'!18 1:1.40 

louth~sttrm: 1---·1"----1-
.ArtaniiM........................................ '71 1111 1. 41 I, 4011, 4AA t. fll 
Nf'W Mf'lllro. •••·····••••••··•••••••···········. '21 1!1/l • aA llll7, I H ~:J 
Oklahoma .............................. -......... lllll ll:l't 1. 71 8, 'IM, III-I I l 11'1 
Texa~ ................................. ·-······· 30'1 4, 11.'\ 7. 41t 14. 37"1, Ool.l fl. 7V Louisiana....................................... 64 1,1148 :1. 8:1 8. 4-IIJ,!ISO 3. 04 

~-----~------1-----1---------1-----
Toti\J Southwestern.. ................ :.......... liB I 7,1179 13. 7S 28, :183, 400 13. 35 

lntermou"tahs~ 
~-----1"------1~ ~ 

A rlzona ••• ·······························-····· 24 , 23:1 , 4:1 777, '71\0 l<lllhl)........................................... )9 )1ft .21 3117,:41111, 
Montana......................................... 29 lA~ • 21t 1141. lfl7 
Ne•ada. ••••••••••••••••••u•••••••••••••••••••• A 119 • I:J 211, 1111 
Vtab-··-·····-·················-·······-···· 22 184 . 33 11.'13, 7111 

.3fl 

.19 

.2ft 

.10 

.28 
~------·1--------1----1------------1-----Total Intermountain.......................... 102 7113 l. 30 2,11011, 24:J I. 18 

Pacific: • 
!s.--amal~--~--1~1=-------~~ 

Callfornla •• ···········-··········· ••••••••••••• 11111 2. 42:1 f. 40 11, 11:1~. fl71 
0rl'!fon .•••••••• -................................ 3~ 2111 • 4ft 941, 11!411 

,_ Washington ••••••••••••••••••••••••••• -........ 34 300 • 114 l, 246,118:1 

a. 4.1 .... 
.119 

1---------r--------1----r------------1-----
Total Pacrtlc.o-................................. 233 3, 973 l 40 13,724, 1•30 ft.48 

• l!ixteenth C81131D of the Vnlted Ptates 1940. Manutactaret 193!), Beverages, table 2, pp. 1, 2, and 3. 

TABLII IV.-Num~ of establishmenla, peraom employed, and 11alue added by 
manufacture in colton broad Wot1en gooda industrv, by Stale• and freight rats 
lerTitoriea, 1939 • _ 

Number of Mann fa,_ PPI'eent nf Value added PPI'r11nt nf - establish· turin!( Unlterl by manu· Unlt11d 
menta employeet States total facture 8tate1 total . 

/ 

tTDlt.dStatee ................... 1181 325,372 100.00 1438, 330, M2 100.00 

O!Jielal Territory: 
8,M3,800 1.011 Cormectlcut ••••••••••••••••• u 4,9M 1.64 

Maine ...•..•••••••••••••••• . 8 9,1!97 2. 911 lft, 111, ){)) 3.M 
)lfassBCbll8etts .•••••••••••••• ~~~ 28,7R3 8.116 311,343,MI& 8.29 
New II iUil pshire ••••••••••••• 8 6,1193 2. 03 1 I, 211,11:!4 :u& 
R bode laland •••••••••••••••• ltt 7,1180 2.33 10,2Z7,663 2.33 

J'ootnote• at end of table. 
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TABLE JV.-Number of establishments, persons employed, and value added by 
· manufncture in cotton broad woven goods industry, by States and freight rata 

territories, 1939 '-Continued 

e;~tublish- turing United by manu- United 
Numher of ManufdC· I P<>rcent of Value added Percent of 

------------------------:---m--en __ u _____ e_m_'_)•o_y_oo __ s_,
1 
__ s_t_at_e_s_w __ ta_I~·-I---m-c_t_ur_e __ ~ __ s __ ta_t_es __ to_t~a--~ 

Offici_~! Tt•rritr.ry-;-Continued. 

~)~.~~"?:r~·_::::::::::::::::::: . :m ============== ============== ========~===== ==========~===, Illinois.------·-········----- 8 . 439 .13 $1,186,146 · .21 
I nrliana .. ------------------- I (2) ----·-·· .•.... ----···-·-··-- ·---------·-·· -------······· 
Ml\rylanrl................... 6 1,276 .39 1,856,909 · . ·: .. 4,2 
:\fict.il'an ..••••.••..•••.•••.. -·-······-··-- ............................ -------··--·· -····---: •• ~ 
Kew Ji•r1lt'Y--------······--·- 22 1, 279 ~ 39 2, 814,299 .... 64 
N~~ York: .•• ---·-··--------- .]3 8,997 1.23 11,~43,680 ' 2.67' 
OhiO .. ·····----------------- 1(2) ----------- -- -------------· ----------~--- --------------l'f"nnsylviU!la................ 42 3,170 .97 6,349, 730 ,. 1.45' 
Y!rl'inia. ·"· --··-----------1 10 12,761. 3. 92 19,675,213 4.47 
\\ tst VIrginia .•••••••••• ~--- ---·-----•-·-· .............. ··---------·--- --·----·---··- ............... , 

Total OfficiaL •••••••••••••• 205 8o. 47o I · 24. 73 125, 483, 941 '' 28.63· 
==:=====!========!======= 

Southern: , 
A lahama. --··--·-·---·-·-··- 60 29, 639 9. 08 34,807,237 7. 94 
l'lorirla ,--------------··---- -·-·······---- .••••• : ....... --··---------- ·-·----·--·-·" .............. . 
<!eorl!ia -------------r-----·-

1
81 60,896 15.64 60,8S6, 114 . ,13.89 

1'-t>nt.ueky................... (I) ••••••••••.•.• --·----------- ----------•--- ... ·-···-·'-··· 
1\fiRsi~siJ•Pi.................. 9 2, 705 , 83 1, 795,877 . 41 
North ( arolina.............. 128 72,9ga 22.43 117,829,021 26.88 
!'Iouth Carolina.............. 140 72,818 22.38 77.942.553 17.78 
T£•flDllSSt-'6.------------------ 5 4,423 1.36 4,758, 703 '. 1.09 

' 
Total Southern............. 413 233,366 71.72 298,019,505 67.99 

\Vcsft,rn Trunk-Llno: . , 

&~:~~~:::::::::::::::::::: :::::::::::::: :::::::::::::: :::::::::::::: ::::::~:;::::~ ::·:~:::::::;:: 
El!t~7r~~--~::::::::::::::::~ ~~~~~~~~~~~5~~ :::::::::::::: :::::::::::::: ::::::~::::::: :::::::::::::·· 

' '~¥~tPn~~~~~::::::::::::::: :::::::::::::: :::::::::::::: :::::::::::::: ::::::::::=~== ::::!::::::::: 
· Ut nh ...... ------- --·-- •••••• ---·-· ........ -------------- -·-·--·····--- -·········---- -···--·--·-··· 

\Visconsin •. -- •.• ---·-------- I (1) -------------- --·----------· •••••••••••••• -~--f.----~-~-~ 

T~~e.:.':~~~~---=~-~~- ------·-"---J .. : .. ----·----1------- ------- -------------- ·----~-~--"-··· . 
Southwestern: I · 1 · ' 

~;~~~~~xtco.:~:::::::::::::: ----···----~- ----------~~- -··-------:~~- ...... :~~~~- -~---~---~-:~ 
Oklahoma .•.•••• ---------·-- 1 (1),--------- __ .. _ ------------ __ ........ ___ . __ --·····-------
Trxa.'l...................... 21 6,066 1.86 · 6,601,1l05 L48 •. 
Louisiana................... I (1) -----·-------- ------------·· ------~-----·- "·------------ .. 

Total Southwestern.______ 251 6,732 2.01j 7,224,248 - 1.65. 

Intermountain: 
Arizona ................................... -····--······- -············- ·············- -·······-~---· · 
Idaho .. _ ••••••••• -------·-·- ••••••••••••••••••••••••••••. .-,. ••••••••••• ------··-•···· ···----.~--~--~ 
11ontana .•••••••••.••••••••. --·-····------ ---------·---· ---··-----···- ---------·--·- -----·-------

~::~~~::::;~:~~~~~~ ~~~·~~~~~~~~~~~ ~~~~~~~~~~~~~~ ~~~~~~~~~~~~~J~~~~~~~~~~~~~ :~~~~~~:·~~~~~·-
\ 

Pacific: . 

g~!~~~~~:========~========= : m ============== :::::===~===== ============== :::::::::::::: \\' ashington •••••••••••••••••• -------------- -·---- -------- ---"-·----c- -- -·-··------·-- ---"-···-··-··· 
Total Pacific .••••••••••••• -------------- -------------- ------------- -------------- -----·--------

Olher States ••••••••••••••••••••• 18 4,804 1.48 7,603,158 1.73 

1 Sixteenth Census of the United States, 11140, Manufactures, 1939,'Cotton MIU!ufactures, p. 2, tablo 2.' 
1 Data incomplete Cor establishments in parentheses, but combined and shown under "Other StBtPJI.'" 

90454-43-25 ' 
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. 
T••u v.-N .... &n of talablis,.menla, ,.rSOf\1 emplo·getl, OJ&Il Mlu• adlll<l &u ltiOf\14-

jtJdti.N i• C9tto• RCln'OW fabric• i~ttiKalriu, 611 .Statu err.d jffinh• rate ler,.ilorau, 
19J9. . • 

lralted ltatet~ •••••••••••• · .•••.•. 

Numhf'rof 
.. tl\bll:m

Dlt!IIU 

163 

M.anuflle· 
turin I 

tmplu)'l't'l 

15, IDol 

J>t"l'l't'nt of 
Unitt•cl 

S&atee &otal 

too. oo 

Value ••l•lt~tl 
by mnnu• 

facture 

~-----13------,,-------1------O:DelBI Tl'rrltnry: 

S2ll, lltll\ ~~~ _, 
~ Conn.>et.ieu, ................. # ll 2. He u. l:J 

1\faine ..................................... ········;;·;,~.;.· 
l\111111!1\ChU!W'US............... I :w .. - .••••••. iii." 67" 
New llaml)!lhlH. •• _........ 8 2t\ot 
Rhode lliJillld. -··· ••• • ••••• :tat 4, Ill 

1. 74 
38.41 

Vrrmout- ..................................... ~ ........................ , ..................... .. 
t)t>law anr . . • • . • • • . • ••• •••••• • • • • • • • • • • • • • • • •• • • • •• • • • • • • • ••••••••••••• 

· I lilltric& of Columbia.. ••• H• ••••••••••••••••••••••••• ,

0
.
1
.• • •••••••. ;, . ;;.o. 

lllinnis ••••••• -....... •• • •• • 4 .. .. .,... 
lnrlian•.. ••••••••••••••••••• I (2) ••••••••••••••••••••••••••. 
1\(>tryla.nd.................... I (IJ ............... ··•••••·•••••· 
Jof wh iRlUI .• ••• ••••••••• ••• •• • I (11 
:NctW J .. nw,r ••• ,. •• d............. a 
Nnr Iorll.................. If 
(lllio.......................... :t 

·•••·••· ·· 2ni · 
7110 
11~ 

2,~ 

.•...... T3i 
&. 00 
• 7lt 

111. lit J'f'DD8~lVIUli~t.. ••••••••• ,..... 2:J 
Viru:in ••- __ .............. , .............................. • ........................................................ . 
Well& 'It lriiAiL ...... _.... •• •• • • • • . • • • • • • • • . • •..••.•••••• - ............. -

Total omctal ••• - •••••••• 
1----l~---

HO lJ,IM 

.hvbhPTn: 
AIKDMDa.. •••···••••••······· 
J'hlri•lll ........................... . 
Oeortla... -·-·- •••••••••••••. 
Kentucky .•••••••••••••••••. 

.......... i(~, 
t(~) 

.. ........... , ... ... 
1\.liftMiSIIlppi.. ··•••••·•·•··••. 

. · " N Dl'th (, arnli n& ••••••••••.•. 
.................... io- ................... 2i-

South Carolina.! •••••••••••. 
TllllDt'~---········-······ 

1(0~--·······--·--

Total Southern .......... . 10 

We!!ti'T'B Tnmk-Llne: 
I=--....... - I 

('olorado •••••••••••••••••••..••••••••••••. 
'· low• .................................... .. 

.Kamu_ ....... ---··--·- .. - ............................. ., .. . 
1\.1 innt>.sota. ••••• -. • • • • • • • • • • • •••• - •• - - •.•. 
l-1'-ltvL................... ' I(J) 
Nt>bra.~ka •.•••••• .: ••••••••••••••••••••••. 
Nortb Dakota. •••• _ •••••••.•••••••••••••. 

421 

-........................ . 
-1.. ••••••• •••• 

89.!!0 

. ........ i' 77' 

2. 77 

a. 40t, 11r.e 

.... i,.il~.- lit\7' 
31111,!1~10 

8, 3-IJ, 011~ 

............ -- ..... - . -
417,078 

1,1mn,lll8 
3:.!.1, 7~J 

.. 47!1,1134 

......... ---- .. - ..... 
7ZI, 2!11 

722. 281 

~ ... , •• - ..... - ..... M 

)>p~ntof 
t.:nltt•cl 

Statt'l tutaJ 

100.00 ,_ 

13.86 
................ 

:ro::~~ 
I. Ill 

~-·~ 

.. ..................... .. 
·· ··· · ····r 6.1 

7. tl:t 
1. 27 

17.6:1 

90.2:1 

..................... __ _ 
li.U 

li.!I:J 

. .., .... , ........... -.... _ .. 

li'outb I>akota. •••••••••••• , .•••••••••.•••. 
~ 'omlmt .•••••••••••••••••• -- •• • • • ··-. ·•• 
'W IIICOrll!lll.. •••••••• _ •••••••• ····•·••••••·· . ···•·•••·•··- ......................................... . 

Total Westml TIUIII&·LlDe :~-:---..,-~---... -:---: .... ---:-~-: --=-:-...... -.,...:---:-=---: . .,---.~.,.---~-... --·=·=··=·=··=·=·--.ll-~----.-.. -.-.. -.---.. -., .... ··.:::.:;:,:; 
I South Wf\~tent: 

Arkan~as .• __ •••••••••••••••. 
Nf'W Mllllk:O •••••••• ~---···· 
Oklahoma. •••••••••••••••••. 
Tt'UII .•••••••••••••••••••••. ····-·········
IAluisiana ••••••••••••••••.•. 

Total S"uthwel'ltem ..••.•• 

Jn~ountain: 
Arizona .••••••••••••••••••. _ 
1<1aho ••••••••••••••••••••••• 
1\lontana ................... . 
Nt!'vada ••••.•••••••••••••••. 
l:t&h ..••••••..•.•••••••••••. 

---------r-----------r----------1---------1---------TotallntermoontaiD-......................................................................... . ....... . 

~fte~ · 
CaJ!!orn!a ••••••••••••••••••. ~•n> .................................................. ·-···· 
Or!'p:on...................... 1(1) .•••..•••••••.•••••••••••••.••..••.••••••. ······--······ 
Vi ashington~ ................................................................ .,.. .................... . 

Totall'aci1Jc •••••••••••••• l ......................................... -----·--······ ............. . 
"""""="""'..,="":== mr=mr:"L :2.:s~w.~-=-

Otb'erl!tates .••••• -•••••••••••• 131 1,119 7.361 1,77J,tlll6f 11.00 

1 Sbtef'Tlth. Cm~us of the UnifA>rf St.at.~s 1940, MannrscturPs 11119. Cotton MMufnMurP!I, p, 3_l tal•ll! 2. 
1 Data mcompk•tt ror rstablisbmenta in p&rl.'ntheat't'l, but combined anrt shown onder "Otht!f l!!tat~>s." 
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I . 

TABLE VI.-Men's and boys' ahirtJJ (except work and polo shirt8) produced, by Statea 
and freight rate territories, 1939 1 , 

Quantity 
(uozens) Percent 

Uuite<l States ..••...•..•... 13,362,361 100.00 
!====:=== 

Otnclal T«>rrilory: 
Connecticut............ 8ti8,373 6.50 
1-Iaiue __________________ ------------ ----~----

MassachuSt•tts .... ___ . __ 887,003 6. 64 
New Hampshire ....•... ------------ •...•••••• 
Hhode bhmd ..•.••••••. ------------ -------·-· 
\'••nnunt. ...•. : ..•..•.. ------------ ----------
)),.Jaware............... 100,422 0. 75 
District of Columbia ... ----------------------
Illinois................. 130,779 0.98 
Jndhma................ lll-1,327 1.45 
Maryland.............. !!211. 71l 6. 21 

, M lchi~an -----------·--- 5, 317 0. 04 
New Jerst•y............. 857,!-163 6.42 
New York .• ----------- l, 412,610 10.57 
Ohio .. ___ -----------·-- 2tii\, 6t~l I. 99 
I:~nnsylvania.......... 3, 7i7,32:~ 28.27 
\ 1rghda................ 2114,0\16 2.20 
West Virginia ...•••.•.. ------------ ---'------·-

Total OfficiaL....... 9, 624, :!:!0 72.03 

Southt>m: 
Alabama............... 370,271 2.77 
}'iorhla ..•••••••.•...... ------------ ---··-----
Ororda ...•. .•.•. •.• .. . . 393,484 2. 94 
Kr-11t.ucky •••••••••••••• ------------ •••••••••• 
1\tbsis~lppi............. ~0,851 2.85 
North Carolina......... 31i2, 310 • 2. 64 
f'nuth Carolina......... 2\18,875 2. 24 
'l'ellllt'SSCO.............. 423,715 3.17 

Total Southern....... 2, 219,506 16.61 

I Quantity Percent 
(dozens) 

1-----------------1 
West_!!rn Trunk-Llne_-Con. 

Kansas ....•...•.•.••••. ------------ ----------
Minnesota.____________ . 3, 572 0. 03 
Missouri_______________ ' 873,773, 6. 54 
Nebraska ............... -----------~ ---------- ' 
North Dakota. ......... ------------ ---------
South Dakota .......... ------------ ----------

~~~::::::::::::: ::::::;::~:: :::::::::: 
TotalWestemTrunk-

Llne................ 877,345 8.57 
Southwestern: l=_====l==== 

Arkansas ..••• ---------- . -~--------- ----------
New Mexico .••••••••••• ------------ -------·--
Oklahoma. •••••••••.••• ------------ .......... . 

' Tex~.- •• -----•--------- 30, 538 0. 23 
LoUISiana ••• ----------- ------------ ----------, 

0.23 Total Southwestern.. 30, 536 
===I=== 

Interm_ountaln: . 
Aru:ona •••••••••••••••• ------------ ---------

~~~~an&::::::::::::::: :::::::::::: ::~::::::: ' 
Nevada._ •• ------------ ------------ ··"·-----
Utah ..•••...•••••..••.. ------------ -~-------· -. 

Total Intermountain. ------------- -----~'-•·· 

Pacific: 
Callfornia.............. 109,571 " 0.81 

W!:gf:tgtO"n:::::::::::: :::::::::::: :::~::::: 
We~f!'rn Trunk Line: . Total Paci1lc......... 109,571 ~ 0.81 

Colorado .•••••••••••••• ------------ ---------- 1=====1===== 
Iowa .••••••.••••••••••• ---------------------- Other States•----·--~------- 500,883 3. 75 

• Sixt('(>nth Cengus of the United States 1940, Manufactures 1939, Men's and Boys' Furnishings, Work 
and Sport Oarments, tahlc 5, p. 12. -

• Data for some establishments combined and shown under "Other States.~ 
..... 



I 

37~ I~TERTB:RRITORlAL FRtlGUT RATES 
' " ,. . 

T.t.au VU.-~v,-·, ond b011a' Jwni81t.&nga, worl and •pori gatme-nl.l pro,Jueed bfl 
' .Slalt• 9nd frngh~ ''"• lerrilori11, 1VJ9 ' 

Vllited States.··-·····-·· I. 8.'10, 11<12 100. 00 

Ot!lct,u T~tory: _ 
{ OfifltiCU4Ju&.,. .......... •••••••••••• ·••••••••• 

• 1 l\lfLirJe._ .. .., ___ ,.,~----··- ................................ .. 
1\1-chu.•tt! .•••••••• a. &U .oa 
!'iew ll!lml)81'llre .................. _ •••••••••• 
Rhode J!l!and. •••••••• ~ ••••••••••••••••••••••• 
Vermon& •• -.r·······--·· ········-·· .•........ 
· Total New ED&lan\1.._ , 4,614 .01 

Delaware ..•.. _ ............................... . 
J)i ... trlc& Ill Cohunbla.. ••.••••..••.•••••••••••• 
lllinoia. ••••······-···· 211.370 • 41 
ln11i1V1a. ••••••••••••••• 7:Ja, 747 lD. n 
.M aryhmd. ••••••••••••• ' ~ 017 ._ Ot 
1\llcbil!'"n- ••••••••••••••••••••••••...•••••••.. 
New J•Jr!lf'y ••••••••• -.. &4, ~7 • 94 
N111w Yorll..-........... HI, 14:1 2. 06 
•Oh io-... •• • ..... ••••• ••• 2S. Dlill • 4:1 
l'ennsylvanla........... 444,3:16 e. 4~ 
Vlr~tinht ..•.• ···-····· 3a3, lJ'Z 4. Ill 

··.wu& \'irtlu.la ............................... . 

•. · Total Olllcfal •• _.___ l o~o. 883 30. 04 

' &uth8J'n! , 
Alabama._ • .;........... ::78.731 ._ 07 
.t'lurlua. ••• - •• ···-···· ............ ~--······. 
Oeol'l(ia.. •••••••••••••• 104, 041) I. 112 
Kentucll:y. ···-·-······ 274, 0.17 ._ 00 
Mi88iHSiJlPl. -··········· I, ]21), 617 16.49 
J:lourtb (.arolina •• -...... 201, 224 2. 94 
floutb Carolina. ............... ' .............. . 
'IInnel8lltl .. ····-···•·· 1. 800,0119 27.119 

Total Southeru.____ 3, 877,757 M. Ill 

Western Trunt·Lhw: 

Qul\lltll.r rvrrenl 
(UU&t'U8 

Culorallo. •••••••••••••• •••• . ......... .. 
Iowa .•••••••••• u·• •• •. l.H. Jll 2. 2& 
Kansu ................. ······-···-· .••••••..• 
1\.llnnl'!luta... .......... 9, 2114 . It 
l\.ll11~ourl... .... ••• ... • . 1\IJ. 411:1 2. tU 
NPbrt~~~ka ........................... ··--··-·• 
North llllkota.......... .•••••.•••.. • .•.••••• 
flnutb Dakota .................................. . 
Wtomll\lr ................................... . 
W ooualu.. •••••• •• . •• • . •••••...•...••.•••••• 

Tflhl Wutun 
Tn.wk·Llne ....... . 8jft,OfJ$ 11.10 

Southwestf!rn: 
Arklln~u .............. 108, VIII l.li 
Nf!w 1\lexlco •••••• ~ ••••.•••••.•.•...••••••••• 
OklaholUa.. ................. _. . ........ . 
Telmt . . • • • •••••• •• • • •• 2H, WI I. ft7 
Louhllana.............. lutl, 007 1. 64 

Total Soutbwutern. •. IL'JI 

Intermountain: 
Arizona ..................................... . 
l!lt\ho ...................................... . 
1\.lontana .................................... . 
'!l;evada .•.•.•.•••.•••••.••••..•.•.. -·-··· ·••• 
lJ&ab ................... -········--- -·-······· 

'Total Thtermountafn.. .•..•••.... .. ......• 
~-wmr 

Pacific: 
l'allfornla.............. 13, ~ ·• t1 
Orew:on ...................................... . 
Waabloatoo ................................. . 

Total, Paclllo.. •••••• 33, 21\8 • 43 
Other Statea •.. •• •• • • • • • • • . 63, 628 • gs 

I !i:atet~ntb Ce1111ua of the Unltlld States 1!140, Manufactures 1009, Meu's and DoyJ' J'urnlahln~s, Work 
and Sport Garment!, table I, p. 13. .. 

a Data fllr someestabli3~meut.• r:>mblned and 11bown ancln HOther Stutes." 

TABU: VIIJ.-Numbe1' of t•labliahmenll, '!eratml employed, and ralue added 611 
mamtfadurt in women 1, children'•, an infant•' underweaf and nightwear of 
knitted fabric•, and of cotton and ftanneletll woven fabrica, bv Statu and freighl 
rate territorie~. 1939 • 

Numherel :Manu rae- PI'T'f'fmt of Value adcled PI'T'rf!llt of 
establish· turin I Unltflt1 b" manu• Unltlld 

menta employee• State• &otal acture B tatea &otal 

Vllited Statea •• ·--·-···-- 813 19,1135 . 100.00 124. 1)1)3, 043 100.00 

Omctal Terrltorr. { (2) } 
Connecticut •--·-······ 11 1, tOO I. 80 1,147, 1ll5 4. II 

. Ma!De..--······-···---- .................................................. ···~·········· ................ . 
{ 

(7) } ' 
:Muaehaaettl •. ·········-· ll 2, 360 12. 02 8, Oll2, 891 12. 21 
New Bampt~blre..---······ ..................................................................... . 
Rhode Isla.od ••• ~·-···-···· ·····--····· •••••••••••••••••••••••• : ••• •••••••••••••• •••••••••••••• 
Vermont ••• ·-·--········· ··········-·· -·······-··· •••••••••••••• ···-'·········· •••••••••••••• 

Total New J:qJand..-. 

~-----~------:.-------:-------:,-------Delawve • ••• ········-····- (2) ........................................... .-••••••••••• 
Di!Jtlic& ol Columbia ••• - •• ····-······ ......................................................... . 

3,460 17.11:1 4,210,046 lfU4 

Jllfnofl ·······-···-····-··· { 1~ } 874 4. u 1, 575. ~ .. u 
Indiana ....... ---------- (.2) ····-··--···- •••••••••••••• ·········-··· •••••••••••••• 
J.larJlaDd ••••• --------·-· -----··--- ...................... ···-···-····· -·--······· ----·-······· 
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TABLE VIII.-Number of establishments, persons employed,· a'114 value added by 
man<ifarture in women's, children's, and infants' uwlerwear and, nightwear ·of 
knitted fabrics, and of cotton and flannelette woven fabrics; by States and freight 
rate territories, 1939 1-continued . · ' 

OtJlr·lul Territory-Continued. 
M ichl!ran ______ ••••••••••••• 
New Jci'Sf'Y---·············· 
NPW York .•••.•••••••••••••• 
Oltlo .....•. _ .••••••••••••• --
}'ennRylvania .••.•••••••••••• 
Vir~ illia _____ •••••••••••••••• 
West Virginia •••••••••••• · ••• 
Wh!consin .••••.• ·-·······-·-

Numhf>r of 
establish

mer.ts 

(2) 
26 

164 
(4) 
33 
{3) 

Manu rae-, 
turing 

employee,s 

Pe!l'ent of 
United 

States tota~ 

Value added 
by manu

facture 

Percento 
United 

States total , 

--------2.-m- --------iraii· ···sa;07s:s27" ---------i2:"32: 
6, 342 27. 21 6, 840, 309 ' 27. 37 -------------- -------------- -------------- ______________ , 

• 3, 989 20. 32 4, 761. 453 ; 19. 05 i 

·--~---------- ----·--------- -------------- -----.. ------
.. .......................... - .................................... -- -----------· ................... ~---- ........................... - ..... "! ----·--------- ................................ ------------- ................................. -----------

Total OIDcial_____________ 256 15,902 80.99 20,466,989 8L89. 

!outhPm: . • . -

!~~~~;~::~~:~~:j~::j~: =::r~:~:j~~~ :j~1::::::::: ~::~:~~~~ :~::~m~~l ::~~~~~ 
NortbCarollnat •••••••••••• { (~)} '28 .14 ;22,455 .09, 

Pontb Carolina •............. (2) •••••••••••••• ·-·······-···- --·--------- ............... , 
'I'enuessee•.................. (1) •••••••••••••• ---·······-··· •••••••••••••• ---------··•· 

Total Southern. ••• -...... 3 28 .14 22,455 . 09 
I=======F======p======·I~==~=F~==== 

WestPrn Trunk-Line: 

Total Western Trunk-
Line .•••••••••••••••••••• 1=·=· ·=·=· ·=·=· ·=·=· ·=·=· :=·=--=·=· ·=·=-·=·=-·=·=·: =· ·=·=· ·=·=-·=·=· ·=·=· -.~,-;,;·.;,· ·;,;·.;,-·;,;·.;,· ·;,;·.;,· ·;;;;·,~~-;;·;,;· ·;;·;;· ·;;·;;··;;·;;-·;,· 

. -~,:;:;='----- -------------- --------------. ______________ , ______ : ______ ! _____ :__ ___________ ; ____ _ 
NPw 1\l~xico .•••••••••••••••••••••••••••••••••••••••••••••••••••••••••• -~---········- •••••••••••••• , 

rl~~~::~:::::::::::::::::: ·····------~~~ ::::::~::::::: :::::::::::::: ::::::::~::::: :::::::::::::: ' 
, Total Soutbwt>stern ••• --·· -·--····- --·-· • -····-······-1-------·-····· .............. -·-·--·---~--- . 

Intermountain: , , 
Arizona~·------------------ -------------- ............................... ------------- ---------~::. ........................... ___ . 
Idaho ................................................... ······--····· •••••••••••••••••••••••••••• 
Montana .••••••••••••••••••••••••••••••••••••••••••••••• -·--····-····· •••••••••••••• ---·---····--· , 
Nevada ••••••••••••••••••••• -~----·--····· •••••••••••••• -·····•······- •••••••••••••• ········-----
'Utah .• -------------------- •• -------------- -------------- -------------- -------------- --------------

Total Intermountain ______ --------------1-----------·-- --··-········· --------------1------.:-~----· , 

Pac~~\irornla •--····"··········· { <:>I} 116 • 59 138,857 ,• 55 

w:rhr;iiiion·a:::::::::::::::: -----------(ij ::::::::::::: :::::::;:::::: :::::::::::::: :::::::::::~ 
Total Pacific. ··-·•···-···- 6 116 I . 59 I 138,857 • 55 

Other States •--····-········-··· 4!1 3, 589j 18. 28 I 4, 365, 642 17.47 

1 Sixteenth Cen.qus of the United States 1940, Manufactures 1939, Women's Accessories Except Millinery, , 
Tables 2 and 3, p. 2. 

J Knitted fabrics only. 
1 Cotton and flannelette woven fabrics only. · 
•Data cor establishments in parentheses not shown separately, but combined nnder "Other States." 



• # ... .. ,. 

r e ~ ... ' • ' ' 

TABLII lX.-Number of wage earner• ertgaged in manufacturing,_talUf of pr~ut!•· liM rclu. lidded&, fll416U/acfwf, 1119 aM 1939, bv Statet 
· · . , and fretgh.ka'' terntone• I • . · . 

• ' t 

Number ot w-.ge earnen • . value ol produeta Value lddect bJ ll'l&Dlllactuie . 

' PN"«'n& J>ff'eent J>erorn& ~ . . mt Jg:Jg 193i ill !Olt. 1931 lV:liJ ill . l1ilt IW lv;N Is 
- otltla ol~ll , of lilt 

trnittlli States.-~.·······~··················. t.OOft.m '1, 88ft, 567 86.70 16%. us. 671, m W,IU,OM,Im tL0'1 12-\0U,M.M 12U82. tll. llt IILS't 

Ottlt'ial: 

"-" 
< 

ConnectiQUt ............................. 292,872 233.525 t.mat,m 1.229.58.\m 88..31) 708.fkm 892. I lift, ., f7.f7 
~I.Une .................................. 1!11,6.'11 75, 656 M.M 456.1121, 7t\3 ItS. 3&!, 5QS n.eo ~l,ZSJ, .. 151., t:a. tl4 7&-M 
}.lassachtl!lt•tts ................... ~- ••••• '2'13, 836 400,674 64.53 t. on. 1~>~1, 632 J. 4-59, Til, 043 11.32 1,'2'.51.1,~~ l,l~;~i,3HUUi ~-t4 
New llamp.;hire ........................ 83,074 65, 'lSl 117.15 -t07, .14, 9:it w. 31ld, 014 611.30 167,877,317 liJ.\ 11117, lliJII fi17J 
Rhode Island •• , ........................ l:W,665 lOti, 275 76.09 'J'U,3:..'3,858 116,300. Ml IQ.lO J31, 3:13, w Z'ilf..N.Atn 7Lt'J 
Vermonl ................................ 33,4\H 21,759 64.97 11\8.101!,072 103.1~~· 11.311 72, 1135, t11l 61, tHO, 519 71,21 

Total New England _______ .......... 1, 351, 3!\11 1153,1170 70.57 1', IR3, 070., 791 t,l9l,IM,B AlO I.331,18%,M) J.t28,S4a,4.G:Z '2'5.11 
Delawl\lll ............................... 2\I,Oa.'i 20.M 70.23 165, 073, OOit 114.753,652 lt.U 'N,I-W,o:'l 6.\l!\3.1711 I!Q. 2'.1 
Distrkt ol Columbia .................... 10, 48'J 7,1177 71.15 II!!, 826,170 N,875,M 118.05 S7,8M,470 U.315,&u IIIL t17 
Illinois .................................. 853, IU 596,476 Ill. &.1 s. 425. 2«. 694 .. 194, IiilO, 733 88.31i I,V:llt,t14.248 2, 211Jl, 61.14, IIIII 111M 
Indiana ......... ····-----········--···· r.1. s..--o 277,467 W.ll8 J, 8\l!i, 7 53, 31-17 2, %"?1, 64-ii, 011 117.32 7"l3,~il~ V70,211. M 13-UK 
~laryland ............................... H0,3U 141,643 100.13 &73, t«. 714 1. O'.YT, 3-~ 07t ll7.M 1:!4. rm. 3ll.s 422,M9, 3.'ii lb.27 
~lk'higan_ ............................. 471.24:1 52'J,!U lltU:J 3, 46ll, lSlt, -&83 t,348,2'AM4 125.45 I. M6, fH5, 2!0 I,~ 41>4. •rJ Itt. 2ifS 
N I!W J.-I'Sl"y ............................. £11.18,&.4 43;!. 471 M21 3,672,~1N 3, 4:!8, fH 7, 11>18 j3.31J I, 41Jl, "'1. 70IJ l. 524, Ill, M4 IJ);. 74 
New York •••••. -••••••.•.••••••••••••••• 1. 2'-~ l:.l 957,SM n.w l,llti7,0CI4,~ 7, IM, 4IJO, 147 lilltd 3. t'A 7\oO, 11157 3,3H.W4,7.'ii ~17 
Ohio .................................... 730, j'J3 li!J8, 3\17 IU.IIll I. 100. 30!1, 7".lli 4. 1M, lltl5, ~ li8.~ 2. 11>18, Jtj(), 1!1.57 2. 125, t74. 01(1 ~7.13 
l:~>nf!.s~h·ania ........................... 1,135.837 ~~2\!6 75.57 7, 315, 702. St\7 s. 47 5, 11'.?5, tli3 74 8.S -a. 106, 2'J4, %'~ 2. """· 128, v:~ 10.16 
\ irgllllll .................. - .............. ll!l.1'i2 133.1!1~ 113. Ill a43, 511. 621 ~813,246 153.116 J7l,t70, 7~ Ji'lf,~OM ll'.I.M 
\\'~Virginia. .......................... 113, rut; H, 111>9 loiU.31 t7l,II;Q,871 4U,itll,N {ll.Q 3,)1, (W. 2!;1 214. 77tl. H7 liAU 

Total Otli.cial _________________________ .. m.D581 s. 5;6, fltl8 82.75 45. 1s1. 165. m 3D. 538. r.3. 391 87.57 1s, m 047,741 17.~~15i . 14.15 

Southt>m: -

Alabama. ............................... 107,159 1111.. !l10 109.00 492. nl,894 17 4. 870, GOO 118.113 192, OM, «15 247, 383, 811 128.., 

~~~i~-=-~::::::::::::::::::::::::::::: 74. tl5 52, 73:! 70.~ 213, 3:)5, ill 2-U,5:~5M 1112% I:.!U,&M,5b7 11"-015.11113 117.1f'J 
123, 4-ll 157, 8U4 127.84 al3. %37, 0116 en, .,-4 857 117.72 %52, 747,0311 ~3HS,llli 112fN 

~t!::~r~====~::::::::::::::::::::::: ~ 3-lt) 62. rn IHM ~~5. 6r.i0, 417 t>il, 0"211, Til 121.~ 1.'111, M-4. 7\11 1~7.tl.lJ, us 111.11 
57,560 46,3._'\9 NJ.M lil7, 748..,7 11 t.. IJ:r;, 2'94 M.47 Wl,OGV,Ill 11,~%,41~ Tl.llll 

North Carolina ......................... 157,6.5¥ r.u. '}(J7 171.39 IH1,~7,1H~ L 421, 3'_'9, 571i 1~10 416., {j()t, 7616 M.S,t-5.;!. ~ l:lt 111 
Sooth Carolina. ......................... 79,4.:i! l:li6,\l.~ 151*. 53 3.~1.t:i:l, 91_.-& 3\n'. 513, 8153 104 21 l.~fM,f'#JU }lilj,IHotl,alV I W. fiT 

Te~ssre ..................... ·--·--··· 11.\ 101 131,871 Uita M6,25J, 162 12!i,Obi.~ Ulfl» 1ll,W,W l;JJ, Ul, '"l l51.f7 

Tot&l SQutbenl._ •••••••••••••••••••• '7641111 j 
065,553 ' 

126. :u I ~, s7c.tiii.. Xlt I 4.M.8,%12t L"L 22 I L U. 328. ll.fli I U-t.\ 7lt. 261 j 1.2J.I8 

' 



\'estern Trunk-Lin<': ' 

Colorado ..•....... '~- ...••..•.• ~·-•..•.•.. 3.5, 2.">4 Zl, 71~ 67.28 275, 622, 3.'l5 221, 64 2, til'~ Sll. 4:J 1ro. 752,01\0 01. !!~ ltlt 110. 117 

~:~&1s·.~ ~:: :::::::::::::::: ~:::::::.::: till, 5.st 115,314 1!1.0'1 745, 472,007 71S,M1,!ill1 9ti 311 2:JS, 2:11, 8\IJ 2H 79.\:J:V Wll.l\9 
61,049 31,614 ~L 78 91:1, 6f.7, 0-!4 4(i~ 353, lilld ro. 82 1113, 5 ill, l!J7 . 11~.95:.!,4:"0 7:1 'T'J M lnnllqota .. __ . _. _ .•..••....•..• _ ..•.... 115, 6~~ 711, 753 f.S. {lg 1,218, 1:!9, 735 . 845, 771, 514 t\9. 4;i 3:!.~. o: 19, 9."•'1 31 0, 6.lli, 3\16 lr.!. 71 

l\1is,ouri. •.••••••.••.•••.. : •.••..••..... 111:;, o:17 17!';, S:t~ 91.54 1, 5!1!, 20'!, 33.'! 1. 3."-'1, 0.">6, 2ti7 !!7, 07 t-37. 751,174 5S7, !lt\1, 7~'9 J(~J. 34 
Neura~ka ............ ···-··-··········-. 36, 521 1S,8ll7 lil.liG 61~1. 042, 4'11'! 273 . .'\~4.5>~1 4.\~9 115. ~'\ 3711 69, folii', 373 59.94 
North Dnkota ......... ___ ............... 4,472 2,(1:17 li'\.117 57,<17a,fin 0,767,0.'(2 76.28 12, 8M, 123 11. Hl:.l, HI.~ l't\. 17 
South Dakota ........................... 6, 3S2 5, b.'lS 8678 62, 170, 7)0:.! 81, lil, 8"'7 l:lflM Jll,l!oi4,9l:l 111. o~.s. o.'i7 ltlt. 01 
\Vyomlug .. _ •• _ •.••.••.•••.•..••...•.•.. 6, '1;14 3.4"'4 52 52 81, 44.~. 3114 45, 4:?:1, 103 5:.77 :l\1, lilt, 8\\tl 1.'1, 1\:."1, 475 3!1 1111 
"' iscunsin ........ _ .... _ ................... 26:1, 9-111 2ro, 8117 7\1. 11 1, '!46,9.. .... 307 1, 604, Mi, 356 86,87 7111, 70'J, 346 6S6, 605, 3;.'6 9S. 40 ----Total \\'estr,rn Trunk-Line ___________ 805, 4i2 610.301 7:S. 77 7, 391, 116,802 5, 6'!6, 749, 763 76.114 2. 26!~. 595, f! 12 2, 155, 973, 4tit Oil. 04 - - = = ·--== 

Southwt>stl'rn: . 
A rk11nsa~-- ............... ~--- ••••••••••• 49, 9.'i4 36,2.16 72.58 :JOO. ~12, 8.'i8 1f>O, 1fJ6, ~4 'ill.96 97,499, 8Sl 67,390,149 till 12 
Nl•w M~xico ............................ II, 73!1 3, 250 56.66 17,11.'i6, 602 25, 123,641 140.70 10,1:!\1, 1111 8, 711, i\\4 ~tl. Ill 
Okialwma ............................... 29,6•.13 28, 114 95.211 401, 3ti2, !\f\9 31:a, 16!1, 49\l 17.78 1\8,757,040 101, II~. 4111 1111. I~ 
Texas ..•.••..•.••.•..••••••.••••.••••. •- 1117,522 126,992 ]18. 11 9\l\1, 995. 796 1, 5:!0, 220. 676 15..1. 02 298.824, '<IJ.Q 4."\ 105, 42J 15\. (\3 
Louisiana ..••••....•••• , •••.•.••••..••• 98, 2ti5 71,218 7:!. 48 676, 189, 7i'O 61)5, 205, 273 83.60 244, 7:55, Ill~\ :.mo. IJS5, 837 81.74 ----·--- ------- -

Total Southwestern. --···•···· ....... 200,980 265,830 91.36 2, 295, i17, 8!15 2, 5112, 945, 073 112.05 739.991\,841 8.12, 4 I I, 5112 112.49 
- -=~ - ===-- ===-==---== 

In~rmountain: 
Arizona ................................. 8,528 6,000 71.48 120, ifl9, 112 117,529,481 80.76 2f!, 12~. 67 5 32,011,290 113.11:1 
Idaho .. 13,1117 10.877 78. 16 80,510.749 90,475, 147 11:1.38 36, 562,24-1 81,770,204 81\.119 
l\1 ontana~ :~::::: ::::::::::::::::::::::: 17, 160 II, 171 ,'\:l.-14 166, 66+. 518 151.885, 026 9Ll:l 44,51:1,594 39,700, 1!<2 Rll. :l9 
N P\"alla .••••••••••••.•••.••• " ............ 3, liD 1,o11a 35.04 22, 874,311 20,581,713 89.98 6,31\3,694 1 I, 727,500 lR:l. 71 
Utah ..................................... 18,868 11,655 61.24 156, 9.33, 071 167, 172, 226 106.52 46, 77!1, 722 43,719, 86:.! 03.46 -----Total Intermountain _________________ 61,502 38, 79~ '62. De 647, 751, 761 527, 643, 593 96.33 162, 360, 9ZD 159, 049, 044 !l7.0G 

·-- = ~= 
rae! fie: 

. • 
California ..•• _ ••.•••...•.•.•..••.•••••. _ 243,6112 275,477 113.04 1, 1181, 204, '701 2, 798, 179, 523 141.24 7112, 346, 183 1, 135, 1~7, 5R7 148.90 
()r~~~on __ . ~ _ ......... _ ..... _ : ... -... ~ ...... ........... _ .................... IIS,M9 63,622 108. 6~ 366, 182, 627 31\5, 3i 4, 4:l6 99.62 100, 1176, 586 172, 174, 744 107.22 
'Vashlngton ..•.•••.•••• , •. --~ •.••••.••••. 132,1128 90,324 67.95 S09,622,984 636,649,&()9 78.64 366, 445, 453 286,647,263 78.22 ...... 

Total Pacific ... ~---·-··-·····--······· ~5.179 429,423 9!'.6S 3, 157, 610, 312 8, 800, 203, 768 120.35 1, 289, 3f.S, 222 " 1, 1193, 979, 5lH 123.62 
-= 

Total Western.-................. ~~---- 1, 593,223 1, 314,346 
'· ... \ 

84.38 ' 13, 392, 19,6, 770 12,607, 642, 197 94.14 -4:, 460, 321, 804 4, 741,413, 6114 100.30 

r '(J. S. DepRrtment of Commerce; Census of Manufactures. 
'Average for the Yl'Rr.' . 



a;G L~TJ:RTIRRlTORIAL FRltiGIIT nATES 

APPENDIX K 

TA:aus .o• Run ON Fats!l 1\h:us AND PAcJ:tNa-llouem PBooucTS 

T.uUt 1.---:-Ccarload eomm.odily, rat•• Ota/rtlt~ mtala tcilhi" Official Tff'rilory ahowing 
. • '_ . . , rtlahonelup to Appefklu:. E Jirel-clasa ra&et 

--
:Dartlmt'IN, Md. ····---~----~-· 
J>blll\lielpbla, J'L ••••••••••••••• 

l)f) .............. j ..... - ................ . 
1t-~"1 CitJ, N. ••••H•••·····-
(.'lt•VPiand, Ohio .••• - •••• -. ••••• 
lnutanapollll, Ind •• - ........... . 
Clf'velaRtl, Ohl01. •••••••••••••••• 
~llltimol?, ~f•L ............... _ 
Cle•eland, Obio ••••••••• -···-· 
IW~tl41nlf. Pa. ................... . 
Jndi.\nal)f'l!s,lnd ••••• _ •• _ ••••• 
Rt>ftllinr, fa •••••••••••••••••••• 

, LnnisYillfl1 'Kl ................. . 
l'hiiltdelpnla. Pa. ••••••••••••••• 
CIPveland, Ohin ....... _ •••••••• 
l'hiladelphla, l'a. ···-···; •••••• 
Chk'!lllt:t, Ill ~· •••••••••••••••••• 
Rflfll(iinl(, Fa .. ···-············· 
l\.lllwaukM0 WU. .•••••••• -··-·
Jf!r.tf'Y C'lty, N.J .••••••••••••••• 
lntlil\llllP,olis'l. !nd ..... ·-········ 
.).>~"'City, N.J ............... . 
Cle•elllnd, Ohlt:t_ ····-·········· 
Jer~f'Y ('lty, N.J •••••••••••••••• 
lodiruutr,oli&, Ind .••• _ •••••••••• 
J .. r~ey CitY, N.J .••••••••••••••• 
lndutDBPflli~. Ind .•••••••••••• -
IIaltlmorf!, l\lfcl. ••••••••••••••••• 
JmfiiUlapolis. Ind .............. _ 
}lalt.imore, l\lld. 1 •••••••••••••••. 
lnfllrulHpnlls, lao .••••••••••••••. 
Jpr~) City, N.J •••••••••••••••. 
Chlcafl'l!t Ill. ................... . 
J~y t.:lt"r N.J ............... . 
Fo!'llorla, Onlo .................. . 
Ilaltlmoreo, Md •••••••••••••••••. 
ChiCBI(fl, Ill •••••••••• _________ _ 
J>hihtdelphia,l'a ............... . 
Jnrlianapulls, ln(t.-............ . 
Jersey Vity, N.J .............. .. 
Indianapolis. Ind ............... . 
Bllitirnore, )-( d _ ••••••••••••••••. 
Milwaukef'c, Wla ................ . 
Baltimore, 1\lfd .••••••••••••••••. 
Ffl!ltoria, Ohio--·····-·········· 
Fhlladelphla, Pa ............... . 
ChiMWO, Ill ..................... . 
Baltimore, Md .... -~ ••••••••••• 
lndhtnapolis.lod •• - •••••••••••• 
Buffalo, N. Y _ .................. . 
lnriianapoll~, Ind .............. .. 
l'biladelphia, l'a •• ~·-··········· 
Chlc!!lm, Ill._ .................. . 
Jf'r~y City, N.J ............... . 
Milwankee~,. ~ia ................ . 
BaltimorP, Md ................. . 
Chicago, 1!1. ................... . 
Jervy City, N.J ............... . 
Indianapolis, Ind ............... . 
Baltimore, Md ................. . 
lndianapoli8,1nd .. ~ ........... . 
Jerqey City, N.J •• - .......... .. 
Detroit, .Mich ................. .. 
Baltimore, ~Ill ................. . 
Ltml~vil!P, Ky ....... _ ......... . 
Butralo, N. Y .................. . 
Chicavo~~.IJJ .. __ ................. . 
]Pr~ey City, N.J .............. .. 
Cb~o, IlL ................... . . ·\ '"~Y City, N.J ............... . 

_.., ,Loqilwilli!, KY--····-··········· r. 

. 
(llatea lD eonts per 100 pounds) 

To-

\Vuhln~rton, D. 0 ........ .. 
A tbmtlo (at!, N.J ••••••••• 
Nt~w Yorlr, N. Y -·········· 
f!tamfortl, Conn- .••••••••••• 
YoungtotowD, Ohio.. ••••••••. 
1\raailJ.lnd_ •••••••••••••••• 
,.,, .. , ra ................... . 
l'hlladtolphiB, l'a •••••••••••• 
Toll'fto, Oblo 1 •••••••••••••• Dl\ltlmore,l\<(CJ ............. . 
Fort W ayn.,, Infl ••••••••••• 
New York, N.Y •••••••••••• 
('JnelnnaU, Ohio .••••••••••• 
WublnKton_,_ D. C •••••••••• 
Columbus. uhlo •••••••••••• 
WUkt's-tliU'h, l'a ••••••••••• 
J'ort Wayne, lnd .•••••••••• 
W uhlnl!toni D. C •••••••••• 
'~: lllkrrtoD, nd ............ . 
Wllkll!I-DIIrTII, fa .•••••••••. 
Mll·hii!RD City, lad ••••••••• 
Fprln~~:nf'ld, Mlllll ••••••••••• 
~prinKilfld, Ohio .......... .. 
llolyokt't, ~fllllll. ····-·····•· 
Io.:vansvlile, lnd_ .••••••••••• 
Northampton. MIWI ....... . 
TlffinJ_uhJo ................ . 
l'iew 1ork, N.Y .......... .. 
Kalamazoo, ?.flcb .......... . 
WllkPs-fiRrre, l'a .......... . 
Tolrdo, Ohio .............. .. 
Lynn, 1\llllMII ............... .. 
[)ayton, Ohtn .............. . 
lltchhurlf.t. Mast ........... . 
Oil City, I'll.····~-------··· 
fleranton, Pa .............. .. 
Tolt>do, Ohio ............... . 
kicbmon.-t, Va ............ .. 
L11nsin~r, 1\flch. _ •••••••••••• 
WUmin~~:ton, DPI .......... . 
Orand lt11plt!s, Mlch ....... . 
F. I mira, N.Y .............. . 
MunciP,Inrf .............. .. 
Kinll~ton, N.Y ........... .. 
UolJalo, N.Y ............... . 
Worce~tt.!'r, ?.f-.......... .. 
Columbt!!'J Ohio ........... . 
Opnf'VB, N. Y .............. . 
JlAllllirf!, Ohio .............. . 
Jlf•nninllton, Vt _ .......... .. 
Wheelmll, W.Va .......... . 
IIO!Iton,. MSI!I ·-----------·-
('billlcotht', Ohl() ........... . 
Plymouth, N. 11 •••••••••••. 
Dayton1 Ohio .............. . 
Trlly,l'i. Y ................ . 
Akron, Ohio .............. . 
Lincoln, N. JI ............. . 
Lwlin~~:ton, M idl .......... . 
RochP~ter, N.Y ........... . 
Pitr.sburgh, Pa ............. . 
Jlrldgepi.Jrt, Conn .......... . 
EIJ.rBCUllf', N.Y ............ . 
Utica. N. ¥ ................ .. 
Alliant.'f', Ohio ............. . 
flprindll'lt1, !\tasa .......... . 
Ironton, Ohio ............. .. 
Bf!f'Cher falls. va_ ........ .. 
ParkPrsbnrg, W.Va ....... . 
Pittsburg_~, Ps ............. . 
Oralton, w. Va ............ . 

80 
7:t 
eo 
1111 
117 
67 
M 

111~ 
107 
1:.111 
121 
125 
12a 
1:19 
13M 
]41) 
Hit 
1M 
]"\} 
t.,a 
111:1 
}Ill 
]1\:t 
]II\} 
]Ill) 
}Ill 
HI!! 
2111 
211~ 
211 
212 
u.o 
2:00 
2'.;:l4 
2'.!11 
2:10 
2:111 
2!i3 
2(;~ 

2->3 
2.~1) 
2fi~ 
2f·1 
271) 
27" 
2112 
21111 
3·n 
321 
321 
321 
327 
3:.11\ 
334 
3:\J; 
3:111 
344 
3/ill 
3114 
3112 
3114 
371\ 
371J 
3XCl 
a>I;J 
3111 
300 
411/J 
41)7 
426 
a 

23.0 
8.'1. 0 
lit. 0 
40.6 
26.0 
211.0 
3:t.O 
211.0 
B:J.O 
a.~. o 
M.O 
Bft.O 
40.0 
214.0 
36.0 
30.0 
811.0 
86.0 
411.6 
41.0 
311.0 

•411. 6 
36.0 
4a 6 
aa.o 
60.0 
41.0 
42.0 
42.0 
42.0 
41.0 
M.O 
42.0 
41\.11 
41. ·' 
42.0 
42.0 
40.1 
41.0 
64.0 
41\.6 
411.11 
41\.6 
4.~.11 
42.11 
61.1 
411.0 
6H.6 
Ill. 0 
Ill. 5 

/ 61.11 
411.0 
61.6 
114.0 
4!1.0 
61.6 
4.'1.0 
113./i 
60.11 
110.11 
6:1.0 

• 40.& 
80.11 
110.11 
61o1.8 
111. a 
11/tO 
113.6 
61\.0 
M.O 
611.0 

47 
lilt 
Ill) 
Ill 
114 
Ill 
Ill 

"" .1\4 
M 
1\11 
tilt 
1\11 
70 
70 
73 
7:t 
74 
74 
74 
74 
78 
71\ 
71\ 
711 
Ill) 
1411 
M 
!l:t 

"" 114 
1111 
110 
141\ 
Ill\ 
lilt 
1111 
llll 
!10 
00 
1111 
92 
[12 
ll2 
fn 
{jl\ 
96 

]Ol 
101 
In I 
101 
tnt 
lUI 
!Ill 
101 
1111 
lii:J 
lfi:J 
]II:J 
]Ill\ 
Ifill 
11~ 
106 
1M 
llJI) 
)IJIJ 
100 
111 
111 
114 
114 

4!1.11 
117 .• 
30.8 
711.4 
4-'ll 
1111.11 
114. 1 
40.11 
61.8 
6t. a 
111.6 
U.ll 
&4.8 
40.0 
61.4 
41.] 
f7.t 
411.1 
M.7 
611.1 

1 47. jl 
611.11 
47 • 
611. t 
4:1.4 
112. a 
111.6 
&41.11 
~1.11 
~1. f) 
1111.0 
60.0 
411.7 
112.t 
411.4 
H!l 
411.8 
41.0 
4ft. 7 
llfl.O 
811.11 
49.11 
411.6 
49.6 
4fl.ll 
63.6 
110.0 
80.0 
110.11 
110.6 
81.0 
47.11 
111.0 
1\.lll 
47.11 
Ill .• 

• 41l. 8 
r Ill. 7 

61.1. 7 
47.& 
110.0 
3>4.2 
47.11 
47.8 
ll:t 7 
47.2 
110.11 
117.2 
411.11 
411.2 
60.1 
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TABLE I.-Carload commodity rates on fresh meats within Official Territory showing · 
relationship to Appendi:e E first-dass rates-Continued . . 

I . 
Short-line Present A ipendlx Percent ~f 

From- To- distance com mod _ first- a~ndu: 
(miles) ity rate class first-

class 
' 

-
~fl'alo, N. ¥ ..••••••••••••••••• Fitchburg, Mass •••• -----·- 425 ' fit. 5 IH '45.2 

ul~ville, Ky .•••••••••••••••••• Pittsbnr11;h, Pa .• --·········· 426 '65.0 114 4S.2 
BR!timore, M d •••••••••••••••••• Watertown, N. Y--········ 432 51.5 114 - 45.2 
Milwaukee, Wis .•••••••••••••••• Zan!'!!ville, Ohio .•••••••••••• 43S 59.5 114 52.2 
raltimof(', Md •••••••••••••••••• Boston, Mass.---·-····----- 428 51.5 114 45.2 

)f'tr<.lt, Jl,f irh _ -·--·-··-······-·- Cumberland, Md ••••••••••• 433 60.5 114 . 44.3 
JltHTalo, N. Y --···············-- Boston, Ma.<S. -~------------ 475 51.5 119 43.3 
M uncle, Ind •• ----····---------- Roche~ter, N. Y---------~-- 472 62.0 119 ' 52. J 
Chil'>li:O, IlL--·----------------- Pittsburgh 1 Pa •• ----------·- 454 65.0 .117 47.0 
Rnlfalo, N. Y __ ···--·-------···- IndianapoiL~, Ind ••••••••• - 4fJ3 63.0 119 J 44.5. 
Cli'Vf·Ja.,<J, Ohio .•• -·-----_------ Albany, N. ¥ ••••••••••••••• 408 58.0 119 ' 48.7 
Lou Is villi', Ky ___ •••••••••••••••• (JiJ City, Pa .•.•.••••••••••• 481 55.0 m 4!i.l 
In<l ianapoll,, Ind .••••••••••••••• Cumberland, Md ••••••••••• 488 fl3.0 51.6 
Clf'\'dand, Obio .•••••••••••••••• Philadei~iavPa •••••••••• ". 400 58.0 122 47.5 
Chi<'ftrO, Ill - ---------------~--- Gauley, • &--··········· 497 62.5 122 51.2 
Jlulfalo, N. Y •• · ••••••••••••••••• ChiCIIgo, IlL---············· 498 55.0 122 45.1 
Chir.a~ro. IlL __ -···········-····- Grafton, W.Va ••••••••••••• 511 58.0 124 '46.8 
M ilwaukPI', Wis .••••••••••••••• Pittsburgh, Pa. ••••••••••••• 518 61.0 124 49.2 

· Chkagok IlL_·:····-~-----······ Johnstown, Pa. ------------- 632 61.0 128 ' 47.7 
1-filwau 1•e, \VIll ••••••••••••••••• Hochester, N. Y •• , ••••••••• 546 62.5 130 48.1 
Frankfort, lnt1 •••••••••••••••••• Cumberland, Md ••••••••••• 637' 71.0 128 . 55.5 
Pitt~hurrh, Pa •••••••••••••••••• Jlennlnl'ton, Vt ••••••••••••• 511 51.5 ' 124 41.5 
DuiTnlo, N, Y ····----····-····-- Plymouth, Vt_; __ • ___ --····- 520 51.5 124 41.5 

J>o •••••••••••••••••••••••••• North Stratford, N. II' ...••. 535 61.5 12S 40.2 . 
l>o •• ------------·--------·--

Portland, Maine •••••••••••• 547 51.5 130 39.6 
Do:. __ .. _---------------···· Rl'rlin, N.H •••••••••••••••• 637 - 51.5 128 40.2 

Indianapolis, Ind •••••••••••••••• Utica, N. ¥ .....•••••••• ; ••• 563 70.0 132 63.0 
Chic~ go, IlL •• -········--------- Uochestey, N.Y •••••••••••• 567 62.5 132 47.3 

Do __ .------------·--·-······ Altoona, &--------········· 571 67.0 132- 50.8 
Indianapolis, Ind .••••••••••••••• IlagerstownJ Md .••••••••••• 575 74.5 132 56.4 
Chi"''!go, IlL.----··--·····----·- Cumberlan y Md ••••••••••• 596 67.0 135 49.6 
lndinnapolls, Ind •••••••••••••••• Elmira, N. --······-······ 609 fl3.0 138 '45. 7 

lJo .••••••••••••••••••••••••• Harrisburg, Pa .••••••••••••• 611 64.5 . 13S '54.'0 
Do._-._._--············------ Washin1!fn• D. 0 •••••••••• 625 74.5 141 52.8 

Chicago, Ill.------··········---- Elmira, • Y _ -------------· 644 67.0 143 I ' 46.~ 
Indiarwpolis, Ind •••••••••••••••• Bait imore, Md .••••••••••••• 6.30 75.5 143 ~ 

I 52.]. 
C hien~:o, Ill ••••••• -------------- Williamsport, Pa ••••••••••• 657 80.0 14.1 65.9 
Pf'oria, Jll. ----------····-·····- Altoona, Pa. ___ ------···-•·· 669 75.0 145 ,. 151.7 
ChiCIIgO, Ill.-------------------- Ha11e~town, Md_ •••••••••• 674 80.0 145 55.2 
Peoria, IlL-·---········-···----- Rochester, N. Y •••••••••••• 676 70.5 145 48.6 
Ind iannpolis, Ind •••••••••••••••• Richmond, Va •••••••••••••• 679 • 74.5 145 51.4 
Chieago, 11'---------·-·-·······-- Harrisburg, Pa .••••••••••••• 702 80.0 151 63.0 
Ind iauapoli~. Ind .•••••••••••••• - W ilmingtor:I DeL •••••••••• '710 75.5 151 50.0 
St. LouiS, 1\lo ••••••••••••••••••• Cumberlan , Md ••••••••••• 729 75.0 153 49.0 ChlCIII!O, lJJ.. ____________________ Lancaster, Pa. ___ --------~-- 738 81.0 ·, 163 ·. 52.9 

l>o .. ·--·--------------------
Wa~hington, D. 0 •••••••••• 743 80.0 153 : ,., 51.6 

Peoria, IlL---------------------- William.~po~ Pa •••••••••••. 755 88.0 155 56.8 
l>o. ------------------------- Elmira, N. -------------- 757 75.0 155 48.4 

St. Louis, Mo.···-···--··------- Rochester, N. Y ------------ 767 70.5 '157 '' 44.9 
ChirB!!O, Ill ---------------------

Baltimore, Md ______________ 767 80.0 157 51.0 
8!. Loui~. Mo ••• ---"···-------·- Hagl'rstown, Md •••••••••••• 796 88.0 160 55.0 
Pf'oria, Ill.---------------------- Harrisburg, Pa.: ••••••••••.• 800 88.0 100 ; 55.0 
C lJi('llgO, IlL .•••••••••••••••••••• Philadelphia., Pa .••••••••••• 814 81.0 163 .49. 7 

• Peoria, 111. •••••••••••••••••••••• Washington, D. C •••••••••• 824 88.0 163 54.0 

l>o .. ------------------------
Lan<:&Ste~ Pa ••••••••••••••. 836 89.0 165 5.1. 9 

St. I.ouis, Mo ••••••••••••••••••• Elmtra, • Y _ •• _ --------·--" 850 75.0 165 45.5 

l>o .• ------------------------
Wa.~hington, D. C •••••••••• 866 88.0 168 52.4 

Do._----------------·······- Lancaster, Pa .•.•••••••••••• 888 89.0 171 52.0 
Chic:hgO, IJJ._ ____________________ Nf:'w York, N. ¥ •.•••••••••• 890 83.0. 171 4S.5 
St. LouL'<, ?>lo ••••••••••••.•••••• Utica, N. ¥ •....•••••••••••. 895 83.0 171 I 48.5 
l'eoria, Ill .• _----- •• -·-·····----- Wilmington, DeL •• ---··"··· 899 89.0 171 52.0 

Do._.----------------------- Philadelphia., Pa ••••• ·~------ 912 89.0 174 ' • 51.1.1 
Chkago, Ill.--------------------- Norfolk, Va. -----······-··-- 914 80.0 174 46.0 
Ind ianaiJOJiS, Ind ••• -·-·--·-····· Boston, Mass.----------···· 934 74.5 176 42.3 
St. Louis, ?>Io ••••••• ------------

Wilmington, Del.. _________ 9.51 89.0 179 49.7 

1>0 .. ------------------------
Philadelphia., Pa •••••••••••• 9f4 89.0 179 49.7 

Pl'oria, IlL---------------------- Norfolk, Va .•••••••• ------~- 971 88.0 179 49.2 

Chieogo, IlL •••• ----------------- Boston, Mass ••• ------------ 973 83.0 179 46.4 
Peoria, Ill._.-------- •• -----····· 

New York, N. y ___________ 988 91.0 182 50.0 
St. Louis, Mo ••••••••••••••••••• Albany, N. ¥ •.••••••••••••• 9\JO 88.0 182 57.9 

1Jo •• ------------------------
Norfolk, Va _________________ W6 88.0 182 ·, 57.9 

Average relation to appendix E first-class rates (based on totals of rat<'..s shown) 50.1 percent. 
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~ABU! 1.-Carlootl eo,.rnodit.l/ ratea on fres1l mf'nta u•it-' O.picitll Trrritory aAoUJing 
. · . rtlatio..aAip to A.pperuli» E firsl-clau rat"t-Gontinued · 

'tUif1'' A'fTII08rrt 

Tr.rlt! No. I. 0. 0. 
No. 

haJn~r C'arrln: · · · l 
· Tbe l'llllDII;Jl'f ... la L Jl. Co--··· .. ···········-···························· 

·. "JWIId~& c •. ~------·-··············~·-········~·-··········~---·········~·-·· 
,, Tbe Balt.lmoN Ia ObJo Jl. JL Co ....... --:-··-·····--··--·····--··--···········

1 • Iss. OlD I .APDt: B.. 1' .1ollell'_. ····-·········--· ................................... . 
\. - > .. • ~ 

.AIIIO E~bJb& No. J'M-tl. C. 0. Docket No. ~%77. 

Ill).. F. 
~~:t~r 

lllf>t-ft 
M 
'I'V 

JR~A 
l:to-8 
t71)-8 
4.'41)-.\ 
218-N 

2!\111\ 
141t 
ll.'\!41\ 
:uoo 
Ill Ill 

t:t:I'.N 
llt\144 
~14'111 
31711 
8768 

T .. nt.m lt.-Carlood eom1noditu ratu on /rea\ meat1 betwet.n point• in lVe~ter,. 
Tr"Wnl·Li1lt Territor11 ctnnpa1ed tui1A tAt fen.eraUu applicablt baaia t.oithi,. Ojfidal 

. Temlor'll 
(Ratea ln eenta per 100 poW~dal 

om rial 
J't!I'MDl . 

Short- PreM~nt 
Territory com• bMlt (50 ml)(llt1 

l'rom- To- lin• com• Jotlflli'Dt rnt11l11 of dlstriDCO modlt1 or appro- Oft\ riAl (miles) rate di~ E TrrrltnrJ . nrst· 
i Cl818 rate) bill! II . 

To~ka, KDDt- •••••••••••••••••• , Atchison, Kans .. · ••.•••••••• 61 :r.l.8 211 Ofi.O 
Do ........................... Lftavenwortb, K1111o1.. •••••••• 67 21.8 211 11:1.7 
Do .......................... Kan11111 City, Mo ............ 113 21.11 Zlf fi:J.I 

Xansu C lty, Kana •••••••••••••• Topeka. Kana ............... M 2.~. 0 2lt 9:1.4 
TtPf\ka, Kana ................... St • .Jo.Yph, Mo .••••••••••••• 72 21.11 211 110.3 
~inu.s· falls/. S, Dak .............. 8lou.1 City, Iowa ............. 811 27.5 30 91.7 
'Vatr.rloo, owa .................. J'rairle du Chll'n, Wla ••••••• !}It Z't. ~ 31 91.0 
Ottumwa, lewa ................. Rock Island, IlL ........... 109 2:1.11 3:1 70.3 
Kansaa City, Mo ••• ~ ••••••••••• Manhattan, Kana .•••••••••• 1111 21\.0 33 711.8 
Ft • .J-ph, Mo •••••••••••••••••• •..•. do --······ ......... ~ •••• )23 30.0 M 11/1.2 
W atarloob Iowa.. ••••••••••••••••• Rock Island, m ...•.•..•.••. t:lo 2lU 34 1'!;). 1 
St. JO!M'p , ?.fo. ·············-·· BeatrlCfl, Nebr .............. 131 27.11 all 7~.1l 
Slow Cityf Iowa. •• ...,. ••••••••••• J,fncoln, Nebr ............... ):12 34.11 311 ' 91<1.4 
Waterloo, owa ••••••••••••••••. Moline, Ill .................. }:i3 :~~t. a all fll. 4 
)linneapolia, MimL •• ·-·-···--- Cl!){jUet, MInn .............. U9 16.0 311 4~. 7 

I>o ...••.•••••••••••••••••••• Superior, WIs .•••••••••••••• 144 lfi.O 37 43. :1 
fit • .J01eph, :a,ro .................. Lincoln. Nehr .•••••• , ••••••• HB 27.11 37 7t.3 
Kansaa Clty, 1-lo •••••••••••••••• Beatrice, Nebr .............. Jfll 27.3 3il 7:1.4 
Ottumwa, low a .•••••••••••••••• Beard~ttown, Ill ...•••..• ." ••. 1M 21.11 3lt IIG.2 
?.ladison. Nebr .••••••••••••••••• Manche11ter\Jowa .•••••••••• 1711 34.6 39 lilt. II 
Oerinlf, Nebr .................... CheyMIII•, yO' ............. 1711 2!\ 0 31} 71.11 

Waterloo, Iowa.. ••• ·-··········· Galesburg, IlL •••••••••••••• lio14 :lit., 40 71.8 
Iluron, 8. Dak .................. Sioux City, Iowa ............ 1147 31t.l) 40 !lO.O 
1\<lad.ison, Wilt .•• -••••••••••••••. Cedar RaJlid8}. Iowa.. ........ liH 24.11 40 6t a 
Lincoln. Nebr ................... Kansaa City, lo .•••••••••. 192 23.0 40 . 117.& 
Kansaa City, Mo_ •••••••••••••• J.incoln, Nel>r .•••••••••••••• 111:1 27.& 40 M.M 
l'<fadi8oa, Yill ...... - •••••••••••• W&tt<!rl.oo, Iowa ••••••••••••• 19/1 34.6 40 (41\.8 
Watf'rtown, 8. Dak ••••••••••••. Fargo, N. Dalr .............. 2()8 29.0 4'1 69.0 

l>o •••••••••••••••••••••••••• M inneapoll\ Mlnn .. .... : •• 2tt 27.0 4l 114.3 
Ottumwa, Iowa_ ................ Prairie du C lfm, Wla.--··· 2111 26.0 4:1 M.D 
Arkansae City, Kana •••••••••••• Kansa1 City, Mo ........... 226 3'1.0 43 74.4 
1\-tadiso~ S. Dak .••••••••• ·-··· Al18tin, Minn ............... 2211 32.11 43 a• 
Mason ity,Iowa .•••••••••••••• ll'remon t, Nebr •••••••••••••• 229 41.5 4J 914.8 
Minneapolis, MinD .............. Farl{o, N. Dat .............. 2~7 4:1.0 44 911.11 
St. Panl.l\finn.. •••••••• _ ........ Sioull l'alls, 8. Dak ......... 238 31J.O 44 111.8 
Madison, Wla .•••••••••••••••••• :Marshalltown, Iowa ........ 242 34.5 41S 711.7 
Ottumwa, Iowa ................. Lincoln, Nebr .•.•••••••••••. 2M 3~0 4.~ 114.4 
Mad~ Wl11. •••••••••••••••••• ?.I ontezumar;owa •••••••••• 2.'\8 34.11 41 77.11 
Mason ity,lowa •.•••••••••••• Lincoln, Ne ............... 2f\l 41.11 46 112.4 
South St. Paul. MinD ........... Slotli City, lows ............ 21\6 31\.0 46 7'1.3 
Siou:~ City, Iowa ....•••••••••••• Abf!rdeen, B. Dak ........... · 2116 110.5 41J lfll}. 8 

Orand Fork~tbN. DU ••• ~ ••••••• Dulutll. Minn .............. 2)41) 34.0 4B 1111.0 
Mitchell, 8. ak ................ Al18tln, MJ:nn .............. 21'14 3:1.0 48 116.7 

32. 4lj 66.7 Huron. S.Dak •••••••••••.•••••• Minneapol.ia. MinD ••••••••• 0 
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TABLE II-Carload commodity ratea on Jreslt. meata betwun point1 in Western 
Trur-~k-Line Ter~itory compared with the gen.erallu applicable basis withiA Official 
Terntory-Contmued . . .. , . . , ·: · 

(Ratea lD cents per 100 pounds] 
' -

:~ 

Official Percent Territory com•. Short-· Present basis{50 rnodity 
From- To-:- line oom- percent rate is of distance modity of appen• Official . . (mtles) rate· dixE · Territory first-• \ class rate) basis ,, 

Orand Forks, N.Dak ••••••••••• Minneapolis, MiDIL. ••• ~---- 308 32.0 49 .• '65.3 
South St. Paul, Minn . ." ••••••••• Moline, Ill .••••••••••••••••• 309 3l.li 49-,' 64.3 
1'ittsburg, Kan8 .•••••..•••••••••• Bt. Louis, Mo ••••••••••••••• 319 47.0 49 95.9 
W atl>rloo, Iowa ..•.•••••••••••••• Alton, 111 ....•••••••••••••••• 319 34.6 49 ' 70.4 
Wat1•rtown, 8. Dak •••• ·--····· Duluth, Minn •••••••••••••• 320 _43.0 . 49. 87.8 
Allwrt Lea, Minn ••••••••••••••. ~uincy, lll .•••••••••••••••• 322 34.5 61 -67.6 

l>o .......................... 8TI(O, N. Dak __________ , ___ 
335 '«.0 61 I • 86.3 

f:outh St. I'aul, Minn •••••.••••• Omaha, Nehr .•••••••••••••• 338 40.0 i~ 78.4 
J)o ••.....••••••••••••••••••. Fremont. Nebr •••••••••••••• 345 40.0 . 76.9 

Madison, Wis .•••••••••••••••••. Manning, Iowa ••••••••••••• 354 40.0 52 76.9 
Austin, Minn ......••••••••••••• Fargo, N.Dak .•.••••••••••. ,.354 44.0 52 84.6 
flouth Omaha, Nebr •• ~---··--··· Aberd~n, B. Dak ... "··· .•••. ' 366 90.0 63 '· 170.0 
l'ioux City, Iowa ..••••••••.••••. Farg':i N.Dak ..•..•.••••••• 379 89.0 53 '167.9 
Rioux Fall~. R. Dak .............. Gran ForkR, N.Dak ••••••• 384 84.6 55 153.6 
Mallison, Wis ................... Hawarden, Iowa •••••••••••. 394 41.0 65 71.6 
Routh St. Paul, Minn ............ Linroln, Nehr ............... 394 46.0 65 83.6 
Omllhll, Nebr _ .... · .••••••••••••• Rorkford, IlL ••••••••••••••• 413 40.0 56 71.4 
WatPrtown, 8. Dak ••••••••••••• Bt. Joseph, Mo •••••••••••••• 417 49.0 56 87.6 
South Ht. Paul, Minn ••••••••••• Hannibal, Mo ••..•••••••••. . ~21 81.6 67 65.3 
f!ioul[ City, Iowa ................ Rapid City, 8. Dak ••••••••• 426 62.0 67 91.2 
f!oulh St. Pnul, Minn ••••••••••• Beatrice, Nebr •..••••••••••• 4~3 52.0 67 91.2 
M adi~ont_!VIs. __ .••••••••••••••• Shenandoah, Iowa .••••••••• f3t 40.0 57 '70.2 
J·:u11t St. uis, Ill. ••••••••••• : •• Beatrice, Nebr .••••••••••••• 434 44.0 'f.7 77.2 
Madison, 8. Dak .•••••••..•••••• Rock Island, Ill .•••••••• ~--- 4~6 48.0 57 '84.2 
Mitchell, B. Dak _ ••••••••••••••. •• .•• do .•••...•.•••••••••••••• 444 68.5 59 i 115.3 
:P:ast Ht. Louis, IlL .•••••••••.••• Lincoln, Nebr ............... 449 38.0 69 / 64.4 
f1outh St. Paul, Minn .•••.•••••• Orand Island, Nebr ......... ' 453 oo.o. l 59 152.5 
KanSIIs City, Mo ................ st. Paule Minn .••••••••••••• 466 42.5 60 • I 70.8 
Wah•rtown, 8. Dak •..•••••••••. Kansas lty, Mo .•••••••••• 468 49.0 60 81.7 
Rt. Paul, Minn .••••••••••••••••• Independence, Mo •••••••••• 477 42.5 60 70.8 
OmnhR, NPhr •••••.•.•...••••.•. Fargo, N.Dak .••••••••••••. 480 95.0 ~0 158.3 
]luluth, Minn ................... Fremont]: Nebr ••••••••.•••. 485 46.0 61 76.4 
Huron, 8. Dale ....•..•••. _,.. •••. Clinton, owa ••••••••••••••. 492 52.0 61 85.2 
8outh St. Paul, Minn ••••.•••••. Alton, IlL •••••••••••••••••. 499 36.6 61 .59.8 

Ave-rage rrlatlon or com- /. 
modity rates to Offirlal --'l'Prritory basis, 61 to 500 ,_ . ' 

---·-----~ 84.3 mllt>.s _ ................... ---- ................. ---.-- ................................ __ ______ .,... -- ........................... -' 

OnlRhR, NPhr .•••••••••••••••••• Ch11ycnna Wyo .............. 607 96.0 - 62 lM.S 
'Wkhita, Kans ..•.•••••••••••••. Denver, olo .............. ·. 611 65.0 . ' 62 t 104.8 
Wahp{•ton, N.Dak ••.•.•••.••.•. Rock Island, IlL •..••••••.•• . filS 102.0 ' 62 164.11 

mllha, NPhr _ .................. Rapid CitY\!· Dak ••••••••• 523 66.0 64 103.1 
St. l'aul, Minn .................. Concordia, ans .••••••••••• 625 90.0 64 140.6 

Do ......................... Lexington\ Nebr -------·--·- 630 114.0 64 - 178.1 
F.a~t St. Louis, Ill. .••••••..••.•. Minncapo is, Minn ••••••••• 6~0 47.0 64 73A 
' Do .•• _ ..................... _ Hastings, Nebr ••••••••••••. 630 81.5 64 127.3 
Duluth, Minn .....••••....•••••. Lincoln, Nebr ............... 541 46.0 65 70.8 
F.a.'t St. Louis, Ill ............... Orand Islandi Nebr .•••••••• 642 81.5 -65 '125. 4 
:Fargo, N.Dak .................. Rock Islanti, 11 .•••••••••••• 648 104.0 65 160.0 
Ft: JnsPph. Mo .................. Wahpeton~N. Dak ......... '559 89.0 65 13fl.ll 
Yankton, S. l>ak ••.•••.•••••.••. St. LouiR, fo ............... 6138 68.5 66 103.8 
Atchison, Kans ................. Wahpeton, N.Dak .•••••••. 580 '89.0 66 134.8 
J,ea•Pnworth, Kan.~ .•••••••••••• _____ do .... ------···--------- 694 89.0 68 130.9 
St. Paul, 1\Iinn .................. Norton, Kans ............... 608 117.0 I 69 169.6 
Madi~on, 8. J)ak .......••• _____ St. Louis, Mo ... ----------- 610 Iii. 0 69 - 73.9 
Hu~:ar Crl'f'k,l\Io ................ Wahpeton, N.Dak ••••••••• 618 89.0 69 129.0 
Omuha, NPbr _ ..•..•.•..•.•.•••• · Casper, Wyo .••••••••••••••. 612 I 147.0 69 224.6 
Atehison, Kans .................. Fargo, N.Dak .•••••••••••.• I 625 \ 98.0 71 138.0 
Mitrhl'll, S.lJnk .....•.....••••• St. Loui~, Mo ........... : ••• 1 633 64.0 71 76.1 
IA'a\'enworth, Kans ............. Fargo, N.Dak ........... ~-- 640 98.0 71 138.0 
KRnsas City, l\lo ···------------ •. __ .do ..... __ ................ 656 98.0 72 136.1 
Ottumwa, low a ..••..•••••..•••. Crawford, Nebr ........... ~. (i74 142.0 73 194.5 

Avemf'e relation or oommodity rate.q to Official Territory basis: · Ptrctnl_ 

hl0t~06~~~~~~::: :::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::::: 1~~: A 

I 



3SO INTI'..RTJ:RRITORlAL J'REIGllT RATJ:S 

. fA•u 11.-Ca,.food co•u .. ~il11 rat•• n /'nsA meat.t bel'""" poinls ,·,. We~tt.w• 
Trv~·Liu Tmtorr nmportd w4 •A• gmnall11 epplicabl• ba.tia wilhi" Official 
Tcmtorv-Cant.lnued. 1 

tum &V'l'IIOIU'I'~ 

., 
Tarlll No. 

tntentata 
Collltnl'rce 
(~ommla
alun No. 

lslufn!r Carr!flr~ 

', .. :~==~::;~:::::::·;:::~:~~~~~~~~~~~~~~~* 
"' , ' • . ' 1.'\IM){)-lt 

1111141)-F 

.. C~ B~Unaton A QulDQ' R.. R. Co .... _ ................... : •••• -···-· ~~~ 
, Cllk-sto.. MU,wa11he. II&. Paul • Paclflo R. R. Co. {UenrJ A. Scandrett, 

• Waltftfl. CumrnlnJtS. and Oeor!Jel. Ualghe, lrtllltllfl!l). ••.•.•••••.•.•••••••. 101132--J 
Tlle {:htc:a«<\ Rock blam1A J>..:Wo 87. t.:o. (J'r..a 0. Lowden and Joeepb ! 2/lfMM)o-L 

, & •llm.illl, Uufltees) .... ~............................................................. WfttM)o-1 

Oreal Nortll_..ll. L Co•····~················-··-··············-········ ~~tf:l 
r Va'loa. taclflo a. R. CG.-. •••••••• - .............................. _ ••••••••• ~ ~ BOtl0-11 ".·· ·, . . • ' l 3-~D - • . 18-Q 

, lsla.lr11 I. 1m&: 1.. Z. Etpp ........... _ •• ..-.......................................... , 111-IJ 
• . \. 2fl"-l' 

' 231-~ 
' ' . . 

I HT.!O 
111\1:1:1 
1m1M 
111>118 
)f)MM8 
tnnr.a 
)11'\.'ltl 
liii!W 

..... 72110 
£)".nu:IIJ 
0-UIIf>7 

!101ft 
l\U.~t 
41\~ 

A-347\l 
A-33r.1 

··A-:H.~9 
A-a:m 
A-35\13 

T.t.BLiliU.-Ce~rload eo·mmodil1J rat11 cpplicabl• on pllcking-houal products betwe~~a 
.. J1oi1&ll t1t Wcstnn Tr-unk-Lin• Tcrrilor11 compared \Dith lh• batil applicabl• utillma 

Official Terril.or'fl · · 
1 · l:Rate11 bl eenta J)ellOO pouDd.~J · 

' .. • Pl!rr.l'nt . Com• omr.taJ r.ommod• 
'· Dllltance modlty TeiTltory lty rat11 

J'rom- To- (miles) rate e:t• ball ill Ia or Otfl• 
erp•u (clnllt etnl Ter• 

* 1Wt11d 37.3·-L) riLory . buia 

XansM Cit\: Mo.... ••• .' •••••••••. Manhattnrr, KanL ........... 118 2.5.8 2:J 108.7 
St. Jo.~Pph, Io ••••• _ ••••••••••• llentritlll, Nehr ············- t:u 19. II 24 81.3 
Befttrif't'!. Nebr ......... _ •••••••• St. Jo!!t>Jih, Mo •••••••••••••. }.11 3.1. 0 24 11-'.8 
8ioull City, Iowa ................ LlnCflio, N11br ................ t:I:J 27.0 24 112." 
Kanlll\8 City. Mo ••••••• _ ••••••• JieatrW., Nrhr .............. 11\l Jll. a 2" 7~.0 
Oer!nf!'. N~>br .••••••••••••••.•••.•• Cheyenne, Wtf··········-·-. 178 2!'1.0 211 107.7 
Llnevla, Nebr ................... KansM City, o ........... Ill~ 3.1. 0 71 H~2 
KanAAa City, 1\-fo-~ ••••••••••••••. I.tnoolll, Nebr ~ ............ 192 fill 27 11:1.a 
Watt>rtown, 8. Dak .............. Minneapol~~. MinD ......... 214 ~7.0 21l {fl..l 
Wichita, Kant~---~--············ lleatriM, N"br .............. :r.zo 3/l.ll 29 tnt 
Ottumwa_ Iowa.···············- St. Lou!:!, !\-(& ••••••••••••••• 214 21\.0 31 8:1 •• 

l>o~- ··---··---··-··---·----- Lincoln, Nebr ... ~ ...... ----- 2!i& 37.0 31 Ill) 4 

f!t. Lot1i111 Mo~ ~-··---·-··•······ lndependen~e. Mo ••••••••.• 21\& 31.0 w• Ifill 0 ~ 

Kansas Citz. Mo ................ St. Loulot, 1\-lo ............... 273 31.0 3'J 1~.0 
Ottumws, owa .................. Crete, .Nebr~·-------········ 278 44.0 31 l:l ' & 
lltuon, S. Dale: ........... _ ••• - Minneapoli~. MinD ......... 2l'44 32.0 a:J tn.O 
Watertown, S. Oak ••••••••••••. Omaha. Nebr ............... 292 31}.0 3:J 11~. 2 
Mltelwil, 8. Oak •••••••••••••••. St. Paul. Minn .............. 310 147.0 33 112. .. 
Wichita. Kan"~--·····-·········· Omaha. Nebr~-----········- 31~ 31!.6 -3:J 110.8 
!!tillwater, MilUl ........... --··- l~thpeminf!', Micb ............ 324 34.1 a.~ ml.8 
J,JneolnL Nebr ................... Burlin~tton, Iowa ........... ~ 329 37.0 311 1011.7 
8t. P~tu 1\-Tinn .............. , ••. Norrolk, Nebr~············-- 3-11 141l 0 3ll J:l7. l 
llfflltb St. Paul, MinD .•••••••••• fremoat, Nebr.-~ •••••••••. 3411 40.0 33 114.3 
Ottumwa_ Iowa •••• :. •••••••••••. lla~~tinr!, Nebr .............. 3112 161.0 311 H/1.7 
St. Louis, Mo.--····--·--······ Fslls City, Nebr ·········~- 3.".0 32.0 M 91. .. 
Mitchell, 8. l>!tk ................ Winona. Minn .............. a.,D ' '"-0 33 l:l7. l 
Ottumwa, Iowa.. ................. su penc._".rebr ............... 36.1 1!.1.0 :lfl 147.2 
:Burlinll:to'J. Iowa.. •••• - ••••••••• E1eter,. o. -······-··---·- 3711 1117.0 31} 1511. a 
St. Loui~, (o_ ····-----·~·------ Auburn,. Nebr .............. 3113 32.8 37 lill\,6 

nurna. 8. Dllk.-- .. --·-··-······- Duluth, Mtnn .............. 3flO 411.0 37 12t. 7 
l!outb St. l'aul, Minn ••••••••••• Lincoln, Nebr ................. 31Jol 411.0 37 121.6 
1:&31 SC. Louis. IlL ........... _. Plattsmouth, Nebr.·---·--- 406 32.0 38 84.2 



INTERTERRI'IORIAL · FR:EIGl 

T AB~E III.-Carload commodity ra.tes appli~ble o: 
points in Western Trunk-Line Territory compare 

'" Official Territory_:_Continued · ' . . . 

![Rates In cents ~er 100 poa 
· . ..t:J . ' • 

\.' 

-.;'I 

From-

.... 
Di~ance ~b. 
(m1les) eei1... 

I' 

note 
I '·· 

413 
~ Omaha, Nebr _______ ; _______ c ___ St. JAttis, Mo .....••.•..•••.. 32.(., 

Burlington, Iowa .•••.•...•••••.. Plainview, Nebr .•.•. -----~- 425 159.0 
Beatrice, Nebr ___ --------------- St. Louis, Mo. _____ • ________ 4:10 41.0 
Sout.h St. Paul, Minn.---------- Beatrice, Nebr ______________ 433 49.0 
Superior, Nebr. _________________ Burlington, Iowa .. ~-------- 4.'l6 157.0 
Mitchell, S. Dak ________________ ftock IslaM, Ill _____________ 444 54.0 

· J"incoln, Nebr ___________________ St. Louis, Mo .••. "-----~---- 446 37.0 
East St. Louis, TIL ......•••..••• Lincoln, Nebr ---~------------ 449 37.0 

·Burlington, Iowa .• '-----"------- Kearney, Nebr ....... ~------ 465 ,160.0 
·Kansas Cit-y, l)fo., ______________ St. Paul, Minn .•.•••••.••••. 471 40.5 
. Duluth, Minn •.•. ------~-------- Fremont, Nebr ..•.••• ~------ ~5 45.0 
St. Louis, Mo __ -'--------------- Columbus, Nebr ____________ 495 56.0 
St. 'Paul, Minn ... ------------"-- Kearney, Nebr ..•••••••••••• 495 '162.0 
St. Louis, Mo •• ---·---------·---

Edgar, Ncbr _______________ 501 163.0 
· Do·---·----------~-----···-- Superior, Nebr •••••••••••••• 502 163.0 

' Do._~- ____ c ___ --~- -.---·-----. Nelson, Nebr ------·----·--- 502 164 .. 0 
Omaha, Nebr., _________________ · Ch~enne, Wyo •••.••••••.•. 507 171.0 
St. Paul, Minn. _________________ St. ,ouis, Mo _______________ 516 36.5 
Omaha, Nebr -------------·----- Rapid City, S.Dak .•••••••• 523 57.0 
St. Paul, Minn.~----·--·-----·-- Concordia, Kans .••••••. : ••. 525 166.0 
St. J;ouis, Mo.----·------------- Hastings, Nebr .••.••••••••. . 528 65.0 
St. Paul, Minn ................... Lexington, Nebr ------------ 530 167.0 

, St'. Louis, Mo ..................... Norfolk, Nebr. ______________ li32 ... 56.0-
North Platte, Nebr ____ c _________ St. Paul, Minn .••. !.------- 1)90 172.0 

' St. Paul, Minn .•• "-------------- North Platte, Nebr ••• ______ 590 172.0 

:~"f.l 
·,. -· 
\· 

.. ·, 
\ 
'• 

').., 

41. 
42<. 
42 
42 

\ . 
42 \ 42 
42 \ 42 •• 42 \. 
44 '12!>, 
44 150 .. 
44 147.1 
44 t52.a 

~o ... 44 127.3 
46 156. 5\ 
46 156.5 ·, Duluth, Minn ___________________ Grand Island; Nebr ••••••••• 594 168.0 46 147.8.\ 

St. Paul, Minn .•••••••••••• : ••.. Almena, Kans. _____________ 597 172.0 46 156.5 ~ 
Almena, Kans .•.. --------------- St. Paul, Minn .•••••••••••• 597 172.0 46 156.5 St. Louis, Mo ___________________ Lexington, Nebr.----------- 602 173.0 47 155.3 
St. Paul, Minn •••••••••••••••••• Norton, Kans. ______________ 60S 172.0 47 153.2 
Norton, Kans.------·----:_. _____ St. Paul, Minn. ____________ 608 172.0 47 153.2 
Ottumwa, Iowa .••••••••• ..._ •••••• Sidney, Nebr ................ . 608 176.0 47 161. 7, 
Omaha, Nebr--------~---------- Casper, Wyo_. ______________ 613 191.0 47 193.6· 

, Joplin, Mo.-.-------------------- St. Paul, Minn .••••••• : •••• 620 171.0 47 151.1 . Do. _________________________ Minneapolis, Minn ••••••••. 623 171.0 48 147.9. 
Sterling, Colo_--------------·--- Ottumwa, Iowa .......... c ••. 624 178.0 48 162.5 
Mitchell, S. Dak-------~-------- St. Loui.~, Mo.~--------·-·-- 633 54.0 48 112.5 
St •. Louis, ~o. ------------------ Mitchell, S. Dak ____________ 633 57.0 48 118.8 

Do .• ------- ___ --------·-···- North Platte, Nebr _________ 662 ' 179.0 50· 158.0 
Minneapolis, Minn ••••.•••••• "-- .Crawford, N~br _____________ 673 I Sl.O 50 162'.0 
Burlington, Iowa---------------- Sidney, Nebr _ --------·-··-- 682 182.0 lil 160.8. 
Sidney, Nebr ..... ---•----------- Burlington, Iowa ___________ 682 182.0 \ 51 160.8 

' 

Average relation of applicable rates to Official Territory basis (percent) ___ : _______________________ ~ 131.1 

TAI\IF.r A OTHOBITY 

. Same as ~hown on table II, and the following: 

. ..I 

Interstate 
Tariff No. Commerce 

Commis
sion No.· . 

.. Issu.· .,g._ r. E. Kipp._·······---~: .... -.. ~.:-··'···. ··---------------!. ·~~~ 
• . ~~ I '~A . ·~·>':\ .,.-;:-, .•. ; .. , ' . 

A-3479 
A-3176 
A-2592 
A-2593 , 
A-2594 

,{.,!!. ·i' .......... ·- .. 

a Class 36, Exceptions to Western Classification. 

''\ 
i 



tUTORIAL I'RElGliT RATES 
I 

"'Glll '"'/real. mtals '" Mountaira-Paci~e TtrTilorrJ 
fl&ft'allJI applicabl• wilhi" O.ffi.c·ial TeTnlarJI " . ' 

•• fD eeDta )19f 100 J)OWlds) 

' . , 
·' .. ~. 

...... ~, 'To- ., 
c· . -• ~ . . 

1•···--·- naa&tlr, ltlaho •• ···········
- 8ilver C tty, N. M.,a •••••••• 

··-··•·-. {}tllta, ~Ttl&h, ·••••••••••.' •••• 
··-······- St•attlt>l. \'liuh .•.•.••••••• - •• 
---··. •• • • ltl aho .-all:o~, I• labo •••••••• ..., 
····---~-· Jlllmol'tl, Utah .••••••••••••• 
·~········· P~ttlllo, Idsho .••••••••••• 
•• .,. ••••••• Cedurt:lt1t.Utah ••••••••••• 
-~.............. Lu VfiJlU, Nev ...... ..- ........... .. 

h •. ········-······ 81Ult" l'e.t.. N. 1\lell ••••••••••• ·t erra.tif_ .••• ~ .......... - Rouldet \.;tty. NeY ........ - .. .. 
~lA"'b .•••••••••••• .,.... ~ntte, ).loot .••••••••••••••• 

..... ~., .... ···-··•-.... tl~~na,l\lont ............ - ......... .. 
. a .......•••.•...•.•.. 8pokane, Wlllh • .: ••••••••••• 

tiD\""- Calif .••••••••••••. , Kin~tmRn, Aria·-··········· 
alt ............. -·-·••- B••ise, lc1aho ..................... .. 

, Tea ••••••••• .-......... _ H.onrt>ll, N. 1\.11'1!11 .••••••••••• 
:"ton&....................... 'fwln falls, ltlliho .••••••••• 

---.. Tel .................... L111 V•gu, N.A<lel ........ . 
.rurcl~>8• Clllif............... Pb0111ni~, ArlL .•••••••••••••. 

&II t. ,.aao, Te.1 ••• ! ..................... do .••...••••.••.•••••••. 
.te, Mcm&.................... tit11h Lake CitJ. \:tall •••••.. 

~CtcJPn, Utab •••••••••••••• ;...... Helt~na. Mont .•••••••••••••• 
0 Do ........................ - J,u VPIIf811, NeY ••••••••••••• 

,oi~W, lrll\ho...: •••••••••• -...... Portland, Orea •••••••••••••• 
.Juttf'l, Moot._ .............. ,.. :Boise, ldsho .••••••••••••••• 

•ta Paa10. Tea.................... H.atoo, N. Mea ••••••••••••• 
J.oa Aoa:ellls. Catif ••••••••••••••• Tum10n, Ariz .••• : ••••••••••. 

Do.......................... Wllliam11, Ariz.·····-·····. 
Do ....•••••••••••••••••••••. P~u. Ariz ••••••• _ •••••• 

:Butte,l\-font .•••••••• ,........... Nampa, ldllho .••••••••••••• 
Otrtff!D., Utall .•• ·······-········ 8oultler City, NeY ........... . 
Lott Anllt'lee, Calif .••••.••••••••• J'Jag~tan.Aris •••••••••••••. 
l:l PMo, Tu ..••. -----········· ..... do •.•.••.••••••••••••••. 

, DD
0
o··.·.· .• ··.·.:.·_·· .• ·••• •• ·•·••• •• •• •• ··.:·.· •• · Williams, Ariz .••••••••••••. . _ Pl'flscott. Ariz ...... _ •••••••• 

DtlDYer, Culo ••••••••••••••••• •• !!rut Lak• City. Utab .•••••• 
Boilw, wa~:~o. •••••••.•.•..••••••. s .. mu ... WMn. ··-······-··· Do.......................... Tll{'omfl, wa.~h ••••••••.••••• 
Spokalll:t, W aab.... •••••••••••••. J'oeatello. Idaho ••••••.•••.. 
Denver, ~on •••••••••••••••••••..••• do •.. ···-·············· 
:Butte, Mont. ••••••••.••••••••••. ~ .. attle, Wash .............. . 
Portluntf, OrPfiC.................. 8f\O franrl.~co, Catif ........ .. 
(}J<Jen, Utah •••.•••••.•••••••••. llpokane{ Wub .•••••••••••. 
:Butte, Jrlona. ••• •••••••••••••••• Portlao• , 01'1'11 ............. , 

· OgciPn, Utab .... --··"······· .••. IA>tt Anu:PIP~. Calif ......... . 
Los A.ngPw!l, Calif •••••••••.••••. flslt J,ak8 City, r;tRb .•••••. 
01{rt~. Utab.-•.•.•••••••••. "... San fraof'ii!CI), Callt ........ . 
El Paso, Tea.................... LOII''AD!ftlle!l, Calif ••••••••••• 
Ogde~~p Utah. . ••• •• • .• • •• • •• •• •• Portlantl, Ore1 .•••.••••••••• 
Denver, Colo .•••••••• .: ••••••••••. Boise, ldaha .•..•..••••••••• 
Seattle, Wl\llb .•••••••••••••••••• fl&n Francisco, Calil .••••.•.• 
Ogden. UtRh. l--··············· fleattle, Wasb .............. . 
8polr.aoe'( Wash •••••••••••••••• - S&n francisco);. Callf.--···· 
Portls.ooWOreg •••.•••••••••.•••• Loa Angel~. \..alit ••••••••••• 
Best tie, ao~h ..••••.•...•........•••. do.·--·················· 
Spokane. W ubo..-..................... do •••••••••••••.•.••••••• 

1:1ttort-
lloa 

diHtanre 
(rullea) 

--
,lt!l 
t:lef 
170 

' IM1 
f IM& 

202 
:1113 
3Hl 
3:.!& 
34() 
341 

• 3.'\lt 
3.~,. 

3.'114 
31\1 
3!\lt 
37Jt 
11141 
3!11 
4211 
t:l:l 
4:1:t 
4tl9 
4H& 
4113 
411ft 
411M 
8ll2 
841:1 
IIU4 
1106 
Ill~ 
ft:llt 
6114 
lli\Jt 
111114 
1170 
1174 
1174 
821 
Ml't 
Mit 
71J 
7114 
71\:J 
774 
774 
'171 
1113 
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