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Railway Capacity and Traffic Contal”

From my contacts with the Army,
I learn that the principal questions in
the minds of the officers today are:

1. What were the principal rea-
sons for the carriers being teken
over by the government in January,
1918%

2. In view of the long period of
depression since 1930 and the de-
crease in the purchases of equip-
ment by the railroads during that
period, what is the capacity of the
railroads to handle a greatly in-
creased traffic today or in the fu-
ture? _

3. What organization have the
railroads today for dealing with
transportation?

4. What lessons were learned and
what methods or plans should be
adopted to avoid in the future the
difficulties in transportation experi-
enced during the World War?

These questions I will deal with
briefly in the order named.

Railroad Situation in War Years

What was the reason for the rail-
roads being taken over by the govern-
ment on Januvary 1, 19187 Many
pages could be written in answer to
this question but, summed up, I think
the answer from most sources would
probably be that one of the prin-
cipal reasons was a financial one.
Prices of materials were rising dur-
ing 1917 and railroad rates were not
increased to offset the increases in
prices. The carriers handled more

revenue ton-miles in 1917 than in 1916

by 8.8 per cent and more passenger
miles by 14.1 per cent, and earned a
total increase of 11.6 per cent in op-
erating revenues. During the same
period, operating expenses increased

20 per cent and taxes 36.2 per cent,
with the result that net railway
operating income decreased approxi-
mately 10.2 per cent. Many employes,
including skilled employes vital to
proper maintenance, particularly of
equipment, had volunteered or were
drafted for war service or, by reason
of higher wages, had gone to work in
the plants of war industries, such as
munitions plants, shipbuilding, ete.
Railway labor was demanding in-
creased wages by reason of increased
living costs and in the face of a de-
crease in railroad net income.

Congestion of freight traffic in 1917
was due to the shipment of freight
in quantities far beyond the ability
of the receivers to absorb and vast
exports without consideration of the
availability of ocean shipping, and
the legal requirement that govern-
ment freight be given preference and
priority in movement without any
consideration being given to ability
to unload promptly. This caused, in

- addition to the congestion, car short-

ages by reason of the cars being used
for storage purposes instead of for
transportation.

While this question of congestion
is mentioned last, it is not because of
any opinion that its importance is a
lesser one; in fact, I am of the opinion

‘that it was the most important reason

for government control, as I will later
attempt to show. :

Capacity to Handle Traffic

Now we come to the second ques-
tion, the capacity of the railroads to
handle a greatly increased traffic to-
day or in the future. To answer more
clearly this question, a series of



charts are attached hereto. (See Ap-
pendix No. I). These charts were
originally prepared for this lecture
but this same question had been
raised in so many places that it was
found necessary to present this infor-
mation to a meeting of the Atlantic
States Shippers Advisory Board in
Newark, New Jersey, on October 5th,
1939. No doubt the following state-
ment may sound familiar to a few
of you but probably not to all In
any event, the subject is of such
interest that it will bear repetition
with considerable advantage from an
information standpoint.

Chart No. 1 summarizes the capital
expenditures of the railways for the
period 1923 to 1938, inclusive. During
the years 1923 to 1930, capital ex-
penditures ranged between a high of
$1,059,000,000 in 1923 and a low of
$676,700,000 in 1928, and averaged
$842,700,000 per year for the eight-
year period as a whole. In the suec-
ceeding eight-year period, 1931 to
1938, expenditures ranged between a
high of $509,800,000 in 1937 and a
low of $103,900,000 in 1933, and
averaged $258,700,000 for this latter
period.

Chart No. 2 shows the number of
new and completely rebuilt steam
locomotives and freight cars put in
gervice 1923 to 1938, inclusive. These
figures do not include the number of
locomotives and ears modernized
ginee 1925, so that the record is in-
complete to that extent.

Chart No. 3 shows freight car and
gteam locomotive ownership as of
September 1st of 1918 and each year
1923 to 1939. It shows that since the
high point, ownership has decreased
713,426 freight cars and 23,373 steam
locomotives.

Car Repairs and Traffic Demands

Chart 3-A shows that car repairs
are geared to traffic demands. Dur-
ing the eight-year period starting
with 1923, the percentage of cars
awaiting repairs never exceeded 9.6
per cent and went as low as 5.4 per
cent. Since 1932 it has ranged be-
tween 15.6 per cent and 10.8 per cent.
This figure can and will be reduced
to the 1923-1930 level i1f cars are
needed for increased business in pros-
pect.

It is significant of the relationship
of car buying to increased traffic, to
note that in 1937 with increasing
traffie, 75,058 new cars were added in
that year.

Chart No. 4 shows that there has
been an increase in average tractive
effort of locomotives of 43.3 per cent
since 1918 and an average increased
capacity per car of 19.5 per cent, or
8.11 tons per car.

A very important factor is that
over 35,000 locomotives and over one
and a half million freight cars have
been destroyed as obsolete since 1923.

It should be kept in mind that the
age of locomotives or ears is not now,
if ever, a criterion to follow as to the
fitness of equipment for service. A
modernized car or locomotive is just
as serviceable as new equipment. The
degree of maintenance through the
years of life of the equipment must
be taken into consideration in judg-
ing the present fitness for service.

Chart No. 5 shows the cars of reve-
nue freight loaded during 1918 and
1923 to 1938. In each of the eight
consecutive years immediately sue-
ceeding 1922 the railroads handled
traffic greatly in excess of that
handled during the war period, and
this peak volume of trafic was
handled without car shortages or con-
gestion. It is also interesting to note



that in each of those eight years the
loadings of 1918 were exceeded by
between a million and a quarter and
approximately eight and one-quarter
million cars per year.

Chart No. 6 shows minimum and
maximum surplus cars for various
years 1923 to 1939. During those
years there was an average minimum
surplus of 123,776 cars and an aver-
age maximum surplus of 426,221 cars,
indicating that there was a reserve
capacity even during those years of
peak traffic movement. In 1929, the
last year of heaviest loading, over
52,000,000 cars were loaded, but mini-
mum surplus during the year was
107,301 cars. The maximum surplus
during the same year was 447,141 cars.

Factors of Efficiency
Increased efficiency in operation,

which is the vital point in determining

rail capacity, is clearly shown in
Charts Nos. 7, 8, 9 and 10.

Chart No. 7 shows an increase in
freight train speed of 61.2 per cent
between 1920 and 1938.

Chart No. 8 is a measure of the
amount of work done by the railroads
in a given period of time. It shows
that gross ton miles per freight train
hour inecreased 109.3 per cent in 1938
over 1920, :

Chart No. 9 shows car miles per
freight day. This was 24.6 in 1918
and reached a high of 32.9 in 1937.
This figure includes all cars, whether
en route, awaiting repairs, surplus, or
in the hands of shippers for loading or
unloading, It is estimated that an in-
crease in movement of one mile per
car per day has the effect of increas-
ing the existing car supply by 70,000
cars.

Chart No. 10 shows the average
load per car of carload traffic origi-
nated, which increased from & low of

approximately 34 tons per car in 1924
to a high of 36.7 tons in 1937. Gen-
erally speaking, tons per car of car-
load traffic drops off slightly when
total carloadings decrease. It is esti-
mated that if the 1937 carload traffic
had been handled with the tons per
car of 1924, it would have required
90,000 more ears to have moved the
same tonnage. '

Chart No. 11 shows the cars of reve-
nue freight loaded—weekly average
by months in 1918 and various years
since that time. This shows a wide
fluetuation in the traffic from one sea-
son to another and from one year to
another. That fluctnation from one
season to another and from one year
to another without a doubt is greater
than the total war load was at any
time.

Chart No. 12 is a summary of vari-
ous comparisons with 1918. It is in-
teresting to note from this chart that
with the ear ownership in 1929,
60,000 less than in 1918, and locomo-
tive ownership 5,600 less, nevertheless
there were loaded in 1929, 8,236,000
cars more than were loaded in 1918.
The figures of gross ton-miles per
freight train hour for 1918 are not
available but the chart shows a great
increase in the average since 1920,

The Shippers’ Advisory Boards

A very important factor today, not
in existence until 1923, is the thirteen
shippers advisory boards, each com-
posed of a large number of shippers
and receivers, divided into committees
representative of various commodi-
ties. They work closely with the Dis-
trict Manager of the Car Service Divi-
sion of the Association of American
Railroads in each of the distriects, and
provide the railroads with estimates
of probable car requirements three
months in advance. They also co-



operate with the railroads and the
Car Service Division in improving
car efficiency by more prompt loading
and unloading, particularly in times
of rapidly increasing business. Their
work has been most effective, and in
times of stress it is invaluable.
" The railroads and the Car Service
Division well know that the coopera-
tive spirit through the Advisory
Boards will bring about the elimina-
tion of waste in the use of equipment,
by loading and unloading promptly,
by not ordering more cars than are
actually required, by loading in cars
the maximum tonnage where such ac-
tion 1s practicable. All of these efforts
add greatly to the railroad capacity.
The entire transportation machine
is operated by a human agency usu-
ally called management and men. The
railroads have a great body of trained
and skilled workmen who know their
business and can be relied upon to do
their full share in any case of emer-
geney. The capacity of 2 human in-
dividual under stress of circumstances
can never be measured by the statis-
tician with his slide rule and to the
last decimal point. It is, however, an
important factor.

More Traffic With Fewer Cars

Increased demands for transporta-
tion involve no great problem to the
railroads provided equipment is used
for transportation alone and not for
storage purposes. In other words, the
tying up of equipment by loading cars
that can not be unloaded promptly
reduces the capacity of the machine
to the extent that such cars are tied
up. Furthermore, it is probably cor-
rect to assume that demands by the
Government for transportation in
case of war would he more equally
distributed throughout the year and
thereby utilize a great many of the

cars shown as surplus on Chart No. 6.

The increased speed of movement
and increase in general efficiency in
every direction from year to year, as
indicated by the various charts, are
the reasons why a greatly increased
traffic can now bhe promptly and satis-
factorily handled with a large de-
crease in units of equipment compared
with previous years.

Generally speaking, the full benefits
of capital expenditures for inereased
efficiency and economy in operation
are not obtained until there is a corre-
sponding decrease in the umits of
equipment required to handle the
same or larger traffic.

Railroads Car Repair Program

At a meeting of the member roads
of the Association of American Rail-
roads, held in Washinaton, Septem-
ber 19, 1939, consideration was given
to transportation requirements and
unanimous action was taken, similar
to that of April 5§, 1923, by the adop-
tion of the following resolution:

“Resolved. That all roads take
immediate steps to place their mo-
five power and ears in shape to

handle any possible inerease in traf-
ﬁc. 1

New freight ears placed in service
or ordered by the railroads during
1939, acecording to plans announced at
this same meeting, it was indicated,
will exceed 46,000. Reports are not
received by the Car Service Division
of cars ordered until the orders have
actually been placed. A number of
lines were not heard from at the meet-
ing but according to subsequent re-
ports T believe it is safe to assume
that there will be ordered or placed in

service this year not less than 65,000
new cars.

Chart No. 13 shows the accumula-



tion of loaded freight cars and short-
age of empties for loading in 1917,
1918 and 1919. This shows that we
had a maximum shortage of cars in
1917 of 156,250 and at the same time
we had a maxzimum accumulation of
loaded cars standing still that could
not be moved, due to inability of re-
ceivers to unload at destination, of
148,039 cars. Again in 1918 we had a
maximum accumulation of 206,234
loaded cars and at the same time a
shortage of 148,762 cars. In 1919
there were 98,000 loaded cars stand-
ing still, with a shortage of 67,182.
If all of the loaded cars could have
been unloaded promptly, it can be
readily seen that the number of cars
thus made available for loading would
have wiped out the shortage during
these periods.

When 200,000 cars are put out of
service by being tied up under load
for any reason, it means that the
capacity is reduced by more than
400,000 carloads per month.

. Demurrage Charges 30 Per Cent Less

The records show that there was
collected in demurrage for cars de-
layed beyond the 48-hour free time
for loading or unloading for the year
1918, $37,566,295, or an average of 84
cents per car for each car loaded. In
1929, when the carloadings exceeded
1918 by over eight million cars, there
was collected 36 cents per car, a de-
crease of 57 per cent, The demurrage
collected per car loaded has gradually
dropped since that time. In 1938 the
demurrage collected per car was 17
cents, or 80 per cent under 1918 and
5214 per cent under 1929.

Relation of War Load to Total Traffic
~—Freight and Passenger

Chart No. 14 is designed to show

the relationship of the war load to

the normal movement of traffic. The
actual carloadings for 1916 and 1917
were not recorded. The figures for
1918 are actual and the other is esti-
mated on the basis of tons per loaded
car-mile, which can be considered a
fairly accurate figure. It will be noted
from this that a greater number of
carloads were handled in 1916 and
1917 than were handled in 1918, but
the tons originated show an increase
in 1918 over 1916 of 5 per cent. The
greater tonnage with a lesser carload-
ing is accounted for by the heavier
loading per car. This is shown more
clearly under the heading of revenue
ton-miles and indicates that there was
an increase of 12 per cent in revenue
ton-miles in 1918 over 1916. There
being no other definite figure avail-
able as to what the freight war load
actnally was, we have assumed that
all of the increase in 1918 over 1916
was due to the war load, or activities
related thereto. This, no doubt, is a
very high estimate but it is believed
we are on the safe side in saying that
the maximum war load at any one
time would not be in excess of 12 per
cent of the normal commercial load.

From this same chart you will note
that the total passenger miles from
May, 1917, to December, 1919, were
118,035,000,000. The troop passenger-
miles during the same period were
7,000,000,000.

The troop transportation from May,
1917, to December 31, 1919, involved
the movement of a total of 15,756,981
men. The average movement was
492,405 men per month. The monthly
maximum was reached in July, 1918,
when 1,147,013 men were moved.
There were 25,953 special trains and
the monthly maximum was 2,055
trains in July, 1918, with 759 miles
traveled per train. These troops were
handled under the Manager of the



Troop Movement Section of the rail-
roads, under the direction of the
Quartermaster General. This section
was organized under the Railroad
War Board prior to government con-
trol and the same plan without change
was confinued during government
control.

There was no difficulty experienced
in the handling of troops, very largely
attributable to the fact that the entire
movement was under control. In
other words, soldiers were not put on
cars until it was known that there was
a place to unload them at destination.
It is true, of course, that some of the
movements had to be slowed up en
route by reason of delays in arrival
of ocean transport. This same organ-
ization is now stationed with the War
Department routing troops and CCC
workers and can be readily expanded
to handle the troops in the same man-
ner as was done during the last war.,

While this looks like a very large
troop movement, it was, in fact, only 6
per cent of the total passenger move-
ment that took place during that same
period, as shown on the chart. The
main purpose in the presentation of
this chart is to show how relatively
small the war load, both passenger

and freight, is in comparison with the
normal commerecial load.

Carload Traffic Study

Chart No. 15 is a carload traffie
study showing the average number of
cars of revenue freight loaded during
the period 1923 to 1930. Since 1930
there has been a considerable inerease
in the diversion of traffic from the
railroads to other forms of transpor-
tation. It is estimated that this is
somewhat in excess of 10 per cent but
it is also assumed that, with a heavy
inerease in traffic due to war condi-
tions, there will be a proportionately

heavier increase in the durable or
heavy goods, which commodities are
very largely handled by railroads.

We have assumed, therefore, that
in any other period of heavy traffic
movement such as occured in 1929,
the railroads would be called upon to
handle approximately 10 per cent less
of that production than they actually
handled in 1929. This reduction ap-
plied to the 1923-1930 period would
leave 45,517,000 carloads to be moved
on the railroads. Now assume that
the war load would add 12 per cent
to the revenue ton-miles of the rail-
roads, converted into cars, this would
increase the loading to 48,917,000
cars. In other words, any increase in
the war load that might exist in the
future is practically all offset by the
diversion of traffic to other forms of
transportation since the average of
the 1923-1930 period.

Railroad Organization and Activities

Under the question of organization
of railroads for dealing with trans-
portation, chart No. 16 gives a general
picture of the organization of the
Association of American Railroads.

Chart No. 17 shows the same infor-
mation but more in detail as to the
organization of the Car Service Divi-
sion and the relationship of its Dis-
trict Managers and other field forces
to the Corps Area Headquarters of
the Army.

Chart No. 18 shows the {erritory
allocated to each of the Shippers Ad-
visory Boards throughout the coun-
try, with the headquarters of each
District Manager associated with
these Boards.

Appendix No. II is an outline in
detail of the organization and activi-
ties of the Association of American
Railroads. It will be seen from this
that the railroads are thoroughly or-
ganized through the Association and,



in our judgment, no other ecentral
organization is needed. The Associa-
tion is composed of all the essential
trunk lines and most of the essential
short lines. Its headquarters are in
Washington. The President of the
Association 1s assisted by an Execu-
tive Committee of six railroad chief
executives, selected from different
parts of the country. The By-Laws
provide that when necessary this
Executive Committee would be in
continuous session.

It is my belief that the Association
now has all of the authority required
to meet any predictable situation but,
certainly, if it is determined that the
authority is not as complete as it is
thought it should be, the railroads
can be counted upon to give to this
organization such additional author-
ity and support as is necessary.

Prevention of Traffic Congestion

Appendix No. III contains the de-
tailed instructions covering operation
of the embargo and permit system,
under which is prevented accumula-
tions of loaded cars beyond ability
of receivers to unload promptly. This
plan has been in effect for a number
of years.

An embargo is a method of con-
trolling traffic movements when ac-
cumulations, threatened congestions
or other interferences with operation,
- of a temporary nature, compel re-
strictions against such movements.
Embargoes will be placed against
consignees who fail to unload or
otherwise dispose of freight promptly
on arrival. ‘

Under the operation of the embargo
and permit system, through the Asso-
ciation of American Railroads, traffie,
other than Government freight, will
be controlled by this system to pre-
vent the possibility of any congestion
of traffic. This will be done in the in-

terest of the shippers as well as the
railroads. The plans of the War
and Navy Departments, coordinated
through the Army and Navy Muni-
tions Board, provide that Govern-
ment freight must not be loaded on
cars until it is known that it can be
unloaded promptly at destination.
The Government, if found necessary,
can supplement their instruetions by
arranging through the Association of
American Railroads for issuance of
embargoes and only permitting cars
to be loaded when they can be un-
loaded promptly at destination. This
will prevent the main difficulty ex-
perienced in 1917 and 1918 when cars
were loaded without any provision
for insuring their prompt unloading.

A great many of the difficulties in
transportation in time of war can be
traced to the fact that the war de-
mands are greatly magnified by all
interested, not realizing that the rail-
roads are always, as a practical mat-
ter, un a war basis or can be made
so to meet the demands of incresed
traffic, as has been demonstrated
many times since the last war. Also
considerable difficulty in transporta-
tion in time of war can be traced to
attempts to change normal shipping
operations, that is, by taking the
handling of routing away from the
industries themselves. Traffic man-
agers of industries are thoroughly
familiar with tariffs, routipg and con-
ditions of the route, equipment sup-
ply and everything of that kind. No
matter from what industry the Gov-
ernment may be buying it will find
that that industry has a very compe-
tent traffic organization and without
doubt it will greatly facilitate the
handling of traffic if full use were
made of such traffic managers and
their organizations. Cars for ship-
ments from any industry should not
be ordered by the buyer—the Govern-



ment—but should be ordered in the
same way that ordinary commercial
traffic is handled, that is, by the Traf-
fic Manager in charge of the indusiry
ordering the equipment, arranging
the routing, ete, thus avoiding pos-
sible duplicate orders for equipment.

In any event, we believe that this
question is well worth studying by
those having to do with the transpor-
tation of war materials in time of
war.

Tt can be said, of course, that such
an arrangement does not provide for
proper control and that the aim of
the industry would be the same as it
was in the last war—to get the mate-
rial on ecars, and ship regardless of
the ability of the Government to re-
ceive and unload promptly, thereby
using the cars for storage purposes
and causing congestions. Under the
plans already mentioned of the Army
and Navy Munitions Board, they
specify that cars must not be loaded
until it is known that they can be un-
loaded at destination. It is assumed
under such arrangement that when an
order is placed for materials the
order will specify either a definite
date before which it cannot be shipped
or a definite requirement that it will
not be shipped until further notice is
received from the officers in charge at
points of export, depots, training can-
tonments, etc., that the material can
be disposed of promptly on arrival.
It might again be said that such an
arrangement as this does not provide
for the iron-clad control that should
be provided to avoid the possibility
of congestion, and that definite and
complete steps that would provide ef-
fective control should be adopted at
the outset. This could be done along
the following lines when an order is
placed by the Government:

Assuming that instructions were
issued for the construction of a large
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cantonment and that the material
therefor was immediately ordered,
the order for the material should
specify—*‘this material is not to be
loaded on cars until permit to do so
is received from Construction Quar-
termaster at ............. . ... ”?
To make doubly sure that the in-
structions would be ecarried out, the
Construction Quartermaster at point
of cantonment would direct the rep-
resentative of the Association of
Amertean Railroads stationed at such
cantonment to 1issue an embargo
through the Association’s embargo
system against the movement of the
traffic except under permit, and a per-
mit only to be issued when the can-
tonment Quartermaster requested the
Association of American Railroads
representative to do so. It is assumed
that a request for permit will not be
made until the Quartermaster is sat-
isfied that they are ready for the ma-
terial and can unload it promptly
upon arrival.

Port Traffic Control

Appendix No. IV is an outline of
the plan for controlling port traffic at
Atlantic Seaboard ports. This or-
ganization has been set up and is now
ready to control, if necessary, port
traffic in such a way as to aveid any
possibility of congestion such as oe-

curred prior to and during the last
war.

Railroads Able to Handle Traffic

There need be no fear that the rail-
roads will be unable to handle any
anticipated inerease in traffic. Some
months ago an estimate was made
that a minimum of 25 per cent more
than the then existing business could
be handled with the cars and engines
in the condition that they were at that
time. The facts are that for the week
ending Saturday, October 21, 1939,



they loaded 861,198 cars, which was
approximately a 45 per cent increase
in traffic or 16 per cent over the esti-
mate. In other words, the railroads
have already handled 16 per cent
more traffie than we anticipated they
could handle. At the time of the
heaviest loading, the program of re-
pairs to equipment can be considered
as only well under way. This merely
indicates how conservative the esti-
mate was. At the same time, it was
estimated that if all the locomotives
and cars awaiting repairs were put
in condition for service, the railroads
could then handle 50 per cent more
than the then existing business. Based
upon the accomplishments up to date,
it is very apparent that this estimate
also was far too low.

Lessons in Tra.nsportatioﬁ from
World War Operation

Now we come to the fourth and
probably the most important ques-
tion—

‘““What lessons were learned and
what methods or plans should be
adopted to avoid in the future the
difficulties in transportation experi-
enced during the World War?”’

The lessons that have, or at least
should have, been learned from the
experience of 1917 and 1918 appear
fo me to be that:

(a) Care should be used not to
magnify the possible war load. If it
is well understood that the war load
is very small in relation to the ordi-
nary commercial load, as indicated in
Chart No. 14, it will eliminate appre-
hension on the part of the public in
general that they will be deprived of
transportation when movement of the
war load is undertaken. This fear
that transportation will not be avail-
able for all who demand it is likely
to be the basic cause of ordering more
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materials and supplies than can be
promptly unloaded.

(b) Methods should be adopted
that will prevent accumulation of
loaded cars due to inability of re-
celvers to unload promptly upon ar-
rival. This will, if necessary, be con-
trolled under the operation of the
present embargo and permit system
of the railroads through the Associa-
tion of American Railroads, as shown
in Appendix No. ITI, so far as traffic
other than government freight is con-
cerned.

It should be remembered that from
a transportation standpoint there is
no necessity for having the anchors
arrive before the ship’s keel is laid;
there is no necessity for having the
piling arrive for the building of ship-
yards before the plans are completed ;
there is no necessity for any industry
having a fear that they may not get
transportation when they need it and
ordering materials and supplies be-
yond their ability to unload when re-
ceived, thereby using cars for storage
purposes and reducing transportation
capacity.

Unnecessary Restrictions to Be Avoided

Traders (shippers and receivers)
can by & close check on their own bus-
iness eliminate the necessity for the
railroads making this embargo and
permit plan fully effective by not
ordering materials beyond their ca-
pacity to unload promptly, which, of
course, is the most desirable method
of control. The traders can be cer-
tain that the railroads will avoid any
unnecessary restrictions or annoy-
ances in the normal movement of
traffic and will only use this method
of control when necessary to prevent
the use of cars for storage purposes
to the detriment of all interests.

- Remembering that one of the great
problems with transportation in 1917-



1918 was due to the difficulty in main-
tenance of equipment, etc., the migra-
tion of labor from the railroads to
war industries, ete., by reason of the
greatly increased wages in those in-
dustries, some plan would seem to be
necessary to prevent this. Careful
consideration should also be given to
the exemption from war service of
skilled labor on the railroads. It
should be recognized that skilled
labor on the railroads, as an adjunct
to the war machine, is just as impor-
tant to the Army as 1s a skilled officer
or soldier actually in the Army.

In connection with the government
operation of the railroads during the
last war, it is again interesting to
note that the revenue ton-miles in-
creased approximately 12 per cent in
1918 over 1916 and the revenue pas-
senger-miles increased approximately
23 per cent in the same period. The
operating expenses, however, in-
creased 68.9 per cent and the total
cost to the government of Federal
control of transportation under this
experiment was $1,616,429,457.44. In
other words, the government, by rea-
son of the failure to increase charges
to offset increased costs, furnished
transportation by taxation to this
extent.

Conclusion

In conclusion, let me call attention
to the fact that the statistics and
charts herein presented clearly indi-
cate that the railroad plant is always
in a state of national defense, It must
necessarily be so or the normal com-
mercial demand could not be properly
handled. Furthermore, if it was not
in such a position it could not have
met the sudden increased demand for
transportation during September and
October of this year, when there was
experienced the heaviest percentage
increase in traffic that ever oecurred
in the history of the railroads in a
similar period of time.
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The railroads still have approxi-
mately 70,000 cars and 2,500 locomo-
tives to repair to bring the cars and
locomotives awaiting repairs down to
a normal practical basis, generally
considered to be 6 per cent for cars
and 12 per cent for locomotives.

In addition, attention has already
been called to the fact that there will
be placed in service or on order this
year 65,000 new cars. Between now
and the first of April, when business
generally starts increasing, it is ex-
pected there will be added to the serv-
ice approximately 120,000 cars, new
and repaired, which, on the basis of
the performance of the week of Octo-
ber 21st, will be capable of loading in
excess of 250,000 cars per month.

Here attention is again directed to
what was accomplished in the addi-
tion of new cars and locomotives dur-
ing the period 1923 to 1930, as shown
on Chart No. 2. There was no difficulty
in obtaining all of the equipment re-
quired during that period, which was
the heaviest productive period ever
seen in this country and, again, there
will be no difficulty now in getting all
the new equipment that may be re-
quired.

There is no denying the fact that
whatever has been done before can be
done again. Attention has been called
to the condition existing in 1923, when
the railroads were confronted with an
anticipated traffic; the largest in their
history, when they adopted & joint
program to meet that demand which
was carried out with complete suc-
cess. The action taken at the meeting
of the Railroad Executives in Wash-
ington on September 19, 1939, much
in the same manner as that of 1923,
and the results accomplished since
that time have also proven econclu-
sively that the railroads can meet any
demand for transportation, present or
prospective, that may be made.



APPENDIX 1

CHART 1

Gross Capital Expenditures—Class I Railways

!
YEAR o
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/1926
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CHART 2

New Freight Cars Put in Service

| THOUSAND CARS
YEAR 4 20 40 60 80 /00 /20 140 160 180 200 20
A
/930
/93/ R
/932 B
/933 B
1934 _
/935 WB |
/936 | B
/937 |-
/936 |
1939 o et v I g

* Solid section, placed in service to Sept. 1.
Shaded section, ordered to date.
New Steam Locomotives Put in Service

l HUNORED LOCOMATIVES

YEAR o 4 8 2 16 20 24 28 32 3% ‘40 44

1923

1928

7929

7930 |

|

/93 MR

/932

/933

S934

1935

1936

1937

1938

'lli"i"

1939 | To Seph 137

NOTE: Above figures do not include 450 Electric & Diesel locomotives installed gince Jan. 1, 1934,
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CHART 3
Freight Car Ownership

as or |
SEPT. 15t

MILLION CARS
£2.25 250,

o075 __ . 100 125 150 75"

200 225

1918
/923
1924
/925
1926
1927
1928
1929
/1239
/53¢
1932
/933
1934
1935
1936
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/938
/939

Locomotive Ownership

4s of |
SEPT. 15t

THOUSAND LOCOMOTIVES

[79/8
/923
1924 M
/925
1926
1927
1928
1929
/93¢
193/
1932
/933 )
/934
/935
/936
1937
/938
/939

8 16 2 _ 32 40 48 56
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CHART 3A
Freight Cars Awaiting Repairs

R \/NIMUM PERCENT EMAXIMUM PERCENT
) NUMBER
YEAR OF
CARS 2 4 16

131,834
1918 | 141 859

8.
1923 | 57 %0

158,175
1924 | 212 412 |

160. 212
1925\ 01, 243
134,765
1926 | 45 75 = ;
129,669 '
1927 | 148,34 | = —

130.493
1928 | j34.168

AV

/18, 807
/930 | 159020

1931 | 1550

/9 32 187,666

268,170
1933 | 5is 93
1934 | 597% |
Ay
19% | Sean |

7 | B

184.249
1938 | 230572

/939 214,306
AsoFrsn1| 231484
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CHART 4
Average Car Capacity & Tractive Effort of Locos.
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CHART 5
Cars of Revenue Freight Loaded—52 Weeks

Ve | MILLION CARS

b 4 32 40 48 56 )
1918 | | ]
1923 | | —
/924 T
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CHART 6
-Freight-Car Surplus

(Serviceable equipment not including cars in or awaiting shop)

WRETE )/ Y MINIMUM LY MAXIMUM

THOUSAND CARS
YEAR |
o - 100 - 200 - - Joo .. L00 - So0 600 700 800
1,062 o . - o -
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CHART 7

Freight Train Speed
(Miles per Freight Train Hour)

viap | MILES PER HOUR
0 25 50 75 100 125 /50

175

! | ]
1520 m

Per cent increase 1938 over 1920—61.2%

CHART 8
Gross Ton-Miles Per Freight Train Hour

I THOUSAND MILES
YEAR 2 5 /0 15 20 25 30 35
/920 |
/973
/979
1937

/937

/70 [

Per cent increase 1938 over 1920—109,3%
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CHART 9
Car Miles Per Freight Car Day
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CHART 10
Average Load Per Car Originated—Carload Traffic
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CHART 11
Cars of Revenue Freight Loaded—Weekly Average
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CHART 12
Trafthc and Equipment

PERCENT INCREASE OVER 19/8

DECREASE UNDER 1918
PERCENT DEC ITEM®

5 [0 /5710 25 30 '35 40 45 S0 S5

35 30 25 20 /5 /o 5 0O

CAR LPADINGS

/19/8 - 44 592 000
1929 - 52, 828,000
CAR OWNERSHIP
/19/8 - 2,326.000
1929 - 2,266,000
1939 = [,654,000
ACCRECATE CAR CAPRLITY
I8 -96767 000 lors

1929 =104 435000

1939 - 82 230000 -
AVERAGE CAR CAFACITY
/98 - &1 60 fons

1929 - 4609 «
/939 -29.71
1060 OWNERSHIP N

/918 - 63,500
1929 - 57,900
/939 -4 800

ALSRECATE L O TRALTIVE EFFORT
1918 - 2,223 000000 lbs

1929- 2,547000.000 *
W /939- 2 | 05000,000 *

AVERAGE 10C0.TRACTIVE EFFRORT)
1918 - 35000 ks
1929 - 44000 *
1939 -50,200 ~

GROS55 TON MILES PER
FREIGHT TRAIN HOUR

1920 - 14,900 sal

/929 - 24,500 T

1938 - 31,100 ﬁ
7593

* All figures as of July 1 except car loadings and gross ton miles per freight train hour.
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CHART 13

Accumulation of I.oaded Freight Cars and Shortage of Empties for Loading

N /74 MU ACCUMULATION CLZZAMAXIMUM SHORTAGE
YEAR | Thousand Cars
o 265 s 15 o0 __/2F 150 __ /75 200 225
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CHART 14

Volume of Freight and Passenger Traffic

/1918

44,592 089 _ 7% UNDER 1916

CARLOADINGS
/916 o
/1917 T R

TONS ORIGINATED

/916 e
1917 rzero 7o R
/916 T R . o 7

REVENUE TON MILES
/1916
1917
/9/8

405,379 000000

12% OVER 1916

TOTAL PUSSENGER MILES

7000,000, 000 OR 6% OF THE TOTAL

May 1917 to Dec 19/9 /18,035 000, o_
TROOP FASSENGER MILES
May 1917 fo Dec. 1919

* Actual carloadings not reported. Estimated on basis of tons per loaded car mile,

CHART 15

Carload Traffic Study (Cars of Revenue Freight Loaded—52 Weeks)

AVEFRAGE 8 YEARS
/923 - 1930
(NORMAL PROSPERITY)

50 575 000

AFTER DFOUCTION
OF 10% L0SS DUE

OF (2% IN
REVENUE TON MILES

TO DIVERSION OF 45 5/ 7 000
TRAFFIC
AND
INCREASE OF
3400000 CARLOADS
FQUIVALENT T0 A ]
WAR LOAD INCREASE 48 917 000
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CHART 16

ORGANIZATION CHART - ASSOCIATION OF AMERICAN RAILROADS
~NOVEMBER 1939 -
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CHART 17

ORGANIZATION OF THE CAR SERVICE DiviSIoN
ASSOCIATION OF A:?ffmcm RAILROADS
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CHART 18

Territorial Extent of Car Service Division District Offices and Regional Shipper’s Advisory Boards
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APPENDIX II

Plan of Organization and Principal Activities
of the Association of American Railroads

PLAN OF ORGANIZATION
With Amendments Made November 7, 1936, and November 19, 1937

In order to promote trade and commerce in the public interest, further improve
railroad service and maintain the integrity and credit of the industry, the Railroad
Companies of the United States do hereby establish an authoritative national organiza-
tion which shall be adequately qualified and empowered in every lawful way to ac-
complish said ends where concert of policy and action are required. For the purpose
of facilitating the realization of this constructive objeet, the Members do hereby de-
clare that these announced policies shall be authoritative and will be supported.

ArmicLe 1. (a) The organization shall be styled The Association of American Rail-
roads, hereinafter called the Association. It is created to deal expeditiounsly and effec-
tively with all matters of general interest to the industry, within the scope of the fore-
going preamble.

(b) The existing regional organizations known, respectively, as

Eastern Presidents’ Conference,
Western Association of Railway Executives,
Southeastern Presidents’ Conference,

and their related or subordinate associations and organizations will preserve their iden-
tities and aetivities, cooperating with the Association.

ArTIcLE 2. In addition to carrying out the purposes stated in the preamble hereof,
the ohject is to coordinate the activities of the several associations dealing, directly or
indirectly, with subjects connected with the American railroads.

ArTicLE 3. (a) All American steam railroads, except those operating less than one
hundred miles of road, including trackage rights, and except those operated primarily
as plant facilities, shall be eligible to membership. The Board of Directors may admit
to membership railroad, switching or terminal companies with annual operating rev-
enues in excess of one million dollars.

(b) The Board of Directors may admit to the Asscciation as Associate Members
without voting rights, carriers which, in the judgment of the Board, are not eligible
for full membership as provided in Article 3 (a). The Board shall fix a flat rate for
the annual dues of Associate Members, not subject to the further assessment provided
in Article 20.

ArricLe 4. (a) The general supervision and control of the affairs of the Associa-
tion shall be committed to a Board of Directors, to be selected annually by the railroads
members of the Association, who shall hold office for one year or until their suceessors
are elected. :

(b) The Board of Directors shall consist of eighteen members: seventeen railroad
Chief Executives (President, Chairman, Chairman of the Board, Vice Chairman of the
Board, Trustee, Receiver, Chief Executive Officer)—six from Eastern Territory, includ-
ing New England; seven from Western Territory; and four from Southern Territory—
and the President, who shall be ex-officio Chairman of the Board of Directors.

(¢) The Board of Directors shall elect the officers of the Association, and fix their
compensation and the terms of their employment.

{d) The Board of Directors shall meet regularlv each month at a time and place’
30



to bn_a designated by the Board. Special meetings of the Board may be called by the
Presui_ent, or, upon request of not less than three members of the Board, shall be called,
at a time other than the stated period. A majority of the Board of Directors shall
constitute a quornm for the transaction of business, but a vote of the majority of the
Board is required for decision. On a controversial question a three-fourths vote of the
Board shall be necessary to a decision. Any membér of the Board may declare a ques-
tion controversial, No decision shall be reached nor any order made against any rail-
road company with respect to any controversial question without notice and opportunity
to be heard.

(e) The Board of Directors shall determine the policies and control the aetivities
of the Association,

(f) If any road or group of roads, members of the Association, shall object to
any decision of the Board of Directors, the road or group of roads so objecting shall
have the right to submit the question or questions at issue to arbitration as hereinafter
provided in Article 19,

ArTicLE 5. The Board of Directors shall appoint annually an Audit Committee
of accounting officers, one of whom shall be Chairman, whose duty shall be to make
a complete audit of the accounts of the Assoeciation at such time or times as it may be
deemed proper, and shall make report annually to the Board of Directors.

ArTicLE 6. (a) There shall be an annual meeting of the members, and the Board
of Directors shall designate the time and place thereof. At this meeting there shall be
submitted a report of the activities of the Board of Directors during the preceding year,
and there shall be eleeted a Board of Directors for the ensuing year. Speecial meetings
of the members may be called by the Board of Directors at any time.

{(b) Not less than 30 days prior to the Annmal Meeting of the Members of the
Association, the Eastern Presidents’ Conference shall nominate six persons, the Western
Association of Railway Executives seven persons, and the Southeastern Presidents’
Conference four persons, all of whom shall be Chief Executive Officers (as defined in
Article 4, paragraph (b) hereof) of Member Roads, to be voted for at the Annual
Meeting as Directors of the Association. Any member-road may make other nominations.
Vacancies occurring during the year shall be filled by the Board for the unexpired term.

ArTicLE 7. (a) There shall be an Executive Committee consisting of members of
the Board of Directors to be selected by the Board. The Board shall have power from
time to time to fix the number of members of the Executive Committee, but there shall
never be fewer than five nor more than seven members, except that in addition to the
members selected by the Board the President of the Association shall be ex-officio a
member and Chairman of the Executive Committee. . ) .

(b) The Executive Committee shall be considered as being continuously in session,
and the members thereof shall give to the affairs of the Association such time as may
be mzr(::e)ssia)r]ﬁing the interval between meetings of the Board of Directors, the Executive
Committee shall possess and may exercise all the powers of the Board, reporting its

action to the next meeting of the Board for apprqval. ) _ _
(d) The Executive Committee shall interest itself in matters affecting the railroad

industry and shall recommend to the Board of Directors and to the Members such con-
structive policies as will promote eﬁiclency and. economical operation. Whenever
requisite, it will accompany its recorpmendat_lo_ns with suggested rules and regulations
to insure the execution of the determined policies.
ArticLe 8. The officers of the Association shall be—

President ;
F;‘:il \?il:ae-l’residents, one of whom shall be the General Counsel;

Associate General Counsel; General Solicitor;
Secretary-Treasurer.

Armicte 9. (a) To the end that the business of the Association may be economi-
cally and efficiently conducted, and its service to the American railroads effectively
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performed, the Association establishes departments to be administered under executive
supervision, as herewith set forth, to wit:

I. Law

I1. Operations and Maintenance

II1. Traffie

IV. Finance, Accounting, Taxation and Valuation
V. Planning and Resecarch

(b) Eaech of the Departments provided for in this article shall be under the direct
supervision of a Vice-President of the Association. The Vice-President of the Law
Department shall serve also as General Counsel. The work of the several Departments
may be subdivided into such divisions as the Vice-President in charge may direet, with
the approval of the President and the Board of Directors,

{e) Anything in this Plan to the contrary notwithstanding, the Board of Directors
shall have power to transfer to any other Department any activity herein assigned to
a particular Department.

ArticLe 10. (a) The President shall exercise general supervision over the affairs
of the Association and shall preside over meetings of the Board of Dircectors, the
Executive Committee and the Members. He shall perform such other duties as shall be
assigned to him by the Board of Directors. In the absence or disability of the President,
a Vice-President of the Association, to be designated by the Executive Committee, shall
discharge the duties of the President.

(b) The President shall have power to appoint such subordinates, assistants and
clerical employes as may be necessary for proper conduct of the work of the Associa-
tion; all subject to the approval of the Board of Directors. No bills shall be incurred
without the approval of the President or a Vice-President.

ArticLe 11. The Law Department shall deal with questions of legislation, gov-
ernmental action and policies, and matters of a legal nature which, in the opinion of
the Board of Directors or of the Executive Committee, will affect the members of the
Assoeiation, and with such other matters of a related nature as may be referred to it
by the President.

ArTicLE 12. The Operations and Maintenance Department shall deal with all
matters pertaining to Operating, Car Service, Transportation, Equipment, Telephone
and Telegraph, Signaling, Maintenance and Construction Engineering, Mechanieal,
Purchases and Stores, Inspeetion, Freight Claims and such other matters of a related
nature as may require attention or may be referred to it by the President.

ArticLE 13. The Traffic Department shall deal with all matters of & traffic nature,
both freight and passenger, and such other matters of a related nature as may require
attention or may be referred to it by the President.

ArmicLe 14. The Finance, Accounting, Taxation and Valuation Department shall
deal with all phases of Accounting, Finaneial and Taxation activities and such other
matters of a related nature as may require attention or may be referred to it by the
President.

ArticLE 15. The Planning and Research Department shall absorb the work of the
Bureau of Railway Economics and have charge of research problems affecting carriers
and shall provide properly digested information for other Departments. It shall bé
the source of fundamental technical information and shall deal with all matters per-
taining to the analysis and study of all phases of transportation operations, with special
attention to improvements in present methods and practices, and research leading to
the correlation of all forms of competitve transportation, pure and applied science
materials and construetion, special statistics and reports, and with such other matter‘;
of a related nature as may require attention or may be referred to it by the President:

ArticLe 16. In each of the Departments under the direetion of the Department:,
Vice-President there shall be appointed sueh Committees as may be deemed necessar,
for the subjects to be covered and the aetivity required upon these subjeets, The memb:
bers shall be selected from the various geographical sections of the countl.'y to insure
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adequa_te representation of the experience and practice of the Member Roads. They
shall give such cooperative action to other committees as may be required.

ARTICLE 17. The Secretary-Treasurer shall be responsible for the funds of the
Association, shall receive, disburse and account for all monies received and expended,
shall make monthly reports of the finances to the Board, and shall give such bond as
the Board of Directors may direct. He shall also keep a full and complete record of
proceedings of all meetings of the Members, of the Board of Directors and of the
Executive Committee, and perform such other duties as may be assigned to him by
the President or the Board of Directors. He shall deposit the funds of the Association
in sueh bank or banks as may be designated by the Board of Directors.

ArticLE 18. (a) Standards, rules, regulations and decisions of the Association
shall be promulgated under the direction of the President, subject to the approval of
the Executive Committee.

(b) Standards, rules and regulations may be established by the Member Roads
by majority vote at any regular or called meeting or by letter ballot as the exigencies
of the occasion may demand. The voting power of the Members of the Association
shall be, in questions affecting physical property, proportionate to the ownmership of
equipment or miles of track, whichever may be applicable. .o

ArTicLE 19. (a) It is hereby declared to be the poliey of the Assoeciation that all
controversies between Members of the Association should be settled by arbitration, and
the Members of the Association agree that in any controversy over which the Board
of Directors has assumed jurisdiction and which it.has decided by the affirmative vote
of three-fourths or more of its members, they will aceept and earry out suech decision
or, within twenty days, institute arbitration proceedings as hereinafter provided.

{b) Whenever it is necessary to arbitrate a controversy between the Board of
Directors of the Association and a Member or group of Members, arbitrators shall be
selected in the manner following: The Member or group of Members demanding arbi-
tration shall select one or three arbitrators and shall notify the President of the
Assoeiation of such action. Within, twenty days after the receipt of such notice, the
President of the Association shall select one or three arbitrators and shall notify the
opposite party of such action. Within twenty days thereafter, the arbitrators shall
meet and seleet one or three additional arbitrators. If, within the said period of twenty
days, there shall be a failure by the previously selected arbitrators to seleet such
additional arbitrator or arbitrators, the presiding Judge of the Federal Circuit Court
of Appeals of the circuit which includes the home office of the Member demanding
arbitration (or the home office of the Member with the largest road-mileage demanding
arbitration, if there be more than one Member party to the arbitration) shall be re-
quested to appoint, within twenty days, the additional arbl'trator or arbitrators. )

(¢) The Association shall adopt rules to be followed with respect to the admissi-
bility of evidence, the filing of briefs, the hearing of argument and all other matters
affecting practice and procedure. i )

(d) Within sixty days after a case has been submitted, the arbitrators shall render
their decision and make their award, and such award, including an award involving
the payment of money, shall be conclusive :_md binding upon the parties to the contro-
versy. The decision and award of a majority shall constitute the decision and award
of the arbitrators. o ) _ _

(e) The cost and expense pf arbitration, as dgtermmed by thg arbitrators, in each
specific submission for arbitration, shall be borne in such proportions as shall be fixed

itrators.
by th(n};ﬂ%ftﬁ'g:e there exist means for the settlement of ﬁiSputes in organi.zations to be
brought under the Association such rules and regulatiois may be continued, unless
otherwise ordered by the Board of Directors or the Executive Committee.

ArmicLe 20. The expenses of the Association shall be met by assessments made
by the Board of Directors and approved by the Member Roads based upon the operating -
revenues of the railronds members of the Association, the period seleeted to be deter-

i oard of Dircetors.
mmog‘}'):;cﬂ;c 2B1 On all questions which ecome before the Members for decision the
voting shall be in proportion to operating revenues, except as herein otherwise speci-
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ArTICLE 22, Attached, as Exhibit ““A,”" is a form of Contract under which all
Members will agree to the above provisions and which they will be !‘O([UII‘.cd.tO cnter
into at the time of signifying their intent to become members of the Assoclation; pro-
vided that Members in reccivership or trusteeship may, if they so eclect, execute 8
Contract in the form of Exhibit **B,’” hercto attached, in lieu of Exhibit ““A.”"

ArticLE 23. The principal office of the Association shall be in the City of W :}sh-
ington, D. C., but, subjeet to the approval of the Board of Directors, branch oftices
may be established in the cities of New York and Chieugo, and elsewhere as required.

ARTICLE 24. This Plan shall become effective upon a date to be fixed by the Board
of Directors after three-fourths of the mileage of the railroads now belonging to the
American Railway Association und the Association of Railway Executives shall signify
their assent thercto.

ArTicLE 25. The provisions of this Plun may be amended or modified at any time
by a three-fourths vote of the membership, each Member casting its vote in proportion
to operating revenucs.

September 21, 1934.
Exhibit “A”

The undersigned hereby significs assent to the Plan of Organization of The Asso-
ciation of American Railroads as set out in the attached Plan dated September 21, 1934,
and by exccutine this paper hecomes a member thercof, covenanting with all the others
who shall sign a counterpart hereof to be bound by the provisions of the said Plan, so
long as the undersiened shall remain a member of the Association, reservine the right,
however, to cease to he a member upon the expiration of ninety days after giving
written notice of intention to withdraw from membership; provided that the undersigned,

if it withdraws from membership, shall nevertheless be responsible for its proper
proportion of obligations incurred while it was a member,

R.R.

By

Date

Exhibit “B”

Having first reeceived specific authorization of the.... s

..... Court so to do, the undersigned Trustces (Receivers) of the
......... .Railroad Company hercby signify assent

to the Plan of Organization of The Association of American Railroads as set out in the
attached Plan, dated September 21, 1934, and by executing this paper become members
thereof, covenanting with all the others who are and shall become members to be bound
by the provisions of the said Plan so long as the undersigned shall remain members of
The Association of American Railroads, reserving the right, however, to cease to be
members upon the expirvation of ninety (90) days after having given written notice
of their intention to withdraw from membership; provided, that if the railroad repre-
sented by the undersigned withdraws from membership, it shall nevertheless be re-
sponsible for its proper proportion of obligations incurred while it was a member; and
provided, however, that any aetion of The Association of American Railroads, its
Directors, Exceutive Committee, officers, ngents, employees, and committees shall, as to
the undersigned Trustees (Reccivers) and the properties under their charge, be subject
to the approval of the Court having jurisdietion over said Trustces (Receivers) and
the property being administered by them; and said Trustees (Reecivers) shall not be

obliged to submit any matter or issue to arbitration as provided in said Plan unless and
until they first receive the authority of said Court so to do,

Trustees (Receivers)
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Resolutioq Adopted by Member Roads of the Association of Railway
Executl\{es and the American Railway Association at a Joint
Meeting Held in Chicago, Illinois, on September 21, 1934

WHEREAS, at 2 joint meeting of the Member Roads of the Association of Railway
Execut}ves and the American Railway Association, duly ecalled as provided in the
respeetive Articles of Association of the two organizations, there was submitted to the
membership of both Associations a proposed plan for consolidating the two Associations
and certain other Associations and organizations into the Association of American
Railroads, hereinafter sometimes called the Association, which proposed plan has been
approx_red and recommended to the Member Roads of both Associations by the Advisory
Committee of the Assoeiation of Railway Executives and the Board of Directors of the
American Railway Association, respectively; and ’

WHEREAS, the roads constituting the American Railway Association have heretofore
established and have for many years maintained a statistical and research organization
known as the Bureau of Railway Economies; and

WHEREAS, the said railroads constituting the American Railway Association have
heretofore established and have for many years maintained an organization known
as the Railway Accounting Officers Association for the purpose of organizing and
condueting more efficiently the aceounting departments of the earriers, unifying and
standardizing railroad accounts, interchanging ideas and experience among its members,
and otherwise benefiting the railroads members thereof within the scope of the Asso- -
ciation; and

WHEREAS, the Plan contemplates that the Bureau of Railway Eeconomics and the
Railway Accounting Officers Association shall likewise be consolidated with and be-
come a part of the Association of American Railroads; Therefore,

ResoLvep, That the said Plan creating the Association of American Railroads be
and the same is hereby approvedeEld ix]d?pte'}l. Pellev. B E. Wil W.W. At '

Be It FurtHer Resonvep, That John J. Pelley, F. E. Williamson, W. W. er-
bury, Daniel Willard, John J. Bernet, C. R. Gray, Hale Holden, L. W. Baldwin, Fred
W. Sargent, H. A. Scandrett, Ralph Budd, Fairfax Harrison, L. A. Downs and W. R.
Cole are hereby elected as the first Board of Directors of the Association to hold office
until their successors are elected and assumedofﬁcc asl,) provifde;l inAthe Plan. ¢ Rail

Be It Furriarr ResoLveEp, That all roads members of the Association of Railway
Executives, of the American Railway Association, of the Bureau of Railway Economics
and of the Railway Accounting Officers Association which by voting for this Resolution
shall signify their assent to the Plan, and any Member Ronds which shall hereafter
signify their assent, are requested as promptly as possible to cxecute an agreement
substantially in the form designat}(led as Exhibit ‘(;Al” or E\thilbl; ‘;E” ‘;;_o thcc'ahs:}id Planf,

be, and to mail the same when duly executed to the Viee-Chairman o
:ﬁethffs:gsfag:g of Railway Executives at Washington, D C.; and that wpen- the said
Viee-Chairman has received a sufficient number of the said agreements to indicate that
three-fourths of the mileage of the roads mow belonging to the Ameriean Railway
Association, the Association of Railway Exceutives, the Bureau of Railway Economics
and the Railway Accounting Officers Association have assented to the said Plan, he shall
promptly give notice to the Board of Directors and shall at the same time call a meeting
of the said Board of Directors to complete the organization of the Association. At such
meetine the said Board of Directors shall fix a date upon which the Plan shall become
etfectivré The present Association of Railway Executives, American lew:_xy'Assocm-

rean of Railway Economies an(}1 R-Ell‘a:'ia}t' Acct;il‘m\(‘,imé; Otgicelgs A?lsocfla]t)lpn shall

nt activitics until the date so fixed by the Board of Directors,

Sesaid four existing organization}?, t]g wit, the% Association of Rail-

0 i merican Railway Association, the Bureau of Railway Economies

:rra:&r ﬁ\ie%ﬁ;ﬂii’ythzcﬁmnting Officers Associntion, shall deliver to the Association of

American Railroads all their funds, records, files, (_,-orrcsponglenee and property of every

kind. title to which shall by said delivery vest in thg said Association of An_lerlcan

Railroads. and thereafter the said four existing organizations shall cease to exist and
‘zht:llllﬂl)a?a fr’lerrred into the said Association of Ameriean Ratlroads.

o j=]
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B It Furruer Resouvep, That from and after the said date when the said I’lin
shall become effcetive, all contruacts, agreements and arrangements of whatever character
to which the said Association of Railway Exceutives, the said American Railway Asso-
ciation, the said Bureau of Railway Economies and the said Railway Accounting Qﬁicem
Association are parties are hereby assigned and transferred to the Association of
American Railroads, it being the purpose and intention of this Resolution to substitute
the Association of American Railroads for the Association of Railway Exccutives, the
American Railway Association, the Burcau of Railway Economics and the Railway
Accounting Officers Association in, and that the Association of American Railroads shall
assume, all agreements, contracts and arrangements which have been entered into with
roads members of the four organizations herein merged and /or with any party or parties
not members thereof.

Be It FurTHER REsoLveb, That the Board of Directors of the Association of Amer-
ican Railroads be and the same is hercby authorized to enter into such agreements and
arrangements as may be necessary to bring into the Association of American Railroads
any other railroad organizations within the scope of the Plan as hereby adopted, upon
such terms as may be fair and equitable, reporting their actions, if any, in this respect
to the roads members of the Association of American Railroads.

Any railroad eligible for membership in the Association, not signifying its assent
to the Plan by voting for this Resolution, may nevertheless beeome a member of the
Association by signifying its assent to the Plan and executing and delivering to the
Seeretary-Treasurer of the Association an agreement substantially in the form designated
as Exhibit ‘“A”’ or Exhibit ‘*B’’ to the said Plan, as the case may be.

Resolution Adopted by Board of Directors, Association of American
Railroads, October 12, 1934

‘WHEREAS, at a joint meeting of the Member Roads of the Association of Railway
Execcutives and of the American Railway Association held in Chieago on September 21,
1934, a resolution was adopted approving the Plan of Organization of the Association
of American Railroads; and

‘WHEREAS, the said Plan provides that it shall be effective upon a date to be fixed
by the Board of Dircctors after three-fourths of the mileage of the railroads mnow
belonging to the American Railway Association and the Association of Railway Execu-
tives shall signify their assent to the Plan; and

‘WHEREAS, the railroads belonging to the said two Associations have an aggregate
mileage of 296,869.03 miles; and

‘WHEREAS, by resolution adopted at the said meeting by the roads members of the
said two Associations it was provided that railroads assenting to the Plan should signify
their assent by executing an agreement substantially in the form designated as Exhibit
** A" or Exhibit *“B’’ to the said Plan and mail the same to the Viece-Chairman of the
Association of Railway Executives; and

‘WHEREAS, the said Vice-Chairman has certified to the Board of Directors that
railroads having an aggregate mileage of 248,512.54 miles have filed with him their
assents in the way provided by the said resolution; and

'WHEREAS, it now appears that more than three-fourths of the mileage of the rail-
roads belonging to the American Railway Association and the Association of Railway
Executives have signified their assent to the Plan; Therefore, Be It

ResoLvep, That the Plan is hercby declared to be effective and the Associntion of
American Railroads declared to be in cxistence from and after the hour of 10 a. m.,
Friday, October 12, 1934, from and after which time the Association of Railway Exccu-
tives, the American Railway Association, the Railway Accounting Officers Association
and the Bureau of Railway Economies shall cease to exist as independent organizations
and shall be merged into the Association of American Railroads; provided, however
that the officers and employes of the American Railway Association, the Association of"
Railway Executives, the Bureau of Railway Economics and the Railway Accounting
Officers Association shall continue to discharge their existing funetions and dutjes until
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otherwise. dirccted by the chief executive of the Association of American Railroads;
and provided further, that the Bureau of Railway Economies shall continue under that
name as a burean or division of the Association of American Railroads until the further
orders of the said chief executive.

Be It ForTHER REsoLvep, That from and after Oetober 12, 1934, all the funds,
records, files, correspondence and property of every kind belonging to the Association
of Railway Executives, the American Railway Association, the Bureau of Railway
Economies and the Railway Accounting Officers Association shall be delivered to, and
title to which shall vest in, the Association of American Railroads.

PRINCIPAL ACTIVITIES OF THE ASSOCIATION

Almost every phase of railroading is touched by the work of the Association of
American Railroads. In the one field of movement of freight between two or more rail-
roads, for example, the Association, through its appropriate divisions, has set up and
maintains the standards which make equipment suitable for wide Interchange; directs
the daily flow from railroad to railroad of freight cars, loaded and empty, or marshals
fleets of cars to meet peak demands, such as the movement of a great crop, or eoping
with a great disaster; establishes and maintains the basis on which cars away from
‘‘home’’ are repaired, and on which such repairs are paid for; arranges rules for the
remittance to each road concerned of its proper share of the revenue collected; and
determines how claims for loss and damage, if any, shall be paid and apportioned among

the different railroads concerned.

In addition to these and like activities in almost every aspect of the day-by-day
operation of railroads, the Association of American Railroads continues the joint
research on common problems which has been going on for more than half a century.

At the present time, for example, in a laboratory at the University of Illinois
operated jointly by the Association and the steel companies, experiments are going on
to make steel rail stronger and tougher. At the same laboratory, testing machines oper- -
ating under controlled conditions simulate the stresses set up in track under rolling
traffie, while at Elkton, Maryland, at Valparaiso, Indiana, and at Ancona, Illinois,
special measuring devices are installed under sections of track to register performance
under actual traffic. All over the country, eleetric ‘‘detector’ cars, developed with the
cooperation of the Association, are ‘‘feeling”’ with magnetic fingers for defeets hidden
within rails. o

In a laboratory at Purdue University, maintained and operated by the Association,
tests are being made constantly on such parts of equipment as couplings, draft gear,
and brakes. It was here that the railroads and the air brake companies, jointly, carried
on the laboratory tests which led to the development of the new and improved AB
freight car brakes. At the University of Maryland, a joint investigation into the be-
havior of boilers is being carried on by the railroads, the steam boiler manufacturers

d the United States Bureaun of Mines. o . ‘ .
" O::3 a s]tretch of track in Pennsylvania, the Association of American Railroads is

st train the merits of a dozen new types of frei_ght car trucks.
d passenger, are being tested in laboratories at Chicago and Gary,
Indiana, and axles at Canton, Ohio. All over the country, freight cars of inereased
capacity and reduced weight, developed by the Association, are in test operation.

All these are but part of the research carried on by the railroad industry in the
development of better, safer and more economical transpc:rtatlon. In addition, the rail-
roads participate in the research carried on by many of the producers of the 70,000
different items of materials and supplies which railroads use. Altogether, 26"!' com-
mittees in the various departments of the Association are at work on a great variety of
problems in the production of cont:pually better transporf:atlon. _

The railronds of the United States, Canada and Mexico which are members of the

6 per cent of the mileage in those countries, and 99 per cent of

ﬁ,f,“{ﬁigﬂ‘;ﬁs’&eg,fgsﬁ;trfnmds. Numerous other railroads in North America and all over
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the world are associate members, receiving the benefit of the reports of the Association 's
technical and research committees.

The member roads of the Association elect annually a Board of Direetors of
seventeen railroad chief exccutive officers. The President of the Association is an ex-
officio member of the Board.

Headquarters of the Association, and the oftices of the president, the sceretary-
treasurer and the vice-presidents in eharge of its departments, are in Washington, D. C.

The principal activities of the divisions and seetions which make up each depart-
ment follows:

OPERATIONS AND MAINTENANCE DEPARTMENT

The department is organized in seven divisions, two bureaus, and two speeial com-
mittees, dealing with various phases of railroad operations as follows:

Operating-Transportation Division
(Headquarters, Chicago)
The division is organized in eight scctions, as follows:

OPERATING SECTION, New York. Organized in 1884 as a committee of the
““@General Time Table Convention’’ to prepare a Standard Code of Train Rules, Became
the Operating Division in January, 1919. The principal work of this section is the
preparation, revision and interpretation of the Standard Codes of Rules for Train
Operations, Block Signals and Interlocking. These codes are the fundnmental basis
for such rules on practically every railroad in the country. The seetion also deals with
rales covering handling of interline baggage.

TRANSPORTATION SECTION, Chicago. Deals with rules and regulations gov-
erning car service, demurrage and storage, and also with rules and rates governing
payment by a railroad for use and detention of cars not owned by that rond. It assigns
“‘reporting marks’’ by which cars and other cquipment used in interchange are identi-
fied and recorded. The Official Railway Equipment Register, issued quarterly, contains
detailed information concerning the nearly 2,000,000 cars regularly used in interchange
service.

FREIGHT STATION SECTION, Chieago. Organized in 1888 as the American
Association of Freight Agents, which became part of the American Railway Association
in 1920. Deals with the wide range of problems of local freight agents; interchanges
ideas as to methods of freight station work; and acts as a point of contact between
committees of leeal agents in practically every large city in the country.

MEDICAL AND SURGICAL SLECTION, New York., Organized 1920. Deals with
matters of health affecting railroad employecs and railroad operations. Prepares recom-
mended physieal standards for railroad employces, particularly for those concerned
with the operations of traing, providing for periodie physical examinations to inerease
efficiency and lengthen normal period of service. It was among the first organizations
to make concerted efforts to ecombat venercal discases in cooperation with the public
health authorities. -

PROTECTIVE SECTION, New York. Organized 1919 ag'the American Chicf
Special Agents and Chiefs of Police Association. Deals with the police protection of
railroad passengers, shipments and and property. A major accomplishment v recent
years has been the reduction in losses from theft and robbery of railroad shipments
from approximately ten million dollary in 1921 to one-half million dollars in 1938. The
seetion also seeks, in cvoperation with the Safety Section, to reduee loss of life and limb
among trespassers on railrond traing and property, particularly through a campaign
of education to discourage children from playing on the right of way "%Opping” rides
on freight trains, and other dangerous practices, ' )

SAFETY SECTION, New York. Organized 1921 as Safety Scetion, Ameriean
Railway Association. Organized efforts are earried on by this scetion for rail'rond safety
—safety for passengers, employces and trespassers, and safety at grade crossings., Its
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work is educational, preventive and satistical. Some of the results are indicated by the
faet that the rate of accidents to employees and passengers is now only about one-fourth
as high as the rate when organized safety work started on the railroads. The general
safety record for 1938 was the best on record, with fewer train accidents, in proportion
to the number of miles run, than ever before, and with a lower general rate of casualties.
The “C}'O;;s Crossings Cautiously’’ campaign for prevention of accidents at grade eross-
ings, originated by the Safety Section, has been carried on continnously for eighteen
years, anc_l the efforts of the section have played a prominent part in reducing the number
of fatalities at grade crossings from 2,568 in 1928 (the peak year) to 1,517 in 1938.

TELEGRAPH AND TELEPHONE SECTION, New York. Organized 1882 as
Association of Railroad Telegraph Superintendents. Deals with the development of
suitable standards covering pole lines and wires, the installation and maintenance of
telegraph and telephone equipment, design of cireuits and telegraph and telephone
operating practices, including the adoption of new means and methods for the advance-
ment of the efficiency of the railrond telegraph and telephone service.

FIRE PROTECTION AND INSURANCE SECTION, New York. Organized 1913
as the Railway Fire Protection Association, which became a section of the Association
of American Railroads in 1939. Its object is to promote interest in and approve methods
of fire prevention and protection, and to circulate information on these subjects. It
publishes a handbook for ready reference, and issues information and instructions
dealing with fire protection and prevention and the allied subjeet of insurance.

Engineering Division
(Headquarters Chicago)
The division is organized in three sections, as follows:

CONSTRUCTION AND MAINTENANCE SECTION, Chieago. Organized in
1919 (carries on its work through the technical committees of the American Railway
Engineering Association, which was organized in 1899). This section is.engaged- in
establishing and improving standards, specifications and recomm_ended practices relating
to the design, construction and maintenance of railway tracks, bm@ges, bulldmgs, tunnels,
facilities for the servicing of locomotives and ears, water supplies and terminals.

The objeet of its work is to provide ways for the safe and expeditious movement of
trains at minimum cost. . ) ) )

Original research and critical studies of innovations in practice developed by
individual railroads have produced such results as the following: ‘

A reduction of more than 50 per cent in cross-tie replacements, throu_gh 1mpr0\_'cd
Practices in protecting wood from decay and wear; large savings in IOCOITIOT_J\'G operation
and maintenance, through refinements in the treatment of water for use in Iocomptlve
boilers; savings in the replacement of rails, frogs§ and Crossings, through the repair of
worn parts by welding; improvements in the design -of rails an_d other elements of the
track structure, as a result of the conecrete lnfom_mtmn found in tests of the complex
behavior of tracks under moving loads; economy in new and old bridges, due to more
complete knowledge of the action of structures under train loads. _

Among the research projeets now In progress are t]lose coneerm_ad with the cause
and deteetion of hidden defects in rails, the effeet of high-speed trains on tracks, the
strength of welded joints for rails, the heat-treatment of rail ends to prevent wear, the
behavior of track-joint bolts in service, the treatment of water to overcome the eracking
of boiler shells, and the development of processes or materials designed to prevent the
corrosion of track materinls by the brine drippings from refrigerator ears.

ELECTRICAL SECTION, Chicago. Organized 1906. Deals with problems of
design, installation and use of electrical apparatus along the roadway and structures of
railronds. This ineludes teansmission lines and eatenary construetion, track and third-
rail bonds, clearances on electrified lines, suhs]:ahpns, 1llnmm:_1t10n of fixed properties,
electrie he;lting and welding, and the standardization of electrical apparatus and mate-
rials and their applieation to railway use. Collaborates with other technieal organiza-
tions to effect a greater degreo of standardization of electrical practices.
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SIGNAL SECTION, New York. Organized 1895 as Railway Signaling Club. Dgnls
with the development of improved standards of railway signal apparatus and practices
which increase safety and reduce the cost of operations. Its work includes studies,
reports and educational material on the economics of signaling; on interlocking, auto-
matic block signaling, centralized traffic control, track signal eircuits and the conditions
which affect them; and on other technical problems.

Mechanical Division
(Headquarters Chicago)

Organized as the Mechanical Division on March 1, 1919, by amalgamaling the
former American Railway Master Mecchanies Association (organized 1868) and the
Master Car Builders (organized 1867). Deals with design, building, maintenance and
repair, interchange and inspection of railroad mechanical equipment. In the year 1938,
as an example, the division established or revised standards or recommended practices
covering 27 different mechanical features of locomotives or cars. The division has built
and operates, under test conditions, freight cars of various designs, materials and
methods of fabrication, establishing new standards which are now in wide nse. It now
has under observation in experimental trial a large number of fusion-welded tank cars,
and riveted aluminum tank ears. The division also conduects continuous tests of mechan-
ical parts and devices at its laboratory at Purdue University, or, in conjunction with
manufacturers, at other laboratories and testing plants. Rescarch work is carried on
under the direction of the division’s research engineer.

The division is responsible for the mechanical rules governing interchange of freight
cars among railroads, including standards of inspection and repair, and standard costs
for work done by one railroad upon the ‘‘foreizm’ ears of another road.

The division is also responsible for mandatory rules governing the loading and
securing of commodities on open top cars, rules governing the maintenance of air brake
and train air signal equipment, and specifications for tank cars, It publishes a Manual
of Standard and Recommended Practiee for cars and locomotives; a Wheel and Axle
Manual; a Tire Manual; and & Supplement to the Manual of Standard and Recom-
mended Practice eovering designs for Standard and Recommended Praetice freight cars.

As a result of the standardization work of the division and its predecessor organiza-
tions, the number of sizes and kinds of freight ear axles has been reduced from 56 to one
standard design made in five sizes. Journal boxes have been reduced from 58 different
kinds to one standard design, also made in five sizes, while 26 different sorts of car
couplers, 20 different sorts of brake shoes and 27 different sorts of brake heads have
been reduced to one standard design of each artiele.

The division also maintains a Mechanical Inspection Department to check the
observance of the rules governing the interchange of cars. This inspection department
eonduets frequent investigations on all railroads and private ear lines, and also eonducts
special investigations under the dircetion of the Arbitration Committee of the division.

The Arbitration Committee of the division adjusts all disputes arising under the
Interchange Rules, the decision of the committee being final,

ELECTRICAL SECTION, Chicago. Organized 1937 as the Electrical Section of

the Mechanieal Division. Deals with the problems involved in the use of clectricity on
railroad equipment and mechanical devices.

Purchases and Stores Division
(Headquarters, New York)

Organized 1904 as Railway Storekeepers Association. Deals with problems involved
in the purchase, mspection, storage and distribution for use of the 70,000 different
items of materials and supplies and fuel which railroads buy in 12,174 communitics
located in every state and 2,637 of the 3,072 counties in the United States. Its work
includes cooperation in the development of standards and s

: ] peeifientions of materials;
methods of inventory control and storage; economical distribution from storage to the
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widely scattered points of use on a railroad; methods of handling, preparation and sale
of scrap materials; and reelamation practices. -

The division, in cooperation with the Mechanical and Engineering Divisions, has
done much toward the simplification and standardization of the stoeks of supplies
carried by railroads. In reeent years, 44 general groups of commodities have been
covered by simplified lists. As a result of such simplification, to take but a few examples,
the number of different sorts of carriage and machine bolts has been reduced to less
than one-third the number required in 1926; boiler and structural rivets to less
than one-fourth ; copper ferrules and tubing from 643 kinds and sizes to 74; and rolled
stecl wheels for engine trucks, from 142 items to 10. In the field of steel sheets for
boilers, fire-boxes and tanks, the number of items carried in stock by a railroad has been
reduced from 531 to 102. Studies looking toward further simplification of supply stocks
are being carried on, ‘

Freight Claim Division
(Headquarters Chicago)

Organized 1892 as the Freight Claim Association. Deals with the prompt and
lawful settlement of freight claims with claimants; the prompt and equitable apportion-
ment among carriers of amounts paid in the settlement of freight claims; and the study
of causes and prevention of loss and damage to freight. The ]?iymon pubI}shes a cpde
of Principles and Practices for the Investigation and Disposition (_)f Frelght- Claims
with claimants, a code of Freight Claim Rules to cover the interline apportionment
among carriers of amounts paid fo claimants, and recommended practices to be followed
in loss and damage prevention activities. Much of its work is carried on in close co-
operation with shippers and receivers of freight, not oqbf in the investigation and dis-
position of freight elaims but also in mutual efforts to minimize frelgbt loss and damage.

In its work, the Division maintains traveling representatives with headquayters at
Chicago, New York, Philadelphia, Albany (Georgia) and Fort Worth, covering the
several territories. Outstanding in the Division’s present preventive efforts is the Perfect
Shipping and Careful Handling movement, initiated in recent years by the Shippers
Advisory Boards and carried on by them in cooperation with the railroads and _other
shipper groups. As a result of all such efforts, and of the improvement in railroad
equipment and services, the average amount paid out in freight claims has deelined from
$2.35 per revenue loaded car in 1921 to 70 cents per car in 1938,

Motor Transport Division

i i information and experience in con-
Organized 1928. Acts as a clearing house for info . : : :
nectiongwli]th the use by railroads of motor transportation in perfecting their services,

freight ssenger., : ivisi
reight and passeng Car Service Division

(Headquarters, Washington)

istri s, Boston, New York, Atlanta, Pittsburgh, Clgveland, Cin-
einnsﬂim(,)-;fitc:;zmll\giﬂ'n’eapolis, St. Louis, Dallas, Omaha, San Fra_nclsco, Seattlg;
residen,t car se;’vice agents, Indianapolis, New Orleans, Baltimore, Detroit,
Kansas City (Mo.), Buffalo, Syracuse, Toledo, Youngstown, Portland, Philadel-

phia, Lios Angeles, Denver, Savannah. ,
17 as the Commission on Cﬁggewice of the American Railway
s 4% erviee Division in \
Asso%lﬁ?logi.ﬁg:!clug:.; ltsh; S{‘:&gly with the flow of freight cars loaded and empty from
railro &st ilroad, including the distribution of cars between railroads. It polices
ervancs ftl » Car Service Rules, established by the railroads to sccure a reason-
the obscrvance of the rs to the owning line, under load where possible or empty when
ction is available. It assists in assembling and supervising the
to handle large freight movements, such as a major grain
rgoes to forestall congestion where such

Organized in 19

ably prompt return of ca
no load going in that dire

distribution of ears necessary _
erop. Tt has charge also of the placing of emba
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getion is necessary. In emergency situations such as floods and storms the Car Servicé
Division supervises car supply and movement, sending flects of c_m:s'whcrc neg:dcd.

Under agreement signed by the railroads, the Car Service Division has wide powers
to work with the Interstate Commerce Commission in all ear scrvice matters on and
between all railroads, to supervise the application of Car Service and Per Diem Rules,
to suspend or permit departure from the mandatory provisions of Car Service Rules and
to transfer cars from one railroad or territory to another if necessary to meet traffic
conditions, with due regard to ear ownership and requirements. .

It is also the function of the Car Service Division to anticipate car loading require-
ments, that they may assist in arranging supply; to maintain contact with shippers and
their various organizations for the purpose of assisting in the solution of transportation
problems, and enlisting the ecooperation of shippers and receivers in the prompt loading
and unloading of railroad equipment, in loading cars as heavily as practicable, and so
forth.

To better maintain this contact, the Car Serviee Division in 1922 and 1923 (at a
time of eritical and costly ear shortages following emergence of the roads from govern-
ment control) promoted the formation of, and cooperates closely with, the Regional
Shippers Advisory Boards, thirteen of which now cover the entire country.

The Regional Shippers Advisory Boards are voluntary organizations. There are no
membership fees, dues, or salaries. Generally, the Boards mcet quarterly. At these meet-
ings forceasts of car requirements for the ensuing quarter are set up, and efforts are
made to adjust, through ‘‘aeross-the-table’’ discussion, transportation problems which
might otherwise be settled only through the courts or regulatory action. While railroad
representatives are encouraged to attend meetings and participate in discussions, they
are not accorded membership or voting power in the Boards. Members eontribute to
the Board movement their time and such expense as is involved in attending meetings
and preparing reports and forecasts.

It is significant that since the organization of these Boards there have been no
general car shortages, and it is felt that despite the great improvement in railroad
eapacity and service since 1923, a good measure of the eredit for this aecomplishment
accerues to the work of the Advisory Boards.

Forceasts of car requirements in each Board territory are combined and issued by
the Car Service Division as a quarterly forccast of national freight car loadings; this
forecast has become of very considerable importance as a business barometer. The divi-
sion also issues weekly statements of ears actually loaded, which have come to be looked
upon as an important index of business activity.

The work of the Advisory Boards during reecent years has continued and broadened.
On February 16, 1937, the thirteen Regional Shippers Advisory Boards joined in the
formation of the National Association of Shippers Advisory Boards to correlate on a
national scale the same sort of work which has proved so valuable in the separate regions.

Freight Container Bureau
(Headquarters, New York)
Service Offices, Jacksonville, Harlingen (Tex.), San Francisco, Seattle

This bureau was organized by the railroads in 1921, to cooperate with shippers and
receivers of freight in dealing with packing and eontainer problems. In the year 1938
for example, its staff of engineers worked with shippers of products as diverso as mimr;
and watermelons, They helped devise improved packing for such articles as gas and
electrie ranges, plate glass, neon signs, furniture, plumbing fixtures, citrus fruit, fresh
vegetables, potatoes, and a great variety of other shipments, Shipping containers are
tested by devices developed by the burean. The bureau’s findings, and the methods
recommended, are published for the benefit of all, and are widely used.

The bureau has authority for all of the railroads over specifications for containers
and loading rules for fresh fruits and vegetables. It issues dockets and holds publie

hearings, and prepares and distributes, through a publishing agent tariffs oiv: -
tainer sﬁeciﬁcations, loading rules and ,other g agent, tarits giving con

. general rules pertainin .
tion of fresh fruits and vegetables, p g to the transporta
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Bureau for the Safe Transportation of Explosives and Other
Dangerous Articles
(Headquarters, New York)

Ir}spe.ctors at Boston, New York, Philadelphia, Washington,
Birmingham, Dall_as, San Francisco, Vancouver, Toronto,
Denve_r, Kansas City, Chieago, Detroit, Pittsburgh.

__This burean, orgzmizt_ad in 1906 under the auspices of the American Railway Asso-
ciation, works for the railroads, express companies, certain steamship companies, and
with shippers and public authorities for the purpose of securing safe transportation of
explosn"es and other dangerous articles. It makes inspections at railroad, express and
steamship agencies, plants where explosives or other dangerous articles are manufac-
tured and from which they are shipped, magazines in which explosives are stored, and
'_shlppl_ng plants from which all classes of dangerous articles are forwarded; detailed
Investigations of aceidents oceurring in transportation or during storage on carriers’
property, involving explosives or other dangerous articles; and corrections of violations
of the regulations at shipping points and shippers’ plants. It develops appropriate
rules for safety and carries on a continuous campaign of education and instruection in
safe practices in the handling of explosives and other dangerous articles.

The bureau maintains a chemieal laboratory at South Amboy, New Jersey, at which
samples of explosives and other dangerous articles are examined for the purpose of
determining whether or not they are safe for transportation. It also develops, in coopera-
tion with shippers, proper shipping containers. The success of its work and the degree
of cooperation on the part of all concerned is indicated by the 1938 safety record of the
railroads of the United States and Canada in handling approximately one-half billion
pounds of so-called dangerous explosives—including, among other things, dynamite
and other high explosives, black and smokeless powder, explosive ammunition and

blasting eaps—without accident, death or injury.

Commitee on Automatic Train Control and Signals
(Headquarters, Washington)

This committee was organized in 1921 to cooperate with the Bureau of Safety of
the Interstate Commerce Commission in tests and investigations of automatic train
control devices. It has published a series of bulletins on this subject as a text for
maintenance employecs and others interested, and distributes from time to time special
information relating thereto. Since the enactment of the _Slgnal Inspecplop Aect, _the
Committee on Automatie Train Control and Signals is the unit of the Association dealing
with the Interstate Commerce Commission on matters brought about by this aet.

Joint Committee on Grade Crossing Protection
(Headquarters, Washington)
This committec was organized in 1930 for th(;a purpose %f _coopeﬁatitng “fifth g_otvrernE
m ‘o authorities, in an endeavor to bring about unirormity 0
ental and other public 4 grade crossing protection. It has published

practices with respeet to railroad-highway g
recommended prastices, revised to keep abreast of (_1eve_lopments for thl.S type of pro-
tection, which are endorsed by various national organizations concerned with the subject.

It continues investigation of deviees intended to afford additional protection, and

cooperation with regulatory bodies.

Law Department
(Headquarters, Washington)

i i westions of law and legislation of common concern
This dopartment denls with 4 h the officers of the Association and of the

to the railroad industry. It advises wit
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individual railroads on legal questions which are of common intercst. It represents the
railroad industry as a whole in litigation and other legal matters, in proceedings before
the Interstate Commerce Commission and other governmental bodics, and at hearings
before committees of Congress. It compiles and distributes to the individual railroads
current information concerning the application and effect of changes in regulations and
legislation.

PATENT DIVISION, Washington and Chicago. This division deals with matters
of patent law in which railroads are interested, including making necessary arrange:
ments for the common use by all railroads of desirable patented deviees.

Traffic Department
(Headquarters, Washington)

This department deals with questions as to rates, routing, tariff publication and
simplifieation, classifications, and other traffic questions affecting the railroads in general,
working with the traffic departments of individunl railroads and with the general
cooperation of an Advisory Committee of traffic officers, The questions which the de-
partment handles are presented by shippers and shippers’ organizations, and by rail-
roads and the territorial traffic organizations of railroads, In dealing with them, the
department is in close and active touch with the Interstate Commerece Commission and
other departments of the government which are concerned with such questions.

Through a permanent Tariff Simplification Committee, and with the cordial coopera-
tion of shippers, railroads and the Interstate Commerce Commission, the department
is working toward simpler tariffs of rail rates and charges, which will be more convenient
to use and less expensive to compile and publish,

Classification of freight for rate purposes, and the whole system of freight rates,
are undergoing comprehensive study by the department, acting through a special com-
mittee of nine leading traffic officials, Out of this study it is expeected that there will
result a simpler and more satisfactory system of railroad rates and charges.

Similar activities of the department, in cooperation with the United States Depart-
ment of Commerce, led to the adoption of a uniform and simplified form of shippers’
manifests, used in connection with the import and export of freight.

Finance, Accounting, Taxation and Valuation Department

This department deals with standardization and simplification of railroad account-
ing, treasury, taxation and valuation practices and requirements. It is organized in
three divisions, as follows:

ACCOUNTING DIVISION, Headquarters Washington. Organized 1888 as the
Association of American Railway Accounting Officers, to deal with all phases of railroad
accounting. Through its mandatory rules and recommended practices, and through
the adoption of standard forms, it has helped to develop uniformity in railroad account-
ing procedure, resulting in greater simplicity and economy. Among the important
subjects with which the division deals are freight, passenger, disbursement and terminal
companies’ aceounts, statisties, and rules for overcharge and agency relief claims.

Mandatory rules cstablished by the division govern the handling of interline
accounts among railroads, while disputed points of interpretation and application of
these rules are handled by the division’s arbitration and appeal committees, whose
decisions are binding. ) 8

Results of the division’s rescarch in accounting procedure and methods are om-
bodied in recqmmended practices for further simplification and uniformity of accounts

Th; c]l{ivisgon COOP:M:&GS% clgflilely 1Withﬁthe Interstate Commerce Commission in develop-
ing and keeping up to date the classifications and s iers’
alsgo in its statistical requirements. ystems of carriers’ aceounts, and

TREASURY DIVISION, Hendquarters Washington, Organized 1907 as the Socioty
of Railway Financial Officers, to deal with such matters as methods of paying emplo ee}
uniform forms of vouchers and drafts, uniform eredit rules, and improved metl}Jlodys :f
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scttling accounts with patrons. It deals with methods of collecting transportation
charges, handling order-and-advise shipments, collection of shippers’ invoices, collection
of undercharge freight bills, relations with banks, and the handling of railroad fiscal
matters,

The division is organized in seven territorial groups, each one dealing with matters
of eommon concern in its own seetion of the country,

VALUATION DIVISION, Headquarters Washington. Organized 1913 as the
President’s Conference Committee on Federal Valuation of Railroads in the United
States, immediately following the passage by Congress of the Valuation Act of 1913,
providing that the Interstate Commerce Commission make a valuation of all railroad
property,

The) committee’s funetion was to provide a means of cooperation between the rail-
roads and the Bureau of Valuation of the Interstate Commerce Commission in the
immense task of taking an inventory of all railroad property. It formulated plans,
forms and methods of work, and, on oceasion, presented to the Commission the vie.ws
of the railronds on questions of principles and methods. Regional offices were main-
tained to assist in the work of making the valuation. .

Present activitics include cooperative work with railroad committees and the
Bureau of Valuation in keeping the inventory and valuation current.

Bureau of Railway Economics
(Headquarters, Washington)

Organized 1910 as a joint bureau for the scientjﬁq study of the ecpnomics_ of trans-
portation. It is a fact-finding agency and the statistical and economic clearing hopse
for the railways. It has specialized divisions for research, compilation qnd _tabu.latlon
of statisties, and other branches of economic study. Its survers gnd_publlcatxons in the
broad field of transportation economics are accepted as authoritative and are widely
used, not only by the railroads but also by those not connected with the industry, such
as university- teachers and students, businessmen and organizations, and government

officials, ] L '
The bureau’s periodie reports of railroad earnings and other statistical information

idely i i of eurrent business and financial news. )

e {}dgg:\ragl;llsg%ilzagﬁgmg}ﬁ RAILWAY ECCONOMICS, Washmgjton. _bFounQedﬂlln
1910 as a division of the bureau. This is now the largest transportation lhtrsry 11)13 tSe
United States, including about 200,000 items dea]mg with railroads an(_] related subjects.
The library is open for the use of the public. Its reference dw_lsmnbani“;ers a
wide varicty of questions, from many sources, for all kinds ofhmformatlon al otu ﬁlmn_s-
portation, In this work the staff has the use of one of the n'}imt ((i:omp e ?z tgz in
existence of railroad reports, periodicals and proceedings of railroad organizations.

The library prepares and distributes library lists of references.

iti ion Research
Competitive Transportation !
(Office of the Presideng Washington; regional offices, Chicago and New York)

ris division i llect and analyze pertinent,
i urpose of this division is to collect ;
curm%igaztfdoigsfébgﬁles I:wié)iug in connection w1t1} _egmpgtltlve con(]:iltlcéqs btt?tweel{}
railroads hirrhwa;s waterways and airfvays.. The dlelsrogi is t16111df:=r :h: w:;gig rlr?na 1:)(]
the Ecoﬁ'omi;t of th’e Associataion, as chief director, with directors in | !
enSteTmhed(iilsitvriisci?ﬁ has assisted in developing a statement of principles of fair competition

i much study to government subsidy to
between railroads and waterways and h!;?tﬁlevﬁrslsistance of Mr. Clifford Older, Professor

competitivo forms of transportation. Wit it has prepared and issued a study of highway

owns, IT¢ ! S !
&qg. B'I?l?gdd’illr"o%tlr:rr: fgssgﬁevg&sirlr)l :md western divisions issue bulletins eovering per-

: : . ing 1 i ith respect to the competitiye relationship
betmenn oy i mtm:fégrlgi;: fc:vlz?l?t;?rtg:ular repference to their regions. Research

between transportation
studies have been carried on both East and West,
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Public Relations
Office of the President—Washington

The railroads recognize that they must not only continue to improve their methods
and their services to shippers and travelers, but also to present to the general public the
facts about themselves—what railroads are, what they do, and what they mean to the
Ameriean people,

Acting for the industry as a whole, the Association cooperates with the separate
railroads in presenting these essential faets, to the end that there may be better under-
standing between railroads and the public, and a better appreciation of railroad progress,
achievements and problems. This work is carried on through the office of the president of
- the Association.

In connection with this work, the Association makes available in eonvenient form,
and distributes to those interested, a great variety of information about the Ameriean
railroads. In addition, this office cooperates with those secking speeial information about
particular transportation questions.

Publications

In addition to numerous economic studies published by the Bureau of Railway
Economies, the technical publications of the Association and its various departments
namber more than 600 titles, ranging from brief pamphlets to extensive teehnieal works
of encyclopedic proportions.

The majority of these publications are available to the publie, some for free
distribution and others for sale. A price list of publieations issued by the Association
is published by the Secretary-Treasurer, Association of American Railroads, Trans-
portation Building, Washington, D. C.
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APPENDIX III

INSTRUCTIONS GOVERNING THE PLACING AND
HANDLING OF EMBARGOES

1. An embargo is a method of controlling traffic movements when aceumulations,
threatened congestions or other interferences with operation, of a temporary nature,
compel restrictions against such movements. Embargoes shall be placed against eon-
signees who fail to unload or otherwise dispose of freight promptly on arrival.

2. A railroad shall promptly place its own embargo restrictions rather than wait
for such action by its connections, when such connections are offering traffic in excess
of ability of such receiving road to eurrently accept. ‘‘Hold’’ orders shall not be placed
against connections (except in cases of sudden physical disability) to control general
movements of traffic for a period longer than twenty-four hours, and shall not be
extended. When neeessary to restriet the movement of traffie for periods in excess of
twenty-four hours, this shall be accomplished by means of an embargo.

3. An embargo shall not be used as a permanent measure to control traffic move-
ments when possible to regulate by tariff. It shall not be permissible to maintain an
embargo against:

(a) Freight for railroads or parts thercof, or stations, which are to be perma-
nently abandoned, except as a temporary measure, to be kept in effect only until tariff
revision ean be accomplished. The Interstate Commerce Commission has ruled that rates
to stations shown as abandoned in Leland’s Official List of Open and Prepay Stations
are without force or effect, in tariffs subjeet thereto, on and after the date of abandon-
ment as published in ‘‘Leland’s List’’ or its supplements. Unless there are applicable
tariffs in effect, not subjeet to ‘‘Leland’s List,”’ embargoes placed because of abandon-
ment shall be caneelled as soon as corrections become effective in “‘Leland’s Iist.”’

(b) Quarantined freight, exeept as a temporary measure, until published in the
quarantine tariff. (B. T. Jones, Agent.) -

(c¢) Restrictions account regularly recurring weather condl‘glons, for example
suspension of navigation during winter months, except to cover a peried not practicable

to include in tariffs. o
4. Embargoes are prohibited:

(a) At request of consignecs. ) _
(b) To control the routing of traffic to or via any particular gateway or road.

(¢) Against acceptance of cars loaded in excess of a specified weight or clearance

as published in Railway Line Clearances. ‘
(d) Against acceptance of freight on specified days. )
(e) Against acceptance of more than a specified number of ecars daily or

o dically. ‘ | .
periodies’ ¥ ight eonsigned to the United States Government, its authorized

£} Against fre ]
agents 01S (2fﬁc(§‘s. Sinee it is illegal to embargo _suc_h _traﬂ?c, it shall be unnecessary to
mention Government freight as an exemption in individual embargoes.

(g) Against less carload freight when specifying minimum tonnage per car.
Shipments subject to minimum carload rates under the governing classifieation must
not be accepted at less carload rates and forwarded in the face of embargocs against
carload trﬁl;:ﬁ cj\ﬂainsf, empty ears returning hane in aecordance with Car Service Rules.
((i) AEainst empt:y ears moving on specific orders of the Car Serviee Division.

(j) Against less carload freight fm: hand_lmg at spem-ﬁed trnpsfer st_atlo_ns,

loss the territory affeeted is definitely deseribed, either by naming specific destination
unless the e o the initial and terminal stations when intermediate

i aming 1 ) nterr
Stqtlfns fﬁfﬁﬁicgr 'F}):e I(Zrlmbnrgoing road shall be required to furnish loading instrue-
fi?)i?s Suﬁder which freight not subjeet to such embargoes may be forwarded.

. i and other dangerous articles accepted contrary to eg:isting em-
burgogogit ixlﬁmm in accordancebwith Interstate Commerce Commission regula-

tions, irrespeetive of the embargo restriction.
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5, When other than an absolute embargo is placed, there shall be uniformity in
exemptions. These exemptions shall include, so far as practicable, the items listed below
and in the order named:

Code Word

EMBANK: Livestock, live poultry, perishable.

NOTE—In determining commodities which shall be considered as perishable
freight, Perishable Protective Tariff of the National Perishable Freight Committec,
(J. J. Quinn, Agent), shall govern.

EMBASSY: Coal, Coke and Charcoal. Petroleum and its produets.

EMBED: Iood, domestic (not export), for human consumption (see page b8)
including wheat, corn, ocats, rye, barley, rice, cereal produets, salt, canned goods,
sugar, and lard substitutes. Feed, domestic (not export), for animals and poultry, not
ineluding hay and straw.

EMBLEM: Printing paper and printing ink.

EMBODY: Railroad material and supplies (other than coal or eoke) consigned
to an officer of the purchasing road at a point on such road. .

Materials and supplies consigned to locomotive and car manufacturers for the
construction and repair of locomotives and freight and passenger cars.

EMBOLD: Fluxing stone and materials for blast furnaces.

Supplies for coal mines, oil refineries and oil and gas wells.

EMBOSS: Field and garden seeds, seed grain, nursery stock.

Spraying materials, insecticides and implements for use thereof.

Agricultural implements and farm machinery required for preparing the soil.

Canning machinery.

Fertilizer or fertilizer materials, including agricultural lime, pulverized limestone
and phosphate rocks. :

EMBRACE: Acids, aleohol, ammonia, ammoniaeal liquor.

Empty tank cars, empty metal, glass or jacketed oil, acid, gas or ammonia con-
tainers, ink drums; food and medicine containers.

Liquid chlorine, alum, sulphate of iron, and similar chemicals when to be used for
purification of water supply and when consigned to municipal authorities.

Medicines, drugs, surgical instruments and surgical dressings, hospital and sick
room supplies.

Tin plate for the manufacture of food containers.

Heating apparatus.

6. Permits: Congestions, or interference with normal movement of traffic at ter-
minals, or in areas where difficulty is found in the prompt release of freight car equip-
ment by reason of an abnormal flow of traffie, it is believed may best be relieved by an
embargo, which shall be promptly issued and continued in effect so long as necessary
to reduce the volume awaiting delivery to a normal amount. Such embargoes shall
exempt only those actual commodities which are necessary to meet the publie need at the
point involved. Where a permit system is used, it shall be established in such a way as
to protect the shipping publie against undue diserimination and should be confined:

(a) To the acceptance of grain and other freight for export or water movement
when to meet definite steamer commitment,

(b) To the control when and where necessary of the flow of perishable traffie
to markets subjeet to congestion, and

(¢) To such other emergency situations as may arise when there is no question
as to the public necessity for special transportation relief. Copies of permits issued
under this rule shall be sent promptly and currently to the Chairman of the Car Serviee
Division, Washington, D. C., with information to show reasons for the issuance of such

ermits.

P 7. Embargoes and extensions of embargoes will become effective forty-cight (48)
honrs after 11:59 p. m. of date of issue, in accordance with Per Diem Rule 16, which
reads in part as follows:

¢*When a road gives notice that for any reason it cannot aceept ears in any specified
traffie, thereby laying an embargo, it should reccive cars already loaded with such traffie
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on the du?e such notice is issued, and ears loaded within forty-cight (48) hours there-
after. If it does not receive such ears the road holding them may reclaim per diem under
Rule 15 from the road laying the embargo for the number of days such cars are held,
not exceeding the duration of the embargo.

“Forty-elgi}t (48) hours after 11:59 p. m. of the date of the embargo a road must
not load, or permit to be loaded cars in such traffie; nor accept orders to divert or recon-
sign cars already loaded.”’

8. The date of loading, diversion or reconsignment shall be determined from the
data accompanying the car.

) 9. When request to reconsign or divert a shipment enroute is filed with an author-
ized representative of a carrier involved and request iy complied with, the following
notation must be made on waybill:

*‘Diversion accepted , by
{date)} (Authorized representative and road receiving request.)”’

If request be received too late to be acted upon by the road receiving it and that
road transmits the request to another road involved, such transmittal request must
specify the date of acceptance (i.e. receipt) of request by the road addressed by the
consignee, or consignor, and that date of acceptance and the name of the aunthorized
representative and of the road accepting it must, likewise, be endorsed on waybill by the

road which effects reconsignment or diversion. .
10. (a) Modifications and cancellations of embargoes become effective immediately

on receipt of notice, unless otherwise specified therein.

(b) Not more than (2) two supplements to any embargo shall be permissible.
When additional supplements are considered necessary entire embargo shall be revised
or reissued under another number. ‘

(¢) When an embargo is revised or reissued, the portions of the original re-
strictions remaining in effect shall be considered continuous in application.

11. For the purpose of uniformity, and to expedite the interchange of embargoes,
the railroads of the United States, Canada and Mexico have been divided into zones.
The Car Service Division will assign the zone embargo chairmen and will assign primary
roads in each zone. {See page 51.) It will also assign other than primary roads, termed
secondary roads, to primary roads for embargo purposes. (See page 53.) ]

12. (a) Each railroad shall designate an officer who §ha]1 issue and receive em-
bargoes. His name, title and address must be published in the Railway Equipment

Register. o ] o
(b) Each railroad shall maintain such supervisory organization as may be
necessary to insure a uniform understanding and observance, by all agents and other
employees concerned, of Embargo Rulesz Regulations and Instructions. .
(¢) Each railroad shell maintain a file of applicable embargoes at stations for

the information of the publie.
13. (a) Each railroad will nu

mber embargoes it originates, consecutively, begin-
ning with number one on January 1 of each year. Such num‘t_Jer only sha!l be_s trans-
mitted, and the originating roads’ file numbers or prefixes omitted. In reissuing em-
bargoes of secondary roads assigned to them, primary roads shall utilize separate series
of embargo numbers for each such secondary road and place such embargoes in the
name of the secondary road. Following is example of recommended form for use in

placing embargoes or supplements thereto:

Embargoe}c)l Destination .
R::g, Dﬁ:ﬁmogr Commodity | .. 'Territory Consignee Exemption Cause
Issue
East and West . North & )
Railway Em- Carload Chicago, South M fa. None Acc'gmzu]a
bargo No. b Freight Illinois Company
Oct. 15, 1938
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i4. (a) A primary road placing, modifying, extending or can_celling an embargo
of its own issue or of secondary roads assigned to it, shall transmit by wire, or mail,
as the necessity indicates, a copy of such notice to:

(1) The chairman of the zone to which it is assigned.

(2) The designated embargo officer of direet rail and water connections
involved in the embargo.

(3) Local agents and other representatives of its own line.

(b) A secondary road placing, modifying, extending or cancelling embargoes
shall transmit by wire or mail as the necessity indicates, a eopy of such notice to:

(1) The primary road to which it is assigned.

(2) The designated embargo officer of other direet rail and water eonnee-
tions involved in the embargo.

(3) Local agents and other representatives of its own line.

(e) A primary road receiving embargoes, modifications, extensions or caneella-
tions thereof, in addition to notifying its own representatives, shall notify the secondary
roads assigned to it. Secondary roads receiving such notices shall notify their own
representatives as may be necessary.

15. The zone chairman shall immediately transmit all embargo notices received by
him, by wire or mail as the necessity indicates, to primary roads, and water carriers
assigned to his zone, and to other zone chairmen.

16. When embargoed shipments are known to originate locally, or on a direct con-
nection only, the text of the embargo should so indicate, and the advices to the zone
chairman may be sent by mail. General distribution of such embargoes will not be made.

17. The phrase: ‘‘Cars in transit will not be accepted,’”’ may only be used in eases
of washouts, floods, accidents or other interruptions of service of an emergency nature,
when it is physically impossible for the embargoing road to receive any traffic. When
so used it shall not relieve the issueing carrier of any responsibility under Per Diem
Rules.

18. Arrangements have been made with water carriers listed on page 57 to trans-
mit embargoes, modifications, extensions or cancellations thereof, issued by them to
the chairman of the zone to which they are assigned, and to connecting rail ecarriers. In
tarn, the zone chairman shall transmit embargo notices of rail and other water carrier
issue to the water carriers assigned to his zone. Water carrier embargo notices trans-
mitted to the zone chairman shall be issued in the name of the originating water earrier.
In the event of failure of a water carrier to receive freight currently, and to issue formal
embargo notice, it shall be incumbent on connecting rail carriers to issue individual
embargoes covering the traffic involved, in the same manner as against individual
receivers. :

19. Railroads shall cooperate in placing territorial embargoes to prevent diversion
of traffic through routes which would add to congestion. :

20. When shipments are held enroute as a result of embargoes, shippers and con-
signees shall so fa® as practicable be promptly notified.

21. When an embargo is necessary against a consignee served in switching serviee
the embargo shall be placed by the road on whose tracks the plant is located. If servad
by more than one road, embargo shall be placed by each such road.

The Car Service Division will issue 8 monthly summary of effective embargoes as
reflected in its embargo files. It is requested this summary be checked promptly upon
receipt and the Car Service Division advised of any diserepancies.
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PRIMARY RAILROADS INTERCHANGING EMBARGO INFORMA -
EMBAKGO ZONE CHATKMAN TIOK DIRECT WITH

WASHINGTON EMBARGO ZONE

ZoNE HEADGQUARTERS:
TraxsrozTATION BUILDING,
1774 & H Starers, NoRTHMWEST,
WasHixnGToN, D, C.

ADDRESS

W. C. KENDALL, CHAIAMAN
Car SErvic® DivisioN
ASSOCIATION oF AMERICAN RR's,

Namx or Roap

Akron. Canton & Youngstown
Atlanta & West Point
Atlanta Birmingham & Coast
Atluntic Coast Line
Baltimore & Ohlo

Bangor & Arcostock
Bessemer & Lako Erie

Boston & Albany

Boston & Maine

Central of Georgia

Centrzl Raliroad of New Jersey
Central Vermont

Charleston & Western Carollna
Chesapeake & Ohio
Clinchfield

Columbus & Greenville
Cumberland & Pennsylvanla
Delaware & Hudson
Detaware, Lackawanna & Western
Erle

Florida East Coast

Goorgla

Georgia & Florida

Gulf, Moblle & Northern
Lehigh & Hudson River
Lehigh & New England
Lehigh Valley

Long Island

Maine Central

Misaleaippi Central
Monongahela

Montour

Nashville, Chattanoogs & St Louls
New York Central

New York, Chicago & St. Louis
MNew York. New Haven & Hartford
New York Ontarlo & Western
Norfolk & Western

Norfolk Southern

Pennsylvania
Pennsylvanin-Reading Seashore Lines
Pittsburgh Lake Erle

Pittsburgh & Shawmut

Plttsburgh & West Virginia
Plttsburg, Shawmut & Northern
Reading

Richmond, Frederickburg & Potomae
Rutland

Seaboard Alr Line

Southern

Tennessea Central

Union Rallroad

Virginian

Western Maryland

Waentern Ry. of Alabams

Wheeling & Lake Erle

EMBARGO HEADQUARTERS

Akron, Ohio

{See Georgiz)
Atlanta, Ga.
Wiimington, N. C.
Baltimore, Md.
Bangor, Me,
Pittsburgh, Pa.
Springfield, Mass,
Boston, Mass.
Savanah, Ga.

(See Reading)

St. Albans, Vt,
(Sce Atlantic Coast Line)
Richmond, Va.
Erwin, Tenn.
Columbus, Miss.
Cumberland, Md.
Albany, N. Y.
SZcranton, Pa.
Cleveland, Ohio
St. Augustine, Fla.
Atlanta, Ga.
Augusta, Ga.
Mobile, Ala.
Warwick, N. Y.
Bethlehem, Pa.
Bethlehem, Pa.
Jamaica, N. Y.
{See Boston & Maine)
Hattiesburg, Miss.
Brownaville., Pa,
Corapolis, Pa.
Nashville, Tenn.
Buffalo, N. Y.
Cleveland, Ohio
New Haven, Conn.
Middletown, N. ¥,
Roanoke, Va.
Norfolk, Va.
Philadelphin, Pa.
Camden, N. J.
Pittsburgh, Pa.
Kittanning, Pa.
Pittsburgh, Pa.
St. Mary's, Pa.
Philedelphia, Pa.
Richmond, Va.
Rutland, Vt.
Norfolk, Va.
‘Washington, D, C.
Nnshville, Tenn.
East Pittsburgh, Pa.
Norfolk, Va.
Hagerstown, Md.,
(See Georgin)
Brewster, Ohio

CHICAGO EMBARGO ZONE

7ZoNE HEADQUARTERS:
39 FasT VaN BUREN ST.,
CHicaco, Inv.

ADDRESS !

W. D. BECK,
ZoNE EMBARGO CHAIRMAN

Alton

Ann Arbor

‘Atchison, Topekn & Santa Fe
Baltimore & Ohio Chicago Terminal
Relt Rallway of Chlcage
Burlington-Roek Island

Chicago & Eastern Illinols

Chicago & Illlnols Midland

Chicago & Northwestern

Chleago & Wostern Indinne

Chleago, Burlington & Quincy
Chleago Great Western

Chlcago, Indinnapolls & Loulsville
Chleago Juanction

Chicago, Milwaukee St, Paul & Pacific
Chlcage, North Shore & Milwnukeo
Chlcago Rlver & Indisna

Chicago, Rook Ieland & Paclfic
Chicago, St. Paul, Minnenpolis & Omahn
Chieago South Shore & South Bend

b1

Chicago, Il

Toledo, Ohio

Chleago, Il

{See Alton)

Chicago, Il

{See Fort Worth & Denver City)
Chicago, Il

Springfield, I,

Chicago. I

Chicago, Il

Chicago, Ill.

Chicago, Il

Lafayette, Ind.

{See Chicago River & Indiana)
Chicago, Ill.

Highwood, Ill.

Chicago, Il

Chlcago, TII.

St. Paul, Minn.

Michignn City, Ind.



PRIMARY RAILROADS INTERCHANGING EMBARGO INFORMATION DIRECT WITH
EMBARGO ZONE CHAIRMAN

CHICAGO EMBARGO ZONE (Continued)

Namg orF Roap

Chicago West Pullman & Southern
Cleveland, Cincinnati, Chicago & St. Louis
Colorade & Southern

Denver & Rio Grande Western
Denver & Salt Lake

Des Moines Union

Detroit & Mackinac

Detroit & Toledo Shore Line
Detrait, Toledo & Ironton
Duluth Missabe & Iron Range
Duluth South Shore & Atlantic
Elgin Joliet & Eastern
Ferrocarril Kansas City Mexico y Oriente
Ferrocarriles Nacionales de Mexico
Fort Worth & Denver City
Grand Trunk Western

Great Northern

Green Bay & Western

Gulf Coast Lines

Gulf, Colorado & Santa Fe
Illinols Central

Illingis Northern

Illinois Terminal

Indiana Harbor Belt
International-Great Northern
Kaneas City, Mexico & Orient
Kansas City Southern

Kansas, Oklahoms & Gulf

Lake Superior & Ishpeming
Louisiana & Arkansas
Louisiana, Arkansas & Texas
Loulsville & Nashville
Manistique & Lake Superlor
Michigan Central

Midland Valley

Minneapolis & St. Louls
Minneapolis, St. Paul & Sault Ste. Marle
Missouri & Arkansas
Missouri-Illinois
Missourl-Kansas-Texas

Miasouri Pacific

Mobile & Ohie

National Railways of Mexico
Nevada Northern

Northern Pacific

Northwestern Pacific

Oklahoma City-Ada-Atoka
Pacific Electric

Peoria &Pekin Union
- Pere Marquette

St. Louis-San Francisco

St. Louls Southwestern
Southern Pacific (Paclfic Lines)

Southern Pacific (Texas & Louisiana Lines)

Spokane International

Spokang Portlend & Seattle
Terminal Railroad Assn. of St. Louis
Texas & Pacific

Toledo Peoria & Western

Union Pacifie

Utah

‘Wabash

Western Pacifle

‘Wichita Valley

EMmbagco HEADQUARTERS

Chicago, Il
Indianapolis, Ind.
Denver, Colo.

Denver, Colo.

Denver, Colo,

Des Moines, Jown
Tawas City, Mich.
Detroit, Mich,
Dearborn, Mich.
Duluth, Minn.
Marquette, Mich.
Joliet, Ill.

Cd. Juarez, Chih., Mex.
Mexico D. F., Mex.
Fort Worth, Tex,
Detroit, Mich.

St. Paul, Minn.

Green Bay, Wis,
Houston, Tex,
Galveston, Tex.
Chicago, 1.

{Sce Chicago West Pullman & Southern)
St. Louis, Mo.

(See Chicago River & Indlana)
{Sce Gulf Const Lines)

(See Ferrocatril Kansas City Mexleo y Orienta)

Kansas City, Mo,
(See Midland Valley)
Marquette, Mich,
Shreveport, La.
Shreveport, La.
Loulsville, Ky.
(See Ann Arbor)
Detroit, Mich.
Muekogee, Ckla.
Minneapolis, Minn.
Minnecapolis, Minn.
Harrigon, Ark.
(See Missourl Pacific)
Denison, Tex,
5t. Louls, Mo,
?é.e LuFulu, Mo.“

¢ Ferrocarriles Nacionales de Mexleo
East Ely, Nev. )
St. Paul, Minn.
San Francisco, Cal,
(See Midland Valley)
Los Angeles, Cal.
Peoria, IlL.
Detroit, Mich.
Springfield, Mo,
Tyler, Tex.
San Franclsco, Cal.
Houston, Tex,
Spokene, Wash,
Portland, Ore.
St. Louls, Mo,
Dalias, Tex.
Peoria, Ill.
Omaha, Neb.
Salt Lake City, Tltah
St. Louis, Mo,
San Francleco, Cal,
(See Fort Worth & Denver City)

MONTREAL EMBARGO ZONE

ZONE HEADQUARTERS:

487 St. JAMES ST.,
MoONTREAL, QUEREC

ADDRESS:

C. P. RinbeLL
ZONE EMDiRGe CHAIRMAN

Algoma Central & Hudson Bay
Alma & Jonquieres

Canada & Gulf Terminal

Canadian National (Atlantle Region)
Canadlan National ' {Central Reglon)
Canadian Pacific (Eastern Lines)
Cumberland Rallway & Coal
Domlinion Atlantic

Essex Terminal

Fredericton & Grand Lake Coal & Ry.
Grand Rlver

Hull Electrie

Lake Erle & Northern

London & Port Staniey

Maritime Cos! Ry. & Power
Montreal & Southern Countiea
Montreal Tramways

62

;.St;ultMStlf. Mnii.:k(o;mﬂo)
sle Mnligne, ¢ St. John
Mont Joll, Quebeg + Quebes
Moncton, N, B.

Toronto, Ontarlo

Toronto, Ontario

{See Sydney & Loulsburg)
Kentville, N. 8,
Walkerville, Ontario
Fredericton, N. B.

Gnlt, Ontarlo

Hull, Quebeo

(See Grand Rlver).

London, Ontario

Amherst, N. 8,

St. Lambert, Qucbeo
Montreal, Quebec



MBARGO ZIONE CHAIRMAN

PRIMARY RAILROADS INTERCHANGING EMB
! ARGO INFORMATION DIRECT WITH

MONTREAL EMBARGO ZONE (Continued)

Namz or Roaps

Naplerville Junction
Newfoundland

Niagars St. Catherines & Toronto
Oshawa

Qucbec Central

Quebes Ry. Light & Power
Roberval & Saguenay

Sydney & Louisburg
Temiscouata

Temiskaming & Northern Ontario
Thousand Islands

Toronto, Hamliton & Buffalo

EmBarco HEADQUARTERS

Montreal, Quebec

St. Johns, Newfoundland
Toronto, Ontario
Toronto, Ontario
Sherbrooke, Quebec
Quebec, Quebec

Arvida, Quebec

Sydney, N. S.

Riviere du Loup, Quebec
North Bay, Ontario
Gananoque, Ontario
Hamilton, Ontario

WINNIPEG EMBARGO ZONE

ZoNE HEADQUARTERS:
UNton StarioN
WINNIWPED, MANITORA

ADDRESS !

Jos. B. Pirxen
ZoNE EMBARGO CHAIRMAN

British Columbia Electrie

Cansdian National (Western Region)
Canudinn Pacific {Western Linea)
Duluth, Winnipeg & Pacific

Greater Winnipeg Water District
Midland Ry. Co. of Manitoba
Morriasey, Fernie & Michel

Natlonal Harbours Board {Terminal Ry.)
Northern Alberta

Paclfic Great Eastern

New Westminister, B. C.

‘Winnipeg, Manitoba

‘Winnipeg, Manitoba

(See Cangdian National-Western Region)
St. Boniface, Manitoba

Winnipeg, Manitoba

Fernie, B. C.

Vancouver, B, C.

Edmonton, Alberta

Vancouver, B. C.

SECONDARY RAILROADS (INDENTED)

ARE ASSIGNED TO AND WILL INTERCHANGE EMBARGO

INFORMATION DIRECT WITH PRIMARY ROADS UNDER WHICH LISTED

WASHINGTON ZONE

Atlanta & West Point
{See Georgia)
Atlanta Birmingham & Coast
Ashland
Georgia Southwestern & Gulf
Atlantle Coast Line
Alabama & Florida
Apalachicola Northern
Atlantlc & Carolina
Atlantlc & North Carolina
Atlantic & Western
Bamberg Ehrhardt & ‘Walterboro
Benufort & Morehead
Cape Fear
Carolina Southern
Carolina Western
Columbla Newberry & Laurens

Flint River & Northeastern

Georgla Ashburn Sylvester & Camilla

Georgia Northern

Hampton & Branchville

Lakeland

Laurinburg & Southern

Live Oak Perry & Gulf

Port Utllities Commlssion

Rockingham

South Georgia

Tidewater Power

Virginia & Carolina Southern

Wilmington Brunawick & Southern
Baltimore & Ohio

Akron & Barberton Belt

Baltlmore & Annapolia

Benwood & Wheeling Connecting

Buffalo Greek & Gauley

Canton

Castleman River

Coudersport & Port Allegany

East Washington

Johnstown & Stoney Creek

Lake Terminal

McKeesport Connecting

Middle Creek

Middle Fork

Monongahela ‘West Penn Publlo Service

Potomao Edison

Preston

Rlver Terminal

Rowlesburg & Southern

Staten Island Rapld Transit

Strouds Creek & Muddlety

West Virginia Northern

Winchester & Wardensvitle

Bangor & Arcostook
Aroostook Valley
Bessemer & Lake Erie
Unity
Western Allegheny
Boston & Albany
Grafton & Upton
Boston & Maine
Barre & Chelsea
Berlin Mills
Cumberland County Power & Light
Hoosac Tunnel & Wilmington
Montpelier & Wells River
St. Johnsbury & Lake Champlain
Springfield Terminal
Suncook Valley
York Utilities
Central of Georgia
Atlanta & St. Andrewa Bay
Bowden
Chattahoocheas Velley
Louisville & Wadley
Sandersville
Savannah & Atlanta
Sylvania
Talbotton
Tennessee Alabama & Georgia
Wadley Southern
Wrightsville & Tennille
Central Railroad of New Jersey
Chestnut Ridge
East Jersey RR & Terminal
Mt. Hope Mineral
New York & Long Branch
MNorthampton & Bath
Rehway Valley
Raritan River
Southern New Jersey
Wharton & Northern
Central Vermont
Philispsburg Rallway & Quarry
Charleston & Western Carolina
(See Atlantic Coast Line)
Chesapeake & Ohlo
Kanawha Central
Kanawha Glen Jean & Eastern
Morehead & North Fork
Muncie & Western
Nelson & Albemarle
Ohio Midiand Light & Power
‘Winlfrede
Clinchfield
Black Mountaln



SECONDARY RAILROADS (INDENTED) ARE ASSIGNED TO AND WILL INTERCHANGE EMBARGO

INFORMATION DIRECT WITH PRIMARY ROADS UNDER WHICH LISTEDR

WASHINGTON ZONE (Contlnued)

Delaware & Hudson
Albany Port District
Greenwich & Johnsonville
Lake Champlain & Moriah
Schoharie Valley
Southern New York
Delaware Lackanwanna & Western
Bush Terminal
Harlem Transfer
Lackawanna & Wyoming Valley
‘West Pittston-Exeter
Erie
Arcade & Attica
Brooklyn Eastern District Terminal
Dansville & Mt. Morris
Genesee & Wyoming
Hoboken Manufacturers
International
Jamestown Westfield & Northwestern
Morristown & Erle
Prattsburgh
Youngstown & Northern
Florida East Coast
Port Everglades
Trans-Florida Central
United Rys. of Havana
‘Western Ry. of Havana
Georgia
Birmingham & Southeastern
Greene County
Milstead
Tuskegee
Gulf Mobile & Northern
Meridian & Bigbee River
Mississippi Export
Oklona Houston & Calhoun City
Terminal Ry. (Alabama State Docka)
Lehigh Valley
Buffalo Creek
Ironton
FPhiladelphia Bethlehem & New England
Long Island
South Brooklyn
Meine Central
Bangor Hydro-Electrie
Belfast & Moosehead Lake
Litne Rock
FPortland Terminal
Kew York Central
Cambria & Indiana
Campbell’s Creek
Fairport Palinesville & Eastern
Fonda Johnztown & Gloversville
Grasse River
Jay St. Terminal
Kelley’s Creek
Kelley's Creck & Northwestern
Lakeside & Marblchead
Lewiston & Youngstown TFrontier
Lorain & Southern
Lowville & Beaver River
Marcellus & Otlaco Lake
Massena Terminal
Niogara Junction
Norwood & St, Lawrence
Ohlo Public Service
Skaneateles '
South Buffale
Twin Branch
New York Chicago & St. Louis
Euclid
Indiana Railroad System
Newburgh & South Shore
New York New Haven & Hartford
Fore River
Mashaussuek Valley
Narragansett Pier
Unlon Freight
‘Wood River Branch
New York Ontarlo & Western
Delaware & Northern
Middletown & Unionville
Unadilla Valley
Norfolk & Western
Chemsapeake Western
Interstate
Winston-Salem Southbound
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Pennaylvania
Beaver Valley
Bellefonte Central
Boyne City
Cheswick & Hamar
Clarion River
Conemaugh & Black Lick
Donora Southera
Esst Broad Top RR & Coal
East Erie Commercial
Etna & Montrosa
Huntingdon & Broad Top Mountain
Kishacoquillas Valley
Lake Erie Franklin & Clarion
Ligonler Valley
Maryland & Pennsylvania
New York Dock
Patapsco & Back Rivers

Pennsylvania & Atlantic (Union Tranwsportation

.)
Philadelphia & Western
Pittsburgh Lisbon & Western
Sheffield & Tionesta
Steelton & Highspire
Stewartstown
Strasburg
Susquehanna & New York
Susquehanna River & Western
Tionesta Valley
Union Transportation Co (Pennsylvania &
Atlantic)
Upper Merion & Plymouth
Valley Railroad (Of Penna)
Washington Brandywine & Pt. Lookout
Winfieid
Youngstown & Suburban
Pittasburgh & Lake Erie
Aliquipps & Southern
Allegheny & South Side
Lake Erle & Eastern
Monongshela Connecting
Pittaburgh Allegheny & McKees Rocks
Pittsburgh & Ohlo Valley
Pittshurgh Chartiers & Youghtogheny
Reading
Cornwall
Trenton-Princeton Traction
Richmond Fredericksburg & Potomac
Virginia Central
Rutland
Cilarenden & Plttsford
Seaboard Air Line
Aberdeen & Rockflsh
Bennettaville & Cheraw
Charlotte Monroe & Columbla
Chesterfield & Lancaster
Cliffside
Collins & Glenville
Durham & Southern
Edgemoor & Manetta
Jacksonville Gainesville & Gult
Macon Dublin & Savannah
Moore Central
Norfolk & Portsmouth Belt
Piedmont & Northern
Ralelgh & Charleston
St. Mary's
Tavares & Gulf
Warrenton
Southern
Alabama Central RR
Alabama Tennessce & Northern
Atlantic & Yadkin
Augusta Northern
Bonhomie & Hattlesburg Southern
Buffale Unlon-Caroling
Carolina & Northwestarn
Due West
East Tennessco & Western North Carolinn
Ferdinznd
Galneaville Midland
Graham County
Greenville & Northern
Hartwall
Hlgh Polnt Thomasville & Denton
Kentucky & Tennessee
Lancaster & Chester
Little River



SECONDARY RAILROADS (INDENTED) ARE ASSIGNED TO AND WILL I
INFORMATION DIRECT WITH PRIMARY ROADS UNDER WH?gERE}-lS%I;gE EMBARGO

WASHINGTON ZONE ({Contlnued) CHICAGO ZONE (Cont'd)

Southern—(Cont'd) - Chlicago Milwauk , ’
Louirville New Albany & Corydon g0 ee 3t. Paul & Pacific—({Cont'd.}
Mobile & Gulf
Munlcipal Docks & Terminals
Oneidn & Western
Pearl River Valley
Pickens
“moky Mountain
Sumter & Choctaw
Tennessece
Tennessee & North Carolina
Tuckaseegee & Southeastern
Virginia Blue Ridge
‘Ware Shoals
‘Warrior River Terminal
Washington & Old Dominion

Tenneasce Central
Nashvilie-Franklin

Western Maryland

Port Angeles Western
Port Townsend Southern
Tama & Toledo

Twin City

White Sulphur Springs & Yellowstone Park

Chicago River & Indiana
Chicago & Cmlumet River
Chicage Rock Island & Pacific
Ashley Drew & Northern
Burlington Muscatine & Northwestern
Cedar Rapids & Towa City
Clinton Davenport & Muscatine
El Dorado & Wesson
North Louisiana & Gulf
Pittsburg County
Rock Island Southern
Chicago St. Paul Minneapolis & Omaha
Lake Superior Terminal & Transfer
Cleveland Cine¢innati Chicago & St. Louis

Enst Berli
Emmiwhrurl:: Algers Win'slow & Western
Western Ry of Alnbamn Central Indiana
(See Georgia) Cincinnati & Lake Erie
Indianapolis Union

Wheeling & Lake Erle
Bay Terminal
Cuynhoga Valley

CHICAGO ZOXNE

Peoria & Eastern
Colorado & Southern

Denver & Intermountain

Great Western

Midland Terminal

Alton Denver Rio G Wi
Chicago Springfield & St. Loujs em}l;:mbeige:a%?:ctri:mm
Ann Arbor Bingham & Garfield

Toledo Angoln & Western
Toledo Terminal

Atchiron Topeka & Santa Feo
Apache
Arkansas Valley Interurban
Chicago Produce Terminal
Garden City Western
Joplin-Pittsburg
St. Joscph Terminal
Santa Fe Northwestern
Santa Fe San Juan & Northern
Union Electrie
Verdie Tunnel & Smelter
Wichita Northwestern
Yosemite Valley

Chicago & Eastern llinols
Chicago Attican & Southern
Chicago Heights Terminal Transfer
Jefferson Southwestern

Chicago & Northwestern
Escanaba & Lake Superior
Hillsboro & Northeastern
Laona & Northern
LaSnlle & Bureau County
Omnha Lincoln & Beatrice
Rapld City Black Hilla & Western
Robbins

Chicago Burlington & Quiney
Revler & Southern
Chlengo Aurora & Elgin
Chicago Short Line

Davenport Rock Tslnnd & Northwestern

Gnlesburg & Gront Eastern
Hannibal Connecting
Hooppole Yorktown & Tampleo
Illinois Midland
Iowa Southern Utilitiex
TLee County Central Electric
Manufacturers Jct.
Misxourl & Illinoin Bridge & Belt
Paducah & Tllinola
Rock Port Langdon & Northern
S8t. Louls & Troy
Unlon Terminal
Wyoming
Chleaso Grent Western
Manchester & Onelda
Chicage Junctlon
{See Chicago River & Indiana)
Chlcago Milwaukee St. Paul & Pacific
Chatrles Clty Western
Columbia & Cowlits
Cowlitz Chehalis & Conscade
Dea Moines & Central Yown
Fort Dodge Des Molnes & Southern
Kansas City Knw Valley & Weastern
Marinette Tomahawk & Western '
Milwaukeo Elcetric Ry & Transport
Paclfic Coast .

-4

55

Carbon County

Colorado & South Eastern

Colorade & Wyoming

Colorrndo Ralilroad Tne.

Crystal River & San Juan

Ric Grande Southern

Salt Lake & Utsh

Salt Lake Garfleld & Western

San Luis Central

San Luis Valiey Southern
Detroit & Mackinac

Erie & Michigan Railway & Navigation

Detroit Toledo & Ironton
Ohlo & Morencl
Toledo & Indiana
Duluth South Shore & Atlantie
Copper Range
Mineral Range
Ferrocarril Kansas City Mexico ¥y Oviente

Compania del Ferrocarril Nor-Oeste de Mexico

(Mexico Northwestern}
F. C. Mexicano del Pacifico
(Mexican Pacific)
Ferrocarriles Nacionales de Mexico
Companin del Ferroearril Mexicana
{Mexican Railway)

Companla Ferrecarril Mexicano del Norte

(Mexican Northern)

Minatitlan al Carmen
Parrnl & Durango

Grand Trunk Western
Indinna Northern
Muskegon Railway & Navigation

Great Northern
Longview Portland & Northern
Minnenpolls Northfield & Southern
Minnesota Western
Montana Western

Newnukum Valley

North Coast Transportation
Northern Pacific Terminsl
Spokane Coeur d'Alene & Palouse
Waterville

Gulf Coast Linen
Gult & Northern
Rio Grande & Eagle Pasa
Rackdnle Sandow & Southern
Texas Mexican

Gulf Colorrdo & Santa Fe
Benumont Whar! & Terminal
Galveston Whart .
Houston Belt & Terminal
Texas City Terminal

Thinols Central
Aurora Elgin & TFox River
Gadiz
Cantonn & Carthagxe
Evansville & Ohio Valley
Evansville Suburban & Newburgh



SECONDARY RAILROADS (INDENTED) ARE ASSIGNED TO AND WILL INTERCHANGE EMBARGO

INFORMATION DIRECT WITH PRIMARY ROADS UNDER WHICH LISTED

CHICAGO ZONE (Cont'd)

Illinois Central (Cont'd) .
Fernwood Columbia & Gulf
Louisiana Southern
Mississippi & Skuna Valley
New Orleans Public Belt
Pullman
Sibley Lake Bisteneau & Southern
Sioux City Terminal
Springfield Terminal
Waterloo Cedar Falls & Northern

Indiana Harbor Belt
(See Chicago River & Indiana)

International Great Northern
{See Gulf Coast Lines)

Kansas City Mexico & Oriente

(See Ferrocarril Kansas City Mexico y Oriente)

Kansa= City Southern
DeQueen & Eastern
Kansas & Missouri Ry & Terminal
Kansas City Connecting
Kansas City Public Service
Kanses City Terminal
Oklahoma & Rich Mountain
Sabine & Neches Valley
Kansas Oklahoma & Gulf
(See Midland Valley)
Louisville & Nashvllle
Alsbama & Western Florida
Alabama Power
Artemus-Jellico
Birmingham Southern
Carrolton
Flemingsburg & Northern
Frankfort & Cincinnati

Gulfport & Misslasippi Coast Traction

Kentucky & Indiana Terminal
Louisville & Jeflersonville Bridge
Manistee & Repton
Marianna & Blountstown
Michigan Central
Delray Connecting
Detroit Caro & Sandusky
Detroit Terminal
‘Wyandotte Southern
‘Wyandotte Terminal
Midland Valley
0

sage
Minneapolis & St. Louls
Mason City & Clear Lake
Mound City & Eastern
Minneapolis St. Paul & Sault Ste Marie

Minneapolis Anoksa & Cuyuna Range

Minnesrota Northwestern Elertric
Missouri Kansas & Texas

Galveston Houston & Henderson

Hamlin & Northwestern

Roby & Northern

Wichita Falls & Southern
Missouri Paclfic

Arkansas

Arkansas & Louisiana Missouri

Augusta

Bauxite & Northern

Dardanelle & Russellville

Fort Smith Subiaeca & Rock Island

Graysonia Nashvllle & Ashdown

Helena Southwestern

Hutchinson & Northern

Lake Providence Texarkana & Western

Louisiana & Pine Bluit
Missourl Southern
Montana
Murfreesboro-Nashville
Musrkogee Electric Traction
Natchez Urania & Ruston
New Orleans & Lower Coast
Quachita & Northwestern
Prescott & Northwestern
ader
St. Francols County

Texan Paclfic-Minsour] Pacific Terminal

Tremont & Gulf

Union Ry of Memphis

Warren & Quachlta Valley

Warren & Saline River
Mobile & Ohlo

DeKalh & Western

Minasinaippl & Alabampg

Mlesisaippl Eastery,
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Nationa! Rallways of Mexico
(See Ferrocarrilea Nacionales de Mexleo)
Northern Pacific
Butte Anaconda & Paclfic
Camas Prairie
Craig Mountaln
Duluth & Northeastern
Midland Continental
Minnesota Dakota & Western
Montans Wyoming & Southern
Nezperee & Idaho
Washington Idaho & Montana
Northwestern Pacific
Arcata & Mad River
California Western Rallroad & Navigation
Petaluma & Santa Rosa
Oklahoma City—Ada—Atoks
(See Midland Valley)
Pacific Electrle
Harbor Belt Line
Pere Marquette
East Jordon & Southern
Ladington & Northern
Manistee & Northeastern
Port Huron & Detroit
St. Louls-San Francisco
Birmingham Helt
Caszville & Excter
Delta Valley & Southern
Minsisaippian
Missouri & Knnaas
Northeast Oklahoma
Okinhoma
Okmulgee Northern
Quangh Acme & Pacific
Sand Springs
Sapulpa Unlon
Southwest Minsour]
Texas Oklahoma & Eastern
5t. Louis Southwestern
Cairo Truman & Southern
Fordyce & Princeton
Loulsiann & Northwest
Paria & Mt. Pleasant
Southern Pacific (Pacific Lines)
Alameda Belt
Amador Central
Bey Polnt & Clayton
California & Oregon Coant
Camino Plecerville & Lake Tahoe
Cariton & Const
Central Californ!a Traction
Clackamas Eastern
Enst Bny Street Rajlways
Fresns Traction
Holton Interurban
Howard Terminal
Lon Angeles Jet,
Magma-Arizona
McCloud River
Medford Logging
Mexico Northwestorn
Modesto & Empire Traction
Nncozarl
Nevada Copper Belt
Onkland Torminal
Oregon California & Enstern
Oregon Pacific & Enstern
Ray & Gila Valley
Sacramento Northern
San Dicqo & Arizann Enatern
San Francisco & Naps Valley
Santa Maria Valley
Sierra
Southern Pacific Rallrond of Mexlco
Stackton Terminn] & Enutern
Tonopah & Goldfield
grunn Corneli
uRcon rnelin & Gila Ben
Valley & Siletx d
Ventura County
Virginia & Truckee
}‘:‘lrmltu lEIentrlc
amina & Grande Nonde
Yrekn Wentern ¢
Yuma Valley
Southern Paelfic (Texas & Loulsiana Lines)
Angellna & Keches River
Aransas Harbor Torminal



SECONDARY RATLROADS (INDENTEEP)
1

INFORMATION DIRECT

ARE ASSIGNED TO AND WILL INTERCHANGE EMBARGO
TH PRIMARY ROADS UNDER WHICH LISTED

CHICAGO ZONE (Cont'd)

Bois D' Arc & Southern
Frederickshurg & Northern
Moscow Camden & St. Augustine
Nacogdoches & Southeastern

Southern Pacific (Texas & Louisinna Lines)—(Cont'd)

Texas & Pacific—(Cont'd)
Marshall Elysian Fields & Southeastern
Roscoe Snyder & Pacific
Texas Electrie

Union Pacific

Port Isabel & Rio Grande Valley
Port Terminal Rallrond Association

Red River & Gulf
Texas South Eastern
Uvalde & MNorthern

‘Waco Beaumont Trinity & Sabine

Spokane Portiand & Seattle
Clity of Prineville
Klickitat Log & Lumber
Peninsula Terminal
Portland Electric Power

Terminn! Raflroad Association of St. Louis

Alton & Southern

East St. Louis Junction
Litchfield & Madison
Manufacturers Rallway

St. Louis & Belleville Electric

St. Louis & O'Fallon
St. Louls & Obhio River
Texan & Pacific

Eastiand Wichita Faulls & Gulf

Jeflerson & Northwestern

Manafield Ry & Transportation

Big Creek & Telocaset
Condon Kinzua & Southern

Gilmore & Pittsburgh

Mount Heod

Oregon & Northwestern

South Omaha

Sumter Valley

St. Joseph Belt

Terminal

Tonopah & Tidewater
Union Railroad of Oregon
Utah Idaho Central

‘Wabash

Walla Waella Valley
¥Yakima Velley Transportation

Lake Erlie & Fort Wayne
Pioneer & Fayette

Winona
Western Pacific

Deep Creek

Quincy

Tooele Valley

St. Louis & Hannibal

Tidewater Southern

WATER CARRIERS WHICH HAVE AGREED TO EXCHANGE EMBARGO INFORMATION THROUGH

EMBARGO ZONE HEADQUARTERS

4

ZoNE HEADQUARTERS !

TrANSPORTATION BulLpiNg
1774 & H STREFTS, NORTHWEST

WasHiNGTON, D. C,

WASHINGTON EMBARGO ZONE
ADDRESS !
Ww. C.

ASBBOCIATION

KENDALL, CHAIRMAN,
Cag SEmvicE Division,

OF AMERICAN RaAILroADS

NaME oF Line
American Barge Line Company, Ine.
Baltimore Steam Packet Company
Bull Steamship Line

Buxton Lines, Inc.

Chesapeake Steamship Company
Cleveland and Buffrlo Transit Co.
Clyde-Mallory Lines

Eastern Steamshlp Lines, Ine.

Fedoral Barge Lines .

Great Lakes Tranalt Corporation

W. E. Hedger Transportation Corp,
Isthmian Steamship Company
Merchants and Miners Line
Minnesota-Atlantic Transit Company
Mooremack Gulf Lines, Inc.

Nowark Terminal & Transportation Co.
Norfolk & Wash., D.C,, Steamboat Co.
Ocean Steamship Company of Savannah
Panama Pacific Line

Pan-Atlantlc Steamshlp Corporstion

Peninsular & Occidental Steamship Co.
Phlladelphin & Norfolk Steamship Co.

St. Johns River Line Company
Seatrain Lines, Ine.

Southern Steamship Company
Thames River Line, Inec,

Victor Lynn Transportation Company

NaMg aNp TITLE OF DESIGNATED
Esmpanco OFFICER
Andrew P. Calhoun, Vice Pres.,
T. B. Alfriend. G. F. A.,
J. E. Jones, G. F. A,
D. J. Foley, G. F. & C. A.,
A. J. Brannen, Traf. Mgr.
T. F. Cahill, G. F. A.,
Geo. C. Bledsoe, Frt. Trf. Mgr.,
Edward K. Laux, Frt. Traf. Mgr.,
Jno. F. Girault, G. F. A.
Frank P. Brady. Gen'l Agt..
J. D. Ross, Vice Pres., Traffic,
A. E. King, Traf. Mgr.,
H. P.Willmer, G. F. A,,
. R. Sheff, Traf. Mgr..
. B. Wallace, Traf. Mgr.,
F. Reed, Genl, Agt..
. H. Callahan, Traf. Mgr.,
N. Coock, Frt. Traf. Mgr.,
E. Talmadge, Jr., Frt. Traf. Mgr..
R. A. Kearney, Jr., Vice Pres.,

et g

ang

Austin Williamson, Trf. Mgr.,
R. A. Merchant, Traf. Mgr.,

J. A. Blise, Vice Pres,,

Joseph Hodgson, First Vice Prea.,
T. D. O'Brien, Traf. Mgr.,

V. L, Lepkowski, G. T. A.

W. T. Gardner, G. F. A,

ADDREES

7 Wood Street, Pittsburgh, Penna.
Pler 10, Baltimore, Md.
Pier 6, Pratt St., Baltimore, Md.
Norfolk, Va.
Light & Lee Sts., Baltimore, Md.
East 9th St. Pier, Cleveland, Qhlo
Pier 34, North River, New York, N. Y.
Pier 25, North River, New York, N. Y.
211 Camp St., New Orleans, La.
787 Maln St., Buffslo, N. Y.
120 Wall St., New York City
25 Brosdway, New York, N. Y.
112-114 South Gay St., Baltimore, Md.
276 Fuhrmann Blvd., Buffalo, N. Y.
5 Brosdway, New York, N. Y,
Foot of Madison St.,, Newark, N. J.
Seventh St. Wharves, Washington, D.C.
Pier 48, North River, New York, N. Y.
1 Broadway, New York, N. Y.
Merchants National Bank BlMg.,
Mobile, Alabama
P. 0. Box 846, Jacksonville, Fla.
Pler No. 3. N. Delaware Ave.,
Philadelphia, Pa.
Jacksonville, Fla.
39 Broadway, New York, N. Y.
Broad St. Statlon Bldg., Phila.. Penna.
Pier 81, East River, Now York, N. Y.
Calvert & Poplar Hill Ave..
Salisbury, Ma.
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- CHICAGO EMBARGO ZONE

ZoNE HEADQUARTERS @
59 East VaN Bumewn ST,
CHicaco, ILL.

ADDRESS

W. D. Beck,
ZONE EMBARGO CHAIRMAN

Aleska Steamphip Company
Ameriean-Hawaiian Steamship Co.
Arnold Transit Company

Border Ling Transportation Company
California Transportation Company
Christiansen-Hammond Steamship Line
Coastwlse Line

GConsolidated Olympie Line

Detroit and Cleveland Navigation Co,
Detroit & Georgian Bay Nav. Co., Ltd.
Gartland Steamship Company A C.
Gulf Pacific Line

Hamond Shipping Comipany, Ltd.
Kingcome Navigation Company, Ltd.
Lykes-Coastwise Line, Inc.
MeCormick Steamship Company
Merchanta Transportation Company
Mississippl Valley Barge Line Company
Nicholson Universal Steamship Co.
Pacific Coast Direct Line, Inc.
Pacific Coastwise Conference

Puget Sound Freight Lines

Puget Sound Navigation Company
River Lines

Sacramento & San Joaquin Riv, L.Inc.
Spokane Steamship Company
Western Transportation Company
‘Weyerhaeuser Steamship Company

L. W. Baker, Trafl. Mgr.,

{See Pacific Coastwise Conference)
Q. W. Lang, Traf. Mgr.,

Keith €. Middleton, Mgr.

(Sce The River Lines)

(See Hammond Shipping Co.. Ltd.)
(See Pacific Cosstwiseg Conference)
(See Pacific Coastwise Conference)
L. W. Patterson, G, F. A.
R, J. McLogan, Traf, Mgr.,
Sullivan, Pres.,

E. A. Read, A=st. Traf. Mgr.,
{Sce Pacific Coastwlss Confercnee)
{Addreas Company)
W. V. Pittman, Traf. Mgr.,

(See Pacific Coastwise Cenference)
(See Puget Sound Freight Lines)
M. C. Pearson, G. F. A,,

F. J. Parker, Vies Pros,,

(See Pacific Coanmtwise Conference)
H. C. Cantelow, Secy.-Mar.,

F. E. Lovejoy, Pres.,

C. R. Lonecrgan, Asst. to Pres,,
J. H. Anderson, Tral. Mgr.,

{See River Lines)
(Sce Nicholson Univerrnl Steamshlp Co.
Jno. J. Secid. Traf. Mger.,

(Sce Pacific Coastwise Conference)

Pier 2, Seattle, Wash,

Mnackinne Island, Mich,
1232 Exchange Bldg., Seattle, Wash,

A., Foot of Wayne St.. Detrolt, Mich,
Foot of Griswold St., Detroit, Mich,
208 So. La Salle St., Chicago, 11l

215 Market Street, San Francisco, Cal.

Vancouver, British Columbln
Cotton Exchange Bldg.,, Houston, Tex.

320 N. Fourth Street, St. Louls. Mo.
140 Twelfth Street, Detrolt, Mich.

311 California St.. San Franelsco, Cal.
Canndian National Dock, Seattle, Wash.
Colman Ferry Terminal, Seattle, Wnsh.
Pier 3, Embareadero, SanFrancisco, Cal.

343 Sansome St., San Franclsco, Cal.

MONTREAL EMBARGO ZONE

ZoNE HEADQUARTERS:

487 ST. JAMES ST.,
MoNTREAL, QUEBEC

ADDRESS ¢
C. P. RiovELe,
ZoNE EMBARGO CHAIRMAN

Canada Steamship Lines, Ltd.

Canadian Pacific Car and Passenger
Transfer Company, Ltd.

Northern Navigation Company

Tree Line Navigation Company, Ltd.

N. W. Van Wyck,Frt, Traf, Mgr.,

Frank W, Dubrule, Mgr.
(See Canada Steamship
F. O. Dayton, Managing Director

P. O. Bax 100, Montreal, Que.

. P
Lines, Ltd.) rescott, Ont.

1010 Common St.. Montreal, Que.

LIST OF COMMODITIES CONSIDERED AS FOOD FOR HUMAN CONSUMPTION IN EXEMPTIONS TO EMBARGOES

Baking Powder

Bakery Products of all kinds
Beans

Butter and Butter Substitutes

Canned Fruits and Fruit Producta

Canned Meats and Meat Products

Canned Sea Foods

Canned Vegetables and Vegetable Products
Cereals and Cereal Products in Bulk or Packages
Chocolate

Cocon

Coffee and Coffee Substitutes
Condensed Foods
Condiments

Confectionery

Dairy Products, including milk, eream, butter,
cheese,, ete.
Deslccated Foods

Egga
Essences for preparation of food
Extracts for preparation of food

Farina

Fige

Flavoring and flavoring extracts

Flour, al] kinds

Foods, prepared, including those glven proprletary
names

Food Extracts

Fowls

Frults, fresh, preserved, esnned, dried, plekled or
otherwise processed for human consumption

Game

Gelatine

Glucose

Graln

Grain Products ured for food
Grease, edible

Graceries

Hominy
Honey
Hops

Ten
Tce Cream
Lard and Lard Bubstitutes

Maecaroni

Meal, cereal or vegetable, prepared for human con-
sumption

Meat, fresh, canned. drled, pickled, or otherwise proc-
essed for human consumptlon

Mince Meat

Molasges

Mustard

Nutmeg
Nuts, edible

Olls, edlble
Olives

P_epper. all kinds

Pickles

Poultry, lve, dressed, canned or othorwlsa procofsxd
for human consumption

Prescrves

Rlce

Sagoe
Salt
Saucen
gauoﬁ‘-olgflnut!l ki
en , o nds, fresh, canned, drled, pickled, or
otherwise processed for hu '
Seasonlngs for food human consumption
Sceds, cdlble, fresh, dried or canned
Soda

gmlxp, ¢anned, powders, tablots or otherwise procesncd
plces

Sprouts, barley or other graln or vegelables

Sugar

Syrups

Tallow
Taploca
Tea

Vegetobles, fresh, canned, drled, pickl

processed for human conlumptllt’): e or otherwise
Vermicelll
Vinegar

‘Water, drinking
Yennt
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APPENDIX IV
PLAN FOR CONTROLLING PORT TRAFFIC

In the event the volume of traffic moving to and through any port becomes such as
to require that restrictive measures be taken to avoid serious congestion and unnecessary
detention of equipment, the Car Service Division of the Association of American Rail-
roads, acting under authority of the Board of Direectors, in accordance with Per Diem
Rule 19, will place in cffect a control system substantially in accordance with the
following: '

SCOPE OF CONTROL

Experience having demonstrated that conditions which make for congestion at any
one of the North Atlantie ports—Portland, Me., to Hampton Roads, inelusive—will
quickly affect all of them, it is contemplated that if and when control is considered
necessary at any one of these ports, it will be made to eover all of them, each to the
extent deemed necessary.

The control system will cover all roads serving a port. It will cover all traffic for,
or intended for, export, except as specifieally excepted. If necessary, it will be extended
to cover coastwise or intercoastal movement and domestie freight for the port or ports.
(See ““A’’* for form of control.)}

If and when conditions make it- seem desirable that the movement of traffic be eon-
trolled at ports other than the North Atlantic ports—Portland, Me., to Hampton
Roads, inclusive—such situations will be covered by separate instructions, under the
direction of the Association of American Railroads, as occasion may require.

ORGANIZATION FOR HANDLING

To supervise traffic control placed in accordance with the above, the following
organization will be established:

MANAGER: There shall be & Manager of Port Traffie, with office at New York,
with appropriate sceretarial force, who shall have complete authority with respeet to
the supervision of any control placed on traffic moving to or through any port. Releases
authorizing movement of freight shall be issued only at his direction.

ASSISTANT MANAGER: If found necessary there shall be an Assistant Manager
of Port Traffic, who will assist the Manager, performing such duties as may be assigned
to him by the Manager, Because of the likelihood that the port of New York will be
the center of activity, it is necessary that the Assistant Manager shall be thoroughly
familiar with the physical layout of this port and the general flow of business in and

h it.
tI.H‘O%%BCRETARY‘: There shall be a Secretary, who shall be in charge of the office
and who shall have complete charge of the mechanics of the issuing of releases at the
direction of the Manager. ] ) N

ADVISORY COMMITTEE: To assist the Manager in the supervision of the
control established with respeet to the North Atlantic ports—Portland, Me., to Hampton
Roads, inclusive—an Advisory Committee will be appointe_d, consisting of five railroad
representatives, which shall meet with the Manager and Assistant Manager as frequently
as conditions may require. If found necessary, these railroad representatives -wﬂl be
detached from their regular duties and become employees of the A. A. R. during the
period of the emergency. The personnel of this AdVISer Committee shall be selected:
One representing ports in New England; one, the entire New York Harbor area qnd
Hudson River ports; one, Delaware River ports, including Trenton, Camden, Phila-
delphia and Wilmington; one, Baltimore and vicinity and one, Hampton Roads and the
Potomae and James River ports. These representatives, while nominally representing
these ports, will take an active part In the consideration by the Committee of situations

at any and all of the ports.
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LOCAL COMMITTEES: To assist the Manager and this Committee in the
handling of situations at the ports, local committees will be established at the following
points: For the New England ports—at Boston; for the Delaware River ports—at
Philadelphia; for uapper Chesapeake Bay ports—at Baltimore; and for Hampton Roads
and the Potomac and James River ports—at Norfolk.

LOCAL A. A . R. REPRESENTATIVES: A representative of the Association of
American Railroads will be stationed at each of these points and will act as the Chairman
of the local committee, the personnel of which will be drawn from loecal railroad and
other interests, as conditions may warrant. It shall be the function of these committees
to keep the Manager and the Advisory Committee at New York fully advised of local
conditions and, to the extent necessary and desirable, submit recommendations for the
handling of the local situations. ‘ '

In the New York Harbor area, an Operating Committee, working under the direction
of the New York General Managers’ Association, will be in econstant contaet with the
Manager of Port Traffic and his Advisory Committee.

If and when control is made effective at ports other than the North Atlantic ports,
above referred to, appropriate railroad representatives will be added to the Advisory
Committee, and local committees, similar to those outlined above, will be formed, to the
end that each local situation may be handled in a practicable and efficient manner.

REPORTS

In order that releases may be issued in an intelligent manner, the Manager of Port
Traffic will receive, not later than 11:00 A. M., daily, a report covering each controlled
port.

For ports other than New York, the statement will be in such detail as the Manager
of Port Traffic may direct, details to be determined later.

For the port of New York, it shall include substantially the following information

(which is already being developed in part under the dircction of General Managers’
Association) :

Carfloat freight for N. Y. station delivery.

Carfloat freight for N. Y. dock, B. E.D. T.,, Jay St. Term., Bush Terminal,
Freight for N. J. terminal delivery.

Eastbound carfloat freight interchange.

Rail interchange eastbound freight.

Tidewater coal.

Company fuel coal.

Grain.

Brooklyn terminal companies.

Lighterage freight, including delivery railhead to steamers,

Freight in storage facilities, carloads.

Storage space available, carloads.

Cars held at outlying terminals awaiting movement to railhead.

Number of boats (lighters, barges and carfloats) at steamship piers in excess
of 48 hours awaiting delivery. .

" Under each of these headings shall be shown:

(1) The number of cars released in the past twenty-four hours, and

(2) The number of cars on hand at 7:00 A. M.

ZRFRwnHeEEYQRR

These items shall be subdivided as to commodities, and these in turn separated as
to export, coastwise, intercoastal_ and domestic freight, to the extent to which the
Manager of Port Traffic may require.

A statement showing the number of cars in transit or held out of the port by each
road, separated as to commodities, ete., as may be required will also be furnished,
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RELEASES

AP?LICATION: An application to release freight for any controlled port, will
b_e submitted to the Manager of Port Traffic. Each application must contain the informa-
tion shown on Form *‘B’’ attached.

A separate application must be filed for each shipment.

If it is necessary to control domestie freight for a port, instructions with reference
to the filing of applications for releases will be issued at a later date. _

ISSUANCE: A release applicable to a North Atlantie port (Portland to Hampton
Roads, inclusive) will be issued only by the Manager of Port Traffic at New York. (See
““C’? for form of release.) When and if control is made effective at any other port, the
method of handling releases will be covered in later instructions. Releases will be num-
bered and the shippers must show the release number on the bill of lading. The Agent
at point of origin must show it prominently on the waybill.

November 7, 1939.

‘lA,’

SAMPLE FORM OF CONTROL NOTICE

Control Notice A. A. R. No
Effective; 12:01 A M ; 19

On account of: All railroads.

All commodities, both carload and less carload, consigned, reconsigned,
to be reconsigned, or intended for export via any port.

Applicable to:

E tions: (1) Anthracite or Bituminous Coal; _
HoopH ((2; Freight covered by a numbered’release issued by the manager of Port

Traffic, Association of American Railroads.

NOTE: The Control System will be made effective to cover such ports as conditions
| may require or as the situation may demand, and releases authorized

accordingly.
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‘lB!!

ASSOCIATION OF AMERICAN RAILROADS

Form for Application for Release

(Street, City and State)

(Address of Applicant)

(Date)
To Manager of Port Traffic,

Association of American Railroads,
New York, N. Y.

Having received authorization from

(Name of S. 5. Line)
copy of which is attached, assigning space for the following freight, application is

hereby made for a release authorizing its acceptance for movement via the port
of .

1. Originating road haul earrier
2. Station of origin
: (City) (State)
3. Last road haul carrier
4, Name of shipper
5. Name of consignee at Port
6. Export papers will be handled by
) (Name) {Company) (Address)
7. TFinal destination
(City) : (Country)
8. For shipment on
{(Name of vessel)
9. To Port of
10. Remarks
11. APPROXIMATE DESCRIPTION OF SHIPMENT
Number and ESTIMATED
Kind of Deseription of Goods Net Gross | Cubic
Packages Weight | Weight ‘ Feet

I certify that the above is a true description of merchandise to be shipped
Signature

Capacity

InsTRUCTIONS: Applications will be received only when accompaniad by satisfactory evidence

from the steamship company that space has been reserved for the freight
covered by this application,
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SAMPLE FORM OF RELEASE
(Covering acceptance of freight via port of New York)

ASSOCIATION OF AMERICAN RAILROADS
Release No. N. Y.

To Freight Agent:
R.R.

(Originating Station)

You are authorized to accept the following freight for movement via Port of New
York:

1. Name of shipper
2. Name of consignee at Port.
3. Export papers will be handled by
(Name) (Company) { Address)
4. Final destination
{City) (Country)
5. For shipment on -
(Name of Vessel and S, S, Line)
6. To Port of
7. Remarks
8. APPROXIMATE DESCRIPTION OF SHIPMENT
Number and ESTIMATED
Kind of Description of Goods Net Gross Cubie
Packages Weight | Weight Feet
d y 1% Expired , 19
Tssue (Date) (Date)
(Facsimile signature)
Manager, Port Traffic.
INSTRUCTIONS: The original of this release will be mailed to the Agent at point of origin and

retained by him; one copy will be given the applicant; one copy will go to a
designated representative of the originating carrier; one copy to a designated
representative of the last road haul carrier and one retained in the fite of the

Manager of Port Traffic,
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