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support in the matter of election, you must stop (or use your influence
to stop), this persecution of railroads, and do so at once.

They should be better paid for handling both freight and pas-
senger business, and in some communities should bhe allowed to get
on their feet.

1f the men in all departments, regardless of how small they may
secen, would only stop to realize that if the railroads could only make
more money for the service they perform for the public, they, as
employes, would have less trouble and would meet with less resist-
ance when they ask for better working conditions or inerease in
salary.

As 1t is today, everyvbody is in favor of reduction of some kind
in both freight and passenger rates, which cuts the carning power of
railroads—they don’t care how much, just so there is a reduction.

When you stop to think of the e¢legant trains that are rim for the
accommodation of the traveling public (and many of them do not
pay the expense of the running, to say nothing about the wear and
tear on track and equipment) 1t is absurd to talk about cheaper rates.
Of course, certain ones may say, ‘‘ Why, they surely arc making more
now, look at the railroads today and twenty years back, if they had
made money then, why they are making money now. Look at the
increase of cars in all trains.”

Just stop and think how much the cost of operating these trains
has increased, from salary of the men up. The railroad has to be
more perfect—hridges, block signals, interlocking plants and other
things too numerous to mention, to say nothing about the cost of all
kinds of equipment which are an absolute necessity, and are in almost
all cases required by the law, and are a good thing for all concerned.

When all these different things are expected by the publie of
the railroads, why should the railroads not be permitted to have better
working eonditions in the way of rates to overeome the said extrs
expense of these improvements. No, instead the public want to
reduce all rates and income to the railroads, but increase the cost of
operation in almost every way.,

It is every man’s duty to do all he can for the good of the ecom-
pany for which he works and by so doing he not only helps himself
and his family, but every man and every man’s family working for
said railroads.

Don’t look at this matter in a light way, but in a serious way,
for if the present conditions continue, yon may be the unfortunate
onc to he ont of work and when you suffer your family certainly
does also.

Help the company for which you work and it will help you.
Now is the time—do not delay.
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REAL RAILROAD RELIEF REQUIRES RESTORATION OF RATES.

By George G. Boardman

The real relief needed by the rail-
roads of the United States today is,
first, a restoration, or at least partial
restoration, of their rates to those pre-
vailing a few years ago, and second, to
be let alone by the Federal and State
Governnments and not to be hampered
by increased and unnecessary expenses
caused by unwise legislation.

The expression “restoration” of rates
rather than “increase” of rates has
been intentionally used because the
railroads have suffered for years from
an almost continuous reduction in
their rates, both for passengers and
freight, and it will be shown here that
if they were to be allowcd a restora-
tion of cven one-half of such reduc-
tion, their present serious condition
would be cured, which would result
in a much needed stimulation to gen-
eral business conditions all over the
country such as nothing else could
bring about.

In the compilation of the figures
prescented liere much care has been
used, and while they arc necessarily
approximate, the intention has been
to understate rather than to overstate
them, They cover the total railroad
mileage of the United States, which
on June 30, 1914, represented ahout
255,000 miles.

What the gradual reduction in rates
referred to above has meant to the
railroads may well be shown by the
following:

About twenty-five years ago, or soon
after the Interstate Commerce Com-
mission was created, the railroads re-
ceived an average of $2.35 for hauling
a passenger 100 miles. This last year,
over much more costly roadbed, in

equipment far more expensive, and
with superior service, they received
$2.00 for the same haul, This reduec-
tion of 35 cents for carrying a pas-
senger 100 miles may seem small to
some, but when it is realized that on
the passenger business of last year it
represented a difference of $123,000,000
its importance to the railroads be-
comes evident,

During the earlier period the rail-
roads received an average of $1.00
for hauling a ton of freight 100 miles.
T.ast year, giving far better service,
their average receipts were less than
73 cents for the same work, This re-
duction of 27 cents applied to last
vear’s freight business meant a differ-
ence of §791,000,000. In other words,
had the same passenger and freight
rates prevailed the past year as were
in force twenty-five years ago, the
Net Earnings of the railroads would
have been $914,000,000 more than they
were.  One-half of this, brought about
by a reasonable restoration of rates,
would have enabled them not only to
have paid all their interest charges
and a fair return on their capital, but
also to have made much needed addi-
tions and improvements, and to have
carried many millions to their surplus
accounts to provide for lean years.
Moreover, their ability to do all these
things out of their earnings would
liave immeasurably enhanced their
credit so that there would have been
no trouble in securing the funds need-
ed for the construction of the 5,000 or
6,000 miles of new railroad which a
fast-growing country like ours should
build each year.

When we make a careful examina-
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tion of the expense side of their ac-
counts the first thing which naturally
attracts our attention is the increased
cost of maintenance of way and equip-
ment, a large proportion of which is
represented by labor. The following
figures show the average cost of main-
tenance for each mile of road this last
vear in comparison with the year 1889:
1914,

Maintenance of
Way .o R1,655 & 043

Muiutensnce of
Iiquipment .. 2,125 618

1889, Ine.
$ 710
1,427

Pct.
5%

2049

Total  Mainte- .
nance Mile. .33,780 1,612 §2,137 130%

The above figures disclose at least
one fact, namely: that for every $100
paid for maintenance per mile of road
in 1889, it cost the railroads $230 in
1914—an increase of 130 per cent, or
much more than double the amount.

So much has been written regard-
ing the increased cost of labor, mate-
rials, and fuel, that it seems futile to
more than refer to the large increasc
in Transportation Expenses which are
made up of those three items. The
average increase in the cost of those
items since the earlier period referred
to is at least 40 per cent, and probably
nearer 50 per cent. As to labor, few
realize that it absorbs directly or in-
directly sixty dollars out of every $100
earned, forty-five dollars being paid
directly to labor and fifteen dollars
indirectly through such part of the
cost of materials and fuel as is repre-
sented by labor. Rolling stock costs
over 50 per cent more, after making
due allowance for increased capacity
and durability. Rails and ties cost
over 40 per cent more per mile of road.
In the meantime taxes have increased
from $179 to $559 per mile, or 212
per cent,

The time has come for the think-
ing public—and Americans are intel-

ligent thinkers—to pause and ponder
over the railroad situation of the pres-
ent, and to ask themselves if our trans-
portation lines which make possible
the commerce of our country should
not be allowed a more nearly just re.
turn for their work; for an unbiased
mind need make little more than a
casual study of the real situation of
the railroads to become convinced of
their urgent need for better rates, and
of the benefits which would result
therefrom, not only to the roads them-
selves, but also to gencral business
throughout the country.

Would not any business man be
deeply concerned to discover that his
expenses were increasing faster than
his receipts? And yet that is the con-
dition of the railroads today. Iour
vears ago their net earnings were
$838,000,000; this last vear they were
$718,000,000—a decrease of $120,000,
000, During these four years one and
one-half billion dollars of fresh capi-
tal was put into the railroads in the
construction of 14,000 miles of new
roads and in additions and better-
ments to existing roads. To have
carned 5 per cent on such new capital
the net earnings should have been
$75,000,000 more than they were in
1910, while as a matter of fact, as
shown above, they were $120,000,000
less. Iiven during the past year, and
in the face of an increasc of over 4,000
miles of opcrated road, their gross
earnings were $75,000,000 less than the
vear before, while their expenses and
taxes were $49,000,000 more—the net
carnings being $124,000,000 less. Let
any busincss man ask himself what
sort of a business proposition this is;
what incentive there is for a man to
invest any part of his capital in a
business which, with increased capi-
tal put into it, shows a decrease in



THE FRISCO-MAN 7

return. Such conditions ought not to
be allowed to continue. The rcmedy
lies with our Federal and State Gov-
ernments and it cannot be too quickly
applied. Railroads have only one thing
to sell—transportation. They are not
permitted to say what they shall sell
it for. They have many things to
buy, such as engines, cars, rails, ties,
labor, material, fuel, and other sup-
plies, for all of which they are forced
to pay much more than formerly.

Some of the largest shippers in the
United States, the men out of whose
pockets would come any rostoration
of freight rates which may be allowed,
have begun to realize the nccessity for
higher rates and have openly ex-
pressed themselves in favor of a sub-
stantial increase, for the reason that
in their judgment it would not only
benefit the railroads but would result
in material benefit to their own busi-
ness and to all business.

Two or three ycars ago the head
of one of the biggest shipping houses
in the country, whose freight bills
are among the heaviest of any ship-
pers, openly stated that the solution of
the railroad rate matter was of the
utmost importance to the gencral pros-
perity of the country, and tnat he be-
lieved it would be to the advantage
of the average merchant to pay some
increase in freight rates, He took as
an example a retail business with
gross receipts of $1,000,000 a year, lo-
cated west of the Mississippi, and
which paid about $25,000 a year on
freight from the Xast, and stated that
if the freight rates were to be raised
12 per cent such busincss would pay
$3,000 additional each year to the rail-
roads, He then said, “I.et any mer-
chant look back carefully over his
records and note the fat years and
the lean years and then mark the

years of general railroad extension and
improvement on the one hand, and
the years of railroad retrecnchment on
the other, and I am sure he will find
that his prospcrity on the average has
increased with the progress of the
railroads and has waned with their
lack of progress.”” His conclusion was
that if the retail business referrcd to
were to pay the $3,000 additional in
freight rates his investigation had led
him to believe that the general ac-
tivity which renewed buying by the
railroads would induce would increase
that retail business at least 5 per cent,
and perhaps as much as 10 per cent
or 15 per cent, and that at a mini-
mumn increase of 5 per cent such con-
cern would get additional sales
amounting to $50,000, at slight addi-
tional cxpense, excepting for freight,
and that it would be entirely safe
to say that its net profit on such sales,
before deducting the increased pay-
ment to the railroads, would be at
least $6,000, or twice as much as it
would have to pay by reason of such
increased rates.

The vice-president of one of the
largest manufacturing concerns in the
world, whose works are in St. Louis,
and whose freight shipments are enor-
mous, has for several years been a
strong advocate for a reasonable ad-
vance in railroad rates, and believes
that if it were granted there would
be a large increase in business, in
which his company would share, and
that the recollections resulting from
such increase in business would re-
main long after the amount of the in-
creased rates was forgotten.

Although the need for a partial
restoration of rates is apparent as to
almost every railroad in the country,
it is most urgent to the roads west
of the Mississippi which run through
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sparsely settled territory and haven’t
the advantage of the dense traffic,
both in freight and passengers, which
is a help to the eastern roads.

These eastern roads, by the way,
have been seeking an increase of 5
per cent in their freight rates, which
has been only partially allowed. The
vital need of a substantial increase in
rates for all roads in the country—
the southern and western ones as well
as the eastern ones—may be more
easily realized when it is known that
if all the roads in the United States
were to be allowed the equivalent of
a full 5 per cent increase in freight
rates it would mean only $107,000,000
to them, based on this last year’s
freight business, while it has already
been shown that their unet earnings
for last year decreased $124,000,000
over the preceding year.

In other words, even had all the
roads been benefited by such 5 per
cent increase this past year they
would still have been $17,000,000

worse off as to their net earnings than
they were the year before!

The railroads’ condition today may
be compared with that of a man laid
up sick in bed and unable to move to
help himself, although he has obeyed
instructions and done what he could
to recover his health, Doctors and
nurses are standing around saying
that there isn't anything they can do
for him. 'The railroads are in a sim-
ilar state, for they are unquestionably
in a weakened condition from the
medicine which they have heen forced
to take; they need a different prescrip-
one which has at least an ele-
and
even if they get such encouragement
through partially restored rates, there

tion;
ment of encouragement in it;

is bound to he a period of conval-
escence before they are able to get on
their feet again and properly handle
the increased business which is sure
to come to them within the next few
months.

Work on
mental concrete arch, at Bridge C-335,
Northern Division, shown in the above

the double 14-foot sege-

reproduction, has just recently been
completed.

This arch is constructed of crushed

stone instead of the chat material
usually used for such structures.

Foreman D. Abbiatti, who was in
charge of the work, may be seen stand-
ing in the center of the group of men
shown in the picture,





