AILROAD legislation designed to take

care of whatever situation may de-
velop after the return of the roads by the
government to the corporations owning
them did not pass the special session of
Congress, although a number of measures
were considered, and one, the Euch Bill,
was adopted by the House of Representa-
tives. The Senate was too busy on the
Peace Treaty fight to take up other legis-
lation.

As a consequence the railroad problem
is still before Congress and is one of the
big questions to be taken up for settle-
ment during the winter—a question, too,
that must be settled—and satisfactorily—
for the roads are going back to their own-
ers about the first of the year.

Naturally, any suggestions designed to
hring about better conditions are of inter-
»st, and this, made by Major-General W.
M. Black, U. S. A, Retired, that freight
rates be based on the cost of service, no
doubt will receive due consideration by
those who are shaping the future policies
of the transportation systems of the coun-
try. In addition, General Black would have
a Department of Transportation, to exer-
cise rigid control of all transportation sys-
tems, and aid in the development of the
country by wise development of the rail,
water and highway lines.

He was asked whether he favored gov-
ernment ownership of the roads.

“If we can obtain the result | demand
under private ownership | favor private
ownership, but if to obtain it, government
ownership is necessary, then | desire gov-
ernment ownership,” he replied.

ability of our nation to secure for itself the

maximum returns from the productivity of its
wide-spread domain. Each part of our broad land
must make its contribution toward the general well-
being, and the sum of the contributions will attain a
maximum value when each part of the land contributes
that which it can produce best and most economically.
Our conditions of living are a necessary result of our
cvilization and form of government.

Things which for a very large class of people one
hundred years ago were unattainable luxuries are now
recognized as necessities, not because of softness or
degeneracy, but the reverse, because civilization has
advanced, sharp demarcation lines between classes have
been wiped out, and a good standard of living is
r;cognm—d as a necessity toward intelligent citizen-
ship.

Unless ample means of transportation are available
and each class of transportation is used fully for the
work for which it is best fitted, the necessary distribu-
tion o1 our country's products cannot be made. Lo-
clitics will have to be supplied locally. The general
resources of the land cannot be availed of. Economic
loss must result and this economic loss must be paid
for in “ash and in want.

It i+ therefore, incumbent on us as a nation to see
toit that all our means of transportation are developed
and arc used—each in co-ordination with the others,
s0 that 11e maximum and therefore the most economical
results will be obtained.

If v consider the long-distance carriers, the trans-
portaticn agencies must be limited to two only, that is,
Steam r.lways and water carriers. By the nature of
the caricr, transportation by water must be limited to

O N THE transportation available depends the

transfer . between two points on the shores of the
Waterw..v.  Any distribution from those points must be
made . a carrier of another class. Railroads are free

from "¢ limitation and a railroad can theoretically
extend s branches to each producer and consumer.
facticilly, it is impossible, so that we find collection
and dist: bution for railway carriers must also be made
mears of one of the other forms of carriers. An-
Other (.. «dvantage suffered by the railway carriers is
the lary: amount of space required for main terminals,
for the <iorage of cars and for the composition and
d"t’"b'-;'! on of trains. Difficulties from this increase as
the citics in which these terminals are usually situated

Mereasc - size, and the congestion of these terminals
$a cau of great delays in rail freight deliveries. So
great 1. this disadvantage that the question of the re-
moval i these terminals to greater distances from

tenters of collection and distribution is receiving seri-
U8 consideration and the necessity of a closer co-
ordination of rail and motor truck freight movement

s constantly growing more pressing.

HE mere statement of the desirability of a close
g Co-ordination and co-working of all se agencies
or the movement of freight as necessary for the gen-
prosperity would seem to be all needed to lead to a
Faviction, yet those
M‘“ sears past there has been destructive competiti
the o the railway and the waterway carriers in which
thein““'an have 80 successful as to have driven
P competitors from the field in a great
?nm: ﬂ‘ the United tates, leaving the great highways
by our navigable streams and canals almost

Unused,
The railways have been t nt factor in the
::l“’m@nt of tl:i.:nmuy,“ﬁ:? haser s formed for
construction and a well-de-
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agencies are not co-ordinated.

THE DEARBORN INDEPENDENT

What About the Railroads?

By MAJOR-GENERAL W. M. BLACK, U. S. A., Retired

into this field of endeavor and found the people at
large ready and willing to subscribe the necessary capi-
tal. Railways were built along disadvantageous routes
simply because the mare advantageous routes already
had been occupied. Other lines were built in excess
of the needs of transportation.

At first, no limitation was placed upon the railway
transportation charges. These were limited in amount
purely to “what the traffic would bear,” and the only
limitation on this was the competition between the
railways themselves and the competition with water
carriers when such existed. Each railway company
took whatever measures it deemed necessary to secure
its own special prosperity with little regard to the gen-
eral public interests.

This era of railway speculation came to an end
because of the great financial losses involved, most
particularly to the investors in railway stocks. Later
the government, in answer to popular demand, under-
took the partial regulation of railways and of rail
rates. Finally, under the stress of war, the United
States Government took over the control of the lines
and eliminated still other features resulting from the
original uncontrolled ownership and competition be-
tween the railroads. It now scems probable that the
reforms made have come to stay. Can not these re-
forms be extended?

If the railroads be and are common carriers, given
privileges and rights for the benefit of the public, should
not these common carriers be compelled to follow lines
which will co-ordinate them fully with common car-
riers of other classes and bring about the utilization of
all transportation agencies?

The ultimate cost to the shipper will be the con-
trolling factor of the agency to be used for shipments.
It is, therefore, manifest that the prime requisite for
the co-ordination of the various agencies shall be that
transportation rates charges shall be based on the cost
of the service rendered. In no other way can the ad-
vantages and disadvantages of each agency be weighed
and real co-ordination be assured. Further, in no other
way can be secured the desideratum that transportation
in general is carried on most economically. It is no-
torious that the existing system of railroad freight
rates i1s not based on this principle—the cost of serv-
ice rendered being in some cases greater and in some
cases less than the rate. The railroad freight rates
of today are still based on other principles. The old
rule of “what the traffic will bear” was a simple relic
from the days of unregulated monopoly.

The natural laws of supply and demand will insure
a full distribution without the aid of agencies whose
aim is not philanthropy. If an article is needed it
must be had and its cost must be met. If it is not
needed, it should not be supplied.

Why should any corporation of private individuals
be permitted to regulate commerce by regulating what
articles shall or shall not be available? How does this
become a function of a common carrier? It is the
duty of the directors of a railway corporation, as trus-
tees of the stockholders, to see to it, as far as lies in
their power, that the total net revenues are in amount
equal to the expense of operation and maintenance
plus a fair interest on the money invested. To do
this they must make a fair charge for the services
they render. One rate of charge to one man and an-
other rate of charge to another man for the same
amount of service 1s unfair. This is taxation. One
man is overcharged that another may be rendered
more Pprosperous,

It is the same for communities. Why should one
community be favored by railways more than an-
other? What right has any set of private individuals
to use powers granted by the people at large in an en-
deavor artificially to offset natural advantages of loca-
tion? If one locality has such natural advantages that
its earning possibilities are greater than another, why
should it not enjoy them? There again natural laws
will restore equii'ibrium. Production will be regulated
by the needs of the people and being so regulated will
not be subject to over-stimulation at times and starved
out at others by the establishment or change of arti-
ficial conditions. The history of our country and of
the world at large shows that when business is based
on artificial conditions it is qlways‘ precarious, always
subject to panics and over-stimulation.

The contention that it is impossible to decide the
cost of the service rendered is a reflection on the in-
telligence of the railway operators. If freight classi-
fications be based on the care necessary for the safe
carriage of the goods and the kind of equipment re-
quired for their transportation, the application of mod-
ern methods of analysis and cost-keeping will readily
determine cost of the service for each class, or at
least a practicable and reasonable approximation of
such cost.

The further argument that certain classes of ma-
terials could not be carried at remunerative rates is
also unsound. What commodity is of so little real
value that to be used it must be offered at less than
cost? Trade necessities always are met.

Then again, another basis for the fixing of freight
rates is that the rates shall be lower to points where
there is water competition. In other words, therefore,
if the rates to such points be fair for the cost of the
service rendered, the rates to points not having this
water competition must be unfairly high, or, if the rates
to points having water competition are less than the
cost of the service rendered—always including in this
hrase “a fair profit for the investors,”"—then the de-

jency must be made up by higher rates to the in-
erior points,

y Thepowhole proceeding appears to me entirely con-
trary to our conception of the ideas of government. If

rates be made low to a certain point and the deficiency
in revenues then made up by higher rates to other
points, the railroad company is developing the favored
points at the expense of the remainder of the coun-
try. In other words, the railway is taxing one set of
communities for the benefit of another set of com-
munities,

It is exercising a right of taxation which in all free
government has been delegated by the people only to
their duly elected representatives. Further than that,
if the railways are developing manufacturing and
other interests of certain sections of the country at the
expense of similar interests in other sections, then
again they are exercising powers only intended to
be vested in ‘the duly elected representatives of the
people.
~ The whole system is a distinctly selfish one, devised
simply for the greater prosperity of the railroads and
mvolves the exercise of power and of functions which
have nothing to do with the fundamental reason
for which the railroads exist, that is, as carriers of
goods.

The development of the country and the fostering
of manufactures are proper, but when paid for by the
general public they should be done by the authority of
the people exercised through their duly elected repre-
sentatives. The railroads should be compelled to ad-
here to their function as carriers and to cease the ex-
ercises of the prerogatives of sovereignty.

EZT us insist on a change. Let us demand that com-
mon carriers be restricted to their duty as common
carriers ; that the freight rates be based scientifically on
the cost of service and that all agencies be co-ordinated
and made to have proper arrangements for the inter-
change of trafic. Let us see to it that the powers
granted are rightfully used, and that the expenditures
for development are justified by proper service; that
any route to be developed, railway, waterway, or high-
way, shall be worthy of development and when de-
veloped be used for the public service at rates which
can defended as representing the cost of the sery-
ice rendered. Let the federal agency be truly an inter-
state commerce agency and not simply a regulator of
railways,

Can we not learn a lesson from the war? Is there
not a golden mean between the unthinking machine de-
veloped by autocracy and the extreme individualism of
democracy? Have we not had proof of the necessity
for concerted action where great public issues are in-
volved? Is not the broad question of transportation
such an issue? Must we not deal with it as a public
question and not one for the unregulated and unsuper-
vised activity of individuals whose primary motive will
be self-interest? Is not the entire question worthy of
study on broad lines with a single objective in view—
the welfare of the nation?

Transportation forms a fundamental part of the
foundation on which the business of the country is sup-
ported. If this foundation be firm and secure the super-
structure may be shaken at times but is in no danger
of destruction. If, however, the foundation be not se-
cure, but is supported by temporary props which re-
quire constant attention and repair. business itseli is
rendered insecure and, there being a possibility of de-
struction, a panicky feeling at least is developed when-
ever any slight disturbance is felt. A system of freight
rates resting on an arbitrary and artificial basis is
such a prop. The constant calls for the intervention
of the Interstate Commerce Commission show this.
Changes in freight rates are of constant occurrence.
Communities considering themselves prejudiced by a
ruling agitate for a change—opposition is made by oth-
er communities and the railways and the commercial
centers are in a continuous state of turmoil.

If the rates were based on a fixed principle such as
that of cost of service rendered, once the cost is pro-
vided, the question will soon adjust itself. If the
operating costs increase, rates must be increased. If
the operating costs become smaller the rates must be
lowered. The condition of railway finances for the
past ten years and the constant efforts to obtain an in-
crease of rates to meet a diminishing net revenue show
also that the present basis for that revenue is not so
clearly justified as to permit of irrefutable proof.

To insure the full benefits of transportation, all
agencies must be worked together; to secure this
there must be the same basis for charges for service
for all, and to obtain a basis free from question the
charges must be based on the cost of the service
rendered,

Such a change must be made only after a close study
of all objections. All kinds of arguments will be
raised for and against it. But a proper basis can be
reached if always the fundamental principle be kept in
mind, that common carriers exist solely for the purpose
of transportation, and that they exist solely for the
benefit of the entire country. Individual interests may
suffer temporarily by the change, but individual inter-
ests should receive light consideration in comparison
with the permanent good of the nation at large.

Should we not have a Department of Transporta-
tion charged with the development and co-ordination of
all the transportation agencies of the nation, and
empowered to make such regulations and ¢ in
existing conditions as a careful study may show
necessary ?

The necessity for railway, waterway and highway
development is admitted—all should come within its
activities. The task of such a department would be
arduous, and time will be required to determine the
steps necessary and the for carrying them into
execution. Is it not high time thu‘me work is
started ?
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