
HOUSE No. 338.

House of Representatives, April 28, 1875.

The Committee on Railroads, to whom was referred the
Order of the House, viz. :

Ordered, That the Committee on Railroads inquire and report
whether the Boston & Albany Railroad Company is furnishing
proper facilities for the transportation of merchandise and for the
promotion of the trade and commerce of the Commonwealth, and
particularly whether its rates of freight and other arrangements are
properly adjusted so as to encourage the shipping of freight to and
from the port of Boston, and further, whether the State Directors of
said company have complied with the provisions of Resolve 90
of the Resolves of 1866, and of chapter 226 of the Acts of the
year 1873 ; and that the Committee report any legislation needed to
promote these ends, and send for persons and papers.

Have considered the same and report: That a lengthy hearing
was had, at which those having complaints to make appeared
and made their statements, to which Mr. Lincoln, the vice-
president of the railroad, replied. A full abstract of this
testimony, and copies of the arguments of Messrs. Moseley
and Lincoln accompanying this Report, for the information of
the House. It is, therefore unnecessary for the Committee
to refer to it in detail.

The Committee report that, in their judgment, the Boston
& Albany Railroad Company has provided, by its equip-
ment and terminal arrangements, all the proper and necessary
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facilities which arc required for the prompt transportation of
freight, but that its rates of freight to and from points in the
South and West have not been as low at all times as the rates
offered by some of the other competing routes.

The Committee also report that the State Directors have
made the reports of their doings for the years 1873 and 1874,
as required by the provisions of chapter 226 of the Acts of
the year 1873.

The Committee also report that no further legislation is
necessary.

For the Committee,

WILLARD P. PHILLIPS.
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Mr. J. H. Locke said, the principal difficulty which
embarrassed the grain trade, was the want of guaranteed
bills of lading. The bills of lading given were an uncertainO O O

security. Dx-afts were drawn upon them, and merchants were
almost entirely in the hands of the shippers, the security of
the consignees depending upon whether the weight holds out.
The difficulty applied particularly to persons doing a com-
mission business, and because guaranteed bills of lading are
not given, a great many had been driven out of business.
There had been times when the shortage had been consider-
able, but it is not quite so much now. Another difficulty
was, that while grain for Boston was charged on the full
amount put into the car at the elevator, no charge was made
on any excess in cars going to country points, where, gener-
ally, the quantity delivered exceeds quantity billed ; so that,
through this under-billing, country dealers have great advan-
tages over Boston dealers. The cure for these evils would
be a guarantee bill of lading. Another matter was that
freights from the West are decidedly against Boston,—by
the published rate, five cents more; but the agents in New
York never hesitate to cut the rate to New York, in order to
get freight. In reply to a committee, Mr. Bliss, the general
manager of the Boston & Albany had said, if Boston mer-
chants could show that to be a fact, he would cut too; but
the parties who shipped to run Now York on cut rates did
not want to show their hands, because it would simply put up
the rate to New York. An agent in St. Louis had told him
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they could not make a contract to Boston, because, though
the Western roads were willing, the Boston & Albany would
not pro rate with them. Another point upon which he had
letters was, that freight had been carried through Boston to
Portland for five cents per hundred less than the Boston rate.
He had been told by a gentleman in Boston that special par-
ties in Boston had been promised and had received guaranteed
bills of lading.

Mr. Calvin M. Winch testified that he had abandoned the
grain business on account of the refusal of the line to give
guaranteed bills of lading. He could not tell who was to
blame, but suggested, as a remedy, that the railroad should
weigh grain which it receives, and give a bill of lading good
for a certain number of bushels in Boston. He had never had
a bill of lading for corn, with a guarantee to deliver a specific
quantity. So far as freight came over their road, he con-
sidered the Boston & Albany Railroad Company the party
giving the bills of lading issued by the Red, White and Blue
lines, but they did not have the exclusive control in issuing
bills of lading. If the company should take a firm stand for
guaranteed bills for Boston freight, he thought they could be
secured.

Mr. Joseph F. Paul said he had much troubleabout shipping
lumber. His lumber was kiln-dried, and required box-cars.
These, though promised, he could not obtain always, and
frequently his lumber was put on open cars ; and, though he
agreed on certain rates, extra charges were made. My lum-
ber, when exposed on open cars, is injured, and frequently I
have had to re-dry it. For this damage I could obtain no re-
dress from the Boston & Albany, but the Boston & Providence
has always made allowance when mistakes in loading on open
cars have occurred on their road. Have been obliged to send
lumber to New York, because I could not get it brought to
Boston. He thought the grain matter was a simple question.
When the Boston & Albany Railroad Company signed a
bill of lading, they should weigh the grain in, and the con-
signee at this end should know what he was to set. It seemed

O O

to him that it was possible to draw a bill for that purpose.
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He considered that the agent signing bills of lading at point
of shipment, was, to all intents and purposes, the representa-
tive of the Boston & Albany Railroad Company.

Mr. Alvin F. Shumway, representing the Bay State
Sugar Refinery, stated that the firm shipped nineteen per-
cent. of its freight by the Boston & Albany Railroad ; forty-
one- per cent, by the Vermont Central and Grand Trunk,
and thirty-eight per cent, over the Erie. He had that
morning been offered freight over the Baltimore & Ohio,
ten cents per hundred less than by the Boston & Albany,
with an all-rail bill of hiding, which they insured. They
would be glad to give the preference to the Boston & Albany
all the time. It was fully as direct, and parties prefer to
have their freight shipped by the Boston & Albany, he
supposed because they do the business better. One advan-
tage is that it goes through without change of cars.

Sir. N. G. Chapin, of the transportation committee of the
Boston Board of Trade, disclaimed any hostility to the
Boston & Albany Railroad, and said he had always received
the most prompt and generous treatment personally, and
they have been inclined to live up to their contracts, though
the contracts were pretty shrewdly made. The great thing
he had to complain of was the unjust discrimination between
freight to Boston and to New York. That discrimination,
was nominally five cents, but frequently ten or fifteen cents
per hundred. One interest for which he spoke for the year
ending April Ist, 1874, paid $350,000 freight money to the
Boston & Albany Railroad Company, which he thought was
$30,000 more than would have been paid if the parties had
lived in New York or Chicago. But for this inequality these
parties ought to be paying the company $500,000, if Boston
merchants could have have the facilities afforded by New
York and Chicago. Within a week he had had occasion
to get 1,000 barrels of pork from Chicago to Boston. The
lowest rates were to Boston, forty cents and to New York
thirty cents. The pork was sent to New York, the difference
being thirty-three and one-third per cent. The general
result was that Boston was losing the business and the Boston
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& Albany Railroad Company the freight. The discrimination
of five cents per hundred on live hogs enabled New York
dealers to ship theirs to New York and send their pork
to Boston and undersell the Boston merchants. Another
important matter, and one which seemed to indicate a
great want of foresight on the part of the associated lines
between Chicago and the East,—the through bills of lading
from Chicago to Liverpool were very disproportionate to
those given to Boston and re-shipped. The difference was
such that freight from Chicago to Liverpool was cheaper than
Boston merchants can procure it. Only within ten days the
committee had a visit from a gentleman representing a line
of road from Chicago to Buffalo, who acknowledged the
injustice of the discrimination against Boston, and said he
would begin on their associated roads to see what could be
done about it. That left but the New York Central and
Boston & Albany, which were very good friends. The rem-
edy was very simple : for the associated lines to bring their
freight from Chicago to Boston at the same price as to New
York. Another remedy was for the gentlemen representing
the associated railroad lines and steamship lines to get
together and decide upon a fair rate of freight on bills of
lading through from Chicago to Liverpool in comparison
with the local rate to Boston. Of course the power of the
Boston & Albany was somewhat limited, but they were the
owners of a considerable portion of the whole line of road
to Chicago, and what they might say would be done. He
had no doubt that machinery could be arranged by which the
State could manage the road.

Mr. John P. Squire fully endorsed most of the state-
ments made by Mr. Chapin. The Boston & Albany Rail-
road Company had used his firm well, but he would like to
have the discrimination done away with. If that were done,
he would ship one-halfof his goods to Europe. He supposed
the company were doing all they could, and if they were,
they were not to blame. The matter of extra distance and
grades did not seem to be a proper reason for the discrim-
ination.
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Mr. Heesey B. Goodwin testified that the matter of guar-
anteed weights was a vital one to his business, and it was
connected with another great evil, the under-billing of grain
to country points. When guaranteed bills of lading were
given, and then only, under-billing would be entirely checked.
In this connection, he read from a report of a Committee of
the Chicago Board of Trade of 1872, and gave instances of
shortage. His opinion was, that as the Boston & Albany
Eailroad Company were part owners in the colored freight
lines, they could control the issue of guaranteed bills. They
can get no allowance when there is shortage, which sometimes
occurred from leaky cars.

Mr. Charles Dimmock said that his firm had weighers’
certificates attached to bills of lading, and claimed to have
the same amount delivered in Boston. Had made claims
against the Boston & Albany Eailroad, but the matter had
not been settled. They had never allowed a case to go into
court, but had paid him money on account. Ho thought
they had settled some particular bill. The firm had replev-
ied some grain from the railroad company, and had taken
the position that if they could prove the delivery of the
grain, the company would be responsible for the same
amount. They had tried two years, at a cost of a thousand
or fifteen hundred dollars, to get the case into court, and had
not been able, because the company settled. He considered
that, if it were settled by the supreme court that the road
was responsible for all shortages, that would remove all the
difficulty. The firm received guaranteed bills of lading by
the National Despatch line, and had shipped a large amount
of grain that way, on that account. The shortage on this
line did not amount to more than one-quarter of one per
cent. They would rather do business over the Boston &

Albany, with guaranteed bills. In case of leaky cars, they
had been unable to obtain allowance for shortage.

Mr. Henry J. Nazro said the result of the experience of
his firm in the transportation of grain indicated that the only
way it could be brought here to an advantage, and Boston
benefited, was by having the bills of lading guaranteed.
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He mentioned a case of shortage that happened the previous
week, in which a carload billed for 398 bushels fell short 88
or 90 bushels. Another point was that it was a duty owing
to Boston that freights should be guaranteed in order that the
country merchants should not be able to undersell those in
the city. The country dealers paid according to their way-
bill, and in the city the grain was elevated and Boston mer-
chants paid on what they received. In his opinion, if the
Boston & Albany Railroad would really set their minds
upon it, and put their foot down, they could so arrange with
the 'Western railroads that a large part, and virtually the
whole, of their bills would be guaranteed.

Mr. Jerome Jones, an importer of crockery-ware, said
they found that from all important ports of shipment like
Liverpool, Bremen, Hamburg, Havre, rates of freight were
very much higher to Boston than to New York, because it
was impossible to give vessels return freights. The trouble
with the Boston & Albany Railroad was that the officers
wanted to make the largest per cent, of profit on the smallest
amount of business. If this policy was followed and coin-
cided with, manufacturers would go West to places where
food could be obtained cheaply, and Boston would become a
desirable place to live in, but an unsatisfactory one to do bus-
iness in. He did not think the Boston & Albany Railroad
Company was doing all it could for cheap transportation.
Their intei’est was in their local business, because they could
control it and fix an arbitrary rate for it. Their assigned
reason for not desiring to do through business was that there
was no money in it. The company was very tardy in build-
ing its elevators, but since they were built they had been
kept full. The rates were not reduced until it was probable
that the last steamer would be taken off from the port. The
grievance of the agents of the different lines of steamers was
that the local rate prevents the accumulation of grain in Bos-
ton, and the agents are obliged to order cargoes from the
West two weeks before the steamers sail. The principal
point he wanted to make was that Boston should stand upon
a practical equality with New York. If the Boston & Albany
Company were willing to be enterprising, with one meeting of
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the directors, or with one effort of the general freight agent,
the rates could be made equal with New York. It would
increase the commerce of Boston tenfold in twenty-four
months. The managers of the road should live in Boston, so
as to be readily reached by the consignees, and identify them-
selves with Boston interests in order to secure such rates.
Competition he considered the only remedy for the present
state of affairs. A competing line owned by the State would
be under the protection of the people. He thought the Bos-
ton & Alban}' could carry freight at a lower rate than the
whole through business of the country was carried for. They
had never yet touched bottom to show what they could do.
He had heard that they were carrying freight through to
Portland at five cents per hundred less than to Boston. The
effect of the present rates was that he could deliver crockery
in St. Louis and other Western points cheaper from New York
than from Boston. The goods that he shipped from Boston
went largely by the Baltimore & Ohio Railroad, National
Despatch, Vermont Central and Grand Trunk. There had
not been a time in the last fifteen years when goods could not
be sent by the Baltimore & Ohio Railroad, National Despatch
and Grand Trunk lines, as low or lower than by the Boston
& Albany. Local freights, west of Palmer, were so high that
merchants, buying crockery, went to New York for a market.
The remedy that could be put to these evils was either for the
State to take control of the Boston & Albany Railroad, as an
improved highway in the interests of the State, or to see to it
that the other line to the West through the Tunnel is put into
operation and secured, by the State, from any monopoly of
great railway kings. If he could be assured that Boston was
to stand on an equality with New York, he would not ask any
thing further. The Boston & Albany could control rates
on the New York Central, by connecting with the Sus-
quehanna Railroad at Schenectady. He understood that the
Boston & Albany had the power to make western-bound
freights. With regard to eastern-bound freights, he thought
if they should go into conference, and make, and insist on the
demand they should make, there would bo no opposition to it.
He would favor state ownership on no other condition than
that a remedy could be obtained in no other way.

2
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Mr. Henry R. Reed said, looking upon the railroad cor-
poration as a corporation responsible only to its stockholders,
he had no fault to find. The company had always done all
they had agreed, and all claims had been satisfactorily ad-
justed. But when it came to the question whether they have
done all they could in the way of rates for goods moving
West, the facts and figures he could give would be all he
could oiler. The shipments to the West made by his firm
during 1874 were 6,485 tons, of which 745 tons were carried
by the Merchants’ Despatch, Red, White, Blue and Interna-
tional lines, which were all the lines going over the Boston
& Albany Railroad. The balance, 5,740 tons, was carried
by the other all-rail lines, the Baltimore and Ohio, National
Despatch, and the lines running over the Erie ; the Baltimore
& Ohio giving an all-rail bill of lading. He believed the
facilities of the Boston & Albany were better than those of
any other road running out of Boston. His reason for ship-
ping by other lines was cheaper rates. He did not know that
they had any advantage, except that they must have business.
He was not prepared to say that his firm would have to re-
move their works if it was not for the Baltimore & Ohio
Railroad. According to the best of his knowledge and be-
lief, the Boston & Albany Railroad was under no obli-
gation to the State. The road was managed just as any good
business man would manage it to get as much as possible out
of it with as little labor as possible. He had no doubt it
would be a great advantage if the rates to Boston could he
made the same as to New York.

Mr. Edward Kemble, President of the Corn Exchange,
said he had nothing to say except the old story of the discrimi-
nation against parties sending freight eastward, which must be
done away with if Massachusetts was to maintain her com-
mercial position. The difference in freights to Boston and
New York was from ten to fifteen cents, and it had once been
so admitted by the general manager of the Boston & Albany,
who said it should be remedied, but Boston merchants had
never had the bills to show the difference. The cut could be
made over the New York Central, from Chicago, Buffalo and
Milwaukee. Had had some trouble with grain falling short,
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and had not been able to collect claims rapidly. A cure for
shortage would be a guaranteed bill of lading. Another
point was, that the Boston & Albany Railroad ought not to
give a through bill of lading to a foreign port, because it
brought no business to the city or to the State, for whose
development the road was built. The result of through bills
of lading to foreign ports is to make grain cost less in Liver-
pool than in Boston, where the contracts are made. He
thought the railroad company was disposed to encourage the
loading of foreign steamers in Boston to the best of their
ability, but such an export business brought no prosperity to
Boston or the State. He had never known the Boston &

Albany to give other than the advertised rate to Boston. If
the local merchant had the terms allowed the exporters, the
trade of Boston would be largely built up. He was not dis-
posed to advocate state management, except as a last resort.
His opinion was that the Hoosac Tunnel Line put through,
would remedy the evils complained of. He had received
grain from the West by the National Despatch and other lines
at less rates than by the Boston & Albany, and understood
they gave guaranteed bills of lading. The collection of
claims for shortage by the Boston & Albany was a long and
tedious process. The shortage for a year past had been quite
small. Had on one occasion loaded grain for export with
wheelbarrows, because it could be done cheaper than by
elevator

Mr. S. B. Stebbins said he thought the experience of every
one engaged in the grain trade was, that there were constant
complaints with regard to shortage, and that it was difficult
to procure a proper settlement for it. Some change in this
respect had been made by the railroad company, but not so
much as there should be. The principal point to which he
wished to direct the attention of the Committee was, that the
Boston & Albany Railroad had refused to deliver cars of
grain to the Union Freight Railroad, to be taken to his own
elevator and mill. A few cars were at first delivered, upon
which a charge of $6 per car, the price of elevating, was
made, but subsequently none would be delivered. With regard
to guarantee bills of lading, he said the northern roads issued
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a guaranteed bill of lading, less one-half of one per cent.
There would be no complaint if the percentage was larger.
The universal feeling of merchants was, that the demand for
guaranteed bills must be complied with. In his opinion it
would be better for the merchants of Boston, and the road
itself, if it had authorized agents in the West.

In an interview with Mr. Lincoln, that gentleman had
stated that the matter of rebate was a matter of .favor to
Boston merchants, and he desired that as little as possible
should be said about it, for if it should become known to the
railroads associated with the Boston & Albany, undoubtedly
they would take steps to discontinue it. The impression left
upon his mind was, that the Boston & Albany was controlled
by the New York Central Railroad. Mr. Stebbins was
entirely opposed to the State taking control of the Boston &

Albany Railroad. He looked for a remedy through just such
hearings as the one going on ; even if the Committee reported
that no action was necessary, the hearing would result in
benefit to all parties concerned.

Mr. Thomas Appleton said there was an instance of a
State being able to build a railroad and manage it, in Georgia.
That State had built the Western Atlantic Railroad, 138
miles, from Atlanta, Georgia, to Chattanooga, Tennessee;
which, according to Poor’s Railroad Manual, was valued at
$5,000,000, and had paid into the state treasury from $250,-
000 to $300,000. This had since been let to a private com-
pany, who have operated it at a loss of $281,022.

Mr. Nathaniel Blanchard, of Weymouth, said that
shortages still exist. He had, within ten of that time,
received a few cars of grain which fell short 25 bushels, and
one of them was over-billed to the extent of 3,000 pounds.
The Boston & Albany allow cars to run anywhere on the
steam railroads connecting with Boston, excepting the Union
Freight. His objections to the management of the Boston &

Albany Railroad went back of the officials in Boston, his
acquaintance with whom had been perfectly satisfactory. He
had no fault to find with Mr. Lincoln, Mr. Barnes, Mr. Gay,
Mr. Morse and Mr. Turner. They had always treated him
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in a gentlemanly manner, and whenever he had a claim where
he could show that a car had been broken he could get
redress after some reasonable time. They had a man out on
the Back Bay, Mr. Turner, who was the best man he ever
saw connected with this business ; he was very careful and
very correct. Mr. Blanchard sometimes had grain over-
billed, but had never known that the bill for such a freight
had been collected until after he had paid it and brought it
back to Boston ; but when grain is under-billed the collection
was made at once. Under the present management, merchants
at country points and at points west of Boston suffered very
much more than those at Boston, because the rates they were
forced to pay were much higher than the rates to Boston.
The regular grain tariff from Albany to Pittsfield was thirty-
six mills per ton per mile, and a special tariff from Albany to
Boston was twenty-two and a half mills per ton per mile.
This, of course, operated on all shipments to Albany by the
Erie Canal, on the Albany & Susquehanna Pailroad, and
required everything brought into New England to be trans-
ported over the New York Central Railroad, thus greatly
increasing its business. The passenger tariff had also been
arranged for the benefit of the New York Central. The
returns of the commissioners for this year showed that the
average local tariffof the Boston & Albany Railroad had been
lower than the average through tariff. Under the present
arrangement, since the Saratoga convention, the rates from
Boston to Chicago were $26.85. Of this the New York
Central received $7.75, when their local tariff is limited to $6,
and the Boston & Albany received $5.15 or $5.20, while its
regular fare was $5.70. The management of the Boston &

Albany Railroad had been by Mr. Chapin, Mr. Kimball and
Mr. Bliss. He did not think Mr. Lincoln responsible for it,
but believed he would not manage in the same way. If the
managers of the Boston & Albany would establish a just and
equal tariff from Albany, and stations east of Albany, the
power of the New York Central monopoly w'ould be destroyed
in one hour. The freight tariff over the Boston & Albany
from Albany east had been kept at a prohibitory rate, so that
people would bring their freight by the New York Central
and Boston & Albany. He had paid the New York Central
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from ten to twelve and a half cents per hundred more for
freight to Albany than it would have been necessary to pay
other lines if the freight was to stop at Albany. The Boston
& Albany were taking through freight in connection with the
Merchants’ Despatch freight line as low as six and a half and
seven cents per hundred, while their own tariff was kept at
twenty-two and a half cents. The discriminating tariff of
the Boston & Albany Railroad had forced the business of
New England over the New York Central to such an extent
that over twenty-five million bushels of grain and flour had
been carried over it to New England and only nine million
and a few hundred thousand to New York city. For the last
few years the people of New England had paid $5,000,000
more than they"should have paid for the same transportation.
The remedy he would propose for the present state of affairs
was that the State should purchase the Boston & Albany
Railroad. He saw no prospect of cheap transportation for
the people of Massachusetts by any other method.

Mr. John B. Bartlett read an extract from a letter from
the agent of the White Line, to show that the Boston &

Albany was one of the largest owners in it, and the agent
could only do as directed by them where freights to Boston
and to New England were concerned. He thought the
largest cause for shortage existed at the Boston end of theo ~

line. The elevators were managed better than they had
previously been, but still there was some complaint.

Mr. George R. Coffin said that grain was handled in
Boston cheaper and better than in any other place in the
country. The price charged at the East Boston elevator
covered the insurance on the grain, which was done by no
other elevator in the country. As freight agent of the Bos-
ton, Lowell & Nashua Railroad, he had used every influence
he could to have grain weighed in correctly at Western
points, and knew that when that was done, it was weighed
out correctly in Boston. If the merchants of Boston were
trusting to luck, it was very good luck. Perhaps once in
two hundred cars a shortage would occur. The great trouble
was that no freight agent in Boston had authority to settle
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these claims, and the merchants were vexed to death in trying
to get them settled. The weight of grain in ninety-nine out
of one hundred cars, from the West to Boston, would cor-
respond within one bushel to the car. He did not see how
weights could be guaranteed, because some years when grain
was in good condition, it could be done, and he would like very
well to take the grain and weigh it into the elevator and take
a half of one per cent, of what passed through. The actual
shortage had not been a quarter of one per cent, within the last
eight months. The only trouble in running the elevators would
be in seasons of heated grain, and from 500,000 bushels of
heated grain put into the elevator, it would' be impossible to
get 450,000 bushels out. With the liability of heated grain,
he would not take the elevators to mu for three years, and
agree to pay two per cent, on their valuation. He presumed
the Northern Transportation Company guaranteed their
weights, because the agents in Boston did not make their
grain fall short. So far as he knew, grain had been weighed
out in Boston as correctly as it could be, and the books
would show it.

Mr. Charles Crockett, a flour and grain dealer, said that
in one case he had an intimation from one of the agents of
the Boston & Albany Railroad Company that would induce
him to believe, in oi’dinary business parlance, that they were
guaranteeing his bills of lading. This intimation was in the
shape of a letter signed by H. T. Gallup, per E. Wilson,
which read as follows ;

“ If you will send me your bills of lading and freight bills of the
two Toledo lots of corn, billed Red line at 33 cents and 35 cents, and
the lot of corn from C. S. Junction, at 33 cents, I will allow you
shortage when they are complete.”

On receipt of that letter he presented a Hill for shortage,
amounting to about $l9O for a lot of about 00,000 bushels.
The clerk then came to him and said he did not mean it to be
understood that the letter referred to shortage of grain, but
to shortage of freight. Mr. Crockett did not understand that
the term shortage admitted of two constructions, but that it
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referred only to shortage of grain. The road, however, de-
clined to look upon the letter as a guarantee of weight.
After an explanation by Mr. Woods, Mr. Crockett was in-
clined to think the use of the term shortage was merely a
blunder on the part of the clerk who wrote the letter. The
reason for thinking that the letter was meant for a guarantee,
was that the railroad company always settled the overcharge
of freight, when the lot was complete, without any corre-
spondence.

Mr. W. H. Lincoln, of the firm of Thayer & Lincoln,
Agent of the Dominion Line of Steamers, said he had no
grievance against the Boston & Albany Eailroad. The
matter of rebate was something of great importance, and it
would be a very injurious measure to have it abolished; in
fact, it would almost kill out the present commerce of the
city. If it were not for this rebate there would be no busi-
ness in Boston in the shipment of gx- ain. The rebate put
Boston on an equality with New York, which was all that was
asked. At that time more steamers were loading in Boston
than ever before known. He thought all the merchants of
Boston should be put on an equality with exporters, and that
the local merchants should be put on an equality with those
in New York; but the question arose, whether the Boston
& Albany could effect it. The objection to European vessels
coming to Boston was that they could get nothing to carry
away, consequently they must leave in ballast, and Bostou im-
porters were placed at a disadvantage with those of other ports.
In order to load steamers with grain for Europe it was usually
necessary to make arrangements for a cargo some two or
three weeks in advance, which was often a disadvantage in
the rate of freight. The only way to avoid such a disad-
vantage was to have freights that would enable local merchants
to hold large stocks from which importers might draw and
get cargoes at any time. In New York most cargoes were
engaged on the spot. The difference in distance between
Boston and Liverpool and New York and Liverpool he con-
sidered of trifling moment, for after a steamer was once on the
water the matter of a few hours in the passage-time did not
affect the expenses of the voyage. There might be a differ-
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ence of one day’s steaming. There was no reason why Bos-
ton should not become the great importing city instead of
New York. He did not think there was any difference in the
despatch with which steamers wmre loaded in New York and
Boston. What was necessary for Boston wms that exporters
should not be compelled to take all their cargo on through
bills of lading and to engage it two or three weeks ahead.
To ask a guarantee to deliver all that was received would be
asking too much of a railroad, because it was well known
grain could not be handled without loss. They did not agree
to deliver all that was put on board the steamers. On the
cargoes of their last steamers the shortage had been from aO O

quarter to a half of one per cent. He had no knowledge of
the fact that the railroads running into Boston guaranteedo o
bills of lading. If such bills were given they wonld enable
merchants to do a large business. They would seem to be
very desirable. They did not guarantee weights on his
steamers, but any reasonable fallshort the steamers would be
responsible for. He had never heard that there was a practice
with the through line of giving guaranteed bills to the Cunard
line. It seemed to him that if the difference could be appor-
tioned between the different roads, as the rebate is appor-
tioned, the result would be of great advantage to the road
itself; but if it was all to come out of the Boston & Albany
Company, he had his doubts. For export, the same rebate
was also made on provisions as on grain. He thought the
steamship companies a little to blame for not allowing it
before. He did not perceive any way by which the Boston
& Albany could show the connecting roads Avest that it would
be an advantage to them to have the freight the same to Bos-r
ton as to New York. The Boston & Albany had done a
great deal and was entitled to a great deal of credit for Avhat
it had done, but an equality of rate between Ncav York and
Boston would double the business. Ho did not believe in
state management, and would not advocate the State’s
taking and continuing the Hoosac Tunnel lino cast and Avcst
and making a through line independent of the New York
Central.

3
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Mr. Joshua F. Lamson said he had shipped to New York
guaranteed weight, by way oh Buffalo, lake and rail. The
grain went into the steamers of the Western Transportation
Company at Buffalo, and was weighed out there to the New
York Central Railroad, and sent down to New York, and
they guaranteed it. The Chicago weight was guaranteed to
Buffalo, and the shortage paid, and the Buffalo weight to
New York, the New York Central paying the shortage from
Buffalo. The rate was ten cents less, and the shortage one
per cent.

Mr. George C. Richardson said the question contained in
the Order was one of life or death to Boston. All the cities
of the Atlantic Coast were contending for the great business
of the West, and the old law held good, that where the
products of a country went, naturally, the trade went. The
Boston and Albany Railroad had a great deal to contend with
in their business, because they are not an independent line.
Their connections with other railroads in some measure con-
trolled them. His impression ivas that the Boston & Al-
bany had done a great and good work in advancing the
interests of Boston, but not all they could or should do.
He thought there had always been a little feeling in Mr. Cha-
pin’s mind in favor of New York, in regard to some business
in the western part of the State. He had always been
charged with it, and it was one of the main reasons for the
consolidation. At an early day in railroads, he was in the
shipping and importing business. At that time, they had a
large trade in Massachusetts ; but when the Boston & Albany
Railroad was made, they lost it. They made a great deal of
noise about it at the time, and recovered some of it; but, as
a general rule, it was lost. They also had some trade with
Ogdensburg and St. Lawrence County, New York. As to
the products of the West, it was of immense importance to
the business of Boston, that she was able to do her fair pro-
portion of Western business. But Boston labored under
many disadvantages, one of which was distance ; and another
was, that the Boston & Albany Railroad did not have that
interest in the city of Boston that the Baltimore & Ohio Rail-
road had in the interests of Baltimore. It was the duty of
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the legislature to see that the railroad company worked with
them. The Boston & Albany was in the right direction in
the matter of elevators, but the discrimination of five cents
per hundred was entirely destructive to the prosperity of
merchants. The idea that it could not be overcome, he did
not believe a word about. The current of business followed
freights, and if those to Boston were no higher than to other

O 7 0

cities, Boston could do business without difficulty. The
Boston & Albany was a favorite route with shippers, and,
other things being equal, would take the freight. The only
reason why the Boston & Albany could not ship at the same
rate as other lines, was its connection with the New York
Central, and Boston would never stand right until she had an
independent line to the West, the control of which should
reach to Chicago. The way in which the saving of expense
was to be made in favor of Boston, was in the handling of
freight. He thought the Boston & Albany was not so de-
pendent upon the New York Central as they had been led to
suppose. If he owned the Boston & Albany Railroad, he
would adopt the New York rate, and should not expect to
live without it. lie thought Mr. Chapin did not see the full
dimensions of the city of Boston, but he did not believe in
setting him aside. It did not require avery great change on
the part of the Boston & Albany to do what Boston required,
but it was absolutely necessary that that should be done.
He did not think all the blame should be put upon the Boston
& Albany, for the men engaged in business had been slow to
meet any question of public interest that came up.

Mr. William B. Spooner said the prosperity of the manu-
facturers of Massachusetts, which was the business of Massa-
chusetts, depended upon the interests of the city of Boston.
In answer to the objection of extra distance, he said he
thought it would be practicable to get a road that would not
cost anywhere near as much as the stock of the New York
Central Railroad, on which a dividend had to be paid. He
had not a word to say against the management of the Boston
& Albany Railroad as a private corporation; but the state
directors had no sort of influence when the interests of the
stockholders were concerned. The nature of the corporation
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and of its connections was such that they could not do the
business in the way the interests of Massachusetts required
it to be done. As a general thing he believed the Boston &

Albany could double or treble its business by reducing its
rates by arrangements which it is possible for them to make,
and he apprehended it would be a paying business; but it
had been managed with a great deal of sagacity, and the
managers had chosen to do a small business at a large profit
rather than to carry on a large business. He did not believe
Boston would ever get the proper facilities for business from
that road alone. The remedy he suggested was another line of
railroad, controlled by a different motive,—by the State in
the interests of the State. The Tunnel line could be got
into condition to do a large business very soon.

Mr. Henry Mayo agreed with Mr. W. H. Lincoln that a
difference of a hundred miles at sea made but little difference
in the cost of transportation when a steamer was loaded, and
it was therefore important that Boston should have equal
facilities with the other seaport cities. The discrimination of
five cents between New York and Boston he thought was
caused by the fact that there was no competition with the
Boston & Albany. If another competing line existed the
extra distance of 54 miles would soon disappear, as short
extra distances were lost sight of in other lines. He did not
see how one set of merchants could do business against
another set if one had a perfect certainty that their grain
would come through full weight and the other set was liable
to a loss of from two to twelve per cent. That uncertainty
alone was enough to account for the fact that there was never
a stock of grain in Boston sufficient to load an ocean steamer
at once. It seemed to him that the fact that the trade with
Western Massachusetts, Southern Massachusetts and Southern
Vermont had decreased was sufficient to show that the tariff
rates of the Boston & Albany should be overhauled. With
regard to the shipment of fish to points in the West, he had
received orders for 3,000 packages, and in every case the
order had designated that -the freight should go by the Balti-
more & Ohio. It seemed to him absolutely necessary that
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the Boston & Albany should take an interest in Boston if it
was to receive its due regard as a seaport.

Mr. William R. Clark said he had tried to engage in the
oil business, but had to pay so much more freight for the
additional distance from Albany to Boston, that he was not
able to carry it on. He also tried a long time to get the line
to take cars from Boston to California with mackerel, and
bring back salmon in tanks, but he could not get the Boston
& Albany to give him any better facilities than if he was to
ship but one carload, though arrangements could be made
with all the other roads in the line. That was one reason
why he did not go into the business. Another was, that it
was proposed to carry the fish in tanks, but the lavvs of Massa-
chusetts prohibited the shipment of fish in packages larger
than 300 pounds, fie wished to ship 3,400 pounds, and
would have been able to do so by shipping from Portland,
Maine. The shipments would probably have amounted to
500 to 1,000 cars per year.

Mr. Henry Saltonstall, treasurer of the Chicopee Falls
Manufacturing Company, said he always thought it an unjust
discrimination against mills situated in the central part of
Massachusetts, that he was unable to get his cotton coming
from Memphis, Tennessee, or Selma, Alabama, via Louis-
ville—all rail—-without its costing as much to land it at
Springfield as if it came through to Boston, or, generally, to
Lowell, Lawrence, or other points outside Boston. Just at
that time, it did cost as much as that, and frequently it cost
as much as it did to send it to Manchester, N. 11., or Lewis-
ton, Me., 140 or 150 miles the other side of Boston. It had
seemed to him that, having the disadvantage, in some re-
spects, of position, in comparison with the great manufactur-
ing centres at Lowell and Lawrence, where labor might be a
little less, that if they were nearer the cotton-producing coun-
try by a hundred miles, they ought to have some little ad-
vantage in being there. But, in most cases, the rate of
cotton from the producing port to Springfield was the same
as to Boston, and then the local rate of six cents per hundred
pounds from Springfield to Chicopee Falls was added. Ho
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had often tried very hard to get some discrimination in
freights, and had always understood that the Boston &

Albany insisted upon having their full share, so that the rate
could not be changed. lie thought he ought to get a pro
rala rate to Chicopee Falls. Another result of this policy
was, that it had been almost impossible for a man to buy
cotton in Boston : he did not think one bale of cotton used in
New England was bought in Boston, and the reason had
always been represented, that it costs one-quarter of a cent
per pound more to get cotton to Boston than to get it to New
York. The rate from Boston to Chicopee Falls was $4.60
per ton, or twenty-three cents per hundred, and the rate from
New York to Chicopee Falls $4.80, or twenty-four cents per
hundred. Of course, the liability to damage or loss was not
as great on freight from New York as from Boston to Chico-o o

pee Falls. If he bought cotton in New York, he could ship
it one afternoon and receive it the next day or day after; hut
the average time of his shipments from Chicopee Falls to Bos-
ton was four days ; that was to say : freight shipped at two
o’clock, r. si., on the 20th, reached Boston on the night of
the 23d or morning of the 24th. If the Boston & Albany
would give a low rate of freight going west, he should have
bought and shipped over their road 1,000 bales of cotton that
week. His impression was that the Boston & Albany Rail-
road svas managed in the New York interests, and if it had
been more accommodating it would have prevented other
competing roads from being built. He did not consider him-
self capable of giving an opinion on the question of state
management.

Mr. E. R. Mudge said he had been treasurer of the Sara-
toga Victory Manufacturing Corporation, in the State of New
York, and knew that all Mr. Saltonstall had said in relation
to cotton was entirely true. Ho would prefer to have bought
goods in Boston, but on dyestuffs of small value a discrim-
ination against Boston would shut out that business from Bos-
ton entirely. But their rates were one and the same, whether
they have a thousand empty cars going west or not. They
would not listen to any proposition to till a hundred of them
at anything less than the regular tariff rates, and he had made
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arrangements with the Fitchburg Railroad to carry their
freight. If the State could come in and protect the citizens
against such a monopoly as the Boston & Albany, such legis-
lation should be had ; but what action should be taken, he was
not prepared to say. He supposed the State had some right
to dictate with regard to the management of the road, and if
their directions were not complied with, then it might bo
necessary to purchase or take the road.
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Of the Boston and Albany Railroad Co.

Mr. Chairman and Gentlemen :

I have listened with patience, and I hope not without some
benefit, to what has been said during this protracted hearing,
and to the charges which have been made against the Boston
& Albany Railroad Company. Many of these charges are of
real or imaginary grievances which have been, from time to
time, brought to the attention of the Railroad Commissioners,
and of former committees of the legislature, and have been
duly considered by them. Many of them are of matters of
detail in the management of the vast and complicated business
of the road, which are of little importance, and certainly do
not call for legislative action. Some are vague, ill-defined,
contradictory,—not always preferred in good temper. No
well-considered remedy is proposed for such evils as are
acknowledged to exist; or, if suggested, there are hardly any
two persons who agree upon the proper and sufficient one.
I will only briefly allude to some of these minor points before
coming to the really important issues before you.

Mr. Jones charges the company with neglect in not sooner
erecting their grain-elevators. The company was organized
the last of October, 1867. In January of the following year,
the plans were prepared, materials purchased, and work com-
menced upon the first, which was completed and ready for
use in October following. These building are not card-
houses, to be built in an hour. The foundations alone for the
addition to the East Boston elevator, now nearly completed,
have cost $lOO,OOO, and it took a year to build them.

Mr. Kemble complains that the system of through bills of
lading is injurious to the business of Boston, and a blow at its
prosperity. These bills are given both ways for imports and

REPLY OF VICE-PRESIDENT LINCOLN,
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exports. Here are some resolutions passed by the Boston
Board of Trade, in 1870 :

Whereas, This Board by its own action and at commercial con-
ventions and meetings of the National Board of Trade in which it
has been represented , has repeatedly expressed its desire that Con-
gress would enact a law to facilitate the direct importation of
merchandise to the cities of the interior; and

Whereas, A bill is now before the Committee on Commerce of
the House of Representatives, which provides for the immediate
transmission to the city of their destination of imported goods as
landed from the vessels, etc.; therefore,

Resolved, That the Boston Board of Trade would respectfully
urge upon Congress the early passage of the bill referred to, or of
such other bill as in its wisdom it may prepare, which will place the
leading cities of the United States upon an equal footing, so far as
their geographical position will permit, in all the laws and regula-
tions which relate to the importation offoreign goods.

Acting in good faith in the line of policy here recommended,
the company has joined in issuing through bills of lading
both for imports and exports. Let these resolutions be re-
pealed before we are cesured for doing just what we have
been asked to do. I recollect •when some of my own towns-
men opposed the building of the Western Railroad, because
they did not want Worcester to be made a way station.
They have learned something since that time. We all can
remember when the rails of connecting roads were torn up in
Erie, Pa., for the same reason. I am surprised to hear an
intelligent merchant of Boston advocate for this great city so
narrow a policy as that.

We are charged with unreasonable delay in adjusting claims,
and one gentleman said that he had never heard of a sin«Te
claim being settled by the road. It may be that sometimes
they are not settled as soon as desired by the claimant, and
perhaps not as promptly as they should be. But consider, how
numerous they are, how various in character and amount,
many of them arising from losses or causes hundreds of miles
away. They cannot be paid without investigation, and it
takes time to investigate. During the last year, 3,980 of
these claims have been examined and adjusted, and $53,000
paid in settlement of them.

4
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Mr. Nazro has spoken of a claim which he has against the
White Line, and for which he shall sue the Boston & Albany
Railroad Company unless Mr. Lincoln settles it. That claim
is this : two cars of oats were hilled from the West to Boston.
By some mistake they were sent to New York. They were
never on our road at all, —never touched our iron. A bill
was made out against the White Line for damages amounting
to $890.81. It was examined, acknowledged, and p'aid in
full by the New York Central road. Here is the copy of the
receipt. Mr. Nazro, after receiving the money and giving
the receipt, made out a supplementary bill for $16.98 for
interest, which he had omitted in the first account; and this,
I understand, has not been paid. All I can say about this
claim is, that it does not seem to me to be any of Mr. Lin-
coln’s business, or of that of the Boston & Albany Railroad
Company, and that he would, probably, be pretty plainly
told so, if he undertook to interfere with it.

Mr. Blanchard complains that the local passenger tariff ot
the road, which was reduced a few years ago, was arranged
by the president for the express purpose of giving some
advantage to the New York Central in the division of through
fares. lam not able to see how the object was accomplished;
but the answer to that charge is, that the change in the tariff
at that time, was made upon the recommendation of the Rail-
road Commissioners, and by a vote of the directors, the
president being absent from the country; and that the
revision, which was of the local tariff alone, had not the
slightest reference to that of any outside road.

The charge was distinctly made upon the first day of the
hearing, that guaranteed bills of lading of grain had been
given as a matter of favoritism, while they were refused
generally to the trade, and that proof of the charge was
abundant and would be forthcoming. Mr. Crockett, who was
afterwards called to substantiate the charge, frankly admits
that, although he received notice from a clerk thata claim for
shortage would be paid, he was satisfied that a mistake had
been made in the use of the terms, the intention being to
refund the freight on the shortage, instead of paying for
the shortage itself. Here is the receipt in the usual form, upon
a printed blank, signed by the party, in which the elevator
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weight is deducted from the way-bill weight, and the freight
on the shortage allowed at 45 cents per 100 pounds. Judge
you, gentlemen, of the fairness of preferring charges against
the company, with such evidence as that to sustain them.

Something has been said about an increase of the rates at
the elevators, and that the object stated by Mr. Bliss or Mr.
Lincoln was, to drive the grain business out of Boston, and
thus 'destroy the whole value of these elevators which we have
built at such immense cost; while, in the same breath, we are
charged with refusing to deliver cars to the Union Freight
Railroad for the purpose of forcing all grain into the elevators.
Mr. Stebbins, I know, would not intentially misrepresent any
one, and yet he has done me great injustice. About the
time the rates of storage were advanced, the elevators were
nearly full of oats, held by speculators for a rise in price.
The room was very limited ; neither of the buildings had been
enlarged. The consequence was, that we could not receive
the large shipments of corn which were arriving for export.
At one time there were three or four hundred cars in our
yards waiting to be elevated. The tariff was revised and
changed in many particulars, and this was the condition of
things that led to it. If it was advanced too much, it was
afterwards reduced.

But it is said that we will not deliver cars to the Union
Freight Railroad to be distributed over the city, or permit
them to be unloaded from the tracks; and Mr. Stebbins says
that I told him the reason was because the road would not
give up the elevator charge. The fact that we have required
the grain in cars billed to Boston to go through the elevator,
is true; but the reason assigned, so far as lam concerned, is
an entire misapprehension or mistake. I could not have given
that reason, for I never had it in my mind. On the contrary,
I have always thought that Mr. Stebbins’ situation was a
peculiar one, and I would most cheerfully have made an
exception in his favor, if I could have seen my way clear to
it. He has an elevator and grist-mill of his own. Originally
a large amount of grinding and milling was done at the
Chandler-street elevator, until, upon the complaint of Mr.
Stebbins that it was interfering injuriously with his business
and that of others, the miller in the company’s elevator having
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an undue advantage, it was given up and the machinery taken
out. That certainly was not done for the purpose of grinding
Mr. Stebbins. The reason why we have required grain
billed to Boston to go into the elevator, is this: W e have
built these elevators at the urgent, unanimous, and oft-
repeated request of the Board of Trade, and to facilitate the
grain business of Boston. It is the universal custom, well
understood, that where there is an elevator at the terminal
point, owned by the road, that the grain going to that point
is consigned to the elevator. There is an implied if not an
express contract. The bills of lading recognize it. Here is
one in which are the words ; "All bulk grain consigned to a
point where there is an elevator reached by car tracks, will
be subject to elevator charges.” All the roads require it and
practise upon it, because they are then sure of their weights,
and secure prompt unloading and return of their cars. The
main trouble with the elevators, and the cause of all their
unpopularity, is because they have broken up the system of
underbilling, or rendered it unprofitable, so far as the city
trade is concerned. The grain that goes into the elevators, all
pays freight. Before track scales were put in at distributing
or diverging points on the road, a good deal escaped weigh-
ing, and, of course, payment of freight. Every consignee,
knowing from his invoices that cars were to arrive heavily
overloaded, would naturally desire to change their destination,
so that they might be sent to some other road or be unloaded
on the tracks. Track scales have been recently put in at
Cottage Farm, and we have since then freely furnished facili-
ties, side tracks, and use of land, to Powers & Melvin, for a
private elevator of their own, at Somerville, to which cars of
grain are consigned every week, and where we get no elevat-
ing. We have offered the same facilities to Mr. Dimmick,
for a flour-mill at Cambridge. It is not solely earnings from
the elevators that we are looking for, —it is responsibility for
the cars, their prompt return, and honest weights. If it
were not for this practice of underbilling, you would have
never heard of this complaint; because, in that case, Mr.
Stebbins’ business could easily have been arranged.

Frequent allusions have been made, during this hearing,
to certain irregularities, as they have been called, in the East
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Boston elev.itor. It is true that there were mistakes, blun-
ders, there a year or two ago, and the company promptly
assumed the responsibility, and settled all claims growing out
of them. So far as I know, every claim has been paid.
Twelve hundred dollars were paid to Mr. Bartlett; a like
sum to Messrs. J. B. Brigham & Co. ; and I have a letter
from the house which he represented, in acknowledgment of
the " very fair ” way in which their claim was adjusted. What-
ever may have been the cause of these blunders, it is easier
for me to believe them to have been accidental than inten-
tional ; I prefer to take the charitable view of the matter.
But, however they happened, they cost the company three
or four thousand dollars, and have all been settled lons’ aso,
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and ought to be dropped and forgotten. So far as the rail-
road company is concerned, you are entirely welcome to all
the details of the matter whenever you desire to hear them.
I challenge inquiry into the manner in which the business at
both of these elevators is now conducted. I ask, here before
you, Mr. Chairman, if it is not done to the entire satisfaction
of the members of the Commercial Exchange. I have not
heard a lisp of complaint for a twelvemonth. If there are any
grounds for complaint, I say gentlemen are bound to brino’
them before the officers of the company for correction or
redress, before coming to the legislature or going before the
public with them.

Mr. Coffin, the inspector of the elevator, is, in no sense, the
agent of the railroad company. We have insisted that that
officer should be appointed by the Board of Trade, or Corn
Exchange; or, what would be better, by the governor and
council, like other inspectors. But our suggestion was not
approved. The company then selected and appointed him,
with the unanimous approval of the members of the Corn
Exchange, and I have never heard that he has forfeited their
confidence. The company also claimed that his - fees should
be paid by the owners of the grain, thus making him their
agent, or at least should be shared equally between them and
the elevator, and, in this manner, secure his entire independ-
ence and impartiality. Neither of these propositions was
satisfactory, and the elevator has, of necessity, borne the
charge alone, and now reproach is cast upon the company,
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and discredit upon the statement of Mr. Coffin, because of
the manner of his payment, in which the company has had
no alternative, but has done just what it has been compelled
to do.

But I will not detain you longer with these minor matters.
They are of no account, and sink into insignificance compared
with the accusation, plainly made, and applauded when made,
that the Boston & Albany Railroad Company is carefully,
deliberately and systematically managed, so as to advance the
business interests of the city of New York, to the injury of
those of the city of Boston; that the private and pecuniary
interest of the president of the road in the New York Central
Railroad, and in other foreign companies, is such, that he uses
his power and influence, as president of the Boston & Albany
Railroad, to promote that interest, at the cost of, and to the
injury of his own road, of the city of Boston, and of the Com-
monwealth ; and that, by necessary implication or inference,
the directors are powerless to prevent, or stand passively by
and see this great wrong committed. And it is furthermore
charged, that the road is managed in the sole interest of the
stockholders, that being the only interest the managers appear
to have in view, and that, in so managing it, they prefer to
do the smallest amount of business, at the least cost, and for
the largest amount of profit.

Mr. Chairman, these are grave and serious charges to make,
and I propose to meet them. I say that they are entirely
unwarranted by anything in the character or conduct of the
managers of the road. They are ungenerous, unjust, and
without the slightest foundation in fact. They are not true of
the president; they are not true of either or all of the gentle-
men who constitute the board of directors, whether represent-
ing the State’s interest or that of the private stockholders.O 1

Who are these men against whom these accusations are made?
First and foremost, the president of the company,—a man hon-
ored and respected in his own community, and beyond it, by
all who know him, who for a long lifetime has been thoroughly
identified with almost every public enterprise designed to pro-
mote the prosperity of western Massachusetts, and especially
with this greatest of all, in which Boston and the whole State
is so largely interested. Of the vice-president, I will say only
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this : that if he does sleep in the city of Worcester,-#for that
is about all that he does there, a circumstance to which one of
the gentlemen has alluded, and does not seem to approve,—
he has inherited there, if nothing else, a debt of gratitude to
the merchants and business men of Boston, which he would
most gladly repay, by any services in his power to render to
them. Of the directors, it is sufficient to say, that there are
among them citizens of Boston, known everywhere, and dis-
tinguished for the fidelity with which they discharge every
trust, public or private, that is confided to them. They are
not the sort of men to be any man’s tools in committing such
an outrage as is charged here.

The Order, under which this investigation is being made, is
as follows:

Ordered, That the Committee on Railroads inquire and report,
whether the Boston & Albany Railroad Company is furnishing
proper facilities for the transportation of merchandise, and for the
promotion of the trade and commerce of the Commonwealth, and
particularly whether its rates of freights, and other arrangements,
are properly adjusted, so as to encourage the shipping of freight to
and from the port of Boston.

The Boston & Albany Railroad Company was organized in
the fall of 1867. It has been in existence and operation about
seven years. At that time, its capital was $14,934,100, and
the total means applied to construction, including debt, was
$18,378,000. Its capital stock now is $20,000,000, and the
amount applied to construction $27,738,686, an increase of
$9,360,000 in seven years. Bear in mind, that there has been
no watered stock, and that during the last three or four years,
while its improvements and expenditures have been largest,
no stock or bonds have been issued to stockholders at par,
even, for money paid in, but all have been sold in the open
market at market prices. Dividends have not been increased
in frequency or amount.

What, then, has this vast expenditure of money been for?
What has been done with it? You may well ask. lam not
aware thatany charge has been made during this hearing, that
any portion of it has been corruptly used, or for improper
purposes; and yet I have repeatedly heard it charged outside
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of these walls, that the paid agents of the company are con-
stantly employed, and that its money has been and is largely
used, to affect, by legislation or otherwise, other roads and
other enterprises, which are, or are supposed to be, hostile
or prejudicial to its interests. I therefore take this occasion
to assert, that from the organization of the company to the
present time, not a dollar of its money has been expended, in
any way, directly or indirectly, here or elsewhere, to affect or
influence in any way, legislation relating to the Tunnel or its
connections, to the Boston, Hartford & Erie Railroad, to the
Massachusetts Central Railroad, or to any other of the schemes
of public improvement which have been considered or acted
upon here. Not one dollar; of that lam sure, certain; cer-
tain sure, if there is any difference in the meaning of the
words, or any force in putting them together. No railroad
company in the country has a cleaner record in this respect;
few so clean.

We have come here at times, as we are here now, in
obedience to your summons, by counsel or otherwise, explained
our case, whatever it may have been, and then left our interests
in your hands, confident that you would do us justice.

Has this money been foolishly wasted, or has it been wisely
and prudently expended in furnishing proper facilities for the
transportation of merchandise, and for the promotion of the
trade and commerce of the Commonwealth? In 1867 the
road entered the city of Boston through a narrow pass, barely
sufficient for two tracks, under low bridges, and with a road-
bed covered with salt water at every high tide. The managers
of the Worcester road had considered the feasibility of remedy-
ing these evils, and had decided, and wisely, that with their
short road and small capital, they could not afford the large
expenditure necessary to accomplish the work. But in so
deciding, they gave up the argument against consolidation with
the Western road, because if the work was necessary to be
done, and they could not do it, they were bound to make way
for another company that would be able and willing to meet
the emergency. Within three months of the organization of
this company, that important work, the initial step in the long
list of improvements which have since been made, was under-
taken. It required the raising and widening of the bridges on
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the most important streets of the city, for which the company
paid the whole expense. It required an expensive sewer to
drain the road-bed, which is, as you probably know, six feet
below high water. The whole improvement was accomplished
at an expenditure of not less than six hundred thousand dollars.
The result is, that the companyand the public have, practically,
a subterranean road, with four tracks, into the very heart of
the city, crossing no streets at grade, in nobody’s way, and at
a comparatively small cost,—a result which millions of dollars
are being expended to accomplish in the city of New York.
W'as the private interest of the stockholders the only end the
directors had in view in this large expenditure?

The same year, the Chandler-street elevator was built at a
cost of $150,000, after the culpable delay of which Mr. Jones
has spoken. For years previous, there had scarcely been a
meeting of the Board of Trade without the passing of resolu-
tions calling upon the Worcester and other Boston roads to
build elevators. Well, the Albany road, in its first year, built
one, and in its second year built a second, and in its fourth
and fifth years enlarged the one, and its sixth and seventh
years enlarged the other, and has been constantly building and
enlarging; and now, to judge from the general tenor of the
complaints that are made, I should think it would be an easy
thing to get resolutions passed asking the company to tear
them all down. They seem to be the source and cause of all
the woes of the grain trade, a hindrance rather than a help to
successful business.

The company has erected large and expensive engine-houses,
freight-houses, machine and car-shops,—models of their kind,
—all in the city of Boston; has purchased the land and taken
initiatory steps for the erection of a new passenger-house,
which, but for the serious depression of business, would have
been commenced the present year. Its purchases of laud alone
in this city, for necessary terminal facilities, have absorbed
more than one and a half millions of dollars. It has con-
structed a third track to Brighton, five miles ; and has secured
a location and most of the land for four tracks to Charles
River, there being no great difficulty in obtaining, hereafter, the
necessary land beyond that point. It has erected new and

5
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commodious passenger-depots at very many points on the line
of the road, —at Brighton, Newton, Wellesley, Westborough,
Grafton, and 1 stop here ; to go beyond might get too near
Springfield or New York. It has erected and nearly completed
at Worcester—under compulsion there by an Act of the legis-
lature—a union passenger station for the use of all the roads
which meet in that city, at a cost of half a million. It has
spanned the Connecticut River at Springfield with an iron
bridge for two tracks, in the place of the old single-track
wooden bridge, which a spark from an engine might have
destroyed at any time, causing almost a temporary meat-
famine, or, at any rate, a serious enhancement in prices in
eastern Massachusetts. Had the public no interest in this
great improvement? Was the interest of the stockholders
the sole interest in view in making it, or had New York any-
thing to do with it ?

The company has caused to be replaced—l don’t know how
many, a dozen or more—of the old wooden bridges upon the line
of the road with substantial and expensive iron or stone struc-
tures. It has opened and developed, from the Hudson River
and the coal-mines beyond, an entirely new coal business into
the western and central portions of the State ; and I am not
sure but that our coal-trains will soon reach as far as the out-
lying districts of this city. Our cars have brought as many
as 30,000 tons of coal in a single year as far as the city of
Worcester, in competition with the cheaper water-routes through
Norwich and Providence. No coal, Mr. Chairman, can be car-
ried to advantage from Boston westward to any considerable
distance, because of the higher rates of freight by water from
the coal ports to this city than to Norwich or Providence ; and
now a new fire has broken out, and Mr. Blood has found a new
coal port at New Bedford, better than either. Owners of
vessels, to use a familiar word, discriminate against Boston
and the Boston & Albany Railroad in favor of the ports I
have named. To be sure, they are a little nearer, the voyage
is less dangerous, the grades, so to speak, are easier, and so
the outside freight is less to these ports, and Boston and the
Boston & Albany Railroad lose this business.

And, lastly, at Albany, the company has made very exten-
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sive additions to its terminal facilities, and has contributed its
proportion to the cost, and aided in the construction of the
two bridges over the Hudson River, which are more important
to the trade and commerce of Boston and of Massachusetts
than all the other improvements which I have enumerated,
large and important as they are, put together. A few words
about the bridges. I will not occupy much of your time
about them, because the president will soon furnish you all
desired information on the subject. Those bridges were built
and are owned by a corporation organized under the laws of
the State of New York, consisting of the New York Central
Railroad (the successor of the New York Central Railroad
and Hudson River Railroad), which owns three-fourths, and
of the Boston & Albany Railroad, which owns one-fourth.
The Boston & Albany Railroad Company is a stockholder to
that extent. Not a share is owned by private individuals.
The single share which stands in the name of the president of
this company to qualify him to bo a director, is the property
of the company, and made over to it. So much for the
charges of private interest in these bridges, which have been
so industriously circulated. Originally, toll Was charged
upon all freight and passengers carried over the bridge, and
this was done by authority of the State of New York, which
established the tolls; and a portion of the money used in the
construction of the second bridge was earned by the first in
this way. This wr as exactly what is proposed with the Tun-
nel under the toll-gate system. That has been for some years
abandoned, on all joint or through freight, in which both roads
are equally interested. When it was charged, it was not paid
by the freighter, but was allowed by the connecting roads to
the bridge out of the joint earnings, before division. New
York freight was treated the same as Boston freight. There
was no discrimination in its favor. No dividend has ever
been paid to the roads owning the bridge from its earnings.
In consequence of the great cost of the bridges and the ex-
pense of their maintenance, the roads owning them are allowed
two miles as constructive mileage in the subdivision of the
joint earnings upon through freight,—that is, the Boston &

Albany is allowed to divide upon 201 instead of 200 miles,
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the actual length of its road. That is all there is about that
matter; and is there any wrong or harm in that? There are
charges for what is local freight on cattle starting at West
Albany ; and I have heard of something being said about the
tax upon the poor man’s coal carried over the bridge. This
coal conies from the Susquehanna road, which reaches down
into the coal districts of Pennsylvania. It owns no part of
the bridge or interest in it; does not help maintain it; and
cannot reach it except over the tracks of the New York Cen-
tral Railroad. If these cars and freight of one company are
hauled over the road and bridges of another, why should they
not pay a reasonable price for the privilege and the service?
How does it differ from the practice of the Grand Junction
Railroad? If the Fitchburg or Lowell roads want their cars
hauled over that road to East Boston, it is done, and they
pay for the service.

Mr. Atkinson proposes to construct a railroad to South
Boston to connect with all the steam roads which enter the
city, at a cost of one or two or three millions of dollars.
That enterprise will hardly be accomplished if his company
cannot charge a fair price for the use of it by other roads.
The Union Freight Railroad, now operated by the Old Colony
Railroad Company, charges from three to five dollars a car
for transferring them from one road to another; and if I
recollect right, this same company, known as the Marginal
Freight Railroad, long before it was constructed, made a
contract with a company somewhere down in Connecticut,
selling the exclusive right, for ten years, to draw cars over
that road for 51.50 per car, empty and full. At this very
time 430 long coal-cars are on their way to Carbondale to
bring back coal over the bridge at Albany to supply the
market in this State. By no other route can a ton of coal
be brought into Massachusetts to-day.

In addition to all these improvements of which I have
spoken, the company, within these seven years, has increased
its equipment as follows Its engines, from 144 to 238; its
passenger, baggage and mail cars, from 127 to 243; and its
freight cars, from 2,334 to 4,816,—m0re than one hundred
per cent. It has adopted and generally applied the most
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important and well-tested improvements and devices for the
safety of its trains, and the comfort and security of its pas-
sengers,—the Miller platform, and the train-brakes. It has
recently made a contract for Hall’s electric block-signals;
and the president is now negotiating for a double line of
telegraph wires over the whole road for its exclusive use. It
has covered three-quarters of the main road with steel rails,
and in a year or two, at farthest, the whole line will be of steel.
This is what this president, with New York sympathies and
New York interests, and these puppet directors, have done
with the company’s money, with the greed for personal gain,
and hostility to Boston interests in their hearts.

Now, what is the result of all this work and of this expend-
iture of money? The passengers have increased during this
time from 3,622,114 to 5,889,382 ; tons of freight, from
1,319,059 to 2,668,403; tons carried one mile, from 121,-
348,891 to 290,672,369 ; barrels of flour, from 1,137,780 to
2,043,744 ; bushels of grain to Boston, —Mr. Chairman, note
that if you please,—from 795,658 in 1868, to 5,028,702 in
1874. The total exports of wheat and corn from the whole
city of Boston, in 1866, were but 37,505 bushels. From
this company’s elevator alone at East Boston, in 1874, were
taken for export 1,418,192 bushels, to which must be added
what was loaded into vessels somewhere else from wheel-
barrows, of which we have had interesting and instructive
accounts. During the last three months 500,000 bushels
have been delivered from the East Boston elevator for export.
During these seven years the average cost of transporting
one passenger and one ton per mile has been reduced from

6oW 1i6oVo conD) a reduction and saving to the public
of 38 per cent.

The average rates per mile, received on through freights
between Boston and Albany and west of Albany, were as
follows :

By Western and Boston & Worcester Railroads.
In 1855, ..... 2cents per ton per mile.

1860> ItWt
1865, .... 982 u U’•••*i o or
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By Boston & Albany Railroad, after Consolidation.
1&70, . . . cents per ton per mile.
1873, . . . ItW
1874, . . . l^A

October, “ l-rVir “ “

November, “ l‘T
2
j
2
(j

“ “

December, “
... “ “

The average rates received on freights between Boston and
O O

points west of Buffalo, by the " lines,” in December, 1874,
were,—

On flour and grain, to Boston, . . . per ton.
Average on all through freights for same monthwas lyVcr “ “

Showing a discrimination in favor of flour and grain to Boston,
over average of through freight, cents per ton per mile.

Hear what has been said from time to time by the Boston
Board of Trade. In their report, made January, 1872, I
find the following :

“ No one can look upon the activity which crowds our thorough-
fares, upon the extent of the territory (continually widening) which
is devoted to commercial pursuits, and especiallj- upon the returns
of traffic upon all the railway lines converging in Boston, which
have just been made public, without arriving at the conclusion that
the general trade of the city has reached very large proportions, and
that its condition is thoroughly healthful. Year by year we are
selling more and more dry goods, ready-made clothing, boots and
shoes, groceries, fish, fruit, hardware, glass and crockery ware, and
other commodies to the Southern and Western States; and the
proportion of the fabrics of our own manufacture sold in Boston, as
compared with those disposed of through the branch agencies in
other cities, is continually increasing.

“ The Boston & Albany Railroad Company, whose efforts in behalf
of our foreign trade during the past year cannot be too highly com-
mended, is proposing, etc.”

In January, 1873, the report speaks of what had been done
by the Cunard Line, and also says ;

* Year ending September 30.
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“ Many improvements in our railway travel and transportation,
with increased facilities for the rapid and cheapened landing of
merchandise for shipment at tide-water, have been originated, aided
or influenced by the action of this Board.

“ The shipments of corn have more than doubled, and those of
bacon have increased to nearly fourfold, while almost every other-
article shows a gain. It should be remembered that two years ago
this trade did not exist at all.’’

In January, 1874, it is said:

“ Already have our exports of provisions and breadstuffs largely
increased, as will be seen by statements in another place, and the
prospects are decidedly encouraging for a still further increase
during the coming year.”

Speaking of the large business in hogs, it says :

“ The product of these hogs is mostly shipped to Europe, and
have largely increased the export trade of our city ; but considerable
is also consumed at home.

“ Our receipts of flour include 266,359 barrels by the Grand
Junction Railroad, nearly all of which was forwarded to Eastern
markets, or shipped direct to Liverpool.”

In the report of this year it is said :
“ The provision trade is an exception to the general depression

which has prevailed in other branches of trade, and has been more
prosperous than any previous year for the past ten years.

“ The receipts of hogs have been 613,874, against 901,137, last
year. The product of most of these hogs has been shipped to
Europe.”

And now I find in the report of the proceedings before the
legislature, on Tuesday of this week, the following:—
“ A New European Steamship Company.—A petition was received

from W. 11. Lincoln, C. L. Taylor & Co., Baldwin, Boturae & Co.,
John D. Parker, Frank N. Thayer, Thomas Dana & Co., Edward
Sands and Samuel G. Reed, merchants in Boston, representing that
they desire to form a corporate body, under the name of the Boston
Navigation Company, for the purpose of building for their own use,
equipping, furnishing, fitting, purchasing, chartering, running and
owning steam and sailing vessels, to be employed in the service
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between Boston and Liverpool, and the general freighting business,
and asking for an act of incorporation.”

I ask now, in all fairness, if, in view of this record of work
and results, the private interest of the stockholders is the only
interest which the managers appear to have had in view. Is
there any excuse or justification for the charge made here,
that they desire the smallest amount of business, at the least
cost, and with the greatest profit? or, if a motive to crush
out the business of Boston is very apparent? I say, on the
other hand (you must excuse me for saying what I would
not, except in vindication of the managers of the road from
these unjust assaults), that their plans have been comprehen-
sive, their policy liberal and progressive, and have been de-
signed to promote, and have promoted to a very large extent,
the growth and prosperity of the Commonwealth, and
especially of the city of Boston.

I come now to the second branch of the inquiry, which is,
whether the rates of freight and other arrangements are prop-
erly adjusted to encourage the shipping of freight to and from
the port of Boston.

The Grand Junction railroad and wharf property has been
purchased, reconstructed and put in full aud successful opera-
tion by these managers, at a cost of $2,000,000, for that very
purpose, and for no other. I will not detain the Committee
now to describe this road and property, or the uses to which
it is put. It is sufficient, generally, to say that it is a road
nine miles long, passing through Cambridge, Charlestown,
Somerville, Chelsea to East Boston, increasing the facilities
for business, and contributing to the wealth and prosperity of
each of them. That it comprises a territory of thirty-three
acres, upon which are extensive warehouses, mostly new, a
grain-elevator nearly completed, with a capacity of 1,000,000
bushels, extensive wharves, and the finest dock, confessedly,
in the city, for commercial purposes. We hope, at some
future day, when the season is more advanced and the weather
is more propitious, you will examine for yourselves, and decide
whether these "other advantages” are properly adjusted or
not. Certain things over there are within our own control.
No charge is made for wharfage on merchandise which has
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come or is going over our own road. We take all ocean-bound
freight the additional distance to East Boston at Boston rates.
We have bonded our road "to encourage imports” into the
port of Boston, which some gentlemen think we should not
have done. We receive, weigh in, store ten days, deliver
and insure while in the elevator, all grain for one and one-
fourth cents a bushel, Avhich is one-half a cent a bushel less
than is charged by the Baltimore & Ohio Railroad, whose
arrangements are so highly complimented by the Committee
upon the improvement of the South Boston Flats, for liberality
to the merchants of Baltimore; and I presume, though Ido
not know the fact, that their higher price does not cover
insurance. A year or two ago, I could not find a single
elevator in any of the great grain centres of the West which
insured the grain while in store. For each additional ten days,
or part of the same, one-quarter (j) of a cent per bushel.
Now, I ask again if these arrangements and these facilities
have been furnished for the sole benefit of the stockholders, or
if they inure in any way to the advantage of the commerce of
New York? What have these managers done all this for;
made this vast expenditure of money; piled up this load of
debt, to be increased millions more, without another dollar in
dividends, or the hope of it ? They have done it simply in what
they have deemed the proper and faithful discharge of their
duty, both to the public and to their stockholders, whose rights
and interests they are bound alike to care for and promote.
They have done it to get business, to create it, to build it up,
and not to crush it out and destroy it; and business they mean
to have, if it can be fairly and honorably obtained. They do
not intend that these magnificent terminal facilities shall remain
idle or useless when there is business to be done, nor can they
afibrd to have them remain unproductive.

But there is the matter of discrimination, as it is called, of
five cents per one hundred pounds in favor of New York.
That, so far as the established and recognized tariff goes, is
certainly true. There is in the tariff this difference of five
cents in favor of New York. I regret it, and wish it were
otherwise. The tariff from the West to Baltimore is five cents
under New York, just as New York is five cents under Boston.
This difference is based upon the geographical position of These

6
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different cities. Abstractly speaking, you cannot say that
this difference, or some difference, is not just. It certainly
does cost more to move freights the longer distance, the con-
ditions being the same, and much more, if the conditions are
adverse to the long line. From Chicago to Boston, via Lake
Shore, New York Central, and Boston & Albany rail-
roads, it is 1,038 miles; from Chicago, by the same route, to
Albany, and thence by the Hudson River Railroad to New
York, is but 981 miles, 57 miles less. From Buffalo to
Albany, over the New York Central Railroad, is but 298
miles. All freights are divided among the different roads that
make up the line, pro rata, according to their mileage. If
the freight, therefore, comes to Boston, the New York Central
Railroad will get y 09388 Pai ’ts, while if it goes to New York, it
will receive parts for hauling it from Buffalo to Albany,
in addition to its earnings over the Hudson River Railroad,
an additional 138 miles. At 45 cents per 100, the rate
being the same to Boston and to New York, the New York

O '
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Central Railroad will receive, if I have cast it correctly,
$25.83 on a car of ten tons, if the freight comes to Boston,
■while if it goes to New York, it will earn $4O, a difference of
$14.17. It will receive $1.03 less for hauling the car over its
own New York Central road, if it comes to Boston, than if it
went to New York. It has to work so much cheaper for
Boston than for New York business. Now, gentlemen, put
yourselves in Commodore Vanderbilt’s place, at the head of a
great New York road, surrounded by New York merchants as
deeply interested in the prosperity and business of their city as
wo are in ours, or, perhaps I should say, as you are iu yours;
and then decide, if it is not asking a liberal concession from
him, and if it is not obtaining a liberal concession, if we get
it, to wipe out this difference of five cents. It is very easy to
talk about "putting your foot down,” which, I suppose, is
another term for coercion; but my impression is, that Presi-
dent Chapin, if he should try that game, would find the Com-
modore’s foot quite as heavy as his own. That is not, iu our
judgment, the best way to accomplish your and our ends,
for Ave all desire and need the same thing. By argument, by
cooperation, by appeals to interest, and, I have no doubt, by
personal influence, the president of this road has already
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secured valuable concessions to Boston interests, for which he
and those who have granted them, deserve thanks rather than
abuse, and we may soon, we can hope, get more and greater.
It is, we say, and try to prove, manifestly for the interest of
the New York Central Railroad to work for us and with us for
Boston business, on a little less profit than on their freight to
New York, because on Boston business they are, at least, sure
of it over two-thirds of their road, while if it goes to New
York, their great rivals may take it all from them. It will be
a sad day for Massachusetts interests and Boston interests,
when there shall be any serious quarrel or controversy between
the managers of the New York Central and Boston &

Albany railroads, —at all events, until there are more and
better means of communication between us and the West than
now exist. Sooner or later, this difference will be given up,
and the great cities on the seaboard will all stand on terms of
equality for the business of the West, so far as distance is
concerned. It is our interest, as it is yours, to hasten that
time.

It has been said, rather faintly to be sure, here, that if our
connecting roads will not join with the Boston & Albany
Railroad in removing this difference and sharing the loss, it

O O 7

is the duty of this company to assume it all itself. It is a
sufficient answer to such an absurd proposition to say, that
after doing so, there would, at present rates, remain the sum
of $7.42 to the road for hauling a car of ten tons from Albany
to Boston, 200 miles, over its mountain grades, with the
privilege of hauling the car back empty.

Complaints are also made that rates of freight to Portland
have been less than Boston rates. That may be, occasion-
ally ; but it is a cut, a violation of the tariff, and not the
established rate. The Grand Trunk Railroad, I believe,
make Portland rates five cents less than Boston, and so they
should by their line. They are cutting the corners of our
Western connections at all points, and occasionally, I sup-
pose, to retaliate, the agents of those roads take freight for
Portland at Grand Trunk rates. They must take it so, if at
all; and do you care to say by legislation or otherwise, that
no Massachusetts road shall do any Western business with
the city of Portland? I have a great respect and a great
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liking for that very enterprising city, but I do not think that
there is yet much cause for the petty jealousy that has been
manifested here at her reviving prosperity. Rejoice in her
good fortune, if she has any. Boston cannot fail to reap a
large share of it in some way. Of one thing you may be
sure, that under no circumstances will the Boston & Albany
Railroad Company ever consent, that any tariff which it has
any power to control, shall give preference to Portland over
Boston.

And now, Mr. Chairman, will you believe me when I tell
you that during all the time you have been engaged in this
hearing, the managers of the Boston & Albany and New York
Central railroads have been, and now are, actually taking
freight from Boston to Chicago and the West from 10 to 25
cents per 100 pounds less than the current rates from New York.
Not five cents merely, but from 10 to 25 cents. Here is a copy
of the tariff in force to-day—(on colored paper, because, I
suppose, that business is done by the colored lines) :

Ist Class. 2d Class. 3d Class. 4th Class. Special.

Present rates N. York to Chicago, ft 00 fO 90 fO 75 fO 60 jfO 45
“ “ Boston to Chicago, 75 70 60 45 35

Difference, . . . . f 0 25 fO 20 [|ol6jfOl6 [ fO 10

Rates from Boston to the West are always as low as from
New York. There is certainly no discrimination against the
manufacturers and mechanics of the State. That, at least can
be said for the roads, if anybody cares to find, or to say any-
thing in their favor. This whole matter of rates of freight is

O O

governed almost entirely, or largely, by competition. You
have probably read Mr. Garrett’s recent letter to Mr. Scott,
charging him with breach of faith in this business, and Mr.
Scott’s reply denying that he did it, and saying that Mr. Gar-
rett was the man. At this hearing, Mr. Shumway told you
that the Baltimore & Ohio agent offered him a cut of ten cents
under the Boston & Albany rate, and here I have a letter
signed by that agent, saying that he is no such man, that that
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statement is not correct. I will not read it. All I can say
about this whole matter of competition, or cutting under for
freight, is, that I hardly pretend to understand, much less to
explain it.

Complaint is again made because our rates to the West are
sometimes higher than by the longer lines. All, without
exception, admit that our line is the best, and that they would
much prefer to, and should send our way, if the price was the
same. Of course they would. But if the price is all that is
in the way, the management, the personnel of the road, can-
not be so bad after all. Our line, they say, is the shortest,
the quickest and the best, and the freight would all go by it
at the same price. That is the explanation of the lower price
by the poorer route, and the only one. It does not make any
difference what our price is. Our neighbors seeing us do all
the business at the same price, must and will cut under, what-
ever that price is, to get any. Mr. Chairman, if your neighbor
has a poorer horse or machine, or any article of inferior
quality of the same kind to sell than you have, he must sell
at a less price if he sells at all, or somebody will be cheated.

The comparison has been frequently made here, between
the Baltimore & Ohio and the Boston and Albany railroads.
In any such comparison, proper allowances should be made
for the widely differing conditions and circumstances in which
those roads are placed. The city of Baltimore has a very
large pecuniary interest in the Baltimore & Ohio road, amount-
ing, I believe, to several millions of dollars. The city of Bos-
ton, as a municipality, has contributed nothing to the Boston
& Albany road, and does not own any interest in its stock.
The Baltimore & Ohio road is permitted to use the streets of
the city with the freedom, almost, with which it uses its loca-
tion elsewhere, laying its tracks across, or in, and along them
for miles, as its convenience requires.

The Boston & Albany road holds with difficulty, and may
lose at any time, its present connection across three or four
streets to its wharves and warehouses in East Boston. It
can find no practicable way to unite its road and terminal
facilities in Boston proper with the South Boston flats, because
of the restrictions imposed upon it about crossing the public
streets, Ido not speak of this by way of complaint, but to
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show how much move exacting public sentiment or public
convenience and interest is, in one case than in the other.
The Baltimore & Ohio road has the advantage over the Boston
& Albany road in having the absolute control of a throughJo O

and unbroken line to the West, and with a saving also of two
hundred miles or thereabouts in distance. And more import-
ant than all, so far as regards the cost of running its trains,
coal costs upon its engines but a dollar and a half a ton,
instead of seven or eight dollars as when delivered upon the
line of the Boston & Albany Railroad. The time was, when
Boston might have had its unit through line, at least to Buffalo,
without the expenditure by the State of $20,000,000, if nine
men of sagacity and pluck, and disposition and means, could
have been found to join the tenth to secure it. I have no
doubt the men were here at that time, but unfortunately they
were not found.

The rebate or drawback on freight for exportation, I do not
propose to discuss here, unless you desire it. It is well under-
stood what it means. Whatever the managers have been able
to do in this direction has been in the true and best interest
of the commerce of the city of Boston; and their only regret
is that they could not do more. They have nothing to con-
ceal, although there has been an effort to make it appear so.
If you think the practice objectionable, you have only to say
so. One thing more only I will say about it. The unfriend-
liness or caprice of the New York Central Railroad is not the
" slender thread” upon which the continuance of this rebate
depends. The Pennsylvania Central and Erie railroads have
quite as much to say about the tariff from the West to New
York as the New York Central road. As yet they care little
for Boston freight, and insist upon the discrimination between
Boston and New York. When you proclaim to them that
one line has departed from the recognized tariff, for your
benefit, —although only to a partial extent, —they feel them-
selves justified in making a corresponding reduction to New
York to reestablish the difference ; and the New York Central
has to follow, or lose all business to that city, and Boston is
then as badly off as if no rebate was made.

There remains the matter of guaranteed bills of lading, ando O 7

here I frankly admit the evils of the present method of doing
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business. Some system should be adopted to prevent this
gross and inexcusable carelessness or fraud, whichever it may
be, of which so much complaint has been made. It is not,
however, peculiar to the trade with Massachusetts. The
pamphlet handed to you by Mr. Locke, speaks of underbill-
ing as a general practice in the trade at the West. There is
very little of it, if any, now at Chicago. At Toledo, also, the
grain is generally billed correctly, but not always. At other
places which I might name, the business is done with a degree
of looseness discreditable to all concerned. I will give you a
few samples of elevator weights compared with way-bill
weights. A lot of wheat from Chicago, in thirteen cars, fell
short but five bushels in 5,200; another lot of 7,200, in
eighteen cars, was short but six bushels. In a lot of wheat
from Toledo, in seven cars, billed at 2,800 bushels, the
shortage or shrinkage was but six bushels ; while in a lot of

O O 7

corn, in six cars, from the same place, way-billed as 2,160
bushels, there was an excess of forty bushels in each car.
The invoices are rarely or never shown to be compared with
the bills of lading. In point of fact, this system of under-
billing is not what has affected most of the trade of the Boston
grain-dealers. Much less escapes weighing at local points
than they suppose. For many years Boston enjoyed the
monopoly of the retail grain-trade of the central and eastern
part of the State, and it was, of course, very pleasant and
profitable. You know how, formerly, the tariff was so
arranged that it cost less to bring Western freight through too o o o
Boston than to leave it at Worcester, at Springfield, or even
Pittsfield, one hundred and fifty miles nearer the starting
point by the same route. That was discrimination. The
consequence was, that my neighbor, or the neighbor of the
president of the road, could come here, buy his flour and
corn, ship it back at local rates to Worcester or Springfield,
cheaper than he could stop it in transit; and this continued
until the legislature interposed and passed a law to prevent
it, and, with the passage of that law, Boston necessarily lost
the monopoly she had so long enjoyed. I can count now no
less than five small elevators and grist-mills, which have
been erected within a few years, upon the line of the road
east of Worcester, for the supply of the local markets. Of
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course, no one will come here from Westborough, or Ash-
land, or Natick, or Newton, to purchase corn or meal, when
he can get it as cheap at home, and save one handling and
local freight. The building of branch and connecting local
roads has also contributed largely to a change in the course
of business. The Framingham & Mansfield Kailroad, duringo o
the second year of its existence, received from the Boston &

Albany, at South Framingham, 300,000 bushels of oats and
900,000 bushels of corn, for the southern counties of Norfolk,
Bristol and Plymouth. Undoubtedly, a large portion of that
business had been previously done by Boston dealers. Now,
we may regret this, so far as our .Boston friends and custom-
ers are concerned. I regret it on account of our road. We
should prefer to bring it all here. We should make a little
more money by so doing, not being obliged to divide with
the Framingham & Mansfield Kailroad ; but we can’t help it,
and we must accept the situation and accommodate ourselves
to it. What is our loss is somebody’s gain, and, as we are
all of one family, it don’t appear that the community, as a
whole, is the loser. This company is doing, and will con-
tinue to do, everything in its power to protect the Boston
dealer from unfair competition b} f this system of underbilling,
until the practice is broken up.

The matter of shortage only remains. It is an evil whichO

should be remedied, and I hope will be as soon as possible.
The remedy will, perhaps, come by degrees, if it will be law-
ful to make partial arrangements. I can see no good reason
why, if both parties are disposed, grain coming from an
elevator under the control of the road at the shipping point
to either of our elevators in Boston, should not be guaran-
teed. With grain coming from points where there is no
responsibility for weights, there will be greater difficulty in
making satisfactory arrangements. It has been stated here
that the New York Central Railroad guarantee bills of lad-
ing of grain over their road to New York. Mr. Rutter, the
agent of that road, denies this statement in the most positive
manner. lie says the guarantee bills referred to are given
by the elevator at Buffalo sometimes, for a consideration,
and the propeller lines do the same thing, but that the railroad
company has not and will not give them. I have unfortu-
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nately mislaid Mr. Rutter’s letter, and cannot produce it. As
there seems to be some contradiction or difference between
Mr. Locke and myself upon this point, I should be obliged
to you, Mr. Chairman, if you would have your clerk write to

Mr. Rutter for his statement upon the subject. I have
received a letter from President Chapin upon the subject,
which I will read, as more satisfactory than anything that I
can say:—

Springfield, Mass., February 13, 1875.
D. W. Lincoln, Esq.

Dear Sir, —Your favor of yesterday is received. Formerly, as
you will recollect, our grain trade was wholly with the canal, taken
through our elevator at East Albany to the cars. While this was
the course of trade, we weighing all the grain as it was taken from
the canal-boats, I do not recollect that we ever heard of short
weights, or underbilling. In case of breakdown or loss or damage
from defective car, we held ourselves responsible, as we now do, for
like causes. The matter df guaranteeing weights would, lam satis-
fied, be for our interest, and we have always stood ready, as we now
are, to make this rule throughout; and I am in hopes we shall be
able to bring our connecting roads to agree to it. Whether we can
accomplish in that line what we have thus far failed to get, I can-
not say ; but we can, and I think we may well pledge ourselves to,
continue our efforts until the object is accomplished. This under-
billing, I trust, we will be able to stop, as we have now got in
scales, so that very little of it can escape us. In doing this we not
only have the best wishes, but the aid, of all the honest dealers.

Yours truly,
C. W. Chapin.

The Boston & Albany Railroad Company is doing an im-
mense freight and passenger business, amounting to many
millions of dollars each year. Its labor and responsibility,
and the difficulties of its position are vastly increased by
being the terminal point instead of merely a connecting link
in the long line of railroads with which it connects. All mis-
takes, blunders, losses occurring upon any part of this long
line over which it has no control, are too often charged to its
account. Its own system is not and never will be perfect;
its officers and agents are but men. It is impossible that the
business of such a vast concern should be conducted without

7
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occasional mistakes and blunders. We freely acknowledge
it. It is our duty to correct them, and so far as possible
prevent their recurrence. But that the affairs of this corpo-
ration are in any way managed to advance the interests of
the city of New York to the injury of the city of Boston, or
with that effect, or for the private interest or benefit of any
of its officers, or in the sole interest of the stockholders, and
without a due regard to the rights and interests of the public,
we emphatically deny. We claim that the company is
endeavoring to furnish, and is furnishing, proper facilities
for the promotion of the trade and commerce of the Com-
monwealth, and that it is doing all that it reasonably can do
to encourage the shipping of freight to and from the city of
Boston.

I regret that I have occupied so much ,of your time. I
have brought no counsel with me, but have said in my own
way, what has seemed necessary in vindication of the man-
agement of the affairs of the company with which I am con-
nected, and for which lam in part responsible. If in so doing
I have given offence to any, I regret it, and I hope it will be
excused.
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After seven days of fair and impartial hearing, for which I
thank you, for myself, and also for the gentlemen interested
with me, we rest our case. *

On the sixth day, I stated to you, in the presence of the
officers of the Boston & Albany Eailroad Company, what our
demands on them were :

First. That they should give guaranteed hills of lading on
all goods and merchandise.

Second. That they should put Boston on a perfect equality
with New York, in every respect so far as freights are con-
cerned.

Third. That their local rates for goods going west or
coming east to any part of the State, should pro rate with
the through freight, allowing, of course, a fair price extra,
for the loading and unloading of such freight.

And saying if these demands were agreed to, that we
■would he satisfied. But, if they were not agreed to, we
should ask you to recommend the legislature to take the road,
according to the terms of the charter.

The following day we had the pleasure of listening to a
long and carefully written address from the vice-president of
the railroad company, in which we were entertained with
glittering generalities, to which wo arc well used. But he
does not meet our demands in any way. This is all wo ex-
pected from him. But we are not satisfied ; and lam here to
present the case to you as I understand it, and ask your pro-
tection from this great monopoly that can alone bo controlled

ARGUMENT OF MR. FREDERICK P. MOSELEY.

Me. Chairman, and Gentlemen of the Committee :
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by you. I am very sorry that so much time has elapsed
since Mr. Lincoln’s address was given to the public. But
jmu are aware that it is only a short time since the verbatim
report of the hearing was put into m37 hands, and this must
serve as my reason for the delay.

But, sir, time makes very little difference with the facts
that we have to present. We have waited years with pa-
tience and hope, and we have worked also. But, so far, we
have been unable to make any impression on the thick hide
of this corporation.

Mr. Lincoln’s address before you the other day reminded
me of Earl Russell’s once famous advice to his countrymen,
"To rest and be thankful.” Boston merchants are thankful
for what the Boston & Albany Railroad Company have done
for them, though I confess their gratitude is a little of thatO O

order which has been defined to be a "lively sense of favors
to come”; but they are not content to rest. There is too
much of the stirring Yankee about them for that. The rail-
road has done well, I admit; that is a reason the more for
doing better. Mr. Lincoln does not deny that something,
much, remains to be done. The general dissatisfaction
which exists with the road among our merchants is strong
evidence to the same point.

Some of the foremost men in business circles have testified
to this dissatisfaction, and the newspapers may be cited to the
same effect. It is true that these gentlemen have interests
which to some degree conflict with those of the road. But
their character for ability and integrity stands too high for
you to believe them blinded by selfish prejudice.

Mr. Lincoln is far from pretending that the merchants’
wishes are unreasonable. Of the discrimination against
Boston as to freights, he said, "I regret it, and wish it were
otherwise.” As to shortage, he said, "It is an evil which
should be remedied, and I hope will be, as soon as possible”;
and on this point President Chapin agrees with him. Where,
then, is the difference of opinion between the road and the
complainants ? It is in the estimate they respectively adopt
of the magnitude of the evils, the means of cure, and the
diligence to be used in applying the remedy.

The struggle between the cities of the seaboard to secure
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the trade of the interior is so close, that an advantage which
might at first sight seem slight, often decides the contest.
Eternal vigilance is the price, not of liberty alone, but of
commercial supremacy, of commercial existence even. The
mercantile life of Boston depends on her alertness in dis-
covering means to increase her facilities for trade, and on her
activity in making use of them.

In this inquiry, whether the Boston & Albany Railroad
Company are furnishing proper facilities for the promotion of
the commerce of the Commonwealth, the gist of the question
is, What are proper facilities? And if you agree that what I
have said just now is a truism, you must agree that proper-
facilities are the best attainable facilities,—not merely such
facilities as the Boston & Albany Railroad Company can con-
veniently supply, not merely such as are proper for that
company to supply,—but such as are proper for the Common-
wealth to have. If yon are satisfied that other and greater
facilities are needed to put this city and State on equal terms
with their rivals in trade, I ask you so to report, even if you
do not agree upon the causes of the deficiency or upon the
remedy.

The legislature, then, can take up the problem and solve
it; by depriving this company of their road, by encouraging
competition, or in some other way that the wisdom of the
two houses may devise. Such a report would of itself be of
service to the suffering trade of Boston, though no action
were taken upon it. As Mr. Stebbins remarked before you,
it would stimulate the railroad to renewed effort. Who can
doubt that we owe, in part at least, the improvements which
Mr. Lincoln described with such satisfaction, to the legislative
inquiry of 1866 into the efficiency of this road ? It is with
the very next year that his catalogue begins a catalogue
which shows of itself how grave were the shortcomings of
the road before 1867, when the present corporation came
into existence. The new corporation has greater wealth and
opportunity than either of its predecessors for making im-
provements, but the impetus was given by the legislative
investigation of the previous year. No railroad should be
allowed to forget that its privileges arc accompanied by pub-
lic duties; this road least of all, for it owes its existence to
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the pecuniary assistance of the Commonwealth, given to
advance the common weal, not to enrich private stockholders.

I have said that we merchants differ from the railroad
company in our estimate of the weight of the disadvantages
under which our trade lies. Mr. Lincoln has told you that
there is a discrimination in favor of New York of live cents
per 100 pounds of freight. This is true of the printed tariffs,
hut gives a very erroneous idea of the actual difference of
freights in favor of New York, a difference which is two or
three times as great, owing to the prevalent practice of New
York roads of cutting their rates. Those roads have, all
through the West, wide-awake agents, who keep an eye upon
the prices of the Eastern grain markets, and when they see
that the prices here are not enough above those in the West
to allow the dealer a sufficient margin for profit, if the freight
rates are kept up, they go to the grain dealers and offer them
a reduced rate, if they will send a considerable number of
car-loads to the eastward,—an offer which the dealers, by
combining together (pooling, this is called), can accept, and
gladly do so. Thus all the grain in the place goes to New
York. The Boston & Albany Company, on the other hand,
live rigidly up to their tariff. Sometimes, to be sure, they
have said, "Show us that New York lines are cutting and we
will cut.” But, to show this is not so easy, as they are not
satisfied with letters stating the fact, but demand a bill of
lading.

Shippers at the West are naturally unwilling to peril the
cuts they now get, by giving formal information to another
railroad; they fear to fall between the two stools; and
besides this, the reduced rate is often not expressed in the
bill of lading. Theresult is reached by allowing underbilling,
or in some such way, by rebate, or otherwise concealed.

Allow me to recall to your mind the evidence that I have
put in of these facts.

Mr. Locke stated that his trouble in securing shipments at
the West was, that New York offers so much greater induce-
ments, and that a freight agent at St. Louis told him a year
ago that Western lines were willing to cut rates, but that
" the Boston & Albany are arbitrary, and do not pro rate on
cutting.” Give them their stipulated price and other roads
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of their line may cut as much as they please. Mr. N. G.
Chapin, who represents an interest that has paid the Boston
& Albany Railroad $350,000 of freight money in a single
year, has told you that a week before that time, wishing to
buy some pork in Chicago, he telegraphed to his agent there,
to get the lowest freight rates to Boston and to New York,
and that the reply showed a difference of 333 r per cent, in
favor of New York. The rate was 30 cents to New York,
and 40 cents to Boston.

Mr. Squire agrees that there is a discrimination against
Boston, one that he wishes done away with. Mr. Kemble
distinctly asserts that the difference of freight between Chica-
go and Boston and Chicago and New York is not the mere
five cents of the printed tariff, but is ten or fifteen cents per
hundred pounds. His testimony agrees with Mr. Locke’s in
supporting the statement that I have just made of the position
of the Boston & Albany Company in reference to cutting rates
of freight. They will not do it.

Mr. Lamson is another witness to the fact that freight to
New York, via the New York Central, is ten cents lower
than to Boston by the same line, with the additional benefit
to New York of guaranteed weights.

Mr. Mayo is assured by New York friends, that it is possi-
ble there, at almost all times, to get a deduction on grain
freights of fgom seven to fifteen cents against Boston.

I might have brought, Mr. Chairman, much more evidence
to the same effect. Let me say, in passing, that on other
points as well as this, I have willingly adopted the sugges-
tion of the Committee, to let a few witnesses speak for the
many. If I have wearied you by calling too large a number,
my excuse is that your investigation is of the greatest interest
to the merchants of Boston, and that I had a difficulty in
making a selection from the many able, sagacious men who
were ready to come here with facts and opinions. I cannot
have failed to convince you, that the difference between the
rates of freight from Chicago to Boston and New York
respectively, is two or three times that admitted by (he
Boston & Albany Railroad.

Now, what excuse do the company make for the difference
that they do admit ? Only this : that Boston is fifty-seven
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miles further from Chicago than New York is. If we give
this excuse full weight, it accounts for less than half the
admitted difference of five cents, as Mr. Kemble lately showed
in a letter to the " Advertiser” :

“ Taking 40 and 45 cents as the rates from Chicago to New York
and Boston respectively, and the distance as 981 miles to the former,
and 1,038 to the latter, Boston should pay but about 5|- per cent.,
or 2-jk cents more than New York.”

Such a difference, I admit, it seems equitable for Boston to
bear. But then, equity has little or nothing to do with fixing
rates of freight, as we see by the fact that the Boston &

Albany Railroad Company have been receiving not merely
2j3

ff cents more than the price for carrying grain to New
York, but five, ten and fifteen cents more; that is to say,
in some cases more than six times, in all cases more than
twice, the equitable rate. Other routes carry merchandise
much longer distances for the same prices that the Boston &

Albany ask, sometimes for less. There is the Northern line;
but why compare the Boston & Albany with other lines,
when we need only compare it with itself, to see how rates
vary without regard to distances ? Exporters are favored by
this road with a special low rate. The fact is not denied,
and the reason assigned is, urgent solicitation on the part
of the Board of Trade. This road actually carries freight
through this city to Portland, a hundred miles farther, for no
more than is asked to bring it here, and sometimes for five
cents less, as you have heard from Messrs. Locke, Jones and
Goodwin. Mr. Lincoln admits that the rates may have been
occasionally less to Portland than Boston, and explains the
fact by calling it a cut allowed by agents of our Western
connections, to retaliate upon the Grand Trunk line for inter-
fering with their customers. Here is a spirited policy; a
policy, I believe you will say, more spirited than sagacious.
The line stretching straight westward from this city forgets
all about proportioning freights to distances when there is
question of spiting a rival road, but cannot for a moment
forget the principle when the welfare, the safety of the line’s
best patron is concerned, or can only forget it to charge him
much more than his fair proportion.
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I do not allude to this matter to complain of a low rate of
freight to Portland; by all means continue it, only let us
have a rate to Boston proportionately low. Can it be that
Massachusetts has so little business that these roads need
Maine’s help to support them? If this is true, let them try
the policy of liberal rates, and they will see the business of
Boston and Massachusetts doubling and trebling. Ido not
speak my own opinion alone ; you have heard eminent mer-
chants here express the same views. Let the Boston &

Albany Company and their connections put us on an equality
with New York as regards freights. Let them disregard fifty-
seven miles of the distance to Boston as they disregard one
hundred miles of the distance to Portland, and an amount of
business will open which will tax their utmost capacity. Can
you doubt it, gentlemen?

There is another view which may be taken of the wishes of
these roads. Perhaps they do not desire to extend the traffic
over them. Perhaps they may think themselves now easily
earning all that the government will permit them to divide
among their stockholders. I confess that there are facts
which give more color to this supposition than to the other;
I mean their strange neglect of westward-bound freight.
How else are we to explain the long trains of empty cars that
daily stretch towards Chicago ? Merchants prefer this line on
account of its superior convenience and despatch. So you
have heard repeatedly during this inquiry. Mr. Lincoln
boasts of it; and yet other lines less favorably circumstanced
are allowed to seize the lion’s share of the business by giving
lower rates. Mr. Reed told you that out of 6,485 tons of
freights, sent west by him in 1874, only 745 tons went by
the Boston & Albany Railroad. Mr. Richardson stated that,
at the present time, only about 40 per cent, of his great
freights to the West went over the Albany Railroad. Mr.
Mayo’s story was more surprising. Within a week he said
that he had orders from Chicago and Milwaukee for 3,000
packages of fish, all of it to be sent by the Baltimore & Ohio
line; and Worcester merchants had very lately told him that
goods could be shipped to that point from New York cheaper
than from Boston, many times nearer. I have myself sold'

8



Apr.BOSTON & ALBANY RAILROAD CO.

pig-iron to go to Worcester within a few days, and the pur-
chaser ordered it sent to Worcester via the Fitchburg Rail-
road, making a saving in the freight.

Mr. Saltonstall made the statement, that the freight to his
mill at Chicopee Falls was more than double that to Bidde-
ford, Maine, both places being about the same distance from
Boston. The Boston & Albany officials refuse any abatement,
no matter lioav many empty cars they have to go westward,
and though a proposition is made to till 100 of them. This
Mr. Mudge told us. I might have given you much more
testimony of this sort,—that of sugar-refiners, for instance;
one told me he sent, from December 1, 1874, to February 10,
1875,—two months and ten days,—2ls barrels by the Boston
& Albany, and by other lines, 4,525 barrels. I thought of
giving you the statistics of some of those other lines, but I
found a significant unwillingness to furnish the information.
Agents of those lines were, too well satisfied with the Boston
& Albany’s negligent policy to desire to aid in driving them
out of it, by telling them how much they lose by it.

Mr. Hamilton has supplied me with an estimate, carefully
made from official figures, and one which is very striking, of
the empty cars going west over the Albany Railroad. Last
year, that road brought into the State 1,447,735 tons of
freight, or 144,773 car-loads, at ten tons to the car-load; and
carried away only 201,510 tons, or 20,151 full car-loads.
So that there were 124,622 cars to go back empty, an average
of about 400 every working day; a number which agrees
very well with that derived from reports current among the
merchants, which you have heard something of during this

%J o O

hearing. If these cars for the year could be made up in oue
train, it would be over 800 miles loug.

You have also been told that cars suffer less wear and tear
by being ballasted with proper cargo.

The situation, then, is this : An abundance of freight offer-
ing to the Boston & Albany Railroad lines ; a preference for
it among shippers ; hundreds of empty cars, the better for a
load, every day ready to go west, and yet but a tilling
amount taken, because rates are so high. The Baltimore &

Ohio road has no such indifference. Mr. Garrett is so
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desirous of filling bis empty cars, westward bound, that he
sends his steamers here for our freight, and offers terms that
our merchants are glad to accept.

We have then a right to conclude that the contrary policy
of our road is one demanding an explanation. Obviously
the effect of this policy is serious upon rates of freights in
this direction. The burden of making a profit is thrown
upon eastern-bound freights, and a change of policy in this
respect might of itself be enough to give us the desired
equality with New York. The road would still make its ten
per cent, dividends, all that it can declare with safety, by
increased business both ways at lower rates, and Massachu-
setts would be immensely benefited. To be sure, there would
be more work for railroad officials and employes, but the
increased profit from increased business might be confidently
expected to provide ample means for increasing their pay, or
their numbers, or both.

We have seen how great the difference of freights is in
favor of New York and against Boston, and we have seen
that freights do not depend upon the distance goods are car-
ried merely, so that we may hope that measures may be
devised to right the wrong we complain of. But before dis-
cussing what those measures should be, I want to impress
you, and through you the legislature, with the vivid import-
ance to Boston, as a commercial city, and to this State, whose
prosperity is so largely bound up with hers, of finding some
remedy. For this purpose I cannot do better than to reiterate
the opinion of the prominent merchants who have appeared
before you during these hearings.

Mr. N. G. Chapin said: "We are struggling here to do
business with New York and Chicago, and we cannot do it,
we never can do it, until we get a remedy for this state of
things.” Mr. Jerome Jones agrees about the difficulty of do-
ing business here, owing to the high freights :

" Our business
has been dwarfed, as that of every other merchant of Boston,”
is his remark. Mr. W. H. Lincoln "declared that to abolish
the rebate” would almost kill out the commerce we have
now. The effect would be to drive away business immedi-
ately ; and he added, " that it would increase our business
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here double in a year if we could have freights brought here
on an equality with New York.” Mr. George C. Richardson
has given you his opinion that this discrimination against
Boston is entirely destructive to our prosperity. The inquiry
before this Committee, he said, was one of life and death to
Boston. Mr. William B. Spooner stated "that we must have
freights between here and the West and South as cheap as to
New York, and that that can be done, I have no doubt.”
Mr. Henry Mayo testified that " the question of rate as com-
pared with other cities is a vital one to Boston, if Boston is
to prosper at all; not if Boston is to secure a supremacy
over New York, but if it is to retain its present position, it
is absolutely necessary that Boston should be placed on an
equality with New York.”

These witnesses, Mr. Chairman, are no weak alarmists,
and a member of this Committee very properly rebuked the
sneer of the chief Railroad Commissioner at their expense.
They are cool, able representatives of great interests which
have made the city what it is. If any men have a right to
speak of Boston’s commercial prospects, surely they have.
They are not from a single branch of business, but each
speaks for a different one. They are not the men to cry out
before they are hurt.

I do not, however, ask you to rely on the opinion of these
gentlemen, no matter how competent they are to form it.

Look into the matter for yourselves in the light of the un-
disputed facts that we have presented. Vessels will not come
to a port unless they can easily get a return cargo. Here
they must depend for such a cargo principally on grain and
provisions. If these articles can be found cheaper somewhere
else, because of lower freights to that port, there foreign trade
will go. That Boston is a little nearer than New York to
Liverpool will scarcely help us, for Mr. W. H. Lincoln has
told you that one day’s extra steaming is a small matter to
the steamship company. He has told you also that it is not
enough that a cargo can be obtained here by engaging it a
fortnight beforehand. The shipowner must take the risk of
a rise of freights, in that case, and may lose by his bargain.
Ho naturally prefers a port like New York, where a cargo
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can be had at a moment’s notice. The rebate to exporters
has helped Boston, I admit; but it does not induce our
grain and provision dealers to keep large stocks on hand,
so that there we are at a disadvantage, compared to New
York.

A writer in the "Advertiser” a few days ago, upon Boston
as a commercial city, gave some interesting statistics of the
relative foreign trade of four of our ports, including this one,
in 1856 and in 1873. Here they are in round numbers;—

New York exported in 1856, . . $98,000,000
in 1873, . . §313,000,000

Boston exported in 1856, . . . 24,000,000
in 1873, . . .

27,000,000
Philadelphia exported in 1856, . . 7,000,000

in 1873, . . 24,000,000
Baltimore exported in 1856, , . 11,000,000

in 1873, . . 19,000,000

New York imported in 1856, . . $195,000,000
in 1873, . . $426,000,000

Boston imported in 1856, . . . 41,000,000
in 1873, . . . 68,000,000

Philadelphia imported in 1856, . . 16,000,000
in 1873,. . 25,000,000

Baltimore imported in 1856, . . 9,000,000
in 1873, . . 29,000,000

This great relative gain of our competitors the writer
attributes to the enterprise of the railroads that feed their
growth. Is he wrong in this ? You certainly will not say
so as regards the two southern cities. What has been done
for them by Mr. Scott and Mr. Garrett is a matter of com-
mon talk and admiration. The Boston & Albany Company
boast of what they have accomplished in the last eight years.
Is it much when put by the side of the achievements of the
other great roads? Is it more than their duty? Is it even
that? These are questions that you must answer to the
legislature.

Mr. Chairman,—The decision of this question which is
before you will affect more than the foreign trade of Boston ;
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it will affect, and largely, too, all the business interests of
the Commonwealth, and, first of all, manufacturers,—the
business of Massachusetts, as Mr. Spooner told you. Lower
freights mean cheaper food for the operatives, as well as for
all our population, cheaper coal and cheaper goods for every
consumer. "Where the products of a country go,” said Mr.
Richardson, "naturally the trade goes. The price of freight
controls business; that has been so always, and will be so in
time to come.” The Western merchant is glad to come here
when the rate of freight is the same as to New York—more
than one witness has told you so ; but when he comes, he
wants to find here for sale everything that he needs, —foreign
luxuries and domestic necessaries,—and to find them at a price
as low as any other place can offer them. A transportation
tariff at par with New York is the instrumentality to bring
him here, and to enable the merchants, the manufacturers,
the artists and the artisans, the farmer, the laborer and the
fisherman to supply his wants, at a price satisfactory to them
and to him. All classes—some directly, others indirectly,
but no less really—will share a common prosperity. Landed
estates will find buyers and tenants at higher rates, for the
people will be able easily to afford them, while professional
men will find a numerous and wealthy clientage. Refuse us
this equality with New York, and Boston will dwindle and
dwindle to be nothing but the mart of a petty local traffic.
Wo like to call our city the capital of New England ; but do
not hope to keep that place for her, as far as business is con-
cerned, for the encroaching enterprise of New York, which
is already seriously felt in our western counties, will leave
her nothing but a decreasing fraction of her former dominion
to preside over.

There is another service that this Committee can do the
trade of Boston and the interests of the Commonwealth. It
is to report that railroads carrying grain should bill a specific
quantity, and guarantee that quantity. This is a matter of
much more importance than it appears at first sight. Guar-
anteed bills of lading secure the grain dealer against fraud
and accident, and enable him to raise money promptly to
meet the drafts of the shipper, who draws for nearly the value
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of Ms grain when he forwards it. Funds could be obtained
anywhere upon such guaranteed bills, and thus the grain
dealers' capital would be immeasurably increased, so that
they could keep on hand the large stocks of their merchan-
dise, which, as I have just had occasion to point out, must
be here in store, if we wish to supply return cargoes without
delay to foreign ships ; and we are obliged to do this, under
penalty of losing the ships, and the stimulus they give to all
branches of business. The interests of all of us are so inter-
woven, that the gain of the grain merchant in obtaining such
bills of lading' would be a gain to Boston and to the Com-O O

monwealth—a very valuable adjunct in our struggle to keep
our hereditary and proper position in the commercial world.
There is an eager desire for this guarantee among the grain

O O o o

trade. The Commercial Exchange has frequently sent depu-
tations to urge the matter on the Boston & Albany Railroad
Company. Mr. Winch stated that he had abandoned the
business because bills of lading were not guaranteed. Other
merchants, you have been told, have removed to New York
on this accoxmt. Mr. Goodwin thought the guarantee vital
to the trade. He had no doubt that this was the only way
that grain could be brought here to advantage. The railroad
officials admit the evils of the present system, and the pres-
ident pledges himself to continue to labor with connecting
roads to secure the desired guarantee. The interests of the
road lie in this direction, he says, and very truly; for the
practice of underbilling, though abated,, is still common—a
practice that defrauds the road of its freight-money upon the
weight in excess of that called for by the bill, and becomes
an offence against public policy and good morals by offering
a premium to dishonesty, a premium large enough to drive
out of business merchants who will not conform to the tricky
custom. We are not, however, disposed to trust the matter
to the company, even though their interests agree with ours,
and they know it. They move too slowly for us, and we
hope to see them pricked by your spurs.

The grain dealers ask for guaranteed bills of lading, notO’

merely to deprive underbilling knaves of their advantage
over upright merchants, but because the weight received fre-
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quently falls short of that called for by the bill, which reads
"More or less,” or has some similar clause to discharge the
carriers’ responsibility. The, fact that such " shortage,” as it
is called, occurs, the Committee have announced themselves
satisfied of, and Mr. Lincoln admits it, but there is some
question as to its frequency and extent. Mr. Coffin, who has
had experience at elevators, thought the shortage was only a
bushel to a car, on the average—that is, one-quarter of one
per cent. ; while Mr. Lamson was sure that the shortage had
been at least one per cent., and perhaps more, in the grain
carried lor him. lie said that once iu a month or six weeks
a merchant would get a car fifty to seventy-five bushels short.
Messrs. Goodwin and Locke related a case where only
twenty-seven bushels were received, when the bill of lading
called for four hundred bushels. The precise average short-
age is of little consequence, if you are satisfied—and we
think you ought to be—that every now and then there is a
serious falling off from the quantity named iu the bill of
lading; an alarming uncertainty is introduced into business,
and no bill is worth anything as evidence that the quantity
specified in it will be forthcoming. Mr. Lamson stated that
no bank would negotiate a bill of lading, and we could give
you other evidence that such is the fact. This we complain
of as a great inconvenience. Besides, the grain dealer who
sells on commission has no security for his advances, and the
business must be done on a very close margin, if it is done
at all. Mr. Locke stated this, and also that the lack of a
guarantee placed the consignee entirely iu the hands of his
consignors, who were scattered all over the West, and some
of whom he seldom or never saw.

Why should the Boston & Albany Eailroad Company delay
to guarantee weights ? Other roads do what we ask in the
matter. The northern roads do, or the National Despatch
line that runs over them. Mr. Stebbins and Mr. Dimmock
told you so. The Western Transportation Company have
guaranteed quantity from Chicago to New York, via the
New York Central & Hudson River Railroad.

We not only prove the facts by the statements of Mr.
Bartlett, Mr. Lamson and Mr. Richardson, but also by a bill
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of lading.* Now the New York Central is one of those
connecting roads that President Chapin professes to be trying
to get to agree to guarantee here.

Mr. Lincoln spoke of receiving a letter from an agent of
the New York Central, denying that his road ever issued
guaranteed bills of lading. This is a mere evasion. Per-
haps the road has not, but the freight line running over it,
and belonging in great part to it, has done so repeatedly.
* .Vo Form 1.

THE WESTERN TRANSPORTATION CO.
THROUGH FREIGHT LINE.

Via New York Central and Hudson River Railway and Connections.
Chicago, 111., May 25, 1874.

Received from WM. T. BAKER & CO.,
The following property (contents of packages unknown), in apparent good order,

On Board Propeller “ Fountain City.”
CONSIGNMENTS. [SnbJeSto°Secfn.]

Order— (15,143*.)
Wm. T. Baker & Co., Fifteen thousand one hundred and forty-three 4 bushels

No. 2 Oats.
Care David Dows & Co., (Fore hold.)

New York. Delivered afloat alongside ship or elevator.
(Quantity guaranteed.)

To be forwarded by The Western Transportation Com-
pany, upon the steamboats, railroad companies and transporta-
tion lines over which it forwards, and which receive the same,

UPON THE FOLLOWING CONDITIONS ;

That the said The Western Transportation Company,
and the steamers, railroad companies and forwarding lines with

K V r f- n P T> P pa which it connects and which receive said property, shall not, norA* *• v. & U. u. it.It. tU, shall any of them be liable forany loss or damage by fire, colli-sion, explosion, or the dangers or accidents of navigation; orfor any damage or deficiency in packages after the same shallBUFFALO, N. 1. have been receipted for in good order by the consignees, or by
the next carrier beyond the point to which this bill of lading
contracts. Consigneesare to pay freight at the rate specified inthe margin hereof.

Aflvnnrp<i It 18 FLRTIIER stipulated and AGREED, that in case of anyxxih i/U'/i'OCo, f loss, detriment or damage done to or sustained by any of the
property herein named, whereby any liability or responsibility

' T a shall or may be incurred, that company alone shall be held an-MdTine J.HS , $ swerable therefor in whose actual custody the same may be at
the time of the happening of such loss, detriment or damage,and the carrier so liable shall have the full benefit of any insur-
ance that may have been effected upon or on account of said
property or any of the same.

I) A TT? nr r’DC’T/" 1tit This Contract is executed and accomplished, and the lia-KA 1L Ui 1 rliLKillJ bility of the companies as common carriers thereunder termi-
nates on the arrival of tht* properly at the station or depot of
delivery (and the companies will be liable as warehousemen
only thereafter), and unless removed by the consignee from the
stations or depots of delivery within twenty-four hours of their

From CHICAGO Bai(i arrival, they may be removed and stored by the companies
at the owner’s expense and risk.

Notice.—ln accepting this bill of lading, the shipper,or other
To NE W YORK agent of the owner of the property carried, expressly accepts

’ and agrees to all its stipulations, exceptions and conditions.
In witness whereof, The Western Transportation

HI cents per bushel. Company hath affirmed to two bills of lading, of this tenor and2 ’ 1 * date, one of which being accomplished the other to stand void.
From Cars.

Tuttle Sc Bond, Agents.
9
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I charged that the Boston & Albany had themselves agreed
to guarantee bills of hiding, and to prove it I called Mr.
Charles Crockett, who produced the letter you have seen,
from an official of the railroad, saying, "Send your bill of
lading, and I will allow you 'shortage.’” After these hear-
ings began, an agent of the road called on Mr. Crockett,
and told him that " shortage ” meant merely shortage of
freight; that is, that he should not be charged freight for
grain that he did not receive. To refund any such " over-
charge,”-—that is the well-known name for it—is the regular,
invariable practice of the road, and Mr. Crockett needed no
promise to that effect. He never had any difficulty on that
score. He told you so. He understood the letter to mean
shortage of grain, and made up his claim accordingly for
$l9O. The term "shortage,” he said, admitted of but one
meaning—that which he gave it. Other gentlemen familiar
with the business—Mr. Stebbins and Mr. Lamsou—have also
said so here before you. Mr. Lincoln, in his address, asks
you to judge of the fairness of preferring charges, with such
evidence to sustain them.

I submit, Mr. Chairman, that it is excellent evidence, and
can only be met as Mr. Lincoln did meet it, by saying that
" the writer of the letter had no authority to make such an
agreement.” How was Mr. Crockett, how are we, to know
that? It may have been a blunder; but the road would have
been bound by it, had the writer had power to make con-
tracts of the kind, and I incline to think that the claim for
$l9O would have been paid, had this inquiry never been heard
of.

Having shown you that a carrier’s guarantee of the quan-
tity named in bills of lading of grain is an urgent need of
the trade in that great staple of export, that it would be
highly beneficial to our city and State, and to the railroads
themselves, as they admit, and that it is perfectly feasible,—
for it is now given by many transportation companies, includ-
ing one that uses the longest link of the chain binding us to
Chicago,—I come to consider what action the legislature can
take on the subject. Grain is brought here from the West
over the Boston & Albany Railroad, usually, if not univer-
sally, under contracts with freight lines, called respectively
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the Red, the White, aud the Blue lines. The Boston & Al-
bany Company have admitted in your presence that they are
interested in these lines as part owners "pro rata according to
the mileage of the road.” These are Mr. Lincoln’s words.
Now such ownership ought to make them liable, as partners,
to make good, contracts of the lines. Any merchant would
tell you so, fur he knows that he is liable for debts when he
shares the profits of an unincorporated undertaking. But lam
informed that our supreme court has decided that a similar
arrangement to that I speak of does not create any joint lia-
bility on the part of the roads interested. I would have you,
Mr. Chairman, recommend that the law in this respect should
be changed; aud that every common carrier of grain shall be
liable to deliver the whole quantity named in the bill of
lading, less one-half or one-quarter of one per cent., unless
there is a written agreement to the contrary signed by the
shipper or his agent. I see nothing inequitable in either of
these provisions, and lam not a grain dealer. The railroad
has a voice in the management of the freight lines and in the
appointment of their agents, and shares the profits, while the
merchant finds it very difficult, if not impossible, to fix the
blame for a deficiency upon any one member of the line.
Common carriers, so a lawyer tells me, have always been
held to a very strict accountability for goods intrusted to
them. They have been held insurers against every loss,
except from inevitable accident and the acts of public ene-
mies. The word "inevitable,” too, has received a very stern
interpretation. This rule a great English judge has declared
to be " a politic establishment, contrived by the policy of the
law for the safety of all persons the necessity of whose affairs
oblige them to trust these sort of persons.” Judge Kent,
who quotes this remark, admires " the steady and firm sup-
port which English courts of justice have uniformly and inflex-
ibly given to the salutary rules of law on this subject,” even
in cases of apparent hardship to the carrier. He states that
this principle of extraordinary responsibility was taken from
the Roman law, and "has insinuated itself into the jurispru-
dence of all the civilized nations of Europe.” The rule is as
important to-day as it ever was. The reason for it is in no
way impaired. My attention has been called to the fact that
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many courts, American as well as English, and the supreme
court of the United States is one of them, have decided that
a common carrier cannot limit his liability by a mere notice,
but only by a special agreement. I am only asking you,
then, to adhere to an ancient and wise policy when I ask you
to refuse the carrier liberty to shield himself from respon-
sibility by writing on his receipt or bill of lading such words
as " more or less.” I ask you to place the grain trade on an
equality with other trades. This difficulty arises on account
of the practice of carrying grain in bulk instead of in pack-
ages, barrels, etc., etc., as other merchandise is carried.
All we want is to require the carrier to account as strictly for
grain as for any other merchandise confided to him. I wish
the law I propose to be of universal application, and not to
be confined by any compromise to shipments made at a few
principal points. Wherever there is an agent of one of the
lines, Red, White or Blue, wherever grain is received, there
should track scales be placed and a bill guaranteeing the weight
be given; for nine-tenths of Boston’s grain is brought from
country points where agents of these freight lines can be
found, so you have heard from an experienced merchant.

The testimony discloses two other grievances upon which
we have a few words to say.

The first is, that the Boston & Albany Railroad Company
absolutely and arbitrarily refuse to deliver any grain cars
billed to Boston, to the Union Freight Railroad. Mr. Lin-
coln admitted the fact, and attempted to excuse it on the
ground that the elevators were built at the request of the
Boston merchants, and that they must use them and pay for
them.

He made no effort to show, however, that those merchants
ever agreed that every bushel of their grain should go
through an elevator.

They generally consider the elevators a great benefit and
are glad to make use of them. But they deny the road’s
right to decline all terms for transferring cars to the Union

O O

tracks.
Cars billed to neighboring towns and cities are allowed to

be so transferred, and the merchants think it very hard that
cars consigned to Boston cannot have a similar privilege on
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seasonable notice to the company. If a Boston merchant has
an opportunity to sell a car-load of grain to a town in the
vicinity, have this company any legal warrant for saying that
he shall not send the car to that town till he pays a tax to the
elevator and suffers the delay of passing his grain through it,
a process that does him no good and is only a hindrance ? I
believe that you will say, Mr. Chairman, that such a prohi-
bition is illegal and unjustifiable. Just such imperative rules
as this account for not little of the deep-seated dislike of the
Boston & Albany Railroad ; a dislike which must have been
very apparent to you during these hearings ; a dislike that I
confess I share, though I have faithfully endeavored to keep
it under restraint in these remarks.

The railroad officials come to regard their rules as some-
thing sacred, that must be maintained under all circum-
stances. The moral law is not more binding. Mr. Lincoln
is a kindly man, and told you that he had "always thought
Mr. Stebbins’ situtation in reference to this rule under dis-
cussion a peculiar one, and I would,” he said, "most cheer-
fully have made an exception in his favor if I could have
seen my way clear to it.” You could not have better testi-
mony to the harshness of the rule.

Another defence for the rule is the practice of underbill-
ing. Of this I need only say that the practice will die when
the freight lines weigh the grain they receive, as I have sug-
gested to you to require them to do.

Rather than grant a civil and proper request to do a right
action, to protect the merchant and themselves by a guaran-
teed bill of lading, this company prefer to commit two
wrongs, by destroying his security and depriving him of the
control of his property.

The last point to which I shall advert, is the double injus-
tice inflicted by this road on our western counties. They
are charged as much freight from the West as if their goods
came through to Boston, and upon freight from Boston they
are charged so exorbitantly that they find it cheaper to go
farther from home in some direction where they meet a more
considerate carrier. At the same time they have the aggra-
vation of seeing miles of empty cars pass their doors every
day. Two witnesses, in whom you will have confidence, Mr.



70 BOSTON & ALBANY RAILROAD CO. [Apr.

Richardson and Mr. Mayo, spoke of Boston’s loss of the
trade of Western Massachusetts and Southern Vermont since
the road to Albany was built; a loss which is due to the
short-sighted management of this road in making freights so
dear. My study of the evidence I have presented, and of
the questions it brings up, leads me to the conclusion that
you must report that the Boston & Albany Railroad Com-
pany, are not furnishing facilities for the transportation of
merchandise, and for the promotion of the commerce of the
Commonwealth, such as she ought to have ; such as she must
have, if she is to hold her own against the zealous competi-
tion of the day.

The remedy I personally favor, is that proposed by the
Weymouth resolution, of taking possession of the road by
the State. You will not expect me to discuss- a project of
that magnitude, after I have already occupied so much of
your valuable time. Should this Committee, or the legisla-
ture, however, decline to entertain that project, I ask you,
Mr. Chairman and gentlemen, to report a joint Resolution
requesting the State Directors of the Boston & Albany Rail-
road to spare no elfort to make the rates of freight from the
West to Boston as low as those to New York, and to obtain
better rates to the West. They should also be requested to
secure more favorable terms of transportation for the interior
towns of the State, and to see to it that cars are not refused
a transfer to the Union Freight Railroad and other connect-
ing railroads. Their action under this Resolve they should
be instructed to report to the legislature.

As to the guarantee to bills of lading, I have already
spoken of a law that I wish to have reported. I will furnish
you a draft of it, if you wish me to do so. An influential
newspaper, in speaking of these grievances, which it thought
needed redress, advised a good understanding between the
merchants and the road as the best remedy.

I have no faith, Mr. Chairman, that a good understanding
between these parties is possible. The officials of the road,
courteous as they are in private intercourse, when the con-
cerns of the corporation arc touched upon, feel themselves
every inch the ministers of a power that extends from the
ocean to the Hudson; a power that towers so far above the
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private citizen that he looks like a school-boy; and his com-
plaints are treated as a master treats the winnings of the boy;
that is, with severity or with contempt. I believe that we
have no right to expect any redress, until the strong hand of
the Commonwealth takes away the life she gave this corpora-
tion, or forces it to a realizing sense that its privileges were
conferred, not as a monopoly to cram the pockets of the
stockholders with wealth, but as a trust, to be executed so
as to further the prosperity of the whole community.
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CORRESPONDENCE.

COMMONWEALTH OF MASSACHUSETTS.

Committee on Railroads, )

Boston, March 23, 1875. $

J. H. Rutter, Esq.

Dear Sir : —lt has been stated before this Committee that
your railroad gives guaranteed bills of lading of grain loaded
at Buffalo or the West, and delivered at New York; that is,
that you deliver the quantity named in railroad receipt, and
thus become liable for shortage. Will you please advise me,
at your early convenience, if this is so, and oblige,

Yours, truly,

GEO. C. BURPEE, Clerk.

New York Central & Hudson River Railroad Co., )

Grand Central Depot, New York, March 30, 1875. )

Geo. C. Burpee Esq., Clerk Committee on Railroads , Boston , Mass.

Dear Sir :—ln reply to the inquiry contained in yours of
the 23d instant, I beg to say that this company does not
guarantee weights of freight of any kind, and therefore the
statement referred to as having been made before your Com-
mittee is incorrect.

Yours, truly,

J. H. RUTTER, Gen’l Freight Agent,
Per N.
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Table showing out-turn of Grain at East Boston Elevator in Decem-
ber, 1874.

Way Bill Elevator I ,

car. WHERE FROM.
..

. .. .
Excess. Shortage

' weight. weight.

R,, .

. 4494 Toledo, . . . 22,400 22,344 - 66
w’,, . . 1500 Indianapolis, . . 22,000 28,408 1,408
NY. C., . 10112 “ • • 22,000 23,520 1,620
CS, . • 4023 “ • • 22,000 22,232 232
W., . 903 “ . 21,000 21,448 448
M. D. T., . 1741 “ • • 22,000 24,472 2,472
C. S., . . 2086 “ • • 21,000 21,392 892
W, .

. 1521 “ . • 22,000 24,192 2,192
“ .

. 2645 “

• • 20,000 20,048 48
M.D.,, . 6497 “ . . 20,866 20,720 - 146
W., . . 8874 Cleveland, . . 22,400 22,512 112
G, T. R, . 8151 Indianapolis, . . 22,000 22,680 680
8,, . . 3697 Fort Wayne, . . 22,350 22,792 442
G. T. R., . 3002 Indianapolis, . . 22,000 22,568 668
M. D. T., . 1445 Matteson,. . . 22,900 23,128 228
8., . . 2500 “

... 24,000 24,864 864
M. D. T., . 2267 Chicago, . . . 25,010 25,020 10
R, . . 5308 “

... 23,730 23,640 - 90
“ .

. 4737 “
... 23,730 23,820 90

“ . . 2702 “
... 23,730 23,820 90

“
. . 4602 Toledo, . . . 22,000 23,408 1,408

W., .
. 345 Cleveland, . . 22,400 22,344 - 56

G. T., . . 2808 Indianapolis, . . 20,500 20,832 332
N. Y. C., . 10177 “

. . 22,698 25,200 2,502
M. . 1242 “

. . 23,000 24,192 1,192
“

. . 384 Toledo, . . . 22,400 22,232 - 168
W., .

. 2004 Indianapolis, . . 21,500 21,840 340
N. Y. C., . 10358 “

. . 23,000 25,088 2,088
“ . 10142 “

. . 23,000 23,072 72
“

. 5634 Buffalo, . . . 21,000 22,792 1,792
“ . 3300 “

... 21,000 23,072 2,072
8., . . 2654 Chicago, . . . 23,730 23,700 - 30
“ . . 3678 “

... 23,980 23,760 - 220
M. D.T., .56 “ . . . . 26,000 25,020 20
8., .

, 6319 “
... 25,000 25,020 20

“
. . 2060 “

... 25,010 25,020 10
“

. . 2401 “
... 23,730 23,760 30

“ .
. 4813 “

... 24,000 24,000
“ . . 560 “

... 23,730 23,760 30
“

. . 631 “
... 24,000 23,880 - 120

M. D.T , .667 “
... 22,380 22,320 - 60

“
. 1505 “

... 25,000 25,020 20
B. . . 2052 “

... 23,730' 23,700 - 30
“

. . 3478 “
... 23,730 23,760 30

M. D. T., . 2654 Toledo, . , . 22,400 22,232 - 168
W., . . 349 Indianapolis, . . 23,000 23,296 296 -

“ . . 5626 “ . . 22,000 23,128 1,128
“

. . 2637 “ . . 22,000 24,024 2,024
C. S., .

. 4146 “ . . 20,500 20,608 108
W., . . 3824 “

. . 22,000 22,344 344

10
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Out-turn of Grain at East Boston Elevator—Continued.

Way Bill ElevatorCar. WHERE FROM. Excess. 'Shortageweight, j weight, j

N. Y. C., . 10182 Indianapolis, . . 124,000 25,816 1,816
“

. 5542! “ . . 123,000 24,640 1,640
C.S., . . 8168 | “ . . 21,000 21,168 168
N. Y. a, . 10071 ! “ .

. 23,000 23,912 912
R„ .

. 16061 1 Butler, . . . ! 22,000 23,464 1,464
W., .

. 2234 | Indianapolis, .
. j 22,000 21,784 - 216

C. S, . . 4159 “
. . 22,500 22,288 - 288

“
. . 4001 “

. . 22,500 23,520 1,020
“

. . 4020 “
.

. 22,500 23,576 1,076
W., . . 3008 “ . . 20,772 23,072 2,300
C, S., . . 8159 “

. . 22,600 23,520 1,020
W, . 5697 I Cleveland, .

. 22,400 22,232 - 168
“

. . 723 “
. 22,600 22,624 24

“
. . 1481 “ . 22,700 22,176 - 524

“ . . 2260 “
. . 22,700 22,624 - 76

“ . . 3036 1 Indianapolis, . . 22,000 23,240 1,240
N. Y. C., . 9024 i Chicago, . . . 24,320 24,248 - 72

“ . 9023 “
... 24,320 24,248 - 72

“ . 9040 1 “
... 24,310 24,360 50

Int., .
. 11193 “

... 23,150 23,072 - 78
“

.
. 11289 “

... 21,350 21,280 - 70
8., . . 3297 “

... 24,000 24,696 696
“

. . 618 |
... 20,600 20,272 - 228

W, . 2100 Indianapolis, . . 22,400 22,288 - 112
M. D. T., . 998 “

. . 22,400 24,808 2,408
W., . . 2047 “

. . 22,400 22,400
“ . . 486 I “

. . 22,400 22.792 392
F. D. & W., 212 ! Buffalo, . . . 21,000 22,456 1,456

“ 3078 “
... 21,000 23,688 2,688

M. D.,. . 2071 Indianapolis, . . 22,400 22,400 -

W., . 281 “ . . 21,000 26,376 5,376
M. D., . 887 “

. . 23,000 23,632 682
R., . . 14036 : Butler, . . . 22,400 23,184 784
W., . . 1056 j Indianapolis, . . 22,000 22,120 120
8., . 558 Matteson,. . . 24,000 25,368 1,368
I. B, & W.,. 1874 J Tavlorville, . . 22,400 22,176 - 224
B. . , 1166 I Matteson,. . . 22,900 23,016 116
“

. . 4628 I Burlington, . . 23,000 24,192 1,192 -

W., . . 10 ' Indianapolis, . . 22,000 28,856 1,856
N. Y. C., . 10174 “ . . 23,000 23,072 72

“ . 10312 “ .
. 28,000 22,792 - 208

“ . 10017 “
.

. 22,000 24,696 2,696
“ . 10353 “ . . 22,000 22,848 848
“ . 10072 “ . . 22,000 22,568 568

M. D„. .1173 “ . . 22,500 22,786 236
N. Y. C, . 10210 “ . . 22,000 22,008 8

“ , 10266 “ . . 22,000 23,352 1,352
R,, . . 4063 Butler, . . . 22,000 22,848 848
W., . . 8022 ' Indianapolis, . . 21,000 21,336 886
N. Y. C,, . 10141 j “ . . 22,000 21,000 - 1,000
M. D,. . 2111 | Buffalo, . . . 22,500 23,408 908
C. S. R., . 8065 Cincinnati, . . 20,000 18,032 - 1,968
M. D„. . 298 Buffalo, . .

. 24,000 23,688 - I 312
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Way Bill Elevator
Car. -WHERE FROM. ' .. . Excess. Shortage

weight. weight.

R .
. 9111 Toledo, . . . 22,000 23,912 1,912

.« . . 12144 “
... 22,000 23,632 1,632

“ ,
. 2699 “

. 22,400 22,344 - 56
W., . ■ 8382 Indianapolis, .

. 22,000 28,016 1,016 -

M. D.,. . 660 Toledo, .
. . 22,400 22,344 - 66

“ . . 360 “
... 22,400 22,344 - 66

“ . . 479 “
... 22,400 22,400

“ .
. 465 “

... 22,400 22,844 - 66
“ . . 1158 “

... 22,400 22,400
B, . . 7032 Chicago, . . . 22,050 22,176 126 -

“ . . 2497 “
... 23,000 22,904 - 96

U. SR. S., . 080 Peru, . . . 22,400 22,400
B, . .1195 Matteson,. . . 24,000 24,528 528
M. D.,. . 183 Burlington, . . 23,000 23,184 184
B, . . 8568 “ 23.000 23,352 852
M. D.,. . 807 Logansport, . . 22.000 22,232 232
R., . . 4493 Buffalo, . . . 22,500 22,904 404
W., .

. 3441 Indianapolis, . . 22,400 22,568 168 -

“
.

. 3204 “ . . 22,400 22,400
N. Y. C., . 10080 “ . . 23,500 28,464 - 36
W., 67 “

. . 22,000 21,112 - 888
M. D.,. . 1128 “

.
. 21,000 21,892 892

W„ . 467 “
. . 22,000 22,344 844

N. Y. C., .10348 “ . . 21,500 21,728 228
1.1. C., . 662 “

. . 22,000 23,464 1,464
W., . . 5550 “ . . 22,000 22,786 736
N.Y. C., .10051 “

. . 21,500 21,672 172
T. . 1001 Matteson,. . . 21,700 21,896 196
C. S. L., . 12011 Cincinnati, . . 21,000 23,576 2,576
W., . . 1711 Indianapolis, . 22,000 23,184 1,184 -

NY. C., . 10088 “ . . 23,000 24,808 1,808
R., . . 12063 Toledo, . . . 24,000 24,192 192
“

. . 7635 “

... 24,000 23,912 - 88
M D.,. . 686 Indianapolis, . . 22,000 21,840 - 160
W., . . 1415 “

. . 22,400 23,072 672
NY. C,, . 10263 “ . . 28,500 22,400 - 1,100

“
. 10300 “

. . 22,000 22,680 680
“ . 10258 “ . . 21,000 22,400 1,400
“ . 6676 “

. . 23,000 23,240 240
C. S. L., . 0504 “ . . 21,300 21,448 148
Int., . . 8827 Chicago, . . . 23,200 23,296 96
M. D. T., . 1244 “ 22,150 22,176 26
C. S.’L., . 8197 C. S. Junction,. . 25,480 25,424 - 56

“ . 4307 “ “ . . 25.480 25,424 - 56
“

. 12006 “ 25,480 25,424 - 56
“

. 4025 “ “
. . 25,480 25,480

“
. 7012 « “

. . 25,480 25,424 - 56
M. D,,. . 353 Toledo, . . . 22,400 22,344 - 56

“ • . 929 “
... 22,400 22,176 - 224

U. S, R. S., . 03945 C. S Junction,. . 25,480 25,424 - 56
W„ . . 8114 Indianapolis, . . 22,000 23,464 1,464
R, . . 7836 Butler, . . . 22,000 22,400 400
“

■ • 4615 “
... 22,000 22,400 400
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Out-turn of Grain at East Boston Elevator—Continued.

Car. I WHERE FROM. Way BiU Elevator I shortage
, weight. weight. I 1

W., . . 704 1 Cleveland. . . 22,000 22,848 848
R ,

.
. 9086 j Butler, . . . 22,000 22,288 288

B. . . 4363 1 Fort Wayne, . . 20,000 22,568 2,568
R., . . 7534 I Toledo, . . . 23,500 23,968 468
“ . . 8808 “

... 23,500 23,968 468
M. D.,. . 2166 “

... 22,400 22,344 - 56
C. S., . . 2091 C.S. Junction,. . 25,480 25,480
M. D.,. . 869 Toledo, . . . 22,400 22,568 168

“
. . 1657 1 “

... 22,400 22,568 168
W., . . 1071 ! Indianapolis, . . 22,000 22,176 176
N. Y C., . 10119 j . . 22,000 23,408 1,408
M. D,. .304| “

. . 22,000 22,400 400
W., . . 1610 “ . . 22,000 22,232 232
M. D,,. . 2112 | “

. . 22,000 22,400 400
“ . . 1408 “ . . 22,000 22,232 232

N. Y. C., . 10136 “
. . 24,000 24,864 864

“ '

. 10181 “ . . 22,000 23,744 1,744
M. D„. . 2403 Columbus, . . 23,500 22,400 - 1,100
W., . . 3467 | . . 23,500 23,296 - 204
“ . . 8531 “

. 23,500 25,312 1,812
“ . . 3378 “ . . 23,500 27,384 3,884

M. D.,. . 2472 1 “
. . 23,500 23,632 132

N. Y. C., . 8933 Indianapolis, . . 22,400 20,216 - 2,184
“ . 10303 “ . . 21,000 21,280 280
“

. 6027 “ . . 22,000 22,176 176
“ . 10162 “ . . 24,000 24,080 80
“ . 5554 “

. . 22,400 21,728 - 672
M. D„. . 2016 “ . . 20,500 21,112 612

“ . . 1762 “
. . 21,500 22,288 788

“ . .79 Chicago, . . . 23,730 23,700 - 30
8., . . 3700 “

... 23,730 23,700 - 30
“

. . 1131 “
... 24,000 24,000

“ . . 3642 “
... 24,000 28,940 - 60

“
. . 2562 “

... 24,000 24,000
“ , . 5000 “

... 24,000 23,940 - 60
“ , . 2559 “

... 24,000 23,760 - 240
“ . . 5024 “

... 24,000 24,000
“ . . 4924 “

... 24,000 24,000
“ . . 4614 “

... 24,000 24,000
“ . . 3166 “

... 24,000 23,940 - 60
“ . . 2467 “

... 24,000 24,000
“ . . 349 “

... 24,000 24,000
M. D. T., . 135 “

... 24,000 24,000 -

*
-

B. . . 2595 “

... 24,000 23,100 - 900
“ . 872 “

... 24,000 24,000
“ . . 870 “

... 24,000 23,940 - 60
R., . . 3895 Butler, . . . 22,000 22,344 844
W., . • 5661 Indianapolis,* . . 24,000 24,024 24
“ .

. 2220 “ . . 22,400 21,672 - 728
N. Y. C., .10310 “

. . 22,000 22,456 456
M. D. T., . 1292 “ . . 21,000 20,496 - 504
C. S„ . .4061 Peru, . . . 22,400 22,400
M. D.,. . 1740 Taylorville, . . 22,400 23,744 - 656
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I ,
Way Bill Elevator I I

Car. 1 WHERE FROM. ,
,

Excess. Shortage
weight. weight. |

W., . . 2596 Taylorville, . . 122,400 23,408 1,008
M. D.,. . 1962 “

. 22,400 28,072 672
W., . 8100 “ . . 22,400 22,680 280
B. . . 2148 Chicago, . . . 24,000 28,940 - 60
“

.
. 3771 “

... 24,000 23,940 - 60
M. D.,. .752 “ . . . 24,000 23,940 - 60
U. S. R. 5.,. 03964 C. S. Junction,. . 22,400 22,400
ST. Y, C., . 10115 Indianapolis, . . 21,000 22,232 1,232
U. S. R. 5.,, 0189 “ . . 20,000 21,896 1,896
W., . . 2443 “ .

. 21,000 21,168 168
M. D.,. . 2655 “ . . 22,000 22,624 624
C. S., . . 03909 Cincinnati, . . 23,000 23,016 16
W., . . 2050 Indianapolis, . . 22,000 20,664 - 1,336
“ . . 5585 Cleveland, . . 20,000 22,288 2,288 -

“
. . 5 “ . . 20,000 23,520 3,520

“ . . 2467 “ .
. 22,000 ' 22,904 904 -

R., . . 12027 Toledo, *

. . . 22,500 22,440 - 60
“ . . 9458 “

. j 22,600 22,320 - 180
“ . , 5346 “

... 22,500 22,600
“ . . 7761 “

... 22,500 22,560 60
“

. . 4360 “
... 22,500 22,260 - 240

“ . 2681 “
... 22,500 22,500

“ . . 3601 “ . , . 22,500 22,560 60
8., . . 234 Chicago, . . . 23,730 23,700 - 30
“ . . 1177 “

... 28,730 23,700 - 30
M.D.,. . 2252 “

... 28,730 23,820 90
8., . . 8645 “ . J 23,730 23,700 - 30
“ . . 4371 “ . . ,(23,730 23,640 - 90
“ . . 2048 “

...123,730 23,700 - 30
“

• . 2389 “
... 23,730 23,700 - 30

“
.

. 2551 “ . . 23,730 23,680 - 150
“ . . 2442 “

... 124,000 23,940 - 60
“ . . 2670 “

...124,000 23,940 - 60
“ . . 4392 “

. . . | 24,000 24,000
“

. . 2510 “
... 24,000 24,060 60

“ . . 884 “
... 24,000 24,120 120

M. D. T., .172 “

... 24,000 23,940 - 60
B.

.
. 4838 “

... 24,000 24,000
“

. . 563 “
... 24,000 23,820 - 180

“ . . 6268 “
... 24,000 24,060 60

“
. . 3128 “

... 24,000 24,060 60
W., . . 998 Indianapolis, . . 18,600 18,760 260 -

C. S , . . 4843 Peru, . .
. 22,400 22,400 -

B. . . 3006 Chicago, . . . j 24,000 22,008 - 1,992
C. R. S., . 4266 “ . .

. 23,650 23,362 - 298
B. . .

5339 “
... 22,200 22,232 32

“
. . 2616 “

... 24,000 24,136 136
C. S,, . . 11584 Indianapolis, . , 20,000 22,456 2,456

“ . . 4323 Peru, . . . 122,400 22,456 56R., • . 2866 Toledo, . . . 24,000 24,024 24
“ . . 7626 “

...j23,500 23,800 800C. S., . . 4128 Peru, . .
. 22,400 22,400 - iR-. • ■ 9579 Toledo, .

. .123,500 23,968 I 468
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_ Way Bill Elevator
Car. WHERE FROM. I ,

, Excess. Shortage
weight. I weight. b

C. S-, . . 8207 C. S. Junction, . 25,480 25,812 - 168
“ , . 4224 “ “ . 25,480 25,424 - 56

U. S. R,, . 04102 “ “
. 25,480 25,424 - 56

C. S., . . 2377 “ “
. 25,480 25,424 - 56

B, . . 3115 Matteson, . . 20,400 20,552 152
W., . . 301 Indianapolis, . . 28,500 23,856 356
“ . . 9410 “

. . 22,000 22,232 232
“ . . 7073 “

. . 22,000 20,832 - 1,168
M. D. T., . 410 “ . . 22,000 22,344 344
R., . . 9326 Toledo, . . . 20,160 22,456 2,296
“ . . 3213 “

... 20,160 22,400 2,240
“ .

. 7553 “
... 20,160 22.456 2,296

“ . . 7785 “
... 20,160 22,456 2,296

“ . . 2375 “
... 20,160 22,456 2,296

“ . . 2487 “
... 20,160 22,512 2,352

Int., . . 1396 Matteson,. . . 23,450 23,800 350
“ . . 3291 “

... 24,000 24,640 640
“ . . 3352 “

... 24,000 24,360 360
U. S. R. 5.,. 4147 Indianapolis, . . 23,300 23,352 52
C. S.. . . 11539 “ . . 23,000 24,080 1,080
R, . . 2981 Butler, . . . 22,000 22,344 844
“ . . 9469 “

... 22,000 22,400 400
“

. . 2883 Logansport, . . 22,000 23,632 1,632
“ . . 3338 Butler, . . . 22,000 22,344 344
“

. . 7994 “
. . 22,000 22,400 400

C. S., . . 8127 Indianapolis, . . 23,000 23,464 464
Int., . . 3323 Chicago, . . . 24,000 24,584 584
C. S., . . 4275 Peru, . , . 22,400 22,120 - 280
T. W. &W., 1191 C. S. Junction,. . 20,160 20,328 168

“ 2449 “ “
. , 20,160 21,280 1,120

C. S, . . 11533 Indianapolis, . . 22,000 22,288 288
W., . . 1161 Springfield, . . 22,400 24,360 1,960
C. S,, . . 8179 Indianapolis, . . 23,000 25,200 2,200

“ . . 04139 “ . . 23,000 23,016 16
U. S. R. 5.,. 0212 “

. . 23,900 24,180 720
C. S-, . . 2150 C. S. Junction,. . 22,400 22.344 - 56
U. S. R. 5.,. 4229 “ . . 22,400 22,400

“ . 03952 “ . . 22,400 22,400
C. S., . .11629 “ . . 25,200 24,792 - 508

“ . .8213 “ . . 25,480 25,480
U. S. R S,, . 0107 “ . . 25,480 24,864 384
W., .

. 7005 Indianapolis, . . 24,000 25,200 1,200
C. S, . . 8152 “ . . 21,500 21,504 4
B„ . . 3147 Matteson, . . 22,800 23,072 272
“ .

. 2211 “ .
. 23,250 24,080 830

“ . . 506 Chicago, . . . 21,000 21,336 336
R., . . 1229 Toledo, . . . 22,500 22,380 - 120
“ . . 14023 “

... 22,500 22,320 - 180
“

. . 2590 “
... 22,500 22,440 - 60

“ . . 3064 “
... 22,500 22,380 - 120

“
. . 7696 “

... 22,500 22,440 - 60
“

. . 8109 “
... 22,500 22,880 - 120

“

.

. 5623 “
...

22,500 22,380 - 120
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Wav Bill Elevator I
Car. WHERE FROM. * Excess. .Shortage

weight. weight.

IR, . . 9401 Toledo, .
. . 22,500 22,880 - 120

“ . . 7732 “

... 22,500 22,140 - 360
“ . . 7914 “

... 22,600 22,660 60
“

. . 3637 “
... 22,500 22,500

“ . . 5740 “

... 22,500 22,500
“ . . 3467 “

... 22,500 22,440 - 60
“ . . 8183 “

... 22,600 22,200 - 300
“ . . 2607 “

... 22,500 22,440 - 60
“ . . 7648 “

... 22,500 22,200 - 300
“ . . 8039 “

... 22,500 22,500
N. Y. C., . 4948 “

... 22,500 22,260 - 240
R, . . 3584 “

... 22,500 22,380 - 120
U. S. R., 032094 C, S, Junction, . 22,400 22,400
8., . . 4744 Chicago, . . . 22,000 23,576 1,576
R., . . 14090 “

. .
. 28,000 23,016 16

8., . 1186 “
... 21,650 22,400 750

“ . . 2240 “
. . . 22,300 22,344 44

M. D.,. . 2455 Indianapolis, . . 23,000 23,744 744 -

B. . . 2364 Matteson, . . 22,750 22,904 154 -

U. S R., . 04051 C. S. Junction,. . 22,400 22,400 - -

W., . . 1162 Indianapolis, . . 22,000 23,408 1,408
NY. C., . 3570 “

. . 23,000 22,456 - 544
U. S R., . 0248 “

. . 20,000 22,456 2,456
“

. 024 “
. . 20,000 22,456 2,456

“
. 099 “

. . 20,000 22,456 2,456
M. D.,. . 502 East Cambridge, . 20,000 22,848 2 848

“
. . 1482 “ “

. 20,000 24,472 4,472
“

. . 589 “ “
, 20,000 24,180 4,180

W,
. 3070 Cleveland, .

. 20,000 22,736 2,786
“

. 491 “
. . 22,000 20,882 - 1,168

M. D,,. . 719 Virginia, . . . 22,400 23,912 1,512
W., . . 2504 Cleveland, . . 20,000 23,016 3,016 -

N. Y. C., . 6154 Indianapolis, .
. 22,000 22,116 176 -

W., . . 5572 Cleveland, . . 22,000 22,008 8 -

“
. . 3140 “ . . 20,000 23,016 . 3,016

U. S. R., . 04171 Indianapolis, .
. 24,600 24,640 40 -

C S., . . 8097 Peru, .
. . 22,400 22,400 - -

M. D.,. . 2524 Indianapolis,
. . 22,000 22.456 466 -

C. S., . . 4028 Cincinnati, . . 23,000 23,016 16
R, . . 2395 Toledo, . . . 22,500 22,860 360
“

• • 2422 “
... 22,600 21,900 - 600

“
• . 7864 “

... 22,500 22,440 - 60
“

• ■ 3556 “
... 22,500 22,440 - 60

“

• . 14072 “
... 22,500 22,440 - 60

‘
• . 3248 “

... 22,500 22,440 - 60W„ . . 970 Indianapolis, . . 22,000 22,904 704 -

M- C,,. . 1090 Portland, Me., . . 20,900 20,832 - 68
“

• ■ 6564 “ . . 20,950 20,954 4T. W. & W., 7095 C. S. Junction,. . 20,160 20,496 336 -

Inh, • • 1U77 Chicago, . . . 22,260 22,288 88
C. R. S., .4991 “ . . . 24,000 24,696 696Red, . . 2835 Toledo, . . . 24,000 23,856 - 144“

• • 3453 “
... 23,600 23,856 356
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Way Bill Elevator
Car. WHERE FROM. '

.. . Excess. Shortage
;I weight. weight, i

M. D.,. . 312 i Indianapolis, . .
23,000 23,240 240

W., . . 2363 I “

. 23,000 25,088 2,088
Int., . . 11202 1 Matteson, . . 22,200 22,456 256
U. S. R S,. 03979 IC. S. Junction,. . 22,400 22,344 1 - 60
C. S. . . 2331 i “ . . 22,400 22,344 - 60
Red.’ . 9399 Toledo, .

.
. 22,500 23,856 356

a
. 3600 “

... 22,500 22,960 460
N. A., . . 292 Portland, Me., . . 22,350 22,400 | 50 -

M C 9 564 “ “ 26,900 26,712 - 188
«

’ ‘ '

1286 ! “ “ . . 20,000 19,880 j - 120
« '

’

2844 | “ “ . 20,000 18,928 - 1,072
L. S., ! ; 704 | “ “

. 22,000 22,288 | 288
M. D . .

864 | Cleveland, .
. 22,000 26,376 4,376

W. L,,.
. 4017 j Virginia, . . . 22,400 23,856 { 1,456

N. Y. C., . 6010 “ . . . 22,400 23,856 j 1,456
M. 1).,.

. 2015 | Springfield, 111, .
22,400 23,866 1,456

C. S. L., . 4817 i Indianapolis, . . 23,000 25,648 2,648
w 2222 “ . . 22,000 22,400 400

1227 “ . . 21,000 21,000
N, Y. C., ! 5673 “ . . 22,000 22,288 288

u 10014 “ 22,400 20,720 - 1,680
cc ' 10324 “ . . 22,400 14,336 | - 8,064

C. S. L., . 4325 C. S. Junction,. . 25,480 25,312 j - 168
N. Y. C„ . 10206 Indianapolis, . .

24,000 26,208 2,208
w 8112 “

. 22,000 22,624 | 624
cc'’ ' 77 cc , 21,000 23,800 12,800
cc ’ ' 1106 I “ . . 23,680 23,632 1 - 48

Red, ! 3108 | Toledo, . . . 22,000 24,752 2,752
.. 7927 t “ . 20,160 22,400 j 2,240
cc ' ' 4797 | c‘ . . 23,000 24,024 1 1,024
cc ’ ' 4981 | “ . 20,160 22,344 2,184
•* | ] 8507 «

... 23,000 24,050 | 1,050
cc 18010 “

... 23,000 24,136. i 1,136
c. S. R, ’. 8221 Buffalo, ! . . 22,500 23,912 1,412
MD . .

2689 1 Indianapolis, . . 22,000 23,744 [ 1,744
U. S. R. S., . 4291 C. S Junction,. . 22,400 22,288 - 112
W. .

.

1(306 Indianapolis, . . 23,000 23,072 , 72
MD .

. 2506 Chicago, . . .
21,800 21,840 40 -

CS L 4303 C. S. Junction,, . 25,480 25,256 - 224
Tc "

8240 “ . . 25,480 25,368 - 112
U g 032027 cc

t t 25,480 25,312 168
cc

’ .032079 cc
_ . 25,480 25,368 - 112

M. D . . H2O Indianapolis, . .
21,000 23,800 2,800

cc
’’

_
945 cc

. . 21,000 23,676 2,576
w ' ' 364 cc . 21,000 23,576 2,676
N. Y C ' 10168 “

.

. 22,000 21,616 - 384
at i) ’ 1870 cc

.

, 23,000 24,136 1,136
' 1437 “ . . 22,000 -23,296 1,296 -

W ’ ’. 3289 Taylorville, . . 22,400 21,728 - 672
cc’’ _ 8295 cc . 22,400 22,904 604
cc .

.
936 Indianapolis, . . 21,000 21,784 784

cc . . 2537 Dayton, . . . 22,300 23,184 884 -

cc _ . 2516 Indianapolis, . . 23,000 22,612 - 488
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Car. WHERE FROM.
Wav Bill Elevator
weight. weight.

M. D.,. . 271 Dayton, . . . 22,200 23,128 928
“

. . 1160 Indianapolis, . . 22,000 22,008 8
W., . . 3082 “

. . 22,000 22,400 400
N. Y. C., . 10280 Virginia, . . . 22,400 24,416 2,016
Ked, . . 3619 Logansport, . . 23,500 23,464 - 36
W„ . . 1538 Cleveland, . . 20,000 22,792 2,792
N. Y. C., . 11611 Indianapolis, .

. 22,000 22’344 344
W., . . 1011 Virginia, . . . 22,400 24,080 1,680
N. Y. C., . 10144 Springfield, 111., . 22,400 26,208 3,808
W., . . 1119 Indianapolis, . . 20,000 25,648 5,648
N. Y. C., . 11252 “ . . 22,000 22,400 400
W„ 92 “ . . 22,400 23,688 1,288
M. . . 1826 Chicago, . .

. 22,400 22,368 - 32
V. C., . , 3623 East Cambridge, . 22,400 22,336 - 64

“ ■ • 7208 “ “

. 22,400 22,208 - 192
W. . . 2227 Indianapolis, . . 22,000 22,464 464
N. Y. C., . 10064 “

, . 22,000 25,536 3,536
B -> • • 852 Chicago, . . . 22,380 22,260 - 120
M. D., .460 “

... 22,380 22,820 - 60
B -. • ■ 8951 “

...22,380 22,820 - 60
“

• • 4531 “

... 22,380 22,880
M.D.,. . 2612 “

... 23,730 23,700 - 30
B '. • • 6277 “

... 23,730 23,640 - 90
“

• • 880 “
... 23,730 23,700 - 30“

•
• 805 “

... 23,730 23,640 - 90
“

■ ■ 4525 “
... 23,730 23,520 - 210

“
• • 5294 “

... 25,000 24,960 40
“

• • 4032 “
... 25,010 24,960 - 50

“
• • 2486 “

... 23,730 23,580 - 150“

• • 4176 “

... 23,730 23,640 - 90
M, D.,. . 1509 “

... 23,730 23,700 - 30B -. •• 1,139 “

... 23,780 23,640 - 90
• 7017 “

... 23,730 23,520 - 210
M. D.,. .1683 “

... 23,730 23,640 - 90E., . . 3294 Joliet, . . . 22,420 22,288 - 132C. S. L., . 12002 C. S. Junction,. . 25,480 25,424 - 56Red, . . 7990 Toledo, . .
. 22,400 22,466 56Y. Y. C., . 4197 Indianapolis, . . 25,000 25,256 256M- D.,. . 1243 Chicago, .

. . 22,350 22,400 50IV., . , 9030 Indianapolis, . . 22,000 23,296 1,296
“

• ■ 965 Cleveland, . . 20,000 22,456 2,456M-D.,. . 2 Indianapolis, . . 20,000 23,632 3,632
• • 85 36 Chicago, . . . 23,730 23,640 - 90M.D.,. . 1669 “

... 23,380 22,320 - 60B
> • • 3616 “

... 22,380 22,320 - 60C. & H., . 6801 “

... 22,370 22,320 - 60B '> ■ • 4234 “

... 24,000 24,000
• H92 “

... 24,000 24,000
“

• • I°BB “
... 24,000 23,700 - 800

• 8973 “

... 24,000 23,940 - 60■ 2603 “

... 24,000 23,880 - 120
‘ ■ ■ 377 “ 24.000 24,000

M-D.,. . 1639 “
. . . 24,000 23,880 - 120

U
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~ j Way Bill Elevator ;Car. WHERE FROM. , Excess. Shortage■weight. weight.

M. D.,. . 1383 Chicago, . . . 24,000 23,940 - 60
8., . . 4541 “

... 24,000 28,820 - 180
“

- • 2461 “
... 24,000 23,940 - 60

“ ■ • 1149 “
... 24,000 23,940 - 60

“
• • 3323 “

... 24,000 23,940 - 60
“

• • 410 “
... 24,000 24,000

“
• . 3670 “

... 24,000 23,940 - 60
“

• • 2035 “

... 23,730 23,700 - 30
“

• . 4901 “
... 23,730 23,760 30

M. D.,. . 2631 “

... 23,730 23,700 - 80
8., . . 4248 “

... 25,000 24,900 - 100
“

• • 510 “
... 23,730 23,760 30

“
■ ■ 2007 “

... 24,000 28,940 - 60
“

. • 2114 “
... 24,000 28,940 - 60

“ ■ • 3799 “
... 24,000 24,000

“
. ■ 3725 “

... 24,000 23,940 - 60
M. D.,. . 2459 “

... 24,000 23,940 - 60
B, . . 8312 “

... 24,000 23,940 - 60
“

. . 4197 “
... 24,000 23.880 - 120

“
. . 2377 “

... 24,000 23,760 - 240
“

. . 3258 “
... 24,000 23,940 - 60

“
• • 2653 “

... 24,000 24,000
“

. . 829 “
... 24,000 23,940 - 60

E., . . 7698 Butler,
.

. . 23,300 22,624 - 676
“ . • 3794 “

... 23,480 22.904 - 576
“ • • 2925 “

... 21,500 22,232 732
U. S. R. S., . 04163 C. S. Junction,. . 22,400 22,288 - 112
G. T,, . . 2512 Indianapolis, . . 22,000 22,904 904
L. 302 “

. . 23,000 23,688 688
8., . . 3562 Detroit, .

. 22,400 24,136 1,736
Int, . . 3609 Chicago, . . . 24,000 24,416 416
W, . . 1725 Indianapolis, . . 22,000 23,632 1,632
G. T., . . 1643 Chicago, . . . 23,100 23,296 196
N. A., . 378 “

... 21,800 21,386 36
M. D.,. . 1150 Indianapolis, . . 24,000 24,472 472

“

. 793 “
. . 22,000 22,568 668

W., . 885 “
. . 22,000 22,680 680

M. D.,. . 1628 Joliet, . . . 20,790 20,720 - 70
“

. . 2487 “
... 22,590 22,512 - 78

8., . . 6246 Chicago, . . . 20,000 21,728 1,728
“

. , 4288 “ 24,000 24,696 696
L. S., . . 2268 Indianapolis, . . 21,000 21,616 616
W., . . 2029 “ . . 21,000 26,656 5,656
G. W., . 1087 C. S. Junction,. . 26,200 24,976 - 224
R., . . 16051 Toledo, . . . 22,400 22,288 - 112
“

. . 2481 “
... 22,400 22,844 - 66

“ • • 3825 “
... 22,400 22,064 - 836

B„ . . 4358 Joliet, . . . 22,080 22,008 - 72
“

.
. 5221 “

... 28,690 23,632 42
W., . . 2643 Indianapolis, . . 20,000 19,824 - 176
M. D.,. . 1238 Taylorville, , . 22,400 23,856 - 144
W., . . 86 Indianapolis, . . 20,000 23,800 3,800
“

. . 5611 Cleveland, . . 22,000 23,464 1,464
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car. WHERE FROM. WV 3111 E,eT "tor
Exceas. Shortage

weight. weight.

8., . . 4455 Chicago, . . . 24,000 23,940 - 60
“ . . 2284 “ .• . 24,000 23,940 - 60
“ . . 4421 “

... 24,000 24,000
“ . . 2163 “

... 24,000 28,940 - 60
“ . . 4760 “

... 24,000 23,940 - 60
M. D., . 189 “

... 24,000 23,700 - 800
B, . . 2458 “

... 24,000 24,000
“

. . 871 “
... 24,000 24,000

“ . . 4206 “
... 24,000 23,940 - 60

“ • . 2688 “
... 24,000 24,000

W., . . 485 j Indianapolis, . . 22,000 22,344 344
L. S., . 1468 “ . . 22,000 22,568 568
R., . . 2023 | Butler, . . . 28,200 22,232 - 968
C. C. C,, . 1084 i Indianapolis, . . 23,500 22,466 - 44
M. D„. . 107 Joliet, . . . 23,180 22,940 - 240
8., . . 2101 “

... 22,990 22,904 - 86
R., . . 7782 I Toledo, . . . 22,400 22,232 - 168
“ • . 9040 I ... 22,400 22,176 - 224W., .5618 Indianapolis, . . 20,000 25,088 5,088
“

. . 8359 Cleveland, . . 22,000 23,016 1,016
“ . . 1526 “ 22,000 23,520 1,520

M. D.,. . 2463 Indianapolis, . . 22,400 22,848 448 -

“
• . 1587 “

. . 24,000 25,312 1,312
8., . . 6022 Joliet, . . . 23,990 23,968 - 22
W, . . 7047 ; Cleveland, . . 22,000 23,632 1,632
R. . . 7748 Butler, . . . 23,150 22,232 - 818
“

. . 14025 “

... 22,400 22,344 - 66
“

. 2384 Keokuk, . . . 22,000 23,912 1,912
“ . ■ 16088 Toledo, . . . 22,400 22,288 - 112
“

- . 3749 “
... 22,400 22,344 - 56

M. D.,. . 1321 East Cambridge, . 20,000 24,472 4,472
G. T., . . 2462 Indianapolis, . . 22,000 22,736 736
S. S., . . 2948 “ . . 23,150 23,016 - 134

“ ■ • 1628 “ . . 23,000 22,792 - 208
8., . . 2055 Chicago, , . . 24,000 22,848 - 162
S. S., . . 2311 Indianapolis, . . 28,500 23,668 68
B, . . 4184 Joliet, . . . 23,000 23,072 72R-, • . 2600 Toledo, . . , 22,400 22,624 224
“

• ■ 8160 “
... 22,400 22,232 - 168

“

• • 7983 “

... 22,400 21,952 - 448
“

• • 9588 “
... 22,400 22,344 - 56

“ ■ • 8866 “
... 22,400 24,304 1,904

“

• ■ 4759 “ 22,400 22,176 - 224
“ ■ • 8004 “ . . . 22,400 22,232 - 168N. Y. C., . 5075 C. S, Junction,. . 25,480 25,144 - 836R-. • • 3862 Logansport, . . 21,000 21,840 840
“

• • 9058 “ . , 22,000 21,392 - 608
• 4397 “

. . 22,400 21,504 - 896“ ■ • 2450 “ . . 21,000 21,896 896W., . 2444 Indianapolis, . . 22,000 22,176 176M- D,. . 2234 “ . . 22,400 22,624 224B> • ■ 1°27 Joliet, . . . 22,050 22,288 238
W,, , . 8062 Cleveland, . . 20,000 22,456 2,456
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1 Way Bill Elevator I
Car. I WHERE FROM. i '

~
, Excess. Shortage

I weight. weight. |
- j— j

W., . . 2433 Cleveland, . . 20,000 ! 23,128 3,128
“

.

. 2405 Joliet, . . 22,330 ! 22,456 126
N. Y. C., . 5836 Toledo, . . . 22,400 22,344 - 56
8., . . 3344 Joliet, . . . 21,950 21,896 - 54
M. D.,. . 1462 Logansport, . . 23,000 22,680 - 320
“

. 884 “ . 22,000 22,456 456
“

. , 1542 Indianapolis, . . 22,000 22,344 344
R., . . 4453 Newton, . . . 22,400 22,176 - 224
“ . . 4095 Newton, . . . 22,400 22,176 - 224

M D.,. . 1816 Logansport, . . 21,000 21,952 952
“

. 993 “
. . 22,200 21,840 - 360

“ . 680 “
.

. 21,000 16,016 - 4,984
“ . . 1593 “ . . 21,000 21,504 504
“ .

. 2231 “ .
. 22,400 21,896 - 504

“ . . 2440 “
. . 21,600 21,392 - 208

“ . . 1810 “
. . 22,000 21,784 - 216

“ . . 14021 Toledo, . . . 22,400 22,064 - 336
“

,
. 2528 “

... 22,400 22,400
M. D.,. . 2130 Chicago, . . . 20,000 20,272 272
R„ . . 4148 Toledo, . . . 22,400 22,400
“ . . 9449 “

... 22,400 22,232 - 168
W., . . 2184 Indianapolis, . . 23,000 23,912 912
“ , . 2624 Virginia, . . . 22,400 26,544 4,144

B. . 2439 Joliet, .
. 22,400 22,344 - 56

M. D.,. . 791 Indianapolis, . . 22,000 25,144 8,144
. 95 Joliet, . . . 21,530 22,288 758

DF. W. S., 586 Indianapolis, . . 21,500 23,912 2,412
W .

, 5558 “
. . 20,000 22,008 2,008

G T 2449 “
.

. 22,000 22,904 904
“ ’ . 2491 “ .

. 22,000 22,568 568
C. S, . . 2864 Chicago, . . . 24,000 28,168 4,168
R . . 2391 Toledo, . . . 22,400 22,288 - 112
“

. 3216 “

... 22,400 22,344 - 56
B . 4088 Joliet, . • . 22,190 21,896 - 294
r’ . . 3980 Toledo, .

. . 22,400 22,288 - 112
“ . . 2790 “

... 22,400 22,344 - 56
“ . . 3940 Logansport, . . 23,000 22,792 - 208

M. D., . 259 Indianapolis, . . 21,000 23,744 2,744
B. . . 4087 Chicago, . . . 21,900 21,896 - 4
R., . , 9473 Toledo, . . . 22,400 22,176 - 224
“ .

. 2544 “
... 22,400 22,344 - 56

W. . . 2627 Taylorville, , . 22,400 23,912 1,512
R . . 10051 Toledo, . . . 22,400 22,344 - 56
W. . 2480 Cleveland, .

. 23,576 22,680 - 896
M D . .1164 “

. . 23,576 23,072 - 504
R. . . 5650 Toledo,

. .
. 22,400 22,232 - 168

, , 3591 “
... 22,400 22,344 i - 56

W. . 8194 Cleveland, .
. 23,576 22,904 j - 672

R., . . 3852 Toledo, . . . 22,400 22,344 - 56
“ . . 6613 Logansport, . . 23,400 22,176 - 224

M D,. . 2420 Dayton, . . . 20,700 21,560 860
R., . . 4571 Butler, . . . 19,550 22,512 2,962
W., . . 1201 Taylorville, . . 22,400 23,912 1,512 -
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Way Bill Elevator L. .
Car. WHERE FROM. '

~

. Excess. Shortage
weight. weight.

G, T., . ■ 2506 Indianapolis, . . 22,000 22,680 680 -

“ .
. 2539 “ . . 22,000 22,568 568

NY C„ . 10147 “ . . 22,000 19,880 - 2,120
W . - 8118 “ . • 22,000 20,160 - 1,840
N. Y. C., .10025 “

. . 22,000 23,128 1,128
“ .10198 “ . . 22,000 22,456 456

W . 1424 “
. . 23,000 28,016 16

M. D., . 454 “ . . 22,000 22,400 400
R„ . . 7501 Toledo, . . . 22,400 22,344 - 56
W., . . 8066 Taylorville, ~ . 22,400 24,024 1,624
R., . .4311 Toledo, . . . 22,400 22,288 - 112
W., , . 8095 Springfield, , . 22,400 24,192 - 208
R., . . 9241 Toledo, . . . 22,400 22,282 - 168
“ . . 7995 “

... 22,400 22,400
8.. . . 8089 Chicago, . . . 23,850 23,800 - 60
R., . . 9096 Toledo, .

. . 22,400 22,400
B„ . . 3979 Chicago, . . . 21,050 21,336 286
R., . . 9572 Toledo, . . .

22,400 22,344 - 56
“ . . 4078 “

... 22,400 22,344 - 66
“

. . 2966 “

... 22,400 22,344 - 56
“ . . 12195 “

... 22,400 25,586 3,186
“

. . 5644 “
... 22,400 22,288 - 112

W., . . 2568 Indianapolis, . . 22,400 22,282 - 168
N. Y. C., . 7586 Cleveland, . . 20,000 22,786 2,786
W., . . 2615 Indianapolis, . . 22,000 22,120 120
R., . . 3518 Toledo, . . . 22,400 22,176 - 224
M D.,. . 582 “

... 22,400 22,344 - 56
R,, . . 7656 11

... 22,400 22,400
M. D.,. . 71 Fort Wayne, . . 23,000 22,400 - 600
G. T,, . . 164 Indianapolis, . . 22,000 22,624 624
8., .

. 2699 Chicago, . . . 21,000 22,848 1,848
“ . . 3275 “

... 24,000 25.872 1,872
M. D.,. . 1260 “

... 23,300 23,352 52
W., , . 8148 Cleveland, . . 22,400 21,224 - 1,176
R., . . 4703 Toledo, . . . 22,400 22,288 - 112
R, . . 8721 “

... 22,400 22,344 - 56
“ . . 3759 “

... 22,400 22,344 - 56
8., . , 3620 Chicago, . . . 28,000 22,950 - 40
G. T.. . . 1594 “ 20,800 21,000 200
M. D.,. . 1556 “ 24,000 23,820 - 180
N. Y, C., . 4174 “

... 24,000 28,760 - 240
B. . . 8238 “

... 24,000 28,760 - 240
“ . . 3996 “

... 24,000 23,880 - 120
“

. . 4848 “

... 24,000 23,820 - 180
M. D.,. . 2109 “

... 24,000 23,820 - 180
8., . . 4002 “

... 24,000 23,820 - 180
M. D.,. . 1782 “

... 24,000 23,820 - 180
8,, . 438 “

... 24,000 23,760 - 240
M D., . . 1279 “

... 24,000 23,820 - 180
W., . . -1585 Cleveland, . . 19,600 19,544 - 56
“

• • 2403 Indianapolis, . . 22,000 22,400 400
R., . . 14082 Toledo, . . . 21,560 21,504 - 56
“ . . 3986 “

... 22,400 22,064 - 346
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Way Bill Elevator
„

Car. WHERE FROM. . , ; . Excess. Shortage
weight. [ weight.

R, . 5661 Toledo, . . . 21,560 21,336 - 224
“ . . 2029 “

... 22,400 22,288 - 112
B. & A., . 10553 C. S. Junction,. . 23,852 23,240 - 112
N. Y. C., . 2288 Virginia, . . . 23,940 23,856 - 84
M. D.,. . 65 Chicago,. , . 23,350 23,184 - 166
8., . . 3490 “

... 23,900 22,680 - 220
W., . 1404 Indianapolis, . . 25,236 25,536 300
G. T„ . . 1893 Toledo, . . . 22,400 22,176 - 224
B .891 “

... 22,400 22,176 - 224
R. . . 2779 “

... 22,400 22,176 - 224
. 2017 “

... 22,400 22,344 - 56
“

, 3021 “
... 22,400 22,232 - 168

“ .7719 “
... 22,400 22,176 - 224

“ 2814 “
... 22,400 21,784 - 616

“ , , 3041 “

... 22,400 22,288 - 112
<* . . 7984 “

... 22,400 22,288 - 112
W .

. . 750 Beardstown, . . 24,000 22,736 - 1,264
B, , . 4116 Joliet, . . . 21,410 22,344 934
“ .

. 4062 “
... 21,980 22,288 308

S S., . . 180 Indianapolis, . . 21,950 21,840 - 110
M D.,. . 555 Toledo, . . . 21,560 21,448 - 112
R . . 5726 Logansport, . . 22,000 22,120 120
W, . 54 Taylorville, . . 22,400 22,624. 224
G. T. . . 4074 Indianapolis, . . 22,900 23,128 228
“ , 8189 “ . . 23,000 23,072 72

M D.,. . 871 Chicago, . . . 22,850 22,344 - 6
W . . 3580 Indianapolis, . . 25,236 25,648 412 [
R, . 3155 Toledo, . . . 22,400 22,344 - i 56
“ . 2801 “

... 22,400 22,232 - 168
M D . 514 “

... 22,400 22,288 - 112
R, ’. . 3498 “ 22,400 22,288 - 112
M. D.,. . 1292 “

... 22,400 22,344 - 55
S. S.,’. . 2230 Indianapolis, . . 24,000 23,744 - 256
W. . 3461 “ . . 21,000 21,336 336
Int . . 5709 Joliet, . . . 21,570 22,176 606
“ 11309 “

... 23,750 22,288' - 1,462
R . 14018 Toledo, . . . 22,400 22,288 - 112

, .3110 “ . . . 22,400 22,400
M. D.,. . 526 “

. . 22,400 22,400
“ 1920 Chicago, . . . 23,050 22,786 - 314

8., . 3705 “

. . 22,600 22,624 24
W, . 3523 Indianapolis, . . 25,050 25,032 - 18
N. Y. C, . 10003 C. S. Junction,. . 23,352 28,240 - 112
B. & A., . 10561 “ “ 23,352 28,296 - 56
N. Y. C., . 10151 “ “

• ■ 28,352 23,296 - 56
B . 8595 Chicago, . . . 23,200 23,408 208 -

.1’ 3990 “

... 20,250 20,216 - 34
« . . 2151 “

... 22,700 22,624 - 76
“ ’ 508 “

... 28,000 22,960 - 40
R. ! . 10008 Toledo, . . . 22,400 22,288 - 112
M D . 1689 Chicago, . . . 24,240 24,080 - 160

-

.

, 237 Springfield, . . 22,400 24,696 2,296
N. Y. G., . 10288 “ . 22,400 24,640 2,240
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Car. WHERE FROM. . ,

_
, , Excess. Shortage

weight. weight.

R., . . 2892 Logansport, . . 22,000 22,288 288 -

“ .
. 4516 “ . • 22,000 22,282 282

N. Y. C., . 7270 Keokuk, , . . 21,000 25,816 4,816
R., . . 16048 “

... 21,000 25,424 4,424
“ .

. 7963 “
... 24,000 26,656 2,656

N. Y. C., . 10009 C. S. Junction,. . 28,852 23,072 - 280
W., . . 3430 Indianapolis, . . 24,873 23,856 - 1,017
R., . . 4639 Toledo, , . . 22.400 22,344 - 56
W., . . 48 Cleveland, . . 22,400 22,232 - 168
R.. . . 3251 Toledo, . . . 22,400 22,344 - 56
W., . . 8120 Cleveland, . . 22,400 22,288 - 112
“ . . 3586 Indianapolis, . . 23,822 22,624 - 1,198
“ . . 489 Cleveland, . . 22,478 22,400 - 78
“ . . 1407 “ 22,578 22,456 - 122
“

. . 3103 Indianapolis, . . 24,878 25,868 495
N. Y. C., . 10834 C. S. Junction,. . 23,352 23,240 - 112
R., . . 4401 Toledo, . . . 22,400 22.844 - 56
W., .

. 2328 Cleveland, . . 22,400 21,448 - 952
8., . . 5327 Chicago, . . . 22,750 22,848 98
N. Y. C., .10207 C. S. Junction,. . 23,352 23,240 - 112
R,, . . 9186 Toledo, . . . 22,400 22,176 - 224
W., . . 1717 Indianapolis, . . 25,236 25,480 254
R., . . 4167 Toledo, . . . 22,400 22,282 - 168
8., . . 3570 Chicago, . . 22,300 23,408 1,108
M D.,. . 469 Indianapolis, . . 24,873 25,592 719 -

W., . . 1614 Cleveland,
. . 22,400 21,840 - 560

“ .
. 2393 “ . . . 22,960 22,786 - 224

8., . . 3610 Chicago, . . . 23,500 23,464 - 86
M. D.,. . 1630 Indianapolis, . . 25,236 25,144 - 92
E., . . 9219 Toledo, . . . 22,400 22,792 392
“ . . 9080 “

... 22,442 22,176 - 266
“ . . 8281 “

... 22,400 22,176 - 224
“ . . 3767 “

... 22,400 22,120 - 280
“ . . 5730 “

... 22,400 22,232 - 168
“ . . 4220 “

... 22,400 22,008 - 892
“ . . 4318 “

... 22,400 22,232 - 168
“ . . 4058 “ ■ . . 22,400 22,232 - 168
“ . 7680 “ 22,400 22,176 - 224
“ . 4383 “

... 22,400 22,288 - 112
“ . . 1225 “

... 22,400 22,288 - 112
“

. . 4363 “
... 22,400 22,232 - 168

M. D.,, .648 “
... 22,200 22,400 200

R., . . 3486 “
... 22,400 22,288 - 112

“
. . 9415 “

... 22,400 22,288 - 112
M. D.,, . 1957 “

... 21,970 21,952 - 18
R., . . 18003 “

... 22,400 22,176 - 224
M. D... . 557 “

... 22,400 22,344 - 56
R, . . 3028 “

... 22,400 23,296 896
“

• . 7823 “
... 22,400 22,232 - 168

“
. . 7980 “

... 22,400 22,232 - 168
“ • . 16021 “ .

,
. 22,400 22,288 - 112

“ . • 7940 “
... 22,400 22,344 - 56

“ ■ . 3880 “
...

22,400 22,344 - 56
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R., . . 3951 Toledo, . . . 22,400 22,288 - ! 112
“

. . 2519 “
... 22,400 21,056 - ; 1,344

“ . . 3043 “
... 22,400 22,344 - ! 56

“ . . 3627 “
... 22,400 22,288 -I 112

“ . . 3453 “
... 22,400 22,288 - : 112

M. D.,. . 449 Chicago, . . . 24,000 23,408 - 592
R,, .9174 Toledo,

.

. . 22,400 22,344 - 56
“ ,

. 1223 “
... 22,400 22,176 - | 224

“ . . 9442 “
... 22,400 22,232 - i 168

“ , . 10006 “
... 22,400 22,176 - 224

W., . . 1169 Indianapolis, , . 24,873 23,632 - 124
R., . . 17048 Toledo, .

. . 22,400 22,176 - 224
“ . . 9222 “

... 22,400 22,344 - 56
“ . . 7961 “

... 22,400 22,176 - 224
“ . . 9208 “

... 22,400 22,344 - 56
“ . . 4050 “

... 22,400 22,344 - 56
“ . . 12092 “

... 22,400 22,176 - 224
“ .

. 3107 “
... 22,400 22,400

“ . . 9570 “
... 22.358 22,400 42

“
.

. 2036 “
... 22,400 22,176 - 224

“ . . 16026 “
... 22,400 22,344 - 56

“ . 9010 “
... 22,400 22,344 - 66

“ . . 3159 “
... 22,400 22,344 - 56

M. D., . 530 “
... 22,400 22,232 - 168

R.. . 7911 “
... 22,400 12,176 - 224

“ . . 9370 “
... 22,400 22,282 - 168

“ . 2677 Logansport, . . 22,000 22,064 64
“ . . 3344 Toledo, , . . 22,400 22,064 - 336
“ . 2886 “

... 22,400 22,844 - 56
“ . . 3130 “

... 22,400 22,344 - 56
“

.
. 1224 “

... 22,400 22,288 - 112
“ . . 6638 “

... 22,400 22,344 - 56
“ . . 4561 “

... 22,400 22,344 - 66
M. D.,. . 1350 Indianapolis, . . 24,873 25,760 887
W., . . 8234 “ . . 25,236 25,704 468
R, . . 10061 Toledo, . . . 22,400 22,400
“ .17011 “

... 22,400 22,232 - 168
“

. . 3473 “
... 22,400 22,344 - 56

“
. . 3311 “

... 22,400 22,288 - 112
“ . . 2896 “

... 22,400 22,344 - 56
“ .

. 4447 “
... 22,400 22,344 - 66

“

. . 4806 “
... 22,400 22,400

“ . . 9166 “
...

22,400 22,344 - 66
“ . . 4723 “

... 22,400 22,344 - 66
“ . , 5889 “

... j 22,400 22,400
“ . . 5306 “ . j 22,400 22,344 - 56
“ . . 9322 “

...122,400 22,344 - 56
“ , . 4334 “

...
) 22,400 22,400

“
.

. 9867 “
...122,400 22,344 - 56

M D., . 617 “
...122,400 22,400

R, . . 3654 “ . . . 122,400 22,344 - 66
“ .

. 4663 “
...

,21,560 21,504 - 66
“ . . 14052 “

...
; 22,400 22.344 - 56
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Out-turn of Grain at East Boston Elevator—Continued,

Way Bill i Elevator
_

Car. WHERE FROM. . |
,

Excess. Shortage
weight, i weight.

R.. . . 2878 Toledo . .
. 22,400 22,344 - 56

“ , . 5198 Joliet, . . . 21,460 21,896 436
“ . . 2673 Toledo, . . . 22,400 22,288 - 112

M. D.,. .646 “
... 21,660 21,448 - 112

R., . . 12178 “
... 22,400 22,344 - 66

. 4678 “
... 22,400 22,344 - 56

“ . . 4446 “
... 22,400 22,232 - 168

“
.

. 17023 “
... 21,560 21,836 - 224

“ . . 7979 “
... 21,560 21,836 - 224

M. D.,. .741 “
... 21,560 21,386 - 224

R, . . 3894 “
... 22,400 22,176 - 224

M D.,, .579 “
... 11,200 11,144 - 56

R., . . 4364 “

... 22,400 22,176 - 224
“

. . 7760 ... 21,560 21,836 - 224
W., . . 2346 Indianapolis, . . 22,400 25,088 2,688
M. D.,. . 1821 Chicago, . . . 23,000 23,296 296
“

. .1615 “
. . . 20,600 20,664 64

W., . . 1528 Indianapolis, . . 22,000 23,800 1,800 -

“ . . 6684 Taylorville, . . 22,400 22,176 - 224
“

. . 2594 Columbus, . . 26,500 25,424 - 76
Int., . 11167 Chicago, . . . 22,760 22,792 42
M D.,. . 1922 Indianapolis, . . 23,000 23,352 352
W., . . 8001 “ . . 22,500 23,464 964
“ . . 6001 “ . . 21,300 21,728 428

R., . . 3640 Toledo, . . , 22,400 22,400
“

. . 7825 “
... 21,560 21,604 - 56

“ . • 4396 “
... 21,660 21,392 - 168

M. D.,. . 1272 Matteson,. . . 22,200 22,232 32
8., . . 8639 “ 21,400 21,672 272
M, D.,. . 1271 Chicago, , . . 24,000 24,584 684

“ . . 179 Matteson,. , . 20,000 19,824 - 176
R., . . 14041 Toledo, . . . 22,400 22,344 - 66
“ • • 4248 “

... 22,400 22,288 - 112
“

• • 16018 “
... 22,400 22,344 - 56

“ ■ • 7695 “
... 22,400 22,344 - 56

“ ■ • 9506 “
... 22,400 22,120 - 280

“

• ■ 10073 “
... 22,400 22,288 - 1128., . . 6274 Chicago, . , . 24,290 24,304 14

“
• • 4602 “ 24,240 24,192 - 48M. D.,. . 2321 “

... 24,240 24,136 - 104
“

■ • 1764 “
... 24,240 24,192 - 48

R., . . 4006 Toledo, . . . 22,400 22,288 - 112
“ ■ • 2961 “

... 22,400 22,344 - 56
M. D.,. . 1492 “

... 23,000 23,352 352
R-> • • 3559 “

... 22,400 22,176 - 224R., . 16029 Toledo, . . , 22,400 22,344 - 56
M D.,. . 1090 “ . . .; 22,400 22,344 - 668., . . 2070 Chicago, . , , 122,300 22,120 - 180
“ ■ ■ 6009 “

... j 20,000 19,264 - 736
“ ■ • 2315 “

. j 21,150 21,280 130
W„ . . 3125 Indianapolis, . . 124,873 24,584 - 289
“

• • 297 Cleveland, . . j 22,960 22,680 - 2808., . . 5107 Chicago, , . , 23,700 23,576 - 124

12
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Out-turn of Grain at East Boston Elevator—Continued.

Wav Bill Elevator ; |
Car. WHERE FROM. , . t Excess. Shortage

weight. weight j

B . . 2921 Logansport, .
. 22,000 21,728 I - 272

17043 i . 22,400 21,560 - 840
« . 4320 “

. . 22,400 j22,176 I - 224
-\V . 2509 Cleveland, . . 22,960 : 22,792 I - 168
B,

’

. . 4046 Joliet, . . . 20,900 22,008 1,108
M.' D,, . . 2549 Chicago, . .

. 22,000 22,344 344
B, . 2771 Toledo, . . . 22,830 22,786 - 94
C. L., . 12018 C. S. Junction,. . 23,852 23,296 - 56
B. . . 10025 Logansport, . . 22,000 21,896 - 104
M* D . 691 Indianapolis, . . 22,000 22,064 64
W. . . 1453 “ . . 22,000 22,848 848
MI) . 697 Taylorville, . . 22,400 25,032 2,632
B. . 7651 Butler, . . . 22,000 22,232 232
NY. C., . 10361 Virginia, . . . 22,400 23,240 840
LS &M. S., 936 Indianapolis, . . 23,290 22,792 - 498

» “ . 2953 “ . . 21,950 20,552 - 1,398
DF. R., .86 “

. . 24,000 23,632 - 368
L. 620 “ 23,750 28,296 - 454
MD. . ■ 424 Dayton, . . . 22,700 23,5/6 876
W. . . 3206 “

... 23,500 24,696 1,196
B.

'

. 10050 Chicago, . . . 23,000 22,176 - 824
Int. . . 11173 “

. . • 23,700 23,632 - 68
M. C., . . 8628 “

... 21,430 21,336 - 94
B. . . 4603 Butler, . . . 21,900 23,336 1,436
M.'d... . 124 Chicago, . . . 24,000 23,856 - 1,144
(j. T. . • 1985 Indianapolis, . . 22,000 22,512 512
B.

'

. . 14063 Toledo, . . . 22,400 22,344 - 56
.

. 18001 “
... 22,400 22,232 - 168

M. D.,. . 2483 Indianapolis, . . 17,500 17,808 808
2200 “ . . 22,000 22,512 512

B . 8558 Joliet, . . . 20,600 22,400 1,900
b'.’ . . 4174 Toledo, . . . 21,000 22,680 1,680
M* D. .

. 2180 Chicago, . . . 21,850 21,962' 102
B' . 1200 “

... 21,800 21,840 540
m’d 24 “

... 23,100 23,184 80
B' ”

3523 “
... 22,000 24,696 2,696

m’d 2525 “
... 22,300 22,120 - 180

, 2295 Virginia, . . . 22,400 24,024 1,624
IV. . . 4039 Cleveland, . . 22,000 23,352 1,352
B, ’ . 12182 Logansport, . . 23,600 23,520 20
B. ! . 1078 Joliet, . . . 21,430 21,224 - 206
u’

. 3555 Chicago, . . . 21,500 21,604 4
» , 4740 Joliet, . . . 21,630 21,560 - 70
u

. . 2073 “

... 23,690 23,520 - 170
B & A., . 10519 C. S. Junction,. . 23,352 23,296 - 56

« . 10531 “ “ 23,362 23,184 - 168
NYC 10224 “ “ 23,352 23,184 - 168

' . 10122 “ “ . . 23,352 23,240 - 112
C. S. L„ .11610 “ “ . . 28,852 23,296 - 56
B . 1702 Peoria. . . . 23,500 23,912 412
«’ 9231 “ . . 23,500 28,912 412-
u

' '

2743 “
... 23,500 28,800 300

.. ' ' 17095 “

... 23,500 23,744 244
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Out-turn of Grain at East Boston Elevator—Continued.

War Bill i Elevator
.

Car. WHEKE FKOM. .
, i ~ .

Excess Shortage
! weight. J weight.

R , . 9383 Peoria, . . . 23,500 23,856 356 j -

“ . . 3144 “
... 23,500 24,080 580 !

M D,. • 216 Chicago, . . . 24,000 28,392 4,392 |
M. C,. . 2494 “

... 24,000 24,192 192 I
C. S. L., . 11690 Peru, . . 22,000 22,288 288 -

“ . 4165 Indianapolis, , . 23,000 23,128 128
K. Y. C., . 4836 Chicago, . . . 21,800 21,784 - 16
B & A,, . 10517 C. S. Junction,. . 22,904 22,736 - 168

“ . 10546 “ “

. . 23,352 23,128 - 224
“ . 10503 “ “ 23,352 23,184 - 168
“ . 10569 “ “ 23,352 23,240 - 112

N. Y. C., . 10050 “ “ 28,352 23,852
W .

• 8140 Indianapolis, . . 21,600 22,064 564 ■--»

U. S R, ■ 03901 “
. . 21,600 24,080 2,580

M D.,. . 761 Toledo, . . . 20,000 24,136 4,136
“ . . 2668 “

... 20,000 24,080 4,080
R, . . 9129 Peoria, . . . 23,500 23,632 182
“ . . 2759 “

... 23,500 23,744 244
“ . 2914 “

... 23,600 23,632 132
“ . . 2568 “

... 23,500 23,912 412
“ . . 2399 “

... 23,500 23,912 412
“ . . 9471 “

... 23,500 23,912 412
“ . . 5334 “

... 23,500 28,912 412
M. D,. . 2325 Indianapolis, . . 22,000 23,800 1,800
B, . . 3046 Joliet, . . . 21,640 21,672 32
R., . 4489 Toledo, , . . 23,000 23,682 632
“ . . 7804 “

... 22,400 22,288 - 112
D. E. R. 1., . 136 Indianapolis, . , 24,000 23,184 - 816
G. T., . . 1855 Chicago, . . . 23,000 23,128 128
G. T., . . 3732 “

... 22,500 22,456 - 44
M.D.,. • 973 Logansport, . . 22,000 21,672 - 328
8., . . 3748 Joliet, . . . 20,760 20,608 - 152
“ . . 3749 “

... 22,490 22,344 - 146
“ . . 4045 Chicago, , . . 21,500 21,672 172
“

. . 2397 “ . . . 22,450 22,624 174
M. D.,. . 2019 “

. . . 24,240 24,136 - 104
But., . . 11198 Joliet, . . . 22,200 22,288 88
B, .

. 5010 “
... 22,070 22,232 162

U. D.,. . 1430 Indianapolis, . , 22,400 22,568 168
Y. C, . . 3717 C. S Junction, . 28,352 23,016 - 336
W., . ■ 3451 Indianapolis, . . 23,822 26,432 2,610
“ . • 3403 “

. . 23,822 20,440 - 3,382
8., . .3371 Chicago, . . . 22,660 22,680 30
U. D., . . 808 Indianapolis, . . 23,000 22,456 - 544
R, . . 4408 Logansport, . 23,000 23,016 16
W., . . 8167 Indianapolis, . . 23,000 23,576 576
N. Y. C., . 10091 “ . . 22,000 23,856 1,856
W., . . 8004 “ . . 23,300 23,744 444
CW. D„ . 2578 “ .

. 23,000 23,240 240
“

. 1199 “ . . 22,000 23,016 1,016
W., . . 2548 “ . , 22,000 22,848 848
N. V. C., . 4111 Toledo, . . . 22,400 22,344 - 56
M. D.,. . 1510 Chicago, . . . 24,000 23,940 - 60
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Out-turn of Grain at East Boston Elevator—Concluded.

Way 15111 Elevatort ar. WHERE HIOM. ; Excess, iShortage
weight. weight. I •

*

B„ . , 4618 i Chicago, . . , 23,610 23,520 j - 90
“ . . 8525 “

... 23,610 23,580 1 - 30
M. D,, . . 1710 “

... 24,000 23,940 i - 60
“ . . 2606 i ... 24,000 24,000 I

8., . 858 ; ... 24,000 23,820 - 180
“ . . 8358 i ... 24,000 24,000
“

. . 8654 [ ... 24,000 23,940 - 60
“

. . 4517 ! “
... 23,610 23,460 - 150

M. D„ 41 “

... 24,000 23,940 - 60
“ 2262 i ... 24,000 23,820 - 180

8., . . 4612 :
... 23,610 23,580 - 30


