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Depabtment of Public Utilities, April 2, 1923.

To the Honorable the House of Representatives.

The House of Representatives passed the following order on
January 24, 1923;

Ordered, That the Department of Public Utilities is hereby requested
to investigate the passenger train service furnished by railroads operating
in Massachusetts, particularly the causes for the delay in the arrival
and departure of trains from their various terminals, and report its
findings to the House of Representatives on or before the first day of
March next, together with the opinion of said Department as to whether
any legislative action will tend to improve the said passenger service,
and, if so, its recommendations in respect thereto.

The time above stated was subsequently extended to and
including the second day of April, 1923.

The Department of Public Utilities, having given public hear-
ings and having afforded to all those 'who desired to be heard
opportunity for the expression of their views, and after an
independent study of the subject-matter, reports herewith as
follows:

No complaints were made at the hearings of the service on
the Boston and Albany, the Boston, Revere Beach and Lynn
or the Central Vermont. All were leveled at the Boston and
Maine and the New York, New Haven and Hartford.

In the cases of the Boston, Revere Beach and Lynn and the
Central Vermont, the delay in the arrival and departure of
trains from their various terminals, and such disarrangement as
occurred in the passenger train schedules, appears, in general,
to have been no greater than would be accounted for by the
coal strike and the weather of the winter which is nearly con-
cluded.

C&e CommontocaltJj of Massachusetts.
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In the case of the Boston and Albany railroad, also, the same
seems to be true. While the delays on this last-named line
were numerous, aggregating 34.95 per cent, as appears in
detail on the charts annexed, they were largely due to delayed
connections rather than to the fault of the Boston and Albany
as such. In those cases where the responsibility rightly falls
upon the railroad itself, the coal strike and the abnormal
weather conditions seem, in general, to supply an adequate
explanation. The fact that the percentage of delays of five
minutes or more on the Boston and Albany was only 34.95 as
compared with 46.42 on the Boston and Maine, and 52.27 on
the New York, New Haven and Hartford, as shown on said
charts, is probably due to two circumstances. In the first
place, the financial condition of the Boston and Albany at the
beginning of last year was emphatically better than that of
either the Boston and Maine or the New York, New Haven
and Hartford, and it was thus in a far superior situation, as
regards its motive power and rolling stock, when the shop-
men’s strike took place on July 1, 1922. In the second place,
it came to terms with the strikers in September, and the in-
terruption caused to its repairs of locomotives by the shopmen’s
strike was, consequently, comparatively slight.

On the other hand, the Boston and Maine and the New
York, New Haven and Hartford failed to meet their operating
expenses and fixed charges from their revenues for the year
1921, in the former case by $7,367,236.27 and in the latter by
$14,121,623. This naturally prevented the acquisition of addi-
tional locomotives necessary for adequate operation. Condi-
tions had so improved, however, in the early spring of 1922
that confidence was felt by the management of both these roads
that their operating expenses and fixed charges would be met
from their revenues that year. But then, in the late spring, at

the suggestion of the Federal authorities, a sweeping horizontal
reduction in freight rates was made, effective July 1, 1922, of
10 per cent, other than on agricultural products (whose rates
had been decreased 10 per cent the preceding January) and on

certain other commodities (whose rates had been previously
reduced from the maximums under Federal control). These
reductions were urged by the Federal authorities upon the
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theory that the loss in revenue would be more than offset by
the consequent increase in business. So far as the Boston and
Maine and New York, New Haven and Hartford were con-
cerned, the hope of swelling the revenues by reduction in rates
was remote, as the increase in tonnage that these railroads
would be obliged to secure to offset the loss occasioned by the
cut in rates, even assuming that there were no added expenses
in handling this increased freight, was such that these railroads
would have difficulty in dealing with it in view of their finances
and of the condition of their equipment. Indeed, when business
did begin to after the middle of last year, and traffic
as a consequence grew heavier, these two roads were, because
of their lack of adequate motive power and rolling stock, taxed
to the utmost.

The Boston and Maine moved in the last six months of 1922
5.1 per cent more freight than during the corresponding period
of the preceding year. The New York, New Haven and Hart-
ford moved 4.9 per cent more. It is interesting to note in the
latter connection, and in view of some criticisms directed
against this road, the largely increased amount of coal which
the New Haven carried in October, November and December
of 1922, and in January and February, 1923, compared with
the corresponding months of the previous year. The figures
follow:

Cars. Cars.

October 17,747 f 21,96
November
December

1921-{18,219 1922 •! 20,028
18,3111.

January
February 1Q99 / 13,533 1Q9o / 20,06719w2 I 18,170 19Z6 1 18,420

Total ,789497

If nothing unforeseen had intervened during the course of
last year, it is extremely probable that the service on the Boston
and Maine and the New York, New Haven and Hartford rail-
roads would have been unsatisfactory, anyhow, because of their
lack of proper equipment, and especially motive power, to
handle their substantially increased business. While what we
are discussing is the freight business, it must not be forgotten
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that the handling of such an increase in freight under the
adverse conditions herein stated has a materially detrimental
influence upon the passenger service in general. Besides, par-
ticularly in the case of the New Haven, the increase in suburban
passenger traffic has been such in the last few years as to over-
tax seriously the capacity of its terminal facilities. Here, again,
the only remedy is larger expenditures, and these in turn are
prohibited by the lack of funds

We wish to pause a moment to emphasize this thought,
because it is vital to recognize that the fundamental and deep-
seated cause of the difficulties in service which we experienced
during this winter is the bad financial condition of the Boston
and Maine and New York, New Haven and Hartford railroads.
We have pointed out the tangible effects of such a situation.
It is also probably true that the financial handicaps under
which these two roads have been operating have resulted in a
loss of energy and enthusiasm, which, while intangible, is none
the less serious.

These two railroads, then, were in a situation where any
additional and unexpected burden was likely to result in the
distressing interference with service which took place this
winter. Unfortunately for them and for the public, not one
additional and unexpected burden, but three, fell upon them, —

the coal strike on April 1, 1922, the shopmen’s strike on July 1,
1922, and an extraordinarily difficult winter from the trans-
portation point of view.

We now proceed to discuss what seems to us the most acute
cause of the bad passenger service on these two roads during the
last few months, that is, the shopmen’s strike.

In June, 1922, the Federal Railroad Labor Board ordered a

reduction in wages of employees engaged in shop work and
maintenance of ways-, to become effective on the first of July

next. This resulted in the so-called shopmen’s strike. It is

idle from the point of view of this report to attempt to deter-
mine the question whether the shopmen were to blame for this
strike in opposition to the order of the Federal board, or

whether the strike was one deliberately provoked by the rail-
road managements of the country in general, as has been

charged. The important fact is, for our purposes, that tie

strike took place on July 1, 1922.
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On July 11, 1922, the Federal Railroad Labor Board pro-
posed that the carriers and the strikers have a peace parley.
On August 1, 1922, the President proffered a basis of settle-
ment. On August 7, 1922, the President made a further com-
promise proposal. On August 25, 1922, negotiations were
opened between certain carriers and the strikers, which finally
ended, on September 13, in the conclusion of the so-called
Baltimore Agreement.

This agreement was, in substance, that all the strikers were
to return to work in positions of the class they held on June
30, 1922, and at the same point. As many of such men as
possible were to be put to work immediately at the then rates
of pay, and all the rest were to be put to work or under pay
not later than thirty days after the signing of the agreement,
except such men as were proven guilty of acts of violence.
The agreement also provided that the relative standing as
between themselves, of men returning to work and men laid
off, furloughed or on leave of absence, should be restored as
of June 30, 1922, and that they were to be called back to work
in that order. There was, too, a clause for the reference of
disputes to a commission composed of six named by the labor
organization and six by the railroads.

This agreement was concluded by about fifty carriers, and on
October 27, 126 railroads in all had signed on the basis of the
Baltimore Agreement.

Among those 'who thus signed were the Boston and Albany
and the Central Vermont. The Boston, Revere Beach and
Lynn was not involved in the strike. The Boston and Maine
and the New York, New Haven and Hartford railroads did not
sign the Baltimore Agreement
their lines. The fact that the
faced with the strike, after the
ment, got through the winter

and the strike continued upon
three railroads which ’were not

signing of the Baltimore Agree-
better than did the other two

railroads, the Boston and Maine and the New York, New
Haven and Hartford, wdiich did not settle with the strikers,
is one of the reasons why we believe that the most acute cause
of the bad passenger service of the winter was the shopmen’s
strike. On the other hand, this conclusion must not be pressed
too far, because, after all, while the percentage of delays on the
New York, New Haven and Hartford was 52.27, and on the
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Boston and Maine 46.42, on the Boston and Albany, which
began the year in much better financial condition and which
soon settled the shopmen's strike, it reached the large figure
of 34.95.

The Boston and Maine officials testified at a hearing before
this Department that on July 1, 1922, the date of the shop-
men’s strike, 5,185 men whose duty it was to keep in repair the
locomotives and cars of the road left its service in a body.
The number of shopmen employed by that road on June 30,
1922, was below normal, because the road was at that time at
the end of a long period of depression in general business, ac-
companied by a large shrinkage in traffic. In previous years,
when that railroad was handling a business approximating in
volume that of 1922, the number of men employed on cor-
responding work was at times as high as 7,000. The manage-
ment of the road proceeded immediately to build up a force
of new men. These were largely from New England and were
secured upon the promise of permanent employment to such as
proved efficient, and, according to the officials of the road,
upon no other inducement whatsoever. The result was that
the number of new men recruited for shop work was on suc-
ceeding dates, as follows:

July 27, 1922
August 24, 19:
September 21, 1922
October 19, 1922
November 16, 1922
December 14, 1922
January 11, 1923

It was also apparent to the management on July 1, 1922,
that the repairs which would have been normally done in

July, August and September could not be expected from the
depleted shop force. Accordingly various contracts were let to
outside repair shops. These, however, did not fill the whole
gap by any means, and their failure to do this meant, as a
consequence, that the road was going to enter into the winter
with its equipment in a poorer condition of maintenance than
would have been the case but for the shopmen’s strike and the
failure to settle the same.
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The new workmen employed were, according to the railroad
management, men skilled in their particular mechanical trades
but unfamiliar with this special type of work. Those placed in
the repair shops, where each had to learn a specific function,
soon became expert in their work. The management of the
Boston and Maine Railroad claims that these men are now
sufficient, both in number and in quality, for the work assigned
to them. The real difficulty experienced by the railroad was
to train new men to take the place of those who had formerly
been in the roundhouses. This type of workman has to be able
to diagnose the trouble with some disabled locomotive and to
repair that trouble, unless it is so serious as to require its being
sent to the repair shops. This type of work obviously calls for
much more experience and expertness than that done by indi-
viduals in the regular railroad shops. A substantial amount of
delayed repairs during the last winter was due to this lack of
efficient mechanics for roundhouse purposes. The railroad man-
agement now asserts that it believes that it will not be long
before these men will be entirely adequate to discharge their
functions properly.

The officials of the New Haven railroad testified before this
Department very much to the same effect. They say that
about 5,300 shopmen left the employ of the road on July 1,
1922. It is, of course, quite obvious that this force was below
that normally required to maintain properly the rolling stock
and equipment. On October 27, 1922, they had secured the
services of about the same number of men, and on February
1, 1923, they had in the neighborhood of 6,200 men in their
shops and roundhouses. The New Haven management feels
very strongly that these men are now doing the work in the
repair shops as well, if not better, than their predecessors had,
and that they are rapidly acquiring the necessary skill in the
roundhouses to perform their functions adequately, and ought
before long to attain that point. The New Haven road sub-
mitted various figures as to repairs and condition of locomotives
which tended to demonstrate the accuracy of this opinion, and
the Boston and Maine officials made certain general statements
to the same effect. An independent investigation by our in-
spectors tends to indicate that a good quality of repair work is
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now being usually done. The managements of the Boston and
Maine and the New York, New Haven and Hartford roads
also, assert that there has recently been a marked diminution
in the number of delays in arrival and departure of trains
occurring since January 1, 1923, and that this, in part at least,
tends to support the views stated above. This is confirmed by
the following figures which we have collected.

Boston and Maine Railroad,

Portland, Southern and Fitchburg Division

January, 1923
February, 1923
March, 1923 (to the 28th, inclusiv

New York, New Haven and Hartford Railroad.

Trains Run. Trains Late. Per Cent.

January, 1923 26.023 13,985 53.74

February, 1923 17. 535 4’ 814

March, 1923 (to the 20th, inclusive) . . . . 12,406 2,170

The poorer showing of the Boston and Maine, it perhaps
ought to be added parenthetically, is probably due to the fact

that winter has not relaxed its grip upon its territory as much
as upon that of the New York, New Haven and Hartford
road’s.

It is, of course, obvious from the foregoing that the shopmen s

strike hampered seriously the repairs which should normally

have been made before the winter set in; that it was bound to

be some time before the new men in the repair shops coul
perform their duties adequately; and that it would be a sti

longer time, which may not yet have completely arrived, e ore

the new mechanics in the roundhouses were entirely competent
for their exacting duties.

Boston, Midland, Old Colony and Providence Divisions.
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We have dealt above with the concrete results of the shop-
men’s strike. We do not think, however, that this covers the
whole situation. There is no doubt that sympathy for the
striking shopmen must have led to a lessening of loyalty and an
increase of laxity among some of the other employees of both
of the railroads concerned. This has very likely diminished
with the lapse of time. It may be that a conciliatory policy
on the part of the two railroads concerned toward their striking
shopmen might still further tend to lessen this attitude. But
it is, of course, obvious that if this were done at the expense of
the new employees, it might result not only in no gain but
perhaps in a net loss.

We have been urged by representatives of the striking shop-
men to recommend that the railroad be forced by legislative or
commission action, or both, so far as practicable, to reach an
agreement for their re-employment. However desirable or not
this may be from other viewpoints, it seems to us that this
matter does not fall within the proper scope of this investiga-
tion and report. We are not in a position to state at the pres-
ent time that such action would tend to make more prompt the
arrival and departure of trains and to improve passenger train
service, which are the specific subject-matters upon which our
opinion is desired, and accordingly we are unable to say that
legislative action would tend to improve the same, even if
it could be done without infringement upon Federal authority,

and to make recommendations of what such legislative
action should, in our judgment, be.

On April 1, 1922, the coal strike took place. This, of course,
resulted in a shortage of fuel, and, as a consequence, compelled
the railroads to try to secure coal outside the United States,
and particularly from Canada and Gx- eat Britain; 40.3 per cent
of the coal consumed by the Boston and Maine Railroad for
the last six months of 1922 was British, and 8.3 per cent was
from Cape Breton. The officials of the New Haven road have
also stated that they were compelled to purchase very large
quantities of British and Canadian coal. Much of the British
coal and all of the Cape Breton has a much lower fusing point
than the ordinary American coal for locomotive use, and this
results in a tendency to form clinkers, stop up grate openings
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and block the flues. This, of course, aggravated seriously the
locomotive troubles of the earlier part of last winter. The
Boston and Main reports that they had 548 engine failures in
one month directly attributable to poor fuel. The officials of
the New Haven road asserted the same, in more general terms.
Whether this was really due to the inferior quality of the coal
or the lack of familiarity with it and of knowledge of how to
use it best on the part of the engineers and firemen, is beside
the mark. The fact is that the use of this British and Can-
adian coal caused serious interruptions in freight and train
service, and that this played a substantial part in the poor
passenger service of the earlier part of the winter.

While we think that the most acute cause of the situation
which we are investigating was the shopmen’s strike, we
believe, none the less, that the coal shortage and its results
would alone have been enough to cause very serious inter-
ference with passenger service, particularly in view of the poor
financial condition of both the Boston and Maine and the New
York, New Haven and Hartford roads and of the inadequate
supply of locomotives and rolling stock, which flowed from
their lack of available funds.

The weather, too, constituted a very serious matter, indeed.
This winter is still too fresh in our minds to require any de-
tailed statements of its conditions. The effect of excessive
snow and ice on the movement of traffic is too well recognized
to require extended comment. Not only did this impede the
movement of trains and cause the diversion of power to hand-
ling snowplows and doubleheading passenger trains, but the
continued snow with thaws and freezing weather interfered
materially with the handling of coal to engines, and thus
caused delay at the coaling stations. At several places it was
necessary to use dynamite to loosen the coal, both in storage

piles and cars. At one point alone forty extra men were em-

ployed at an engine house several days to loosen coal with
picks and bars in order that it might be put in condition for
the locomotives. The coal even then was so mixed with ice

and snow as to materially affect its steaming qualities. e

are informed by the officials of the roads that this was not an
extraordinary or highly exceptional case. Then, too, low
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temperature has a tendency to cause breaking failures in
locomotive parts, as figures submitted by officials of the roads
tend to demonstrate. The result of these weather conditions
was also to cause various special and peculiar accidents, which
in turn involved serious delays, of which, perhaps, the case of a
tug which got stuck in a drawbridge and tied up all trains for
over two hours at the North Station may be regarded as
typical. Besides, it must not be forgotten that such a winter
as we have just gone through entails very great hardship upon
railroad operatnes, and thus not only affects their work at
some one particular time, but tends to lower their energy and
norale. Delays are annoying and cause substantial discomfort

:o passengers, but they are very much more serious for the
rain crews. They mean much longer hours, inability to corn-
et 6 runs and consequent absences from home under condi-
ions of considerable exposure to the elements and of great
lersonal discomfort. We must not lose sight of the fact that,
'hile there were great delays during the past winter, of which
he public may rightly complain, there was also much done
or the public service by railroad employees and officials under
ircumstances so severe at times as to be almost, if not quite,
eroic.
The severity of the winter also had a serious indirect effect

pen all the New England railroads discussed, which must not
e ignored. New England, from the railroad point of view, is
irgely a terminal, or switching yard. Much of the freight and
iany of the passengers originate from carriers outside of New
ngland. If these carriers are late at the connecting points,

le ' dislocate the New England schedules. An examination of
ie charts hereto attached will show how serious a matter
dayed connections have been during this winter.
Thus the winter, itself, was in the ways above enumerated
id in many others a serious contributing factor to the great
■lays of which the public rightly complain. Had the Boston
id Maine and the New York, New Haven and Hartford rail-
ads been in such financial condition that on July first last
ey had had ample motive power and proper terminal facilities,
d had they settled with the striking shopmen, while the
nter would have caused many annoying delays, it probably
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and block the flues. This, of course, aggravated seriously the
locomotive troubles of the earlier part of last winter. The
Boston and Main reports that they had 548 engine failures in
one month directly attributable to poor fuel. The officials of
the New Haven road asserted the same, in more general terms.
Whether this was really due to the inferior quality of the coal
or the lack of familiarity with it and of knowledge of how to
use it best on the part of the engineers and firemen, is beside
the mark. The fact is that the use of this British and Can-
adian coal caused serious interruptions in freight and train
service, and that this played a substantial part in the poor
passenger service of the earlier part of the winter.

While we think that the most acute cause of the situation
which we are investigating was the shopmen’s strike, we
believe, none the less, that the coal shortage and its results
would alone have been enough to cause very serious inter-
ference with passenger service, particularly in view of the poor
financial condition of both the Boston and Maine and the New
York, New Haven and Hartford roads and of the inadequate
supply of locomotives and rolling stock, which flowed from
their lack of available funds.

The weather, too, constituted a very serious matter, indeed.
This winter is still too fresh in our minds to require any de-
tailed statements of its conditions. The effect of excessive
snow and ice on the movement of traffic is too well recognized
to require extended comment. Not only did this impede the
movement of trains and cause the diversion of power to hand-
ling snowplows and doubleheading passenger trains, but the
continued snow with thaws and freezing weather interfered
materially with the handling of coal to engines, and thus
caused delay at the coaling stations. At several places it was
necessary to use dynamite to loosen the coal, both in storage

piles and cars. At one point alone forty extra men were em-
ployed at an engine house several days to loosen coal with
picks and bars in order that it might be put in condition for
the locomotives. The coal even then was so mixed with ice

and snow as to materially affect its steaming qualities.
are informed by the officials of the roads that this was not an

extraordinary or highly exceptional case. Then, too, low
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temperature lias a tendency to cause breaking failures in
locomotive parts, as figures submitted by officials of the roads
tend to demonstrate. The result of these weather conditions
was also to cause various special and peculiar accidents, which
in turn involved serious delays, of which, perhaps, the case of a
tug which got stuck in a drawbridge and tied up all trains for
over two hours at the North Station may be regarded as
typical. Besides, it must not be forgotten that such a winter
as we have just gone through entails very great hardship upon
railroad operatives, and thus not only affects their work at
some one particular time, but tends to lower their energy and
morale. Delays are annoying and cause substantial discomfort
to passengers, but they are very much more serious for the
train crews. They mean much longer hours, inability to com-
plete runs and consequent absences from home under condi-
tions of considerable exposure to the elements and of great
personal discomfort. We must not lose sight of the fact that,
while there were great delays during the past winter, of which
the public may rightly complain, there was also much done
for the public service by railroad employees and officials under
circumstances so severe at times as to be almost, if not quite,
heroic.

The severity of the winter also had a serious indirect effect
upon all the New England railroads discussed, -which must not
he ignored. New England, from the railroad point of view, is
largely a terminal, or switching yard. Much of the freight and
many of the passengers originate from carriers outside of New
England. If these carriers are late at the connecting points,
they dislocate the New' England schedules. An examination of
the charts hereto attached will show how' serious a matter
delayed connections have been during this winter.

Thus the winter, itself, was in the ways above enumerated
and in many others a serious contributing factor to the great
delays of which the public rightly complain. Had the Boston
and Maine and the New York, New Haven and Hartford rail-
roads been in such financial condition that on July first last
they had had ample motive power and proper terminal facilities,
and had they settled wuth the striking shopmen, while the
winter would have caused many annoying delays, it probably
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would not have occasioned the same amount of discomfort to
passengers. This is true not only of the winter alone, but of
the coal strike as well, and of both together. The experiences
of the Boston and Albany, the Boston, Revere Beach and
Lynn and the Central Vermont railway seem to demonstrate
this beyond any question. The charts, for example, show that
from December 1, 1922, to February 1, 1923, the Boston and
Albany had total trains delayed, five minutes or more, 34,95
per cent, while the Boston and Maine had 46,42 per cent, and
the New York, New Haven and Hartford had 52.27 per cent.

We cannot see that we can make any helpful recommenda-
tions as to any of the three immediate factors which we have
discussed above, i.e., the coal strike, the shopmen’s strike and
the winter weather. The winter is well-nigh spent. The coal
strike is over. The effects of the shopmen’s strike have sub-
stantially disappeared, and we do not perceive, for reasons
previously stated, any action which we can suggest as to this
last matter which would tend to improve the passenger train
service, and particularly to reduce the causes for the delay in
arrival and departure of passenger trains. It is regrettable,
however, that tribunals do not exist which, in the interest of
the general public and for the public welfare, could finally
determine differences between employers and employees in such
vital industries as railroads and coal, and thus prevent a repe-
tition of such strikes as the coal miners’ and the shopmen’s of
last year. This, unfortunately, lies beyond the remedial powers
of the Legislature of this Commonwealth. While these causes
have ceased to operate at the present time, certain permanent
detrimental factors, however, still remain. The Boston and
Maine and the New York, New Haven and Hartford rail-
roads are both still in bad financial condition. This not only
prevents their having ample motive power, rolling stock and
equipment in adequate condition, but also prohibits their mak-
ing extensions and developments which are necessary for the
most effective operation of their respective systems. We think
it apparent that no legislative action can materially impro\e
the financial condition of the railroads, as the question of the
rates upon which the roads are dependent for their revenues
and of the wages which they must pay are largely in the con
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trol of the Federal government. Moreover, no State legislation
can be effective in improving the management of these rail-
roads, because this lies wholly in the hands of the stockholders.
The remedy for this situation, in short, cannot be provided by
any statute of the Legislature. There is no royal road or
short cut. The salvation of the Boston and Maine and the
New York, New Haven and Hartford railroads is a matter that
can be accomplished only by the co-operation of all govern-
mental agencies concerned, of their stockholders and of the
community as a whole.

We attach hereto a report 1 of our chief engineer and
the sixteen sheets therein referred to, all of which are self-
explanatory.

Respectfully submitted.

HENRY C. ATTWILL,
EVERETT E. STONE,
LEONARD F. HARDY
HENRY G. WELLS,
DAVID A. ELLIS,

Commissioners of the Department of Public Utilities

1 Report filed but not printed.




